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technical material, and to provide comments, all within a 60-day period. In fact, the volume of
material that must be reviewed is probably close to three times that amount.

When the draft ETR/EIS documents were first released for public comment, CCHSRA
promply requested the Authority to provide a 90-day opportunity to comment on the Fresno
to Bakersfield Draft EIR/EIS. The Authority did not honor that request. Without responding
directly to CCHSRA, the Authority staff did revise the initial 45-day comment period announced
upon release of the two Draft EIR/EIS documents, and added 15 days to the comment period for
these documents, establishing the current 60-day comment opportunity. As the attached letter so
convineingly demonstrates. a 60-day comment period is grossly inadequate. CEQA, and the
CEQA Guidelines, and basic due process, require a much more extensive comment period.

CCHSRA and its members can attest that this due process problem is not merely
“theoretical.” Currently, CCHSRA and its members are working as diligently as they possibly
can to review the 17,000-page Draft EIR/EIS for the Fresno to Bakersfield segment, and to relate
this document to the Draft EIR/EIS for the Merced to Fresno segment and to the statewide
Programmatic EIR. While the CCHSRA and its members are able to identify concerns and
impacts that the proposed project will have on an area they know well, they are finding it
incredibly difficult to prepare well-researched and substantiated comments on the Draft EIR/EIS
documents, in view of the massive nature of the documents they are being asked to review and
the very short comment period currently provided. This is particularly true since thisis a time
when many of the farmers most directly affected by the proposed plan in the Fresno to
Bakersfield segment are preparing for an upcoming harvest. This makes it even more difficult
to find any time to read, absorb, and then respond to the voluminous EIR/EIS documents.

A 60-day comment period does not provide the public with an “adequate™ time to
comment, and the failure of the Authority to provide an adequate time to comment undermines
the integrity of the current environmental review procedure. This means that the residents,
business persons, and landowners most directly affected by the proposed project are being
denied an elemental due process opportunity to “be heard” before the government takes actions
that could, in many cases, put working farms and dairies out of business along the proposed
Fresno to Bakersfield segment.

Having an adequate opportunity to provide comments is of such great importance to
CCHSRA and its members that CCHSRA was in the process of organizing its members to attend
the scheduled September 22, 2011 Authority Board meeting, to make 2 personal appeal to the
Authority Board to extend the current comment period, as we request in this letter, References
to that scheduled September 22, 2011 Board meeting were posted on the Authority’s website as
late as Sunday, September 11%, but the September 22 meeting was then apparently “cancelled,”
and all references to the meeting were removed from the Authority’s website, by Tuesday,
September 13%.

Because there is no regular Board meeting scheduled prior to the current comment
deadline on QOctober 13" we that ity i iately sch ial meeti

cadli
he Board dire to address this 1 1 request for a six-month review penod.

As CEQA provides, at Public Resources Code Section 21005 (a):

The Legislature finds and declares that it is the policy of the state that noncompliance
with the information disclosure provisions of this division which precludes relevant
information from being presented to the public agency, or noncompliance with
substantive requirements of this division, may constitute a prejudicial abuse of discretion
within the meaning of Sections 21168 and 21168.5, regardless of whether a different
outcome would have resulted if the public agency had complied with those provisions.

The information in the comments that CCHSRA and its members want to supply through
their comments is absolutely “relevant information.” We nrge the Authority to take seriously its
responsibility to make sure that such relevant information about the impacts of the proposed
project is presented to the Authority, as the public agency responsible for making routing and
related decisions on the proposed high-speed train project in the Central Valley, prior to the
Board’s decision. The current 60-day review period is not fair, and is inconsistent with both
CEQA and the due process requirements of the California Constitution. Unless it is extended, the
Authority will not receive all the relevant information it needs to know about, before making a
decision on the largest public works project ever proposed in the State of California.

In conclusion, we ask the Authority for a six-month period to 1t on envire tal
review documents. Failure to provide an adequate comment period is a violation of both the law
and due process. ;

ce: Governor Jerry Brown
Members and Supporters, CCHSRA
Members, California State Legislature
Kings County Board of Supervisors
City Officials in Kings County
J.G. Boswell Company
Other Interested Persons
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Bosrd of Directors ;

CALIFORNIA HIGH SPEED RAIL AUTHORITY
770 L Street, Suite 800

Sacramento, CA 95814-3359

Re;  Entension of Draft EIR/EIS Comment Pericd - Fresno to Bakersfield HSR
SCH# 2009091126

Dear Chairman and Members of the Board:

This letter is submitted on behalf of .G, Boswell Company. The purpose of this letter is to
request an extension of the comment period on the above Draft EIR/EIS for at least 6 months,
through mid-February 2012, :

The existing comment period is grossly inadequate and denies due process o those secking
to comment on the EIR/EIS. The initial 45 day comment period, later extended only 15 additional
days to October 13, 2011, is plainly insufficient to allow any meaningful comment on 17,000 pages
ofdocuments.! Ses Appendix A for list of documents and page lengths. The 17,000 page total doss
not include any documents for the Merced to Fresno segment (SCH # 2009091125}, which would
bring the total to over 30,000. *

The EIR/EIS is not user friendly. For example, Chapter 10 of the ETR/EIS lists 831 sources
fhat are referenced in the report. In instances noted so far, these sources are referenced without
internal citations, requiring the reviewer/commenter to obtain the document, review it, and make
a judgment as to which part was intended to support the citation in the EIR/EIS. This lack of

It also appears the EIR/EIS and supporting documents are available in English only.
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specific citations makes it difficuit to determine whether a statement made in the EIR/EIS is
supported by substantial evidence,

Due to the requirements of CEQA,? meaningful p‘l.thr:'. comment is the key phase of the
CEQA. public review process. The CEQA process becomes a sham without it, and results in a
denial of due process.

In 2004 the Authority released the Draft Program EIR/EIS for the Proposed California High-
Speed Train System (SCH #2001042045). The State Clearinghouse sst areview period of February
13, 2004 to Avgust 31, 2004, or 6 1/2 months, for this Program EIR/EIS. It neither makes sense,
nar is there any good reason, why the review period for the Program EIR/EIS was more than 6 1/2
months while the review period for the much more detailed Project specific EIR/EIS is only 2
months. . F

In view of the above, we believe that at leest 2 180 day comment period is required, ending
mid-February 2012 as measured from August 15, 2011, This matter requires Board, rather than
administrative, attention, and, accordingly, we request this matter be placed on the agendz fora
special meeting at the Board's earliest convenience. As the Board's next regularly scheduled
meeting is not until September 22, 2011, the urgency of this issue demands it be dealt with before
then. .

We understand that the EIR/EIS was released on August 9, 2011, The orginial comment
period was for 45 days, begioning August 15,2011 and ending September 28, 2011. This time limit
was apparently set by staff without Board involvement. The 45 day period is the minimum under
CEQA Guidelines § 15105(a). This time period makes no allowance for the unparalleled scope of
the project.’

At the August 25, 2011 Board meeting, a petition signed by about 300 Kings County
residents was submitled by Hanford-area farmer Frank Oliveira on behalf of the Citizens for
California High Speed Rail Accountability (CCHSRA). Thesecitizens asked for a 45 day extension,
making for a total of a 90 day review and comment period. The request was not on the Board's
meeting agenda, but staff did grant an additional 15 days to the original 45 day comment period for
a total of 60 days. The comment period now ends October 13, 2011 which corresponds to the end
date of the State Clearinghouse (SCEH) review period. .

2411 statutory references to CEQA are to Public Resources Code §§ 21000 et. seq.
CEQA’s implementing regulations are known as the “CEQA Guidelines” and are set forth at 14
Cal. Code Regs. §§ 15000 et seq,, and are referred to as “CEQA Guidelines § " oras
“Guidelines § :
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The High Speed Rail (HSR) project is the largest and most expensive infrastructure project
in the history of the State of California and even its component parts -- the Fresno to Bakersfield
segment, or the Merced to Fresno segment, — could fairly be estimated to be the largest
infrastructure projects in State history, and certainly in the history of the San Joaquin Valley.

As stated above, the EIR/EIS for the Fresno to Bakersfield segment, select supporting
documents, and technical data available at the Fresno-Bekersfield EIR/EIS web page consist of
17,000 pages (See Appendix A). Not all the documents referenced in the EIR/EIS are available at
that web page. If one includes the EIR/EIS and related documents for the Merced fo Fresno
segment, the total pages to be reviewed approaches 30,000 or more. The sheer volume of material
necessitates a significant extension of the review and comment period. Two basic reasons support
the extension: these reasons are explained below.

L THE STXTY DAY REVIEW PERIOD FAILS TO MEET CEQA REQUIREMENTS -

BECAUSE IT FAILS TO PROVIDE AN "ADEQUATE TIME" TO REVIEW THE
MASS OF MATERIAL ONLY LATELY RELEASED FOR PUBLIC REVIEW AND
COMMENT.

CEQA Guidelines § 15203 states:

“Thelead agency shall provide adequate time for other public agencies and
members of the public to review and comment on the draft EIR or negative
declaration that it has prepared.” (Emphasis added.)

Adequate time islrequired not only becanse “Public participation is an essential part of the
CEQA process” (CEQA Guidelines § 15201), but because the Legislature has declared that the
purposes of the review period include:

(2)  Sharing expertise;

) Disclosing agency analysis;

{c) Checking for accuracy;

(d)  Detecting omissions;

(&) Discovering public concerns; and
(3] Soliciting counter proposals.

CEQA Guidelines § 15200.
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The Legislature has declared:

“The maintenance of a quality environment for the people of this state now
and in the future is a matter of statewide concemn.” Pub. Res. Code §
21000(a).

And:

“Bvery citizen has a responsibility to contribute to fhe preservation and
enhancement of the environment.” Pub, Res. Code § 21000(e).

There can be 1o question that CEQA and the CEQA Guidelines were developed to allow the
public every possible opportunity to meaningfully participate in the EIR/EIS process.

Given the mere 60 day review period, none of the purposes of EIR/EIS review and comment
can be served, for the following two major reasons: :

1. The time for review that the Authority has chosen does not allow the public
"adequate time" for public review and comment, as required by.CEQA
Guidelines § 15203. To examine some 17,000 pages within 60 days requires 2
person to read 283 pages per day and no time to prepare responsive comments,
The initial review period of 45 days was simply more egregious and required
378 pages per day to be read.

In comparison, a 45 day EIR review and comment period was recently used for an ordinance
by the City of Sunnyvale to prohibit single use plastic bags at grocery stores. (See City of
Sunnyvale Single-Use Carryout Bag Ordinance Draft EIR, SCH#2011062032 August 2011), That
EIR consisted of 210 pages which amouats to reviewing 4.6 pages per day. The High Speed Rail
Authority (Authority) expects 61 times more effort per day just to read the mass of CEQA
documentation for the Fresno to Bakersfield HSR project.” Such an expectation is unrealistic,
unfair, and does not meet the requirement of CEQA to have adequate review period. Atthe "plastic
bag ordinance" rate of 5 pages per day, the review period for the 16,953 pages of the Fresno-.
Bakersfield HSR EIR/EIS would be 3,391 days or about 9,3 years (16,953 pages x day/5 pages =
3,391 days x 1 year/365 days =9.289 years). : )

These simple metrics, of cnursc.lin 1o way imply that the Fresno-Bakersfield HSR project
is in any way comparable to Sunnyvale's plastic bag ordinance project. The former is an infinitely

3Als0 this does not include the EIR/EIS for the Merced-Fresno segment.
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more complex project proposing vast, irreversible commitments of public and private resources on
the largest scale in the history of the San Joaquin Valley.

Persons who wish to comment and share their expertise, provide analysis, check for
acearacy, voice their concerns, and prepare counter proposls will never be able to do so because
they will never be able to review ell the documents and comment in  mere 60 days.

2. While the regulations typically allow for a 45 to 60 day comment period, the
regulations also allow that time to be exceeded, without the need to otherwise
stop the project, in “unusual elrcumstances.”™ CEQA Guidelines § 15105(a).
The HSR certainly qualifies as an unusual circumstance. In no way can the
HSR project be compared to other projects in the history of the State of
California and the San Joaguin Valley. Therefore, the 60 day period must be
extended.

The Legislature has declared:

“_ it is the policy of the state that projects to be carried out by public agencies be
subject to the seme level of review and consideration [under CEQA] as that of
private ‘projects required fo be approved by public agencies.” Pub. Res. Code §
21001.1.

A private company would never be allowed to undertake a project of this tagnitude and b
subjeet to a mere 60 day review period. Given the scope of the project, it is difficult to imagine that
there could be a more “unnsual circumstance” that would allow the typical comment period to be
extended,

The "wnusuzl circumnstances” provision of CEQA. Guidelines § 15105(2) gives the lead
agency the necessary flexibility to set the comment period consistent with the meaningful public
participation and due process goals of CEQA. This flexibility eliminates the absurdity of a "one size
fts all” rule which would provide equal 45 day review and comment periods to the Surmyvale
plastic bag ordinance and the Fresno to Bakersfield HSR project. Nor must we omit that the review
and comment period for the Merced to Fresno Draft EIR/EIS runs concurrently, compounding the
insufficiency of the alloted time.

The Legislature has also declared that it is the policy of the state that:
“Documents prepared pursuant to [EIR requirements] be organized and in & manner

that will be meaningful and useful to decisionmakers and to the public.” CEQA
Guidelines § 21003.
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Given the sheer volume of the documentation, in order to make the documents “meaningfil
and useful” there must be adequate time to review them. With only 60 days, neither the
decisionmakers nor the public can make the determination of whether the EIR/EIS documents
satisfy that criteria because there is insufficient time to so do.

The Authority claims transparency in its proceedings but this claim rings hollow at this
crucial juncture, The Authority’s “Environmental Review Fact Sheet” states:

"The California High-Speed Rail Authority (CHSRA) and the Federal Railroad
Administration (FRA) are the state and federal agencies responsible for the
environmental review of the state’s high-speed train system, and together they have
i : ollaborative and inclusive approach to 8
EIR/EIS process than s typical or reguired, with state and loczl planning
agencies, local communities and the general public integrated into the entire
process.” (Emphasis added )

This statement is not true as to meaningful public participation and satisfaction of due
process. The key point in the CEQA process is at hand and the 60 days allotted to review and
comment on 17,000 pages of material for the Fresno to Bekersfield segment stacks the deck against
the commenting perties. The point is exacerbated when the additional thousands of pages for the
Merced to Fresno EIR/EIS are added,

IL THE SIXTY DAY REVIEW PERIOD DENIES DUE PROCESS TO INTERESTED
PARTIES DUE TO THE LENGTH AND COMPLEXITY OF THE
ENVIRONMENTAL DOCUMENTS FOR THE FRESNO-BAKERSFIELD HSR.

Any review period less than six months raises serious constitutional issues. The publicis
entitled by statute and regulation to have a meaningful review. By only allowing 60 days to review
17,000 pages of documents associated with the Fresno to Bakersfield EIR/EIS, the Authority has
essentially made the public review meaningless. The Legislature has allowed the public to
participate in the CEQA process as a participant and not just a spectator. By bombarding the public
with documents without any hope for & complete review, the Authority has put the public on the
sidelines, and due process will be violated should there be no extension.

Rights granted by CEQA must allow the public to have meaningful review because the
Legislature has recognized that “Every citizen has a responsibility to contribute to the preservation
and enhancement of the environment” Pub. Res. Code § 21000(e).

CEQA was enacted in 1970 and provides a detailed process for public review. Itisa
“sowerful tool for citizen action and government aceountability.” Note, The Timber Harvest Flan
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Exemption from the California Environmental Quality Act: Dus Process and Statutory Intent, 41
Hastings L.J. 727, 730 (1990). In fact, the purpose of the EIR/EIS is:

“_. to provide public agencies and the public in general with detailed information
about the effect which a proposed project is likely to have on the environment; to list
ways in which the significant effects of such a project might be minimized; and to
indicate aliernatives to such a project.” Pub. Res. Code § 21061.

Courts have called the ETR/EIS an “environmental ‘alarm bell” whose purpose is to alert the
public and its responsible officials to environmental changes before they have reached ecological
points ofno return.” Santiage County Water District v. County of Orange, 118 Cal.App.3d 818, 822
(1981). To accomplish this purpose, CEQA statutes and regulations require that the public be made
part of the process, including:

@ Comments be accepted by the public at anytime during the EIR/EIS process
(Pub. Res. Code § 21002.1(a));

° The lead agency must respond, in writing, to all comments received du:mg
the comment period (Pub. Res. Code § 21004);

° Relevant information should be made available as soon as possible to the
public (Pub. Res. Code § 21003.1(b));

° Notice must be given to all those who have requested such when the draft
EIR/EIS is complete (Pub. Res. Code § 21092);

° Draft ETR/EIS documents should be made availablein local libraries (CEQA
Guidelines § 15087(g));*

e The Public agency must publish notics in a paper of general circulation in the
area of the proposed project (CEQA Guidelines § 15087(a));

L] Public hearings on the d are er ged (CEQA Guidelines §
15087(i)); and

“Note that the Technical Appendices to the EIR/EIS, listed as nos. 4-43 on Appendix A,
were not made available at local libraries. This is important because the appendices are
referenced throughout the EIR/EIS.

Board of Directors
CALIFORNIA HIGH S8PEED
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° An adeguate public review period is required and can be extended in

unusual eireumstances (CEQA Guideli § 15105) (emphasis added).

CEQA regulations take public participation so seriously that the process provides grounds
upon which judicial review of the project may be obtained. CEQA Guidelines § 15112,

Because public review and participation i expressly granted by statute and regulation, any
review period less than six months raises serious constitutional issues under the circumstances, The
public is entitled by statute and regulation to havea ingful review. By only allowing 60 days
to review some 17,000 pages of documents associated with the EIR/EIS, the Authority has
essentially made the public review meaningless. The Legislature intends for the public to participate
in the CEQA process in a meaningful way; in this case, requiring sufficient and adequate time for
review. By releasing to the public a large quantity of documents without any hape for a complete
much less 2 meaningfiul review, the Authority has made the public a spectator, and due process will
be violated should there be no significant extension of time to review and comment on the
documents. *

1 State Constitutional Tssues

The CEQA statutes and regulations, as applied, violate California Due Process requiremnents
because the Authority has failed to provide adequate time for EIR/EIS review. In order to remedy
the as applied violation, sufficient time to review the EIR/EIS must be granted.

Due process safeguards in this context aré analyzed with the principleinmind that all should
be free from arbitrary adjudicative procedures. People v. Ramirez, 25 Cal.3d 260, 268 (1979). A
fundamental concept of due process is “the right o & reasoned explanation of government conduct
that is contrary to the expectations the government has created by conferring 2 special status upon
an individusl ¥ 4. at 276. Here, CEQA statutes and regulations confer a special status on the public
by requiring meaningful review; yet the Authority has taken away that right by imposing an
unreascnable review period, and providing no explanation therefor.

To determine the level of due process Tequired, courts examine:
1. The private interest that will be affected by the official action;

2 The risk of an erroneous deprivation of such interest through the procedures used,
and the probable value, if any, of additional or substitute procedural safeguards;

1. The dignitary interest in informing individuals of the nature, grounds and.
consequences of the action and in enabling them to preseat their side of the story
before a responsible governmental official; and
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4, The governmental interest, including the function involved and the fiscal and
administrative burdens that the additional or substitute procedural requirement would
entail. 1d. at 263.

The private interest here is compelling; CEQA statutes end regulations mandate that the
public be allowed meaningful and adequate review of the EIR/EIS. In this respect, the Legislature
has already determined that the public has a significant interest in proper review.

The risk thet the private interest will be erroneously deprived is high; in factit is happening.
Although the regulations allow the Authority to deslare the most expansive and expensive
infrastructure project in the history of California an "unusual circumstance” and provide additional
time for public review and comment, the Authority has (so far) failed to so do and without any
explanation. In addition, 2s the Authority is well aware, the review period ends the time that
individuals may comment and preserve issues that must be on the record for judicial review. By
completing the review period before it is possible for stakeholders to read the documents and
provide comments, the Authority s also precluding meaningful review following the final ETR/EIS
being issued. Rigid adherence to fhie 45 or 60 day perinds mentioned in Guidelines § 15105(g)
therefore guarantees denial of due procsss for projects of the scope of this EIR/EIS.

The dignity interest weighs heavily in favor of an extension of time. Itis inconceivable that
the public could be charged with reading and commenting on the EIR/EIS, only to find out that it
is impossible to do so because there is insufficient time to read the documents in this case,

Finally, the governmental interest in providing additional time is identical to the private
interests. The Legislature has already made this determination by stating that the public is entitled
to meaningful and adequate review, and putting in place en entire scheme to ensure such review
ocours. The government has a significant interest in ensuring that its own statutes and regulations
are followed, especially when no fiscal or administrative burdens ars involved beyond the passage
of time.

As the Federal Railroad Administration is the lead Federal agency designated on the HSR
project, the purpose and requirements of the National Environmental Policy Act (NEPA) are also
at issue. The purpose.of NEPA review corresponds to CEQA review. Congress has declared, ...
it is the contimuing policy of the federal Govemment, ... in cooperation with State and local
governments; end other concerned public and private organizations, to use all practicable means and
measures, including financial and technical assistance ... to create and maintain conditions under
which man and nature can exist in productive harmony, and fulfill the social, economic, and other
requirements of present and future generations of Americans.” (42 U.8.C. § 4331), Therefore the
purposes of NEPA also support the extension requested herein.
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2. Federal Constitutional Issues

Due process under the federal constitution requires that an entitlement exist under state law.
There can be no question that the Legislature has entitled the public to 2 meaningful and adequate
review of the EIR/EIS documents through the CEQA statutes and regulations. It is merely a
question of what process is due.

Pursuant to Mathews v. Eldridge, 424 U.8. 319 (1976), to determine what process is due, the
state should look at the private interests involved, the risk of an erroneous deprivation and value of
additional safeguards, as well as the governmental interest.

Again, the public’s interest is high; the public is entitled to 2 proper review under CEQA but
such a review cannot be met in such a short and arbitrary time frame currently established by the
Authority. Denial of that proper review, in tumn, prejudices the rights of potential litigants who are
subject to the exhaustion doctrine. Denigl of adequate, proper, and meaningful review stacks the
deck in favor of the project proponent, who here is also the reviewing agency. This conflict of
interest between the duty of full, objective CEQA review and support of the HSR project is clearly
brought out by the denial of a meaningful adequate public review and comment period.

The risk that rights may be erroneously deprived is high. By the Authority arbitrarily sefting
the review period in this circumstance such that it is impossible for the ‘public to respond, a
deprivation is not only possible, but is a certainty where no due process was given in setting the
initial review period, As the Authority knows, EIR/EIS challenges must be made on comments
lodged during the review period. What the Authority has done is present to the public a large
volume of documents such that there is no possibility for all necessary comments to be included in
the record, effectively precluding a proper legal challenge to the EIR/EIS documents following 2
finalization of those documents, and denying access to the courts.

Finally, the govemmental interest, as under the state due process requirements, is in
concurrence with the private interest. Again, the Legislature has already made this determination
by steting that the public is entitled to meaningful and adequate review, and putting in place an
entire scheme to ensure such review occurs. The government has 2 significant legitimacy interest
in ensuring that its own stattes are followed, especially when no fiscal or administrative burdens
are involved.

Here, there has been no due process a3 to the setting of this review peried. The setting of
this review period for the same length for a local ordinance reflecting plastic bag usage, without an
explanation or an opportunity to be heard and challenge the determination, violates the Fourteenth
Amendment of the United States Constitution, as well as the California Constitution. As has been
said manytimes, the fundamental requisite of due process of law is the apportunity to be heard, and
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CALIFORNIA HIGH SPEED
RAIL AUTHORITY
September 8, 2011
Page 11 ¢

that right has little reality or worth unless the public is informed and can choose for iteself whether
to participate. Mullane v. Central Hanover Bank & Trust Co., 339 U:8. 306, 314 (1950). In this
case, the public cannot know, and can never know under the limited review period what position and
comments it should make relating to the EIR/EIS, had it been afforded an adquate review period.

“Diue process is flexible and calls for such procedural protections as the particular situation
demands.” Mathews v. Eldeddge, 424 U.S. 319, 334, In this situation, due process calls for a
reasonahle number of days to review the EIR/EIS and supporting documents. We ask for at least
a 180 day review period, for all the reasons stated.

Very truly yours,

GRISWOLD, LaSALLE, COBB,
Do {, L.LP.

ROBERT M. DOWD

Board of Directors

CALIFORNLA HIGH SFEED
RAIL AUTHORITY

September §, 2011

Page 12

AFPPENDIX A
LIST OF REPORTS
COMPRISING FRESNO TO BAKERSFIELD
DRAFT EIR/EIS
AND SUPPORTING DOCUMENTS

Below is a list of the documents posted at the HSRA web page for the Fresno to Bakersfield
EIR/EIS (nos.1-3) and related documents (nos. 4-43), with their page counts. The purpose of the
compilation is to show the inequity and lack of due process afforded by the 60 day public review
and comment period. Note that item nos. 4 through 43 are posted at the HSEA web page for the
Fresno to Bakersfield EIR/EIS and are referred to in the EIR/EIS. However, items nos. 4-43 are not
included in the EIR/EIS and are not provided on the EIR/EIS cds given out by the HERA office in
Hanford, Also, items nos. 4-43 are not available with the hard copy EIR/EIS available for public
review at the HSRA office in Hanford and at the Kings County Library in Hanford,

L EIR/EIS Volume 1 1,556
2. EIR/EIS Volume I ... 204
3. EIR/EIS Volume I ; ‘940
4 Transportation Analysis Technical Report Draft 8/11 242
5. Figures for Chapters 4 and 5 above 199
6. Appendix A Traffic Counts Data 537
7 Appendix B Existing Synchro Output 423
8. Appendices C through E, Futire Assumed Improvements et al, ......... e B33
9. Appendices F through [, Future Plus Project Synchro Output et al. .. e 920
10.  Air Quality Technical Report Draft 8/11 . 168
11.  Air Quality Technical Report Appendix A Construction Emissi 713
12. Moise and Vibration Technical Report mi 424
13.  Hydrologyand Water Quality Technical Report 811 158
14.  Geology, Soils,.and Seismicity Technical Report 1. 92
15.  Hazardous Wastes and Materials Technical Repot 8/11 . 188
16.  Appendix A Regulatory Database Search Report ... 4,287
17.  Appendix B PEC Sitc Summaries w/ Sanbormn Map REVIEW ...covummmmmsrmmasssonnersensinss 10
18.  Appendix C Historic Topo Maps 168
19.  Appendix C Sanborn Fire Insurance Maps Part 1 of 4 61
20.  Appendix C Sanbom Fire Insurance Maps Part 2 of 4 . 61
21.  Appendix C Sanbom Fire Insurance Maps Part 3 of 4 (Pt 4 beg. P. 62) wovvviniinisnisn 107

22,  Appendix D Site Reconnaissance, Field Notes, Photographs and Photo Logs Part1 ... 482
23.  Appendix D Site Reconnaissance, Field Notes, Photographs and Photo Logs Part IT ... 344
24,  Community Impact Assessment Technical Report 711 578
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25.  Aesthetics and Visual Resources Technical Report 7/11 218
26.  Preliminary Jurisdictional Waters and Wetlands Delineation Report

Text Volume 1 of 4 128
27. Prelirninary Jurisdictional Waters and Wetlands Delineation Report

. Appendices A through G, Iand J, Volume 2 of 4 264

28,  Preliminary Jurisdictional Waters and Wetlands Delineation Report

Appendix H Special Aquatic Resources Smvey Results Figures, Volume 3 of 4 .......... 528
28,  Potential Jurisdictional Status of Aquatic Features in the Wetland Study Area

Volume 4 of 4 6/11 5
30.  Checkpoint A 28
31.  Checkpoint & Letter 12/22/10 2
32,  Checkpoint B Summary Report 3/11 112
33.  Checkpoint B Appendix D Clean Water Act Section 404 Applicability Criteria,

Union Pacific Railroad Alignment Alternative 3/11 138
34,  Checkpoint B Appendix E Summary Presentation of Environmental Resources

and Constraints for the BNSF, UPRR and BNSF Avoidance

Alternative Alignments 3/11 92
35.  Checkpoint B Appendix E-1a BNSF Altemative Agnment ........cuoivcnerummrermsaseroanene 262
36,  Checkpoint B Appendix E-1b UPRR Alternative Alf 260
37.  Checkpoint B Appendix E-1¢ 3/11 260
38,  Checkpoint B Appendix E-2a Sheets 1-7 7
39,  Checkpoint B Appendix E-2b Sheets 1-7 )
40,  Checkpoint B Appendix E-2c Sheets 1-7 7
41,  Checkpoint B Letter 4/21/11 6
42,  Checkpoint B Letter 6/2/11 24
43,  Capital Cost Estimate Report 7/11 198
44.  TOTAL PAGES 16,953
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A schedule of workshops throughout the Fresno to Bakersfield section will be announced in the
CALIFORNIA a
High-Specd Rail Autharity coming weelk, and posted on the web calendar,

Contact the Fresno to Bakersfield team: fresno_bakersfieldi@hsr.ca.gov

lifornia High-Spect®Rail AuTHGRE:
ﬁﬁgﬁ%ke;‘sﬁefdfrojéb%

Revised Environmental Report to be Issued for High-Speed Train Project, Fresno-
Bakersfield Section

The California High-Speed Rail Authority (Authority) will issue a Revised Draft Environmental
Impact Report (EIR)/Supplemental Draft Environmental Impact Statement (EIS) for the Fresno
to Bakersfield section of the high-speed train project. The formal comment period for the
Fresno to Bakersfield section Draft ETR/EIS will still end on Oct. 13, 2011, and the revised
document, to be issued in the spring of 2012, will have a separate, additional 45-day formal
comment period.

The Authority will re-introduce an alternative route, the Hanford West Bypass alternative, along
with an alternative station location to serve the Kings/Tulare region. The Hanford West Bypass
alternative was selected as the preferred alternative for the 2005 Statewide Program EIR/EIS,
and including this alternative is consistent with input from regulatory agencies. The Authority
will also investigate improvements to the existing Fresno to Bakersfield alternatives. This step
will also afford additional time to review the information contained in the current Draft EIR/EIS.

Rather than issuing a Final EIR/EIS for the Fresno-to-Bakersfield section in January as
previously scheduled, the Authority will now use the coming months to further engineer the
additional route and new station alternative, conduct the additional environmental analyses
needed and make other necessary revisions including those based on comments received through
Oct. 13, 2011, after which a “Revised Draft EIR/Supplemental Draft EIS™ will be issued for
public comment.

Public participation is an important part of this process and the Authority looks forward to
working with local communities over the coming months to address questions and provide
clarification on the environmental documents and process. |

Please note: only comments submitted during the official comment periods (until Oct. 13, 2011
and then again in the spring of 2012) will be treated as formal comments and subsequently
responded to, in writing, as part of the Final EIR/EIS. |

The Draft EIR/EIS and instructions for submitting a public comment are available on the

Authority’s website at: http://www.cahighspeedrail.ca. gov/drafi-eir-f-b.aspx.
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EXRIBIT _C

From: "Rachel Wall" <rwall(@hsr.ca.gov>

Date: Oct 8, 2011 11:12 PM

Subject: RE: CHSRA October 5th Hanford West By-Pass Press Release

To: "frank.oliveira" <frank.oliveira@me. com>

Ce: "Aaron Fukuda CCHSRA" <afukuda77(@gmail com>, "Rebecca Nicholas"
<rebecca_nicholas(@urscorp.com™>, "Fresno - Bakersfield" <fresno_bakersfield@hsr.ca.gov>,
"gapatton@wittwerparkin.com" <gapatton@wittwerparkin.com=, "Jeff Abercrombie”
<jabercrombie(@hsr.ca.gov>

Mr. Oliveira,

First, I apologize for any confusion stemming from the announcement — our goal was to provide
information. To further that goal I hope the information below will clarify your outstanding
questions. These answers were gathered in coordination with the environmental and engineering
team. | have copied the appropriate team representatives so that they can take note of your
questions or provide additional information as needed. Additionally, we intend to put answers to
questions like these into a FAQ or similar document on our website soon, Thank you for writing
and again, [ hope this information is helpful.

Sincerely,
Rachel Wall

Rachel Wall

PRESS SECRETARY

California HIGH-SPEED RAIL Authority
rwall@hsr.ca.gov | (916) 384-9026, direct

Will the current/to be revised DEIR/S comment period still end on October-13"7
Yes. “The formal comment period for the Fresno to Bakersfield Draft EIR/EIS section will still

end on Oct. 13, 2011. The revised document, to be issued in the spring of 2012, will have a
separate, additional 45-day formal comment period,” as stated in

http://wwer.cahighspeedrail.ca.gov/10052011_fb.aspx.
Will comments received until October-13" be responded to by CHSRA officially?

Yes. However, these will not be officially responded to until the Final EIR/EIS is released
sometime next year after the circulation of the revised document.

Will comments received between October-13" and the spring of 2012 not be officially responded
too?

Only comments received during the formal comment periods will be formally responded to in the
Final EIR/EIS. Comments received between Oct 13 and the release of the revised document will

of Tranapostaion
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not be officially responded to in the Final EIR/EIS unless they are re-submitted during the formal
45-day comment period later in the spring. Input received from the public and agencies will be
helpful in revising the document.

Will the current DEIR/S Hanford East By-Pass data be part of the DEIR/S to be released in the
spring?

Yes. The Authority and FRA are investigating potential improvements to the east of Hanford
bypass.

Will the current DEIR/S Hanford East By-Pass be considered as its own report and be referenced
to that way in the future?

MNo.

Will the current DEIR/S Hanford East By-Pass be simply eliminated and replaced by the revised
DEIR/S in the spring?

No. The east of Hanford Bypass will be evaluated and mcluded in the Revised Draft
EIR/Supplemental Draft EIS.

Will we only have 45-days in the spring to review the current plan that will be combined with the
new Hanford West By-Pass data?

Yes, There will be a 45-day comment period to comment on the revised document, so there will
only be 45-days to review the revisions to the current Draft EIR/EIS. However comments may
be made on any part of the Revised Draft EIR/ Supp]emental Draft EIS including information
unchanged from the Draft ETR/EIS. - Therefore, since the revised document won’t be released
until the spring, there is more than six additional months to review the current Draft ETR/EIS for
Fresno to Bakersfield.

If we do not submit all of our comments before October-13", on the existing DEIR/S

Hanford Fast By-Pass, will all of our comments on the Fresno to Bakersfield section (Hanford
East & West By-Passes) still be considered for official review and mitigation during the spring
2012 revised DEIR/S comment period?

Substantive comments will be considered and responded to as long as they are submitted during
one of the two comment periods, the current period ending on October 13 or the comment period
for the revised document.

We know that some of the questions may seem redundant but the press release about the EIR/S
process is reflecting a process that does not seem to have been used commonly. Our confusion
stems from the status of the current DEIR/S. [s the report/statement and processes/timelines still
in play or has it been scrapped to be combined in a report in the spring that also reflects the
Hanford West By-Pass data. If the existing DEIR/S is scrapped, why is there still an October-
13th deadline for comments?

The current DEIR/EIS remains an important part of the environmental review process and is not
“being scrapped.” The Authority and FRA encourage the public to submit comments by October
13 for consideration as the Revised Draft EIR/Supplemental Draft EIS is prepared. The Revised
Draft EIR/Supplemental Draft EIS to be released in the spring will be expanded to include
reintroducing the former statewide program EIR preferred alignment the West of Hanford
Bypass, with an associated station option.

From: frank.oliveira [mailto:frank oliveira@me.com
Sent: Thursday, October 06, 2011 11:39 AM

To: Rachel Wall; Roelof Van Ark
Ce: Aaron Fukuda CCHSRA

Subject: CHSRA October 5th Hanford West By-Pass Press Release

Dear Mr. van Ark and/or Ms. Wells,

The press release pertaining to the Draft Environmental Impact Report/Statement (DEIR/S)
process pertaining to the Fresno to Bakersfield section of the High-Speed Train project, that was
released yesterday/October 5, 2011 by the California High-Speed Rail Authority (CHSRA) is
confusing to us and not clear enough for us the public and stakeholders to actually participate.

The press release also seems to conflict with media reporting about what the CHSRA is doing.
Please confirm for us the following points from the press release.

Will the current/to be revised DETR/S comment period still end on October-1 3t 9
Yes/No?

Will comments received until October-13" be responded to by CHSRA officially?
Yes/No?

Will comments received between October-13" and the spring of 2012 not be officially responded
too?
Yes/No?

Will the current DEIR/S Hanford East By-Pass data be part of the DEIR/S to be released in the
spring?
Yes/No?

Will the current DEIR/S Hanford East By-Pass be considered as its own report and be referenced
to that way in the future?
Yes/No?

Will the current DEIR/S Hanford East By-Pass be simply eliminated and replaced by the revised
DEIR/S in the spring?
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Yes/No?

Will we only have 45-days in the spring to review the current plan that will be combined with the
new Hanford West By-Pass data?
Yes/No?

If we do not submit all of our comments before October-13™, on the existing DEIR/S

Hanford East By-Pass, will all of our comments on the Fresno to Bakersfield section (Hanford
East & West By-Passes) still be considered for official review and mitigation during the spring
2012 revised DEIR/S comment period?

Yes/No?

We know that some of the questions may seem redundant but the press release about the EIR/S
process is reflecting a process that does not seem to have been used commonly. Our confusion
stems from the status of the current DEIR/S. Is the report/statement and processes/timelines still
in play or has it been scrapped to be combined in a report in the spring that also reflects the
Hanford West By-Pass data. If the existing DEIR/S is scrapped, why is there still an October-
13th deadline for comments?

Please respond quickly because we are trying to comply with the October-13th deadline.
Thank you,

Frank Oliveira, Co-Chair
Citizens for California High-Speed Rail Accountability

Exhibit D

of T}ansportI:li;n
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Memo to the Ridership Peer Review Panel September 2011
Prepared by Elizabeth Alexis, CARRD

We have a number of concerns about the existing ridership model. The peer review panel is
addressing many of them like the discontinuities with urban, short and long trips. There are other
iterns that we believe warrant further discussion.

The overall specific model behaviors that we are concerned about are:

1) The high rate of diversion from trips currently taken by car. The diversion from automobiles
is almost as high as that from airplanes for SF — LA erips.

2) The high sensitivity to frequency at a normal level of headways.

3) The insensitivity of the model to access and egress issues.

4) The lack of sensitivity to significant socio-economic differences that exist between regions in
California.

5) The treatment of longer distance commuters as high-end business travelers.

6) The lack of induced travel.

7) The presumption of high rates of population growth.

While some of these stem from the challenges of using a stated preference data set that oversampled
those most likely to take a train, others come from the calibration phase and some are simply related
to model inputs.

We believe that at a minimum the model should be re-estimated. Our preference given the
importance of the model and the challenges in forecasting a new service in such 2 large and diverse
state would be for the Authority to solicit proposals as to the best approach to the model and have
the Peer Review panel help assess the relative merits.

We understand the time pressures involved with this project but we feel that the issues that have
been identified with the model have a significant potential impact on forecasts for the Initial
Openting Segment. We would also note that while the Authority has taken the stance that a higher
forecast is more conservative for the purposes of environmental review, this is carrentdy
unsubstantated.

Below we discuss certain specific issues in more detail.

Market definition

The CS model had an unusually broad
definition of the market for high speed rail.
Itincluded all erips within the State of
California’. This includes trips that are not
served by HSR. For example, a trip from
Eureka to Sacramento would be counted as
part of the market,

An analysis comparing an adjusted aumber
of trips” used in a previous ridership
forecast by Charles River Associates which
used a more traditional definition of market
(from one county or region served by high
speed rail to another also served by high
speed rail) suggests thar 50% or more of
the trips in the C§ model would not be
served by HSR.

This means that the baseline number of trips used to compute data like mode shares is inflated
relative 1o other similar caleulations.

It is very difficult to interpret the data in Figure 3 regarding the mode shares by tip distance from
the 2011 CS memo given that HSR may not be a realistic option for the majority of trips.

For example, Table 4 gives the mode shares for business trips from “SCAG to MTC Interchange,”
better known as Los Angeles to the Bay Area. This tdp is in the 375 mile range. While the mode
shares vary somewhat by income, the auto share ranges from 10% to less than 5%. Figure 3, on
the other hand, shows an auto share of about 40% for such trips.

The data in Tables 8, 9a and 9b from the same memo that gives mode shates by distance from
station is somewhat better but sl problematic. Tt limits the analysis to trips thar start near a station
but would presumably still include trips that do not end near another station.

For these types of analyses, it might be useful to limit the trips analyzed to those that had a viable
HSR path. For short teps, S limited HSR a3 an option to those with both access and egress shorter
than 25 miles. For longer trips, this was limited to those with access less than 100 miles and the
access and egress times cach less than the train travel time.

This still includes many trips that seem unlikely to attract HSR passengers, but would be more
helpful in comparing to the results to other systems.

* Except those to Lake Tahoe.
% The CRA analysis did not include commute trips and had data for 2000, 2015 and 2020,
2
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Sensitivity to price changes 1. Income and edueational attainment levels’. Renfe (the Spanish HSR operator) indicated in a
June 2011 presentation to CHSRA that 68% of their customers are college ed 1. The SP
survey collected educational data.

2. Local economy data. We have both unemployment statistics and a breakdown of
employment by the types of industries that have an affinity for high speed rail These

Tables 5 and 6 in C$ memo illustrate the lasge differences in California’s regional economies. We do not have any data

on hotel rooms but that would also be useful as a measure of tourism.

It is not a surprise that the model shows overall sensitivity to price changes. The calibration process
that was undertaken endeavored not only to get reasonable replication of travel mode behavior but
also achieve demand sensitivity.

The statewide averages for business and commute trips seem implausible given that only two small

regions have trips that are lower than the average. Educational artainment  Household Income Per capitaincome
San Francisco 51% $86,546 244,573
Differences between regions in California Palo Alto 79% $119,483 . $68,944
San Jose 36% . $78,660 $33,165
The change in the frequency coefficient was motivated by a desire to dampen demand for air travel Gilroy 23% $67,317 $28,192
from certain airports, presumably those in the Central Valley as there is currently is a low level of Merced County 13% $43,848 ) $17,994
service for intra-California flights from Central Valley cities. Fresno County 19% $46,230  $20,375
Kings County 12% $45,595 $17,416
The model used a more brute force method to further lower demand for air service, ! Bakersfield 20% $51,886 $22,601
| Palmdale ) 15% $54,840  $19.21
The final model used large constants to represent the attributes of specific airport markets. For most Burbank 34%, $62,255 $32,885
of the Bay Area to Los Angeles area markets these were large positive numbers,typically equivalent Los Angeles 29% $48,570 $27,070
to $294 business / $143 non-business. They helped offset a large negative mode specific coefficient Anaheim - 22% $57,870 $22,522
for air service (-§604 business/-$144 non-business) Irvine 4% $92,195 $42,255

There were no such constants for travel from any of the Central Valley airports, which clearly helped
Lirut demand for air travel. |

There are several problems with this approach. First, presumably the same types of factors that limit

demand for air travel would apply in some manner to high speed rail, which is 2 close enough

substitute for air that a nested model structure is used. There are however no similar dampening

mechanisms for high speed rail demand from the Central Valley. i

Second, a better approach would be to directly incorporate socio-economic data that differentiates
Central Valley cities from others in California, Travel demand in general and high speed rail travel
demand in particular are closely linked to income levels, educational attainment and certain types of
employment. While the peer review group has focused on the importance of income, we would
suggest using additional measures as the differences between regions are stark. Many of these
metrics are analyzed in detail in this sobedng report:
http://www.measureofamerica.org/california

We have included 2 number of data points below.

altainment I of ad 245 with a cobiage dagres of highe:.
3 4
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Access and egress

We have significant concerns that the model underestimates the important of train access. The
previous model by Charles River Associates (available at

hitp:ieshighspeedrail.ca gowWorkAreaDownloadAsset aspx?id=6588 ) only considered trips that were
made by people who lived in the vicinity of a station and who were traveling to some place near
another station,

The CS model includes all trips taken in the state of California (with the exception of those to Lake
Tahoe) although the original 3P sample specifically only included people who took a trip from one
region served by high speed rail to another region served by high speed. The vast majority of the
people participating in the survey lived quite close to a staton. For example, residents of Monterey
were excluded from the survey. Residents of half of California’s counties were excluded from the
survey.

It is a well-known attribute of high speed rail that ridership demand is closely tied to the accessibility
of stations. It is even more sensitive than air service. “Beet root “ stations often have disappointing
sidership. Recent work by Mark Hansen and Reinhard Clever highlights the paramount importance
of station location.!

In many ways, the model shows little of that sensitivity.
It can be seen in the extreme “stub” station effect wrt Merced and Anaheim.

In Phase 1, Merced will be the northern most
station on the branch to Sacramento.The
ridership forecast for Merced is 7,370
passengers per day. In phase 2, stations are
scheduled to open in Modesto (40 miles away)
and Stockton (70 miles away) and service will be
extended to Sacramento and San Diego.
Ridership for Merced is scheduled to drop to
1,558 passengers per day. The explanation given
2 is that the passengets who will then use the
" Modesto (3,671 passengets) and Stockton (5,064
: passengers) stations would have dovenup to
100 miles on congested Highway 99 to Merced in Phase 1 to catch the train.

* =|ntaraction of Alr and High-Speed Rail in Japan” Reinhard Clever and Mark M. HansenTransportation Research
Record, 2043, 1-12 (2008)More at htto://thinkmetric.com/diss/
6
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The following assumptions were made
in determining the “best path™ high
speed rail skims:

« All available local transit aptions in the
system as well as auto and walk canbe
used to access and egress high-speed
rail stations;

« The maximum distance for auto
access to high-speed is assumed to be
100miles (the same distance as air);

» High-speed rail will not be used if the
auto access or auto egress time is
greater than in-vehicle time;

» High-speed rail will not be used if the
“best path” origin station
anddestination station are the same;

» High-speed rail will not be used if the
distance between the origin TAZ and
destination TAZ is less than 100 miles
and the access or egress distance is
greater than 25 miles; and

» High-speed rail will not be used if the
drive access plus drive egress time is
greater than the time it would take to
drive from the origin TAZ to the
destination TAZ.

|

A similar phenomencn occurs with Ansheim.

The datatha CSpresented in the 2011 memo regarding
made share by distance from station dearly demonstrates
the lack of sensitivity.

The model accounted for acocessibility in two ways. First
there was alink to calculated log sums from the acosss and
egress (long trips only} mode choice models. Thesessemto
havealimited rolein the man mode choice.

Second, the high speed rail networks had explicit limits
placed on them® [see side pand for excerpt]. These appear to
be binding constraints in many cases

For short trips, both auto access and egress were limited to
25 miles. |n addition, the access and egress time each had to
be less than the train trip time. This produces the more
ressonzble looking access datain Figure Taand table 8.
However, for trips tha are less than 100 miles door-to-door,
anewould expect even more cdustering of demand around
stations.

For long trips, the constraints are less stringent yet still
appear to have more influence on mode choice then the
access and egress models.

CSis quite open about the limitations of the access’ egress
components of the model. The problem isthat the
engineering consultants are using results from the mode to

help determine station location and even the number of stations. |n addition, the center of
information and financid firms is not dways in the downtown, making the station decision more

chalenging.

The lack of sensitivity will be an Issue with ridership forecasts for the Initidd Operating Ssgment,
where both ends will necessarily be " gtub stations

Frequency/ headway coefficient

" Frequency does not have a significant effect either for air or HSR." 8

“Bay Areal California High-Speed Rail Ridership and Revenue Forecasting Sudy, Satewide Model Networks August

2007 page 5-14

7

Asthe Panel has noted, the current headway coefficient isinappropriste. But as the pandl has dso
observed, the current model does not show extreme sensitivity to headways as measured by
elagticities. Thisis not surprising, given the incredibly low absolute level of headways in the current
operating schedule.

A 25% change in headways for long distance intercity travel with headways of 4 to 15 minutes
meens only 1 —4 minutes change. This cannot be compared fo the change in headways where hourly
service is more the norm and a 25% change in headways would mean a 15 minute change. While a
some ranges of headway the demand response may be logarithmic wrt changes in frequency, it is
unlikely to be so & the extreme low levels of headways in the operating schedule.

The frequency elagticity would be more relevant if the model was re-run with the headways that
werein the origina SP survey of 30 minutes to 2 hours.

Frequency isa complicated variable. The sensitivity depends on the length of trip. For long trips
with long hesdways, the demand response may be more logarithmic than lineer, For short trips with
moderate headways, the demand response may be more exponentia than linear.

| n the case of the Cdifornia High Spesd Rail model, the topic is especialy fraught.

Firet, the use of the high frequency coefficient is being used to dampen demand for air service from
the Central Valley and masks the real issues asto why thereis low ar (and likely HER train) demand
betwien certain markets. The low frequency of service between certain dities is not exogenousit isin
part afunction of low demand that correlates with many excluded varizbles that would help explain
differences in demand due to the differences in regiona economies and other socio-economic
factors.

Table 1 on page 4 from the CS 2011 memo gives validated air passenger ratesThe totd number of
daily intra-California passengers between the Central Valley and the Bay Areal Los Angelesis only
140 people, While some of the trips in this merket are too short for ar service, many are quite long.
For ingtance, Bakersfield to Sen Francisco is 450 km and Anzheim to Fresno is 300 km. |n other
markets with these same distances, thereis amuch larger ar market.

Second, the high number of trains in the operating schedule is an artifact of thehigh frequency
coefficient. Over the last five years, service levels have been dramatically incressed. Thiswas done
because at higher headways (headways more similar to those in Europe) the model showed very high
sensitivity to headways. Parsons Brinckerhoff then methodically incressed the number of trains until
there were very limited additional gains to bewrung.

Next, we have concerns that this model may not be robust to the more norma operating schedules
that for-profit operators would likely propose.

® CSMemo, Bay Area/ California High Speed Reil Ridership and Revenue Forecasting Sudy Meeting Minutesfrom
February 7, 2006
8

Federal Railroad
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Finally, the high frequency coefficient completely skewed the ridership forecasts for the Altamont If it is determined tha non-fuel costs should be included, then the mode should be re-estimated

vs. Pacheco routing decision. The Altamont route had headways that were 150%- 300% higher than adding in these costs to the cost of driving. Otherwise, the model should only use out of pocket
the Pacheco route. While we understand tha the Panel has been told explicitly not to ded with this costs like fud ®
issue, our estimates (based on populdion and dr demand) are tha aroute like Altamont tha more

directly serves the East Bay could have substantidly higher ridership and wewould recommend that
the route be re-andyzed when a new modd is developed.

Cost of driving
"Usually, auto travelers will consider their cost of travel to be only their out-of-pocket gas codts.

Thus, in most intercity travel models, auto costs are generdly in the range of $0.10 to $0.15 per mile,
While higher per mile costs are more consistent with the true costs of driving (including operating,

We would dso point out that some significant increases in fuel efficiency have recently been
mandated, Even if gas prices rise significantly, fuel efficlency gains may actualy lower the cost of
driving in the future, AKA the " Prius effect.” This type of scenario should be considered dong with
higher driving cost runs.

miles per gallon equivalent

70

mntma‘!(f.', and ownership costs), they are generally not considered by travelers for specific travel UM AONIRSTHATION
decisions. o - A

7 54.5 mpge
The model currently uses $0.24 per milein 2005 dollars to caculate the cost of driving. In 2011 W
dollars, this cost is $0.27 per mile. This cost indludes both ful costs and other operating codts, i e - waie S n2025
assurned to be 60% of the fud costs. The cost of gas is not explicitly included but can be calculated Pl »

X 3 S n — Sl == -

given an assumption of fuel mileage and a cost per mile of driving. 4 '/
PASSENGER CARS "J

P i

First, it is not obvious that non-fuel operating costs should be included in amode of intercity travel, 20

There are a couple of issues with this formulation.

The ridership mode! is a behaviord model o it is important to have the perceived cost of travel, not | HEW DR
the actua cost of driving. As CSpoints out in their review of aridership model for another 10
Cdifornia high sped rail project, people do not typicaly consider costs like depreciation and repars
when taking occasiond frips. 0~ .
1975 1980 1985 1990 1995 2000 2005 2010 2015 2020 2025
Second, if operaling costs are induded, there is no resson that they should be afunction of gas Model year
prices. Our undergtanding is that this was amethod used & one point by MTC but is no longer used 7 aetL e s ! e it wadathin
by them. While that approximation may have been sppropriate a one cost of fudl, it is subject to
scAleissues. While real costs of gas have incressed substantially, there is no reason why maintenance | B [MPG |
costs should incresse in sync with gas. What may have been appropriate when gas cost $1.10 per Cost of gas/ gallon 20 25 | 30 40 50
galon may not be appropriate with gas closer to $4.00 per gallon. It is dso confusing for sensitivity $3.00 30.15| 30.12| $0.10| $0.08| $0.08
tests of gas price changes. The maintenance costs would also be increased, which may or may not be $3.50 $0.18| $0.14| $012| $009| $0.07
intended. it $4.00 $0.20] $0.16| $0.13| $0.10| $0.08
Finally, regardless of whether or not non-fuel costs are considered, the origina SP survey was very :;% :gi: g;g :g:? :g:; :g?g
specific that the costs were fuel only and the mode! was estimated accordingly. While the model was $6I00 $0.30 $0. 54 $0.20 $D- T3 $G.. 12
|ater calibrated using the more inclusive costs, this does not chenge the fact that al of the cost $7' 0 SO- = SOI 28 $0‘23 $D. 181 $0.14
codfficients were estimated using just fuel costs. | people do mentaly add in additiona driving costs $B-00 s 0‘ 0 SG- ) $DI2? $EII20 5 0' %
when making decisions, this would have been included in the regression coefficients. $9-DO $0. % SD‘. % $Cl‘.30 $D: N Uj 18

RN R * The case of business travelersis somewhat tricky. While federal reimbursement rates are very high, it is not clear
7 Cambridge Systematics Desert Xpress Ridership Forecast Review February 26, 2008 that empl onaider this e thei et
9 :

10
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Group travel

The CSmode does not directly adjust the price of driving based on the number of passengersin the
car. The standard trestment in other models is to caculate the cost by dividing driving costs by the
number of passengers. This modd does not do so.

For short trips, there does not appear to be any adjustment whatsoever,

For long trips, the CSmodel uses agroup constant to represent both cost savings and a" road trip”
effect in lieu of dividing the cost by the number of passengers. Theae savings of trawdingin a goup hes
et bemn updeled even astheasumed at of driving hes morethen daubled

Given that most intercity car trips are with more then one traveler, this is a serious issueln the 8P
survey, only 17% of dl car trips were teken by single drivers.” Unlike locdl trips, the solo driver
automobile is the exception rather than the rule and this effect is stronger the longer the trip.

Thusthe current model generaly overestimates the cost of driving when there is more than one
person in the car. Thisisasignificant problem as.alarge maority of non-business intercity
astomobile trips are taken in groups.

In the original estimation, the consultant found that for long trips there was a group effect above
and beyond the cost savings. There are severdl different plausible explanations for this finding. For
example, multiple drivers can share driving and it is essier to deal with awhole familys luggage with
Ones own Car.

For long distance non-business trips, the value of the group constentestimated using the SP survey
datawas $40 (2005 dollars). In the estimation, the average price of driving was about 11 cents per
mile. Depending on the number of peoplein the car and how the group travel constent was
atributed between cost savings and the " road trip* effect, this value gives very ressonable breskeven
numbers.

Qubsequent to the initial estimation and discussed in detall in the previous section, the prica of
driving has been significantly increased from the 11 cents per mille figure. |t was 20 cents per milein
the initid cdibration and is now 24 cents per mile. All these figures are in 2005 dollars.

However, the group constant has not been changed. It no longer givesa ressonable breskeven.

The below chart gives a typical per person cost of driving, assuming an operating cost of 24 cents
per mile for agiven number of passengers driving a given distance.

* CSMeme, Bay Area/ California High Speed Rall Ridership and RevenueF ing Sudy Meeting Minutesfrom
Jnuary 5, 2005
1

. B B . . ]

4 $12 324 336 $48 %60 872
4 $8 8§16 24 §32 340 348
$6 §12  $18  $24 330 $36

The next chart shows the effective cost per person using the group coefficient method in the CS
mode and assuming that 75% of the vaue is atributed to cost savings. All numbersin red are
higher than the per person driving cost a standard modd would give.

A, B, ST, . B B

s -36 $18 $42 §66 590 $114
s -$6 $18 $42 366 390 $114
s -6 $18  $42 966 $00 $114

For a400 mile trip (Bay Areato Disneyland) with four people in the car, the differencais
substantial. The model uses acost of $66 per person vs. atraditiona method cost of $24. For the
household, this is $264 vs $96 each way.

I'n addition, the issues with the price of driving identified previously compound the issues with the
group travel coefficient.

Operating schedule

The current operating schedule has very frequent service and offers service to many different
stations Thus far, the operating schedule has been determined by the enginesring program manager,
Parsons Brinckerhoff, largely in response to a ridership model tha showed excess senstivity to
normal frequencies. No actud train operator has been selected and there are severa aspects about
the schedule that afor-profit operator would likely change.

Firgt, therewould likely be many fewer trains. More service would be direct Bay Areato Los
Angdes, in line with current demand for air service. And finally, therewould be limited service
avalable for regiona commuter traffic.

Most non-subsidized long distance intercity rail systems in the US (Northeast Carridor) and in
Europetry not to serve the regional commute market. They do this by setting fares very high,
explicit prohibitions on short trips and scheduling.

This is done for very basic rezsons, Because the demand for regiondl transit (Bakersfield to LA)
outsirips the demeand for long distance transit (San Francisco to Bekersfield), selling Bakersfidd —
LA tickets will often mean empty seats from San Frandisco to Bakersfild, This dramatically lowers
vield per mile operating results.

@ CALIFORNIA e of Tranaporaton
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One solution to this issueis to run shorter distance trains to serve the regional markets. The
commute market often has asymmetrica demand —with high demand in the morning in one
direction and high demand in the evening in the other. This either requires additiond trains or
requires trains to run mostly empty in one direction. In addition, longer distance commuters tend to
be sensitive to price so lower ticket prices need to be offered to atract significant numbers. In
certain countries where there is a policy am to spread out population away from the urban aress,
there are very large discounts offered to long distance commuters.

Serving long distance commuters may serve policy gods but it is typically amoney losing
proposition. |n generd, this service is either offered through another subsidized service offering
(AVE Avante™) or provided by aregiond service (Metronorth, NJ Transit).

The CSmode evenly spread out commuters throughout the morning and evening pesk times, which
isnot likely to be redistic for most of the markets, particularly in phase 1 and the IOS

| addition, there are no agresments that we are aware of with exiging local train operators who may
be competing for similar markets. For example, Catrains Baby Bullet service offers Slto Sin
Francisco servioe currently and this is one of the most profitable parts of their business There are
similar issues with Metrolink and the various Amtrak providers.

Asthe HSR operator has not been selected and no agresment has been reached with any local train
operators as to who will serve the longer distance commuters, it makes sense to consider other
operating schedules.

Commuters

The trestment of commutersin this mode is problematic. Some of this stems from the initiad data
et Thevast maority of the"short' commuters surveyed were on atrain to work. There were only

% 1 B auto commuters. The origina estimation reveded a
1 value of time of only acouple of dollars per hour (this
- was later constrained to be higher), adear sign that this
] was not arepresentative sample.

Frequency
#

On the other hand, there were virtudly no long distance
commuters sampled. And of the 27 surveyed, a
disproportionate number were flying from the Bay Area

]

- to LA. While there is asmal group of such travelers
| and they would be very likely to consider HER, alerge
" o - i =~ maority of commuters over 100 miles are traveling just
eotst over that arbitrary limit,

™ (yjidad Real in Sain has become known for its long distance commuters. The Avente commute senice usesa
lewer end trainsst and fares for commute times at more than a 75%di to the sarvice offered on the long
distance trains.

13

While undocumented anywhere in the original reports, CS decided toaddress the smal sample size
by combining the long distance commuters with the business travelers, who were over-represented
by those flying to and from the Bay Area

This resulted in assigning avery high vaue of time to these commuters (364), many of whom have a
long commute because they decided that the lower cost of living outside of the Bay Areawes worth
the long time in the car,

While it isimportant to understand the patentia of the high speed rail infrastructure to serve
commuters, the actud level of service for commuters will likely depend critically on the avalable
locd subsidies. Redlistically, aHSR operator will set fares high enough or alter schedules to limit
dernand during pesk periods like Amtrak does with stations like New Haven and Princeton.

1t may actually meke more sense to separate out commute service from the long distance service,
especially as it is unlikely that the long distance operator will bein a position to subsidize local
service as significant project debt is envisioned and, by law, any extramoney must help expand the
system.

The regiona transit authorities could then decide what type of regiona transportation they want to
support and then develop their own ridership numbers. The regional models have much more
critical detail regarding acoess and egress and other connecting transit services.

This of course is only one possible approach but the current trestment of long distance commuters
a5 high-end business travelers nesds to be fixed in some way. This may dso help solve some of the
cdibration issues with demand for ar service from Central Vdley arports.

Population

Cdifornia experienced tremendous growth over the last century and current forecasts indude quite
high levels of growth, The growth rate has significantly slowed and growth over the |ast decade was
half of the arowth originaly forecast. Previously Cdliforniaenjoyed high rates of migration.
Migration acoounted for ebout half of Californias growth. Earlier this decade, precading the
economic sowdown, this trend dramaticaly reversed and more people are moving out of Cdlifornia
than moving in. Thisis perhaps not surprising & Califernias schools are poor performing and there
zre faw aress with both agood job market and affordable housing.

While population growth could resume & its previous traiectory, it is dso possible that growth could
occur & half the forecast rate. We would recommend that the moded be run with high and low
population forecasts to understand the sensitivity to this critical assumption.
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Exhibit E - CA HSRA Project Reports for the Year 2009 — January to December

These CA HSRA Project Reports are being submitted in a printed version with the copy of this
letter mailed to the Authority, Here, we provide online links to these materials for the year 2009:

2009 Program Management Team Progress Reports

January PM Progress Report
February PM Progress Report
March PM Progress Report
April PM Progress Report

May PM Progress Report

June PM Progress Report

July PM Progress Report
August PM Progress Report
September PM Progress Report
October PM Progress Report
November PM Progress Report
December PM Progress Report

Exhibit E
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Exhibit F - CA HSRA Project Reports for the Year 2010 — January to December Exhibit G - CA HSRA Project Reports for the Year 2011 — January to July

These CA HSRA Project Reports are being submitted in a printed version with the copy of this These CA HSRA Project Reports are being submitted in a printed version with the copy of this
letter mailed to the Authority. Here, we provide online links to these materials for the year 2010: letter mailed to the Authority. Here, we provide online links to these materials for the year 2011:
2010 Program Management Team Progress Reports 2011 Program Management Team Progress Reports

January PM Progress Repoit January PM Progress Report

February PM Progress Report February PM Progress Report

March PM Progress Report March PM Progress Report

April PM Progress Report April PM Progress Report

May PM Progress Report May PM Progress Report

June PM Progress Report June PM Progress Report

July PM Progress Report July PM Progress Report

August PM Progress Report

September PM Progress Report; Amendment to PM Progress Report

October PM Progress Report; Deliverables Report; PMT Deliverables Summary
November PM Progress Report

December PM Progress Report

Exhibit F Exhibit G

U.S. Departmen
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BO070-1

09-15=11A11:21 RCVD
WITTWER & PARKIN, LLP )
Jonalisto: \ towee 147 SOUTH RIVER STREET, SUITE 221 orconan
William P. Parkin SANTA CRUZ, CALIFDRNIA 95060 Gary A. Patzon
Ryan D. Mareney TELEPHONE: (831) 420-4035

FACSIMILE: (831) 420-4057
E-MAIL: effice@wittwerparkin.com

September 14, 2011

Chairperson and Members

California High-Speed Rail Authority
770 L Street, Suite 800

Sacramento, CA 95814

RE: Extension of Comment Period for Merced to Fresno
And Fresno to Bakersfield Draft EIR/EIS Documents

Dear Chairperson Umberg and Board Members:

This letter is submitted on behalf of Citizens For California High-Speed Rail
Accountability (CCHSRA), a group of concerned residents, farmers, business people, and
landowners who are concerned that the currently proposed high speed train project will have
significant negative impacts throughout the state. and particularly on agricultural operations in
the proposed Fresno 1o Bakersfield segment.

On behalf of CCHSRA., T am requesting that your Board take immediate action to provide
an adequate comment period for the above-noted environmental review documents. Specifically,
we urge the Authority to extend the time to comment on these two EIR/EIS documents until
mid February, 2012, thus providing members of the public and those directly affected by the
proposed project with at least 6 months to respond and provide comments on the two Draft
EIR/EIS documents released by the Authority on August 9, 2011,

Attached is a copy of a letter making an identical request for the Fresno to Bakersfield
EIR/EIS, submitted to you by the Griswold LaSalle law firm on behalf of the J.G. Boswell
Company. We join in their request, and incorporate their arguments here, and we note that the
need for and the justification for a six-month review period applies equally 1o both of the Draft
EIR/EIS documents currently open for comment.

In fact, since this is a statewide project, which the Authority has chosen to design and
review in segments, a competent and truly responsive set of comments on the impacls that will
be created on any particular segment must take into account the impacts of the proposed project
on other segments. This means that the CCHSRA must do more than review the 17,000 pages
of the Draft EIR/EIS for the Fresno to Bakersfield segment that is of primary importance to
CCHSRA and its members. CCHSRA's comments on the Bakersfield to Fresno Draft document
must also take into account the contents of the Merced to Fresno Drafi EIR/EIS, and the
previously-certified statewide programmatic EIR/ELS. In short. the Griswold LaSalle letter is
conservative in stating that members of the public are being asked to review 17,000 pages of

[¥]

technical material, and to provide comments, all within a 60-day period. In fact, the volume of
material that must be reviewed is probably close to three times that amount.

When the draft EIR/EIS d were first rel d for public comment, CCHSRA
promptly requested the Authority to provide a 90-day opportunity to comment on the Fresno
to Bakersfield Draft EIR/EIS. The Authority did not honor that request. Without responding
directly to CCHSRA, the Authority staff did revise the initial 45-day comment period announced
upon release of the two Draft EIR/EIS documents, and added 15 days to the comment period for
these documents, establishing the current 60-day comment opportunity. As the attached letter so
convingingly demonstrates, a 60-day comment period is grossly inadequate. CEQA. and the

CEQA Guidelines. and basic due process, require a much more extensive comment period.

CCHSRA and its members can attest that this due process problem is not merely
“theoretical.” Currently, CCHSRA and its members are working as diligenly as they possibly
can to review the 17,000-page Draft EIR/EIS for the Fresno to Bakersfield segment, and io relate
this document to the Draft EIR/ELS for the Merced to Fresno segment and to the statewide
Programmatic EIR, While the CCHSRA and its members are able to identify concerns and
impacts that the proposed project will have on an area they know well, they are finding it
ineredibly difficult to prepare well-researched and substantiated comments on the Draft EIR/EIS
documents, in view of the massive nature of the documents they are being asked to review and
the very short comment period currently provided. This is particularly true since this is a time
when many of the farmers most directly affiected by the proposed plan in the Fresno to
Bakersfield segment arc preparing for an upcoming harvest, This makes it even more difficult
1o find any time to read, absorb, and then respond to the voluminous EIR/ELS d

A 60-day comment period does not provide the public with an “adequate” time to
comment, and the failure of the Authority to provide an adequate time to comment undermines
the integrity of the current environmental review procedure. This means that the residents,
business persons, and landowners most directly affected by the proposed project are being
denied an elemental due process opportunity to “be heard™ before the government takes actions
that could, in many cases, put working farms and dairies out of business along the proposed
Fresno to Bakersfield segment.

Having an adequate opportunity to provide comments is of such great importance to
CCHSRA and its members that CCHSRA was in the process of organizing its members to attend
the scheduled September 22, 2011 Authority Board meeting, to make a personal appeal to the
Authority Board to extend the current comment period. as we request in this letter. References
to that scheduled September 22, 2011 Board meeting were posted on the Authority’s website as
Jate as Sunday. September 11™, but the September 22™ meeting was then apparently “cancelled,”
and all references to the meeting were removed from the Authority’s website, by Tuesday.
September 13,

use there is no regular Board meeting scheduled prior to the current comment
deadline on October 13" we request that Authority immediately schedule a special meeting of
the Board directly to address this pressi uest for a six-month review period.
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As CEQA provides, at Public Resources Code Section 21005 (a):

The Legislature finds and declares that it is the policy of the state that noncompliance
with the information disclosure provisions of this division which precludes relevant
information from being presented to the public agency. or noncompliance with
substantive requirements of this division, may constitute a prejudicial abuse of discretion
within the meaning of Sections 21168 and 21168.5, regardless of whether a different
outcome would have resulted if the public agency had complied with those provisions.

The information in the comments that CCHSRA and its members want to supply through
their ¢ is absolutely “rel information.” We urge the Authority to take seriously its
responsibility to make sure that such relevant information about the impacis of the proposed
project is presented to the Authority, as the public agency responsible for making routing and
related decisions on the proposed high-speed train project in the Central Valley. prior to the
Board's decision. The current 60-day review period is not fair, and is inconsistent with both
CEQA and the due process requirements of the California Constitution. Unless it is extended, the
Authority will not receive all the relevant information it needs to know about, before making a
decision on the largest public works project ever proposed in the State of California.

In conclusion, we ask the Authority for a six-month period to comment on environmental
review documents. Failure to provide an adequate comment period is a violation of both the law
and due process.

gery truly yours,

Wation, Of Counsel
/ IZR & PARKIN, LLP
for Citizens for California HSR Accountability

cc: Governor Jerry Brown
Members and Supporters, CCHSRA
Members, California State Legislature
Kings County Board of Supervisors
City Officials in Kings County
1.G. Boswell Company
Other Interested Persons
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Board of Directors
CALIFORNIA HIGH SPEED RAIL AUTHORITY

770 L Street, Suite 800
Sacramento, CA 95814-3359

Re:  Extension of Drafi EIR/EIS Comment Period - Fresno to Bakersfield HSR
SCH # 2009091126

Dear Chairman and Members of the Board:

This letter is submitted on behalf of J.G. Boswell Company. The purpose of this letter is to
request an extension of the comment period on the above Drafi EIR/EIS for at least 6 months,
through mid-February 2012,

The existing comment period is grossly inadequate and denies due process to those seeking
to comment on the EIR/EIS. The initial 45 day comment period, later extended only 15 additional
days to October 13, 2011, is plainly insufficient to allow any meaningful comment on 17,000 pages
of documents.! See Appendix A for list of documents and page lengths. The 17,000 page total does
not include any documents for the Merced to Fresno segment (SCH # 2009091125), which would
bring the total to over 30,000.

The EIR/EIS is not user friendly. For example, Chapter [0 of the EIR/EIS lists 831 sources
{hat are referenced in the report. In instances noted so far, these sources are referenced without
internal citations, requiring the reviewer/commenter to obtain the dpcumcm, review :1- ‘Imd make
a judgment as to which part was intended to support the citation in the EIR/EIS. This lack of

it also appears the EIR/EIS and supporting documents are available in English only.

specific citations makes it difficult to determine whether a statement made in the EIR/EIS is
supported by substantial evidence.

Due to the requirements of CEQA,” meaningful public comment is the key phase of the
CEQA public review process. The CEQA process becormes a sham without it, and resulis in a
denial of duc process.

In 2004 the Authority released the Draft Program EIR/EIS for the Proposed California High-
Speed Train System (SCH #2001042045). The State Clearinghouse set areview period of February
13, 2004 to August 31, 2004, or 6 1/2 months, for this Program EIR/EIS. Tt neither makes sense,
nor is there any good reason, why the review period for the Program EIR/EIS was more than 6 1/2
months while the review peried for the much more detailed Project specific EIR/EIS is only 2
months.

I view of the above, we believe that at least a 180 day comment peried is required, ending
mud-February 2012 as measured from August 15, 2011, This matier requires Board, rather than
administrative, attention, and, accordingly, we request this matter be placed on the agends for 2
special meeting at the Board's earliest convenience, As the Board's next regularly scheduled
meeting is not until Septemnber 22, 2011, the urgency of this issue demands it be dealt with before
then,

We understand that the EIR/EIS was released on August 9, 2011, The orginial comment
period was for 45 days, beginning August 15, 2011 and ending September 28, 201 1. This time limit
was apparently set by staff without Board involvement. The 45 day period is the minimum under
CEQA Guidelines § 15105(a). This time period makes no allowance for the unparalleled scope of
the project.

At the August 25, 2011 Board meeting, a petition signed by about 300 Kings County
residents was submitted by Hanford-area farmer Frank Qliveira on behalf of the Citizens for
California High Speed Rail Accountability (CCHSRA). These citizens asked for a 45 day extension,
making for a total of 2 90 day review and comment period. The request was not on the Board's
meeting agenda, but staff did grant an additional 15 days to the original 45 day comment period for
a total of 60 days. The comment period now ends October 13, 2011 which corresponds to the end
date of the State Clearinghouse (SCH) review period.

*All statutory references to CEQA are to Public Resources Code §§ 21000 et. seq.
CEQA’s implementing regulations are known as the “CEQA Guidelines” and are set forth at 14
Cal. Code Regs. 5§ 15000 et seq., and are referred to as “CEQA Guidelines § _ "oras
“Guidelines §
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The High Speed Rail (HSR) project is the largest and most expensive infrastructure project The Legislature has declared:
in the history of the State of California and ¢ven its component parts -- the Fresno to Bakersfield
segment, or the Merced to Fresno segment, -- could fairly be estimated to be the largest “The maintenance of a quality environment for the people of this state now
infrastructure projects in State history, and certainly in the historv of the San Joaquin Valley. and in the future is a matter of statewide concern.” Pub. Res. Code §
21000z).
As stated above, the EIR/EIS for the Fresno to Bakersfield segment, select supporting
documents, and technical data available at the Fresno-Bakersfield EIR/EIS web page consist of And:
17,000 pages (See Appendix A). Not all the documents referenced in the EIR/EIS are available at
that web page. [f one includes the EIR/EIS and related documents for the Merced to Fresno “Every citizen has a responsibility to contribute to the preservation and
segment, the total pages to be reviewed approaches 30,000 or more. The sheer volume of material enhancement of the environment.” Pub. Res. Code § 21000(e).
necessitates a significant extension of the review and comment period. Two basic reasons support
the extension; these reasons are explained below. There can be no question that CEQA and the CEQA Guidelines were developed to allow the

public every possible opportunity to meaningfully participate in the EIR/EIS process.
L THE SIXTY DAY REVIEW PERIOD FAILS TO MEET CEQA REQUIREMENTS

BECAUSE IT FAILS TO PROVIDE AN "ADEQUATE TIME" TO REVIEW THE Given the mere 60 day review period, none of the purposes of EIR/EIS review and comment
MASS OF MATERIAL ONLY LATELY RELEASED FOR PUBLIC REVIEW AND can be served, for the following twa major reasons:
COMMENT.
1. The time for review that the Authority has chosen does not allow the public
CEQA Guidelines § 15203 states: "adequate time" for public review and comment, as required by CEQA
Guidelines § 15203, To examine some 17,000 pages within 60 days requires a
“The lead agency shall provide adequate time for other public agencies and person to read 283 pages per day and no time to prepare responsive comments.
members of the public to review and comment on the draft EIR or negative The initial review period of 45 days was simply more egregious and required
declaration that it has prepared.” (Emphasis added.) 378 pages per day to be read.
Adequate time is required not only because “Public participation is an essential part of the In comparison, a 45 day EIR review and comment period was recently used for an ordinance
CEQA process” (CEQA Guidelines § 15201), but because the Legislatere has declared that the by the City of Sunnyvale to prohibit single use plastic bags at grocery stores. (See City of

Sunnyvale Single-Use Carryout Bag Ordinance Draft EIR, SCH #2011062032 August 2011). That

purposes of the review period include:
EIR consisted of 210 pages which amounts to reviewing 4.6 pages per day. The High Speed Rail

(1)  Sharing expertise; Authority (Authority) expects 61 times more effort per day just to read the mass of CEQA
(b)  Disclosing agency analysis; documentation for the Fresno to Bakersfield HSR project.’ Such an expectation is unrealistic,
(c) Checking for accuracy, unfair, and does not meet the requirement of CEQA to have adequate review period. At the "plastic
(d)  Detecting omissions; bag ordinance" rate of 5 pages per day, the review period for the 16,253 pages of the Fresno-
(&) Discovering public concerns; and Bakersfield HSR EIR/EIS would be 3,391 days or about 9.3 years (16,953 pages x day/5 pages =
(f) Saliciting counter proposals. 3,391 days x 1 year/365 days = 9.289 years).

CEQA Guidelines § 15200, These simple metrics, of course, in no way imply that the Fresno-Bakersfield HSR project

is in any way comparable to Sunnyvale's plastic bag ordinance project. The former is an infinitely

#Also this does not include the EIR/EIS for the Merced-Fresno segment.
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more complex project proposing vast, irreversible commitments of public and private resources on
the largest scale in the history of the San Joaguin Valley,

Persons who wish to comment and share their expertise, provide analysis, check for
aceuracy, voice their concems, and prepare counter proposals will never be able to do so because
they will never be able to review all the documents and comment in a mere 60 days.

2. While the regulations typically allow for a 45 to 60 day comment period, the
regulations also allow that time to be exceeded, without the need to otherwise
stop the project, in “unusual circumstances.” CEQA Guidelines § 15105{a).
The HSR certainly qualifies as an unusual circumstance. In no way can the
HSR project be compared to other projects in the history of the State of
California and the San Joaquin Valley, Therefore, the 60 day period must be
extended.

The Legislature has declared:

“... it is the policy of the state that projects to be carried out by public agencies be
subject to the same level of review and consideration [under CEQA] as that of
private projects required to be approved by public agencies.” Pub. Res. Code §
21001.1.

A private company would never be allowed to undertake 2 project of this magnitude and be
subject to a mere 60 day review period. Given the scope of the project, it is difficult to imagine that
there could be a more “unusual circumstance™ that would allow the typical comment period to be
extended.

The "unusual circumstances” provision of CEQA Guidelines § 15103(a) gives the lead
agency the necessary fiexibility to set the comment period consistent with the meaningful public
participation and due process goals of CEQA. This flexibility eliminates the absurdity of 2 "onesize
fits all" rule whick would provide equal 45 day review and comment pericds to the Sunnyvale
plastic bag ordinance and the Fresno ‘o Bakersfield HSR project. Normust we omit that the review
and comment period for the Merced to Fresno Draft EIR/EIS runs concurrently, compounding the
insufficiency of the alloted time.

The Legislature has also declared that it is the policy of the state that:

“Documents prepared pursuant to [EIR requirements] be organized and in a manner
that will be meaningful and useful to decisionmekers and to the public.” CEQA
Guidelines § 21003.
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Given the sheer volume of the documentation, in order to make the documents “meaningful
and useful” there must be adeguate time to review them. With only 60 days, neither the
decisionmakers nor the public can make the determination of whether the EIR/EIS documents
satisfy that eriteria becanse there is insufficient time to so do.

_ The Authority claims transparency in its proceedings but this claim rings hollow at this
crucial juncture. The Authority’s “Envizonmental Review Fact Sheet” states:

"The California High-Speed Rail Authority (CHSRA) and the Federal Railroad
Administration (FRA) are the state and federal agencies responsible for the
environmental review of the state’s high-speed train system, and together they have
implemented a more transparent, collaborative and inclusive approach to the
EIR/EIS process than is tvpical or required, with state and local planning
agencies, local communities and the general public integrated into the cntire
process." (Emphasis added.)

This statement is not true &5 to meaningful public participation and satisfaction of due
process. The key point in the CEQA process is at hand and the 60 days allotted to review and
conment on 17,000 pages of materisl for the Fresno to Bakersfield segment stacks the deck against
the commenting parties. The point is exacerbated when the additional thousands of pages fr the
Merced to Fresno EIR/EIS are added.

1L THE SINTY DAY REVIEW PERIOD DENIES DUE PROCESS TO INTERESTED
PARTIES DUE TO THE LENGTH AND COMPLEXITY OF THE
ENVIRONMENTAL DOCUMENTS FOR THE FRESNO-BAKERSFIELD HSR.

Any review period less than six months raises serious constitutional issues. The public is
entitled by statute and regulation to have a meaningful review, By only allowing 60 days to review
17,000 pages of documents associated with the Fresno to Bakersfield EIR/EIS, the Autho
essentially made the public review meaningless. The Legislature has allowed the public to
perticipate in the CEQA process 2s a participant and not just a spectator. By bombarding the publie
with documents without any hope for a complete review, the Authority has put the public on the
sidelines, and due process will be violated should there be no extension.

185

Rights granted by CEQA must allow the public to have a meaningful review because the
g

Legislature has recognized that “Every citizen has a responsibility to contribute to the preservation
and enhancement of the environment.” Pub. Res. Code § 21000(e),

CEQA was enacted in 1970 and provides a detailed process for public review. Itis a
“pawerful tool for citizen action and government accountability.” Note, The Timber Harvest Plan
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Exemption from the California Environmental Quality Act: Due Process and Statutory Intent, 41
Hastings L.J. 727, 730 (1990). In fact, the purpose of the EIR/EIS is:

“... to provide public agencies and the public in general with detailed information
about the effect which a proposed project is likely to have on the environment; to list
ways in which the significant effects of such a project might be minimized; and to
indicate altematives to such a project.” Pub. Res. Code § 21061,

Courts have called the EIR/EIS an “environmental ‘alarm bell" whose purpose is to alert the
public and its responsible officials to environmental changes before they have reached ecological
points ofno retum.” Santiago County Water Distriet v, County 0f Orange. 118 Cal. App.3d 818, 822
(1981). To accomplish this purpose, CEQA statutes and regulations require that the public be made
part of the process, including:

° Comments be accepied by the public at anytime during the EIR/EIS process

(Pub. Res. Code § 21003.1(2));

0 The lead agency must respond, in writing, to all comments received during
the comment period (Pub, Res. Code § 21004);

Ll Relevant information should be made available as soon as possible to the
public (Pub. Res, Code § 21003.1(b));

e Notice must be given to all those who have requested such when the draft

EIR/EIS is complete (Pub. Res. Code § 21092);

L] Drafi EIR/EIS documents should be made available in local libraries (CEQA
Guidelines § ISCIS?{gn:"

e The Public agency must publish notice in a paper of general circulation in the
area of the proposed project (CEQA Guidelines § 15087(a));
e Public hearings on the documents are encouraged (CEQA Guidelines §

15087(1}); and

“Note that the Technical Appendices to the EIR/EIS, listed as nos. 4-43 on Appendix 4,
were not made available at local libraries. This is important because the appendices are
referenced throughout the EIR/EIS.
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° An adequate public review period is required and can be extended in

unusual circumstances (CEQA Guidelines § 15105) (emphasis added).

CEQA regulations take public participation so seriously that the process provides grounds
upon which judicial review of the project may be obrained. CEQA Guidelines § 15112,

Because public review and participation i5 expressly granted by stetute and regulation, any
review period less than six months raises serious constitutional issues under the circumstances, The
public is entitled by statute and regulation to have a meaningful review. By only allowing 60 days
to review some 17,000 pages of documents associated with the EIR/EIS, the Authority has
essentizlly made the public review meaningless. The Legislature intends for the public to participate
in the CEQA process in a meaningful way; in this case, requiring sufficient and adequate time for
review. By releasing to the public a large quantity of documents without any hope for a complete
much less a meaningful review, the Authority has made the public a spectator, and due process will
be violated should there be no significant extension of time to review and comment on the
documents.

1. State Constitutional Issues
The CEQA statutes and regulations, as applied, violate California Due Process requirements

because the Authority has failed to provide adequate time for EIR/EIS review. In order to remedy
the as applied violation, sufficient time to review the EIR/EIS must be granted.

Due process safeguards in this context are analyzed with the principle in mind that all should
be free from arbitrary adjudicative procedures. People v. Ramirez, 25 Cal.3d 260, 268 (1979). A

fundamental concept of due process is “the right to a reasoned explanation of government conduct
thet is contrary to the expectations the government has created by conferring a special status upon
anindividual.” Id. at 276. Here, CEQA statutes and regulations confera special status on the public
by requiring meaningful review; yet the Authority has taken away that right by imposing an
unreasonable review period, and providing no explanation therefor.

To determine the level of due process required, courts examine:
i The private interest that will be affected by the official action;

2 The risk of an erroneous deprivation of such interest through the procedures used,
and the probable value, if any, of additional or substitute procedural safepuards;

3 The dignitary interest in informing individuals of the nawre, grounds and
consequences of the action and in enabling them to present their side of the story
before a responsible governmental official; and

U.S. Department
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4. The governmentsl interest, including the funetion involved and the fiseal and
adminisirative burdens that the additional or substitute procedural requirement would
entail. Id. at 269,

The private interest here is compelling; CEQA statutes and regulations mandate that the
public be allowed meaningful and adequate review of the ETR/EIS. In this respect, the Legislature
has already determined that the public has a significant interest in proper review.

The risk that the private interest will be erroneously deprived is high; in fact it is happening.
Although the regulations allow the Authority to declare the most expansive and expensive
infrastructure project in the history of California an "unusual eireumstance” and provide additional
time for public review and comment, the Authority has (so far) failed to so do and without any
explanation. In addition, as the Authority is well aware, the review period ends the time that
individuals may comment and preserve issues that must be on the record for judicial review. By
completing the review period before it is possible for stakeholders to read the documents and
provide comments, the Authority is also precluding meaningful review following the final EIR/EIS
being issued. Rigid adherence to the 43 or 60 day periods mentioned in Guidelines § 15105(a)
therefore guarantees denial of due process for projects of the scope of this EIR/EIS.

The dignity interest weighs heavily in favor of an extension of time. Itisinconceivable that
the public could be charged with reading and commenting on the EIR/EIS, only to find out that it
is impossible to do so because there is insufficient time to read the documents in this case.

Finally, the governmental interest in providing additional time is identical to the private
interests. The Legislature has already made this determination by stating that the public is entitled
to meaningful and adequate review, and putting in place an entire scheme to ensure such review
oceurs. The government has a significant interest in ensuring that its own statutes and regulations
are followed, especially when no fiscal or administretive burdens are involved beyond the passage
of time.

As the Federal Railroad Administration is the lead Federal agency designated on the HSR.
project, the purpose and requirements of the National Environmental Policy Aet (NEPA) are also
at issue, The purpose of NEPA review corresponds to CEQA review. Congress has declared, “...
it is the continuing policy of the federal Government, ... in cooperation with State and local
governments, and other concemed public and private organizations, to useall practicable means and
measures, including financial and technical assistance ... to create and maintain conditions under
which man and nature can exist in productive harmony, and fulfill the social, economic, and other
requirements of present and future generations of Americans.” (42 U.S.C. § 4331). Therefore the
purposes of NEPA also support the extension requested herein,
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2. Federal Constitutional Issues

Due process under the federal constitution requires that an entitlement exist under state law.

There can be no question that the Legislature has entitled the public to a meaningful and adequate

review of the EIR/EIS documents through the CEQA statutes and regulations. It is merely a
uestion of what process is due.

Pursuant to Mathews v, Eldridee, 424 U.S. 319 (1976), to determine what process is due, the
state should look at the private interests involved, the risk of an erroneous deprivation and valus of
additional safeguards, as well as the governmental interest,

Again, the public’s interest is high; the public is entitled to a proper review under CEQA but
such a review cannot be met in such a short and arbitrary time frame currently established by the
Authority. Denial of that proper review, in tum, prejudices the rights of potential litigants who are
subject to the exhanstion doctrine. Denial of adequate, proper, and meaningful review stacks the
deck in favor of the project proponent, who here is also the reviewing agency. This conflict of
interest between the duty of full, objective CEQA review and support of the HSR project is clearly
brought out by the denial of a meaningful adequate public review and comment period.

The risk that rights may be erroneously deprived is high. By the Authority arbitrarily setting
the review period in this circumstance such that it is impossible for the public to respond, a
deprivation is not only possible, but is a cerfainty where no due process was given in setting the
initial review period. As the Authority knows, EIR/EIS challenges must be made on comments
lodged during the review period. What the Authority has done is present to the public a large
volume of documents such that there is no possibility for all necessary comments to be included in
the record, effectively precluding a proper legal challenge to the EIR/EIS documents following a
finalization of those documents, and denying access to the courts.

Finally, the governmental interest, as under the state due process requirements, is in
concurrence with the private interest. Again, the Legislature has already made this determination
by stating that the public is entitled to meaningful and adequate review, and putting in place an
enlire scheme to ensure such review occurs. The government has a significant legitimacy interest
in ensuring that its own statutes are followed, especially when no fiscal or admimstrative burdens
are involved.

Here, there hes been no due process as to the setting of this review period, The setting of
this review period for the same length for a local ordinance reflecting plastic bag usage, without an
explanation ar an opportunity to be heard and chailenge the determination, violates the Fourteenth
Amendment of the United States Constitution, as well as the California Constitution. As has been
said many times, the fundamental requisite of due process of law is the opportunity to be heard, and
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that right has little reality or worth unless the public is informed and can choose for iteself whether
to participate. Mullane v, Central Hanover Bank & Trust Co., 339 U.S, 306, 314 (1950). In this
case, the public cannot know, and can never know under the limited review period what position and
comments it should make relating to the EIR/EIS, had it been afforded an adquate review period.

“Due process is flexible and calls for such procedural protections as the particular situation

reasonable number of days to review the EIRVEIS end supporting documents. We ask for at least
a 180 day review period, for all the reasons stated.

Very truly yours,

GRISWOLD, LaSALLE, COBB,
DW L.LP.

bl
B%’ ‘,/,-—)"'”'-?_.———-_

ROBERT M. DOWD
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APPENDIX A
LIST OF REPORTS
COMPRISING FRESNO TO BAKERSFIELD
DRAFT EIR/EIS

AND SUPPORTING DOCUMENTS

Below is 2 list of the documents posted at the HSRA web page for the Fresno to Bakersfield
EIR/EIS (nos.1-3) and related documents (nos. 4-43), with their page counts. The purpose of the
compilation is to show the inequity and lack of due process afforded by the 60 day public review
and comment period. Note that item nos, 4 through 43 are posted at the HSRA web page for the
Fresno to Bakersfield EIR/EIS and are referred to in the EIR/EIS. However, items nos. 4-43 are not
included in the EIR/EIS and are not provided on the EIR/EIS ods given out by the HSRA office in
Hanford, Also, items nos. 4-43 are not available with the hard copy EIR/EIS available for public
review at the HSRA office in Hanford and at the Kings County Library in Hanford,

1, EIR/EIS Volume 1 s 1,550
2. EIR/EIS Volome II ..o s . 804
3. EIR/ELS Volume T cienasnsiissmimimm i i 940
4, Transportation Analysis Technical Report Draft 811 oo 242
5. Figures for Chapters 4 and 5 above ...... 199
6. AppEnaie A Tret e o TR cusmiii s i aa LR P B 537
- Appendix B Existing Synchro Output . 423
8. Appendices C through E, Future Assumed Improvements etal. ...... i B33
9. Appendices F through [, Future Plus Project Synchro Output et al. e 920
10,  Air Quality Technical Report Draft 8/11 .oeoviiiescerenssssssnns 168
11, Air Quality Technical Report Appendix A Construct i 713
12.  Noise and Vibration Technical Report T/ .oviviimniinnninisinin w424
13, Hydrology and Water Quality Technical Report 8/11 158
14.  Geology, Soils, and Seismicity Technical Report T/11 oo, 92
15.  Hazardous Wastes and Materials Technical Repot 8/11 ...ivciiioniionniciicisinnssssinnss 188
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BO071-2
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California High-Speed Rail Authority s o
Fresno to Bakersfield Draft EIR/EIS Comment Mageid Wastingion, D.C.

770 L Street, Suite 800 Mian

Sacramento, CA 95814 T

Re:  Comments on California High-Speed Train Project Fresno to Bakersfield Section
Draft Environmental Impact Report/Environmental Impact Statement (State
Clearinghouse No. 2009091126)

Dear Sir or Madam:

We are writing on behalf of our client, Coffee-Brimhall LLC, to comment an the Draft
Environmental Impact Report/Envir I Impact § for the Fresno to Bakersfield
scction of the California High-Speed Train Project prepared by the California High-Speed Rail
Authority and Federal Railroad Administration.

We understand that the Authority has committed to issue a “Revised Draft EIR/EIS” in
the Spring of 2012, which will redefine the Project’s alignment for the Bakersficld portion of the
statewide route.! We have a number of serious questions and reg the Drafi
EIR/EIS’s adequacy under CEQA and NEPA. However, based on the press release issued by the
Authority on Octoher 5, 2011, it is clear that the Project’s description is not settled. As you
know, “an accurate, stable and finite project description is the sine qua non of an informative and
legally sufficient EIR." (County of Inyo v. City of Los Angeles (1977) 71 Cal.App.3d 185, 193.)
Sinee the Authority has announced that it no longer even knows where the alignment will be
proposed, it is hard for the public to comment on the potential environmental impacts of the
praject. The Authority has stated that it will analyze a changed route in the Revised Draft
EIR/EIS, and because the Authority has stated that all commenis received during the Revised
Draft EIR/EIS comment period will be responded to in writing, we will review this revised
document when it is released and reserve our right 1o comment on both the Draft EIR/EIS and
Revised Draft EIR/EIS at that time.

Coffee-Brimhall, LLC owns approximately 255 acres located at the intersection of Coffee
Road and Brimhall Road in the City of Bakersfield. This property is approved for the

! See attached October 5, 2011, California High-Speed Rail Authority Press Relcase.

BO071-2

BO071-3

October 12, 2011
Page 2
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development of over 2 million square feet of ¢ ial develop and 425 resid and
known as Bakersfield Commons. The Draft EIR/EIS reveals for the first time that the Project
proposes a temporary take of Coffee-Brimhall, LLC's property. The Draft EIR/EIS also
indicates that both of the alternative alignments analyzed in the Draft EIR/EIS, the locations of
which may be changed in the Revised Draft EIR/EIS, would biseet Coffee-Brimhall's property.

Despite the almost certain significant environmental impacts that the Project will have an
Coffee-Brimhall's property, both from the undefined temporary take and its operation, the Draft
EIR/EIS addresses the potential significant impacts to the property and approved development in
only a couple of sentences. (Draft EIR/EIS at 3.19-36 t0 3.19-37.) This discussion is whelly
inadequate.

With respect to the “temporary taking,” the Draft EIR/EIS does not state what the
property would be taken for, how long the take would be, when the take would be expected to
commence, and whether compensation would be provided. Despite a 17,000-page Draft
EIR/EIS, this substantial blight and restriction of use on the property is entirely unexplained.
The Revised Draft EIR/EIS must provide additional information and analysis of the
environmental and social impacts of this “temporary taking.”

Similarly unexplained are the construction-related and operational impacts on Coffee-
Brimhall’s property. The only operational impact explained, albeit in a single sentence, is an
increase in visual impacts on users and residents of Bakersfield Commons. (Draft EIR/EIS at
3.19-36 o 3.19-37.) There is no discussion or analysis of air quality, noise, vibration, odors,
transportation and circulation, biological resource, noise increases, traffie generation,
clectromagnetic ficlds, geology and soils, or hydrology and water resources impacts. The
Revised Draft EIR/EIS must provide a more fulsome discussion of impacts to the property so
that we can assess these potentially significant impacts.

The Draft EIR/EIS is also seriously deficient in its analysis of impacts to the Bakersfield
community. The document proposes two altemative sites for construction of a Bakersficld
Station, each with its own set of significant environmental impacts that are not adequately
presented for the public to review. Two alternative track alignments through the City of
Bakersficld are presented without adequate analysis of significant impacts to properties that these
alignments will impact. For example, the Draft EIR/EIS consistently uses the wrong baseline
against which the Project’s impacts are compared. (Pub. Resources Code, § 21060.5, 21100(d),
21151(b) [CEQA requires that impacis be evaluated against baseline of existing environmental
conditions].) The Draft EIR/EIS also defers formulating mitigation measures that would reduce
the Project’s adverse noise, vibration, acsthetic, safety and security, and transportation impacts,
and the socio-economic impacts from the take of thousands of homes and businesses in
Bakersfield. (See City of Long Beach v. City of Los Angeles Unified School Dist. (2009) 176
Cal. App.4th 889, 915 [“Impermissible deferral of mitigation measures occurs when an EIR puts
of analysis or orders a report without either setling standards or demonstrating how the impact
can be mitigated in the manner described in the EIR."].) Beyond these problems, the Draft
EIR/EIS is so complex and lengthy that it is impossible for members of the public to understand
and evaluate.

LAZI00222 4
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Fresno to Bakersfield Section Vol. IV Response to Comments from Businesses and Organizations

Submission BO071 (George Mihlisten, Coffee-Brimhall LLC (Atty. for), Latham & Watkins LLP,
October 13, 2011) - Continued

Octaber 12, 2011
Page

LATHAMsWATKINS:

We look forward to discussing the Authority’s plans with respect to Coffee-Brimhall’s
property and the Bakersfield community in the coming months. Please do not hesitate to contact
me should you wish to discuss these matters further at (213) 485-1234.

Very truly yours,

ngclgmslcn
of LATHAM & WATKINS LLP

cc: California High-Speed Rail Authority Board of Dircctors
Thomas Fellenz, Chief Counsel, California High-Speed Rail Authority
Mr. Dan Leavitt, Deputy Director, California High-Speed Rail Authority
Mr. David Valenstein
Christine Mirabel, Esq.
Benjamin Hanelin, Esq.
Mr. Alan Tandy
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California High-Speed Train Project EIR/EIS
Fresno to Bakersfield Section Vol. IV Response to Comments from Businesses and Organizations

Response to Submission BO071 (George Mihisten, Coffee-Brimhall LLC (Atty. for), Latham & Watkins
LLP, October 13, 2011)

BO071-1

Thank you for your recent communication regarding the California High-Speed Rail
project. Your comments are valuable and essential to the success of the project. The
comment period for the Revised DEIR/ Supplemental DEIS for the Fresno to Bakersfield
Section has been extended to October 19, 2012. We look forward to providing more
information to you as the project progresses and appreciate your continued interest.

BOO071-2

Refer to Standard Response FB-Response-GENERAL-01, FB-Response-GENERAL-21,
FB-Response-LU-03, FB-Response-LU-04.

BO071-3

Refer to Standard Response FB-Response-GENERAL-01, FB-Response-GENERAL-02,
FB-Response-GENERAL-21, FB-Response-GENERAL-22.

Please view the Executive Summary for more information on the environmental review
process. Also see the Revised DEIR/Supplemental DEIS, Volume I, Section 3.12,
Impacts SO #10 and SO #11, for information on the property displacements and
relocations for Bakersfield. Alignment plans and maps of parcels directly affected by the
project, where the whole parcel or a portion thereof would be acquired by the project,
are provided in Volume Il1.

@ CALIFORNIA (‘ o Tansporaon
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FOR IMMEDIATE RELEASE: Octoner 5 2011 CONTACT: Rachel Wali, 518 384 8028

HIGH-SPEED RAIL AUTHORITY TO ISSUE REVISED
REPORT FOR FRESNO. IELD SECTION

SACRAMENTO, Calif. = The California High -Spoed Raill Authority annownced today that it will
issul @ Revised Oraft Impact Repart Drratt

Impact [EIS) for the Fi section of the high-speed wrain project.
Tha revised envircomental docurnent is scheduled 10 te relgased nex | 3pfing. This acditional
analysis of allamatives i the Fresno to Bakersfield section will not Impac the construction
schedule, set bo begin lale naxt year m Fresno, nor wil it affect ihe Draft EIRMEIS for the
Marced-10-Fresno section

In response 10 stakebolder, agency, and public leedback on the high-speed train alignmant

1Rt bypazses Hanford 1o the east, the Authority wil re-intioduce an allamative route, alang

wilh an altermative station location 1o serve the KingsiTulare region along that partan of the

Fresno lo Bakersfiekd secton. The Authanty wik also investigate improvements 1o he existing

mem to Bakersfield altematves. This s1ep will also aflord sdditional lime Lo feview the
contained in { !t Freano 1o Draft EIREIS

“Gur job i3 v oversee and provide the best possible high-5peed train prejest for Calfomia. We
encourage the public 10 take aaumaqc of this additional step in Me Fresno-10-Bakersfisd
process by v 10 feview the current Draft EIR/EIS and provide adaitional
comments next year on the revised documens,” said Roelof van Ark, GEQ of the Caiiformnia
High-Speed Rail Authority, “Construciion will st begin on scheduse in Fresno next year.*

The Hanford West Bypass allaru alive was identified in the 2005 Statewide Pragram EIRVEIS,
and ingluging this with input from rogl y agencies

Rather than issuing a Final EIRERS for the Fresne-lo-Bakersfiel sechion in January g
previously scheduled, the Authorty will now use the caming 5-8 mentns 10 further engineer e
a4ditional Hanford West Bypass route and new station allemalive, conduct the addtional
envirenmental analyses neaded, seek “value engincering” opporiuniiies 1o feduce coals. and
make oller ECOSSArY revisions Inciuding those based on comments received through el 13,
2011, after which a "Revised Draft EIR/Suppiemental Draft IS will be ssued for publc
comment

Subsoquent construction packages aro scheduled to begin in mid to fale 2013, after e
Fresns io Bakersfighd sestion enifonmantal review has concluded.

Planned is of imately 140 miles on the
aelected, and has an estmated contract value of nearly 58 billon Conslrudling the backbone
of the slate's high-speed rail segment ts anticipated 10 genarate tens of thousands jobd o er
the span of canabuction.

The formal commenit period for the Fresns to Bakersfield Draft EIR/EIS secton will st end on
Oet 13, 2011, and the revised document, 10 be issued in the spang of 2012, will have 2
separate, additional 45-0ay formal comment percd. The public is encour ajed 10 lake
advaniaga of the acgsonal time for the Fresna to Bakersfield envirenmantal grocess 1o
provide further comm ants gn the revised Draft ENRISupplemental Dra® E15 after i is released
in the spring. Only comment s submitted duing Lhe official comment penods will be treated a5
“forrnal ang ¥ resp fo, in wiiting, a5 part of the Final EIRIEIS. As

10/10/2011

neted, (he Mereed 1o Fresna seclion’s environmental review schodule will not change, the
fotmal comemeant period for the Mercad 1o Fresno saction will end on Oct. 13, 2014

Lacal offcials wedcomed the naws.

“Visalia appreciates that the Authonty recognizes the neeg 10 address concems and ensure
that we have the best possible range of alternatives for 1he High Speed Rail Project.” sod Dob
Link. Mayer of Visalia. “The Cily of Visals remans dedicated foa station that wil serve the
anting region *

“This remeins an important project for the state of California,* said Aghiey Swearengin, Mayor
of Fresno. "The reeiease of the Fresng to Bakersteld environmenial documents will provice
residents ihg oppartunity 1o work more ciosely with the Autharity and stalf over the coming
mantng ta bater understand the Draft EIR/EIS and to define a high-speed Yain roule through
1he region that will meel the widest need While | am pleased that the Authority has listened to
local slakehalders by providing additional ime to review the draft envirenmental documents
ond by re-examining postions of the akgament, | feed strongly that we must stay on rack wih
this project 1o provide relief 10 craate jobs in the Central \"aney a5 wel as to build a more
wfficient and 'y &ystom in Caldormia "

“The high-speed Iramn project is ona of 1he rpsst public infrastructure projects in our stale's
history and will provide Bakersfield with a beter, mone effickent coanaclion to the Bay Area and
Southern Califomia,” said Kemn County Supervisor Fay YWatson M ks important 10 ensuee that
the alignment through the Fresno to Bakersfield section is thoroughly reviewed and
commented on by the public, we're pleased wilth the additional time to review the document

"Starting high-speed rail construcsion next year in the Cential Vistey, on the backbonu of the
systam, will be an eccnomic boom (o our region. Merced will benefi tremandous ly fram this
InvesIment in passenger rail transit, including greatly improved connestivity to Scathem
Calfornia and the Bay Area,” said Bill Spriggs. Mayor of Merced, “1'm pleased 1o see that the
Authority is working with our neighbors to the South to engineer improvements to the
alignment opfions and I'm satlsfied that the 80 days alloted to the greater Merced area was
approprate. | fook forward to the selection of an akgnment easty next year that is embraced by
DUF COMmMunity *

Calfornia’s High-Speed Train Project

The Calfornia High-Seeed Rail Auhonty (s develogng an B00-mie high-speed frain system
that will spevate at speeds of up fo 220 mies per hour, connecting the stale’s major urban
centers, inclugéing the Bay Area, Central Vatley, Los Angales and Sun Diega. initial
infrastructure cons truelion will begin in (he Central Valley, the backbone of the sysfem, in
2072, The project is being funded through & voler-approved state bond, federal unding grants,
Ioca! tunding, and public-private partnerships.

Back 1o Top | Contact Us | Congitans of Use | Prvacy Polcy € 2008-2010 Stale of Callomea

http://www.cahighspeedrail.ca.gov/10052011_fb.aspx
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Submission BO072 (George Mihisten, Coffee-Brimhall, LLC (Atty. for), Latham & Watkins LLP

September 29, 2011)

388 South Grand Avenue
00-20 x o . Los Angules, Caldomia 900711560
' E : Tet #1213 4851234 Fax +1 213891 4763

W fw COM
FIRM [ AFFILIATE OFFICES
LATHAM&WATK|NSHP Abu Dhabi Moscaw
Barceiona Munich
Beying Mo Jorsey
Boston New York
Brusssls Crange County
Chicago Pars.
VIA FEDERAL EXPRESS Db i
Cudai Rems
Franidurt San Dago
September 28, 2011 Harrburg San Francisco
Hong Kang Snanghai
Mr. Dan Leavitt ‘H“:”“ :”w"‘""“‘
: S . ’ don inga
[)C]?uly Director for T.—.n\-|r(I)nmcn1a1I_Rc\'1e\\-' and Planning L:‘:m,“ T,.:ow’
California High-Speed Rail Authority Madna Washegton, D.C
Fresno to Bakersfield Draft EIR/EIS Comment haian

770 L Street. Suite 800
Sacramento, CA 95814

Mr. David Valenstein

Chief, Environment & Systems Planning Division

Office of Railroad Policy & Development

Federal Railroad Administration, U.S. Dept. of Transportation
1200 New Jersey Avenue, SE, M5-20

Washington, DC 20590

Re:  California High Speed Train Project Fresno to Bakersfield Sectic
Environmental Impact Report/Environmental lmpact Statement (State

Clearinghouse No. 2009091126)

Dear Messrs, Leavitt and Valenstein:

We are writing on behalf of our client, Coffee-Brimhall, LLC. to request that the time for
public comment on the Draft Environmental Impact Report/Enviro | Impact S t
(“Draft EIR/EIS™) for the Fresno to Bakersfield section of the California High-Speed Train
Project (*Project”) be extended through December 13, 2011

Released on August 15, 2011, the Draft EIR/EIS reveals for the first time (and buried in
an appendix) that the Project proposes a temporary take of Coffee-Brimhall, LLC’s property,
which is entitled for the development of over 2 million square feet of commercial development
and 425 residences. (Draft EIR/EIS, at App. 3.1 -A pp. 223-24.) Based on our review of the
Draft EIR/EIS to-date, the Draft EIR/EIS enly appears (o address the potential significant
impacts to Coffee-Brimhall, LLC's property and approved development in a very superficial
manner, literally a couple of sentences. Asa result. Coffee-Brimhall, and the rest of the public.
is lefi 1o wade through thousands of pages to try 0 understand, first, what the proposed
alignment is and, second, what the impacts of proposed alignment are.

Mr, Dan Leavitt; Mr. Cavid Valenstein
September 28, 2011
Page 2

LATHAM=WATKINSw

Public participation is a key requirement of CEQA and NEPA. CEQA requires that a
lead agency provide adequate time for other agencies and members of the public to review and
comment on a draft EIR. (CEQA Guidelines, § 15203.) The process of environmental review
“derives its vitality from public participation.” (Ocean View Estates Homeowners Assn. v.
Montecito Water Dist. (2004) 116 Cal. App. 4th 396, 400.) Under NEPA, the “EIS process
should serve both to alert the public of what the agency intends to do and give the public enough
information to be able to participate intelligently in the EIS process.” (California v. Block (9th
Cir. 1982) 690 F.2d 753, 772}

Given the complexity and size of the Project, the sheer size and length of the Draft
EIR/EIS, and the Project’s potential impacts on a vast area of the San Joaguin Valley, an
extension to the comment period would be appropriate.

This project is one of the largest and most significant (and expensive) projects in the
history of California. And for one of the largest and most significant projects in the history of
this State, you initially proposed a 43-day comment period, and have now provided only a 15-
day extension, for a total of 60 days. That is unbelievable. Small infill projects all over the state
provide greater comment periods. For example, the City of Los Angeles provided an 89-day
public comment period for the development of 229 single family homes (State Clearinghouse
No. 2007121012), a 99-day public comment period for an update to a local community plan
(State Clearinghouse No. 2002041009), and a 116-day public comment period for a local
recyeling center (State Clearinghouse No. 20070410135).

Sixty days is nowhere near enough time for the public to analyze and submit informed
comments about a project that will bisect the state, taking thousands of acres of land, hundreds of
businesses, and divide communities.

In Bakersficld alone the proposed project will close more than 280 businesses, take more
than 230 homes and result in disruptions to health care facilities, churches, and schools. A high-
speed rail corridor along a 1 14-mile route connecting Fresno and Bakersfield, resulting in
substantial impacts to the environment, requires more than 60 days for public review. The
significant img to residents and busi in the San Joaquin Valley include disruptions to
agricultural, commercial, industrial, and residential land uses, and existing and planned
transportation infrastructure.

The scope of the Draft EIR/EIS, which has been termed the “heart of CEQA™ (Laurel
Heights Improvement Ass'n v. Regents of the University of California ( 1988) 47 Cal.3d 376,
392), requires that the California High-Speed Rail Authority provide additional time for the
public to review it, We therefore request that the Authority extend the time period for the public
1o comment on the Draft EIR/EIS through at least December 13, 2011,
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California Hi h-S?_eed Train Project EIR/EIS
Fresno to Bakersfield Section Vol. IV Response to Comments from Businesses and Organizations

Submission BO072 (George Mihlsten, Coffee-Brimhall, LLC (Atty. for), Latham & Watkins LLP,
September 29, 2011) - Continued

Mr. Dian Leavist; Mr. David Valenstein
Soptember 28, 2011
Page 3
LATHAMSWATKINSw

Please do not hesitate to contact me with any questions at (213) 485-1234.

Very truly yours,
-
AGeorge Mihlsten

of LATHAM & WATKINS LLP

ce: California High-Speed Rail Authority Board of Directors )
Ihomas Fellenz, Chief Counsel, California High-Speed Rail Authority
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California High-Speed Train Project EIR/EIS
Fresno to Bakersfield Section Vol. IV Response to Comments from Businesses and Organizations

Response to Submission BO072 (George Mihisten, Coffee-Brimhall, LLC (Atty. for), Latham &
Watkins LLP, September 29, 2011)

BO072-1
Refer to Standard Response FB-Response-GENERAL-07.
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California Hi h-S?_eed Train Project EIR/EIS
[

Fresno to Bakersfield Section Vol. IV Response to Comments from Businesses and Organizations

Submission BO073 (Larry Hagopian, Commercial Manufacturing, October 11, 2011)

Fresno - Bakersfield - RECORD #556 DETAIL

Stakeholder

Status :

Record Date :
Response Requested :
Stakeholder Type :
Submission Date :
Submission Method :
First Name :

Last Name :
Professional Title :

Business/Organization :

Address :
Apt./Suite No. :
City :

State :

Zip Code :
Telephone :

Email :

Email Subscription :
Cell Phone :

Add to Mailing List :

Action Pending
10/11/2011

No

Business

10/11/2011

Website

LARRY

HAGOPIAN
OWNER/PRESIDENT

COMMERCIAL MANUFACTURING

Fresno

CA

93706

(559) 237-1855
info@commercialmfg.com
Fresno - Bakersfield

Yes

Comments/Issues :

BO073-1

My name is Larry Hagopian. My wife and | own real estate at 2432 S.
Railroad Avenue which is leased by our wholly owned company,
Commercial Manufacturing, a California corporation. The company was
established in 1938 on South G Street (now Golden State Boulevard)
and was moved to its present location in 1944 as a result of eminent
domain action on the original location. The following comments are
being made to the Authority as both land owners and business owners.

I am in favor of the high speed rail following the S. Railroad Avenue right
of way. S. Railroad Avenue has been neglected for many years by the
City of Fresno. My feeling is that the high speed rail will give the area
new life and a better appearance which will enhance the property
values. The high speed rail will also give visitors to the area the feeling
that it is a thriving industrial area of Fresno City.

The following are some concerns and questions:

Will a plan review done by the City of Fresno to determine City
requirements to rebuild on the site be done at no charge to the
landowner?

‘Who will be responsible for the cost of off-site improvements, i.e. curbs,
gutters, lighting, fire hydrants, landscaping, water, sewers, gas, and
electricity?

Who will be responsible for the cost of on-site improvements if
rebuilding is done on the affected property (i.e. landscaping, water,
sewers, gas, and electricity?

Who is responsible for the cost of required upgrading of existing
buildings if new facility is built on affected property?

If a new building is built on the affected land, will taxes be increased to
reflect the value of the new building or maintained at the value of the

present buildings?
BO073-2 We currently use East Avenue for delivery and shipping trucks
accessing our property. These trucks and trailers can be as long as 48’
to 53'. Will East Avenue have a cul-de-sac large enough to turn a 48’ to
53’ truck and trailer?
BOO073-3 Temporary impacted property — will this be rented or purchased from

| us? How long will it be used? How will rate of compensation be

determined? Wiill full use of property be returned to the landowner?

BO073-4 Who pays for the moving and reinstallation of existing equipment?

How long will the rail authority allow the company to stay in its existing
buildings while a new shop and office are being built?

Will there be any unemployment assistance to employees during the
construction and moving phase if there is a work stoppage so it is not
charged to Commercial Manufacturing?

BOO73—5| Will there be any obstructions that could prevent employees or delivery

trucks from coming and going as usual? Will access to our property by
employees and trucking be guaranteed during construction?

EIR/EIS Comment : Yes
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California High-Speed Train Project EIR/EIS
Fresno to Bakersfield Section

Vol. IV Response to Comments from Businesses and Organizations

Response to Submission BO073 (Larry Hagopian, Commercial Manufacturing, October 11, 2011)

BO073-1
Refer to Standard Response FB-Response-SO-03, FB-Response-SO-01.

BOO073-2

This comment raises concerns regarding the installation of a cul-de-sac along a road
that is currently used by an adjoining business for oversized trucks that stop, load, and
or pass by, but do not currently turn around. The project has currently only completed
15% design, so specific distances and widths of the street have not ben designed.
These constraints would have to be addressed during right-of-way acquisition and final
design regarding how the existing truck operation can be accommodated in the design
of the project and local road network, such as utilization of a portion of a parcel to allow
for a wider turn-around movement, or an equivalent solution. Alternatively, there may be
refinements to the HST project that can be further investigated during final design to
otherwise accommodate the truck operation.

An EIR project description is intended to be general, not detailed (CEQA Guidelines
§15124(c)). Final design or even advanced design of infrastructure is not required in the
project description (Dry Creek Citizens Coalition v. County of Tulare (1999) 70
Cal.App.4th 20, 36). Abundant substantial evidence in the record demonstrates the
project description in the EIR/EIS is more than adequate. The term "15% design" is an
engineering term of art that refers to the level of engineering prepared on HST project
elements for the EIR/EIS. The 15% design generates detailed information, like the
horizontal and vertical location of track, cross sections of the infrastructure with
measurements, precise station footprints with site configuration, and temporary
construction staging sites and facilities. The 15% design also yields a "project footprint"
overlaid on parcel maps, which shows the outside envelope of all disturbance, including
both permanent infrastructure and temporary construction activity. This 15% design
translated into a project description in the EIR/EIS with 100% of the information that is
required under CEQA Guidelines Section 1512447 (See Dry Creek, supra, 70
Cal.App.4th at pp. 27-36 [upholding EIR conceptual project description as inadequate
when based on preliminary design]).This comment raises concerns regarding the
installation of a cul-de-sac along a road that is currently used by an adjoining business
for oversized trucks that stop, load, and or pass by, but do not currently turn around.
These constraints would have to be addressed during right-of-way acquisition and final
design regarding how the existing truck operation can be accommodated in the design

BO073-2

of the project and local road network, such as utilization of a portion of a parcel to allow
for a wider turn-around movement, or an equivalent solution. Alternatively, there may be
refinements to the HST project that can be further investigated during final design to
otherwise accommodate the truck operation.

BO073-3
Refer to Standard Response FB-Response-SO-03, FB-Response-SO-01.

Please see Appendix A of the Community Impact Assessment Technical Report for a
complete description of the methodologies used for property displacement analysis
(Authority and FRA 2012g). To be conservative in conducting this analysis and to avoid
underestimating displacements, residences and businesses located on acquired
parcels, including those only temporarily impacted, were counted as permanent
displacements. This was done because it is not possible at this stage of the project to
predict the outcome of the parcel by the parcel property acquisition phase.

BO073-4
Refer to Standard Response FB-Response-S0O-01, FB-Response-SO-03.

BO073-5
Refer to Standard Response FB-Response-TR-01.

U.S. Departmen
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California Hi h-S?eed Train Project EIR/EIS
Fresno to Bakersfi

eld Section

Vol. IV Response to Comments from Businesses and Organizations

Submission BO074 (Jeff Tanielian, Commercial Neon Inc., September 29, 2011)

BO074-1

Fresno - Bakersfield (May 2011 — July 2012) - RECORD #332 DETAIL

Status :

Record Date :
Response Requested :
Stakeholder Type :
Submission Date :
Submission Method :
First Name :

Last Name :
Professional Title :

Business/Organization :

Address :
Apt./Suite No. :
City :

State :

Zip Code :
Telephone :

Email :

Email Subscription :
Cell Phone :

Add to Mailing List :

Stakeholder
Comments/Issues :

EIR/EIS Comment :
Affiliation Type :

Official Comment Period :

Action Pending
9/29/2011

Business

9/29/2011

Website

Jeff

Tanielian
President/Owner
Commercial Neon Inc.

Fresno

CA

93722

559-275-7500
wendyk@commneon.com

No

| am a property owner at 5547 N. Golden State Blvd. Fresno

CA 93722. This letters is to inform you | APPOSE THE HIGH SPEED
RAIL, for alot of reasons. Specifically for cutting my business property in
half and all the obvious problems that would go along with that.

Yes
Businesses and Organizations
Yes

@

CALIFORNIA (‘ ofTransporiaton

High-Speed Rail Authority

Federal Railroad
Administration
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California High-Speed Train Project EIR/EIS
Fresno to Bakersfield Section Vol. IV Response to Comments from Businesses and Organizations

Response to Submission BO074 (Jeff Tanielian, Commercial Neon Inc., September 29, 2011)

BO074-1
Refer to Standard Response FB-Response-GENERAL-14.

The property referenced in your letter (5547 N. Golden State Blvd., Fresno, CA 93722)
lies within the project footprint for the Merced to Fresno Section of the HST System,
which adjoins the Fresno to Bakersfield Section in the city of Fresno. The Final EIR/EIS
for the Merced to Fresno Section was issued in April 2012. The Authority has
commenced the right-of-way appraisal process for the southern extent of the Merced to
Fresno Section, south of Avenue 17 in Madera and has determined that a portion of the
subject property will be acquired. The Authority has contacted you to arrange for a fair
market value appraisal of your parcel.
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California Hi h-S?_eed Train Project EIR/EIS
i

Fresno to Bakersfield Section Vol. IV Response to Comments from Businesses and Organizations

Submission BO075 (James Janz, Community Coalition on High Speed Rail (CC-HSR), August 17, 2011)

unity

O -
August 16, 2011 z2s59z
Tom Umberg, Chair

Board of Directors

California High-Speed Rail Authority

770 L Street, Suite 800

Sacramento, CA 95814

RE: Request For Extension of EIR/EIS Comment Period — Central Valley Segments
Dear Mr. Umberg and Board Members:

This letter is our request that the Board of Directors of the California High-Speed Rail Authority extend

the comment period on the Draft Environmental Impact Report {EIR) and the Draft Environmental Impact
Statement (EIS) prepared on both the Fresno to Bakersfield segment and the Merced to Fresno segment of
the proposed Califarnia high-speed train project. A Draft EIR/EIS for each of these segments was released
by the Authority on Tuesday, August 9, 2011, with the Authority indicating that comments on these
documents must be submitted by September 28, 2011. This is, essentially, a forty-five (45) day comment

period. We urge that the Authority to extend the comment period {0 ninety (90} days, or until

November 10, 2011.

The California Environmental Quality Act (CEQA) and the National Environmental Policy Act (NEPA) are
intended to make sure that governmental decisions that might affect the environment are made only after
the decision makers are fully i { of the p ial envi Iimpacts of their proposed actions.
Without an adequate opportunity for public participation and comment on the Draft EIRJEIS, the Authority
will not have an adequate informational document upon which to base its decision on the routing and
related decisions affecting these Central Valley segments of the proposed high-speed train system.

The stakes are very high with respect to the impacts that are likely to be associated with the proposed
project. There will be massive impacts on working farms and the local farm economy, all along the route,
with associated social and economic impacts; there will be significant air quality, global warming, and
transportation impacts; there will be very significant impacts on ed species and there
will be very significant impacts on prime agricultural land; there will be significant public health and safety
issues, and significant growth-inducing impacts. Furthermare, there are a number of possible alternatives
and mitigations that should be considered, and this will require detailed analysis. Al of these issues must be
addressed thoroughly, and in detall, and the ability of the Autherity to do an adequate and required

review is directly tied to the quality of the public comment received.

this extent and complexity. The proposed project is the first stage of what would be the forgest public
infrastructure project in the history of the State of California, and something like 36 billion dollars are
proposed to be expended on the proposed project between Fresno and Bakersfield. It would be
unconscionable for the Authority not to provide at least a ninety (90) day review period.

The Community Coalition on High Speed Rail is a grassroats, nan-profit corparatian, based on the San Francises Pansnsula, that is working through
‘publsc sdvecacy, itigation, and palitical action to make sure the propased Caldomia High Speed Rail prajest dogan't adversely affeet the econamy,

environment, or quality of life of California’s existing Faor i tion please vitl: waw.ooharof

BOO075-1

Much of the area within which the project is proposed, within the Fresno to Bakersfield section, is rural
and agricultural land. The residents who know the most, and whose comments are going to provide the
information that both CEQA and NEPA demand be provided, are largely working farmers and their families
A forty-five (45) day review period, during the months of August and September, comes at a time, both in .
tenlns of vacation schedules and the normal course of agricultural operations in the affected area, during
which farmers and local residents are least able to engage in the comment and review process. In'urder to

allow those most affected with a reasonable opportunity to participate, a ninety (90) day review period is
required.

Furthermore, we and others take very seriously the need to bring forth factual materials relating to the
adverse impacts that the proposed project is likely to cause. The whole purpose of CEQA and NEPA is to
make sure that the decision makers have the best possible information, before making a decision that
might adversely affect the environment. In order to be able to have appropriate expert comment, it is
bsolutely vitzl that the ¢ period be led, as we are i ’

Algain, we urge you, in the strongest terms possible, to extend the review period to provide the public
ninety (90) days, not forty-five (45) days, to comment on the potential environmental impacts of the
proposed project in both the Merced to Fresno and in the Fresno to Bakersfield section.

Thank you for your positive response to this request.

CC-HSR Board of Directars

[ Governor Brown
Members, California State Senate
Members, California State Assembly
Congress Members Eshoo and Speier
Other Interested Persons

The Cammunity Coalition on High Speed Rail is a grazsroots, non-profit corparation, based on the San Francisco Peninsula, that s working through
public advocacy, litigation, and poltical action ta make ssre the prapased Castomia HIgh Speod Rail project doesnt adversely afect the economy,
environenent, or quality of life of Calfornia’s existing . For please visa: wanw 00-har.oog
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California High-Speed Train Project EIR/EIS
Fresno to Bakersfield Section Vol. IV Response to Comments from Businesses and Organizations

Response to Submission BO075 (James Janz, Community Coalition on High Speed Rail (CC-HSR),
August 17, 2011)

BO075-1
Refer to Standard Response FB-Response-GENERAL-07.

@ CALIFORNIA (‘ o Tansporaon
Federal Railroad Page 21-294

High-Speed Rail Authority Administration



California Hi h-S?eed Train Project EIR/EIS

Fresno to Bakersfi

eld Section

Vol. IV Response to Comments from Businesses and Organizations

Submission BO076 (James Janz, Community Coalition on High-Speed Rail (CC-HSR), September 15,

2011)

BOO076-1

unity

September 14, 2011

Chairperson and Members
California High-Speed Rail Autharity
770 L Street, Suite 800

Sacramento, CA 95814

RE: Extension of Comment Period for Merced to Fresno
And Fresno to Bakersfield Draft EIR/EIS Documents

Dear Chairperson Umberg and Board Members:

The C: ity Coalition on High-Speed Rail (CC-HSR) has been closely following the state’s proposed
high-speed train project, and this letter is to request that the High-Speed Rail Authority take immediate
action to provide an adequate comment period for the above-noted environmental review documents.
Specifically, we urge the Authority to extend the time to comment on these two EIR/EIS documents until
mid February, 2012, thus providing members of the public and those directly affected by the proposed
project with at least & months to respond and provide comments on the two Draft EIR/EIS documents
released by the Authority on August 9, 2011.

Attached is a copy of 2 letter making an identical request for the Fresno to Bakersfield EIR/EIS, submitted to
you by the Griswold LaSalle law firm on behalf of the J.G. Boswell Company. We join in this request, and
incorporate the same arguments here. We note that the need for and the justification for a six-month
review period applies equally to both of the Draft EIR/EIS documents currently open for comment. In

fact, since this is a statewide project, which the Authority has chosen to design and review in segments,

a competent and truly responsive set of comments on the impacts that will be created on any particular
segment must take into account the impacts of the proposed project on other segments. This means that
members of the public who want to comment on the Draft EIR/EIS for either of the segments currently
being reviewed must take into account the contents of both of the Draft documents, as well as the contents
of the previously-certified statewide programmatic EIR/EIS. In short, the Griswold LaSalle letter is
conservative in stating that members of the public are being asked to review 17,000 pages of technical
material, and to provide comments, all within a 60-day period. In fact, the volume of material that must

be reviewed is probably close to three times that amount,

As the attached letter convincingl -ates, a 60-day comment period is grossly inadequate.
CEQA, and the CEQA Guidelines, and basic due process require a much more extensive comment period,

The business and community impacts of the proposed project, on both of these segments, is likely to be
extremely substantial, and for knowledgeable business people and residents to be able to make informed
and helpful comments — comments that can allow the state to avoid impacts that may, in fact, be avoidable
—additional time must be provided. Because decisions made on these segments will impact the San
Francisco Peninsula, where many of our most active members and supporters reside, we wish 1o participate
in the process in a positive way. We can't, however, have the kind of positive impact that we would like to

n, based on the San Francisco Penansula, 1
propesed California High Speed Rail proje
existing communities. For more information

The Community Coalition on High Speed Rail s & grastroe
nmrkmr through public advocary, | i, and polith
nviranment, or quality of life of Catifor

have unless we are given an adequate time to review and respond to the complexities of the project as
proposed.

In shart, a 60-day comment period does not provide the public with an "adequate” time to comment,

and the failure of the Authority to provide an adequate time to comment undermines the integrity of the
current environmental review procedure. This means that the residents, busi persons, and land 5
mast directly affected by the propesed project are being denied an elemental due process opportunity to
“be heard” before the government takes actions that could have drastic and adverse consequences for
both communities and individuals who live along or in the areas affected by both the Merced to Fresno

and the Fresno to Bakersfield segments of the proposed high-speed train project.

As CEQA provides, at Public Resources Code Section 21005 (a):

The Legislature finds and declares that it is the policy of the state that noncompliance with the

ion disclosure provisi of this division which precludes relevant information from being
presented to the public agency, or nonc liance with sut i i of this division,
may constitute a prejudicial abuse of discretion within the meaning oE Sections 21168 and 21168.5,
regardiess of whether a different outcome would have resulted if the public agency had complied

with those provisions.

‘We urge the Authority to take seriously its responsibility to make sure that information about the impacts
of the proposed project are truly disclosed to the Authority, as the public agency responsible for making
detisions on the project, prior to the time that those decisions will be made. An inadequate comment
period will prevent relevant information from reaching the Authority in a timely way, and this would violate
the requirements of the law. The current 60-day review period is not fair, and is inconsistent with both
CEQA and the due process requirements of the California Constitution.

Again, we ask the Authority for 2 siv-month period to comment on environmental review documents for
the largest public works project ever proposed in the State of California. Failure to provide an adequate
comment period is a violation of both the law and due process.

Very truly yours,

—_— L =

JamesAR. Jane, President
Corfimunity Coalition on High-S

cc: Members and Supporters, CC-HSR
Governor Jerry Brown
Members, California State Legislature
Other Interested Persons

The Community Coalition on High Speed Rallis 2 grassroots, non-profit corporation, based on the San Francisco Pgmn.sula. that
x working through public ad litigation, action 1o make sure the proposed California H ser Ha_nl project
doesn't adversely affect the economy, envi tity of fife of California . For more information

please vish: www.tc-LOME
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California High-Speed Train Project EIR/EIS
Fresno to Bakersfield Section Vol. IV Response to Comments from Businesses and Organizations

Response to Submission BO076 (James Janz, Community Coalition on High-Speed Rail (CC-HSR),
September 15, 2011)

BO076-1
Refer to Standard Response FB-Response-GENERAL-07.
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California Hi h-S?eed Train Project EIR/EIS
Fresno to Bakersfield Section

Vol. IV Response to Comments from Businesses and Organizations

Attachment to Submission BO076 (James Janz, Community Coalition on High-Speed Rail (CC-HSR),
September 15, 2011) - 850 Janz letter 091511 Attachment.pdf
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September 8, 2011

VIA UPS NEXT DAY AIR SAVER
TRACKING NO. 17 F74 78R 13 9995 0584

Board of Directors
CALIFORNIA HIGH SPEED RAIL AUTHORITY

770 L Street, Suite 300
Sacramento, CA 95814-3359

Re:  Extension of Draft EIR/EIS Comment Period - Fresno to Bakerst
SCH # 2009091126

r Chairman and Members of the Board:

his lener is to

This letter i submitted on behalf of J.G. Boswell Company, The purpose ¢
‘uest an extension of the comment period on the above Draft EIR/EIS for at least 6 months,

mid-February 2012.

ue process to those seeking
addit lu-ml

The existing comment period is grossly inadequate and denies
to comment on the EIR/EIS. Thein 5 day comment period, lg'
nly insufficient to allow any meaningt
documents.’ S Jdix A for list of documents and page length
!to!' wclude any docamcnﬁ for the Merced to Fresno segment (SCH
t total to over 30,000,

ommeant on 1
The 17, (m’}mu. total does
2009001 125), which would

3t

reviewer/comment
intended to suppor

documents are available in I

spears the EIR/EIS and suppo

It als

Board of Directors
CALIFORNIA HIGH SPEED
IL AUTHORITY
§,2011

ine whether 2 statement made in the EIR/EIS is

pecific citations makes it difficult to deters
supported by substantial evidence.

Due to the requirements 2QA,” meaningful public comment is the key phase of the
CEQA public review process. The CEQA process becomes a sham without it, and results in a
denial of due process.

In 2004 the Authority released the Draft Program EIR/EIS for the Proposed California High-
Speed Train System (SCH £2001042045). The State Clearinghouse set & review period of February
13, 2004 to August 31, 2004, or 6 1/2 months, for this Program EIR/EIS. 1t neither makes sense,
nor is there any good reason, why the review period for the Program EIR/EIS was more than § 1/2
months while the review period for the much more detailed Project specific EIR/EIS is only 2
months,

In view of the above, we believe that at Jeast a 180 day comment period is required. ending
bruary 2012 as 1ﬁeasure{l from August 13,2011, This matter requires Board, rather than
administrative, attention, and, accordingly, we request this matter be placed on the agenda for a
special mesting at the Board's earliest convenience. As the Board's next regularly scheduled

ng is not until September 22, 2011, the urgency of this issue demands it be dealt with before

.hc‘ rlRLla was rele:
ugust J* ?m

.h: ])l n_u:L_.

ed by about 300 Kings County
on behalf of the Citizens for
zens asked for a 45 day extension,
st was not on the Board's
eriod for

At the August 25, 2011 Board meeting, & petition

bmitted by Hanford-area fanmer Frank O

,Spcc( Rail Aceount I1||1-\J(CC"-[S‘1’\J These

a total of & 90 day review 1'1t, comment | period. The req

'Eldd Lu' did 1 ad the original 45 day commen
ment period now ends Uu\on{,.

{SCH) review period.

was
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California Hi h-S?_eed Train Project EIR/EIS
Fresno to Bakersfield Section Vol. IV Response to Comments from Businesses and Organizations

Attachment to Submission BO076 (James Janz, Community Coalition on High-Speed Rail (CC-HSR),
September 15, 2011) - 850 Janz letter 091511 Attachment.pdf - Continued

Board of Directors Board of Directors
] CALIFORNIA HIGH SPEED
RAIL [ORITY
September 8, 2011

The High Speed Rail (HS]
i f the State of C

intenance of a quality environment for the people of this state now

segment, or the Merced to Fresno segment, - could fairly be estimated to be the
infrastructure projects in State history, and certainly in the history of the San Joaquin Val and in the fiture is a matter of stalewide coneemn,” Pub. Res. Code §
21000(a).
As stated above, the EIR/EIS for the Fresno to Bakersfield segment, select supporiing
documents, and technical data available at the Fresno-Bakersfield EIR/EIS web page consis: of And:
17,000 pages (See Appendix A). Not all the documents referenced in the EIR/EIS are available at
that web page. If one includes the EIR/EIS and related documents for the Merced to Fresno “Every citizen has a responsibility to contribute to the preservation and
segment, the total pages to be reviewed approaches 30,000 or more. The sheer volume of material enhancement of the environment.” Pub. Res. Code § 21000(e).
necessitates a significant extension of the review and comment period. Two basic reasons support
the extension; these reasons are explained below. There can be no question that CEQA and the CEQA Guidelines were developed to allow the

public every possible opportunity to meaningfully participate in the EIR/EIS process,
L. THE SIXTY DAY REVIEW PERIOD FAILS TO MEET CEQA REQUIREMENTS

BECAUSE IT FAILS TO PROVIDE AN "ADEQUATE TIME" TO REVIEW THE Given the mere 60 day review period, none of the purposes of EIR/EIS review and commient
MASS OF MATERIAL ONLY LATELY RELEASED FOR PUBLIC REVIEW AND can be served, for the following two major reasons:
COMMENT.
I; The time for review that the Authority has chosen does not allow the public
CEQA Guidelines § 15203 states: "adequate time" for public review and comment, as required by CEQA
Guidelines § 15203, To examine some 17,000 pages within 60 days requires a
“The lead agency shall provide adeguate time for other public agencies and person to read 283 pages per day and no time to prepareresponsive comments.
members of the public to veview and commenr on the drafi EIR or negative The initial review period of 45 days was simply more egregious and required
declaration that it has prepared.” (Emphasis added.) 378 pages per day to be read.

In comparison, & 3 riew and comment period was recently used for an ordinance
Sunnyvale to pro gle use plastic bags at grovery stores. (See Ci
| out Bag Ordinance Drafi EIR, SCH #2011062032 August 2011). t

:h amounts to reviewing 4.6 pages | h Speed Rail
st to read the mass of CEQ

Adeq
CEQA process
purposes of the review period include:

time is required not only beeause “Public participation is an essential par
DA Guidelines § 15201), but because the Legislature has declared th

es more effort per day |

(&)
(b} } Such an expectatior
(e) te review period.
{d) ges per day, the review period for the 16,953 pa;
(e} ould be 3,201 days ut 8.3 years (16,953 p
4] 339 daysx 1y 55 days = 9.289 years).

CEQA Guidelines § 15200, Thes

any way cor

Tesn0 Segmeit.
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California Hi h-S?eed Train Project EIR/EIS
Fresno to Bakersfield Section Vol. IV Response to Comments from Businesses and Organizations

Attachment to Submission BO076 (James Janz, Community Coalition on High-Speed Rail (CC-HSR),
September 15, 2011) - 850 Janz letter 091511 Attachment.pdf - Continued

Bt Diveclons Board of Directors
CALIFORNIA HIGH SP CALIFORNIA HIGH SPEED
RAIL AUTHORI ek

September §, 2011 ber 8,201

Page 5

in order to make the documents “meaningf
With enly 60 days, neither the
f m.]\e:s nor the public can make the determination of whether the EIR/EIS documents
Persons who wish to comment and share their expertise, provide analysis, check for satisfy that criteria because there is insufficient time to 5o do.

wm,c their concerns, and prepare counter proposals will never be able to do so because :

rast, irreversible commitments of public and private resources on ¢ documentatior

f the San Joaguin Valley.

more complex

they w11| never be able to review all the documents and comment in a mere 60 days. The Authority claims transparency in its proceedings but this claim rings holiow ar this
) crucial juncture. The Aut #'s “Environmental Review Fact Sheel” states:
2. While the regulations typically allow for a 45 to 60 day comment period, the
regulations alsa allow that time to be uceedcd without the need to otherwise "The California High-Speed Rail Authority {CIISR A) and the Federal Railroad
stop the project, in “unusual cireumstances,” CEQA Guidelines § 15105(a). Administration (FRA) are the state and federal agencies responsible for the
The HSR certainly qualifies as an unusual eircumstance. In no way can the environmental review of the state’s high-speed train system, and together they have
HSR project be compared to other projects in the history of the State of implemented a more transparent, collaborative and inclusive approach to the
California and the San Joaguin Valley, Therefore, the 60 day period must be EIR/EIS process than is typical or required, with state and local planning
extended. agencies, local communities and the general public integrated into the entire

I isl ] process.” (Emphasis added.)
The Legisiature has declared:

I public pariicip:
t hand and the 60 days allotted to review

Ib not true as o ‘?BE‘“UI“
the CEQA proce

o . This statement
sublic agencies be process. The key p

the policy of the state that projects to be carried out

bject to the same level of review and consideration [under CEQA] as that of comment on | 7,000 pages of material for th Tresnnm Balersfield segment stacks the deck a
private projects required to be approved by public agencies.” Pub. Res. Code § the commenting parties. The point is exacerhated when the additional thousands of pages f
21001.1. Merced to Freano EIR/EIS are added.

II. THE SIXTY DAY REVIEW PERIOD DENIES DUE PROCESS TO INTERESTED
PARTIES DUE TO THE LENGTH AND COMPLEXITY OF THE
ENVIRONMENTAL DOCUMENTS FOR THE FRESNG-BAKERSFIELD HSR.

subject to & mere 60 day review period. Given the scope of the project, it
there could be a more “unusual circumstance" that would allow the typi
extended.

s than six mon
ion to havea

: agsociated with
public review 1

Any review period le

ingful review,
e Fresno to Bak
The

muh'm} L,un,..a:m 1huo‘.er1|'\ 01'-‘ "o msm,
m,.m{’s \o [hc Qu vwm[{.

rule w]mh would ]1
‘,alasf,:c bag ordinance and

review becs

itribute to the preservation

=

v to cor

The L
0(e).

in 1970 and provides a detai |..r. p.ov
1 and govemment

or public review. Itisa
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Septemb
Page 7

Environmental Quality Act: Due Process and Statutory Intent, 41
{, the purpose of the EIR/EIS is!

from the Califomni
727,730 (19590).

vide public agencies and the public in general with detailed information
about the effect which a n‘npused projec :ely to have on the environment; to List
ways in which the significant effects oi’s.msu a project might be minimized; and 1o
indicate alternatives to such a project.” Pub. Res. Code § 21061,

Courts have called the EIR/EIS an “environmental ‘alarm bell’ whose purpose is to alert the
public and its remon'iible officials to environmental changes before they have reached ecological
points ofno return.” Santiago County Water Disf Countyof Orange, 118 Cal.App.3d 818,822
(1981), To accomplish this purpose, CEQA statutes a gulations require that the public be made
part of the process, including:

€ Comments be accepted by the public at anytime during the EIR/EIS process

(Pub. Res. Code § 21003.1(2));

[} The lead agency must respond, in writing, to all comments received during
the comment period (Pub, Res. Code § 21004);

] Relevant information should be made available as soon as possibie fo the
public (Pub. Res. Code § 21003.1(b)):

st be given to all those who have requested such when the draft

-]
s complete (Pub. Res. Code § 21092);
e hauld be made available in local libraries (CEQA
e 1 & paper of general cireulation in the
project (CEQA Guidelines § 15087(a));
e rings on the documents are encouraged (CEQA Guidelines §

5087(1)); and

were not

CALIF {IGH SPEED
RAIL \1_' HORITY
September 8, 2011

quired and can be extended
elines § 15105) (emphasis added).

CEQA regulations take public participation so seriously that the process provides grounds
upon which judicial review of the project may be obtained. CEQA Guidelines § 15112,

Because public review and p?"‘rici]m'icm is expressly granted by statute and regulation, any
review period less than six months raises serious constitutional issues under the circumstances. The
public is entitled by statute and regulation to have a meaningful review. By only allowing 60 days
to review some 17,000 pages of documents associated with the EIR/EIS, the Authority has
essentially made the public review meaningless. The Legislature intends for the public to participate
in the CEQA proeess in a meaningful way: in this case, requiring sufficient and adequate time for
review. By releasing to the public a large quantity of documents without any hope for a complete
much less a meaningful review, the Authority has ma ie the public a spectator, and due process will
be violated should there be no significant extension of time to review and comment on the

documents.

1L State Constitutional Issues

1, violate California Due Process requirements
S review. Inorder to remedy

e granted.
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Board of Directors

CALIFORNIA HIGH SPE
RAIL AUTHORITY

September 8, 2011

Page 9

d the fiscal and

ral requirement would

entail, lﬂ- at 16?.

The private interest here is compelling; CEQA statutes and regulations mandate that the
public be allowed meaningful and adeguate review of the EIR/EIS. In this respect, the Legislature
has already determined that the public has a significant interest in proper review.

The risk that the private interest will be erroneously deprived is high; in fact it is happening.
Although the regulations allow the Authority to declare the most expansive and expensive
infrastructure project in the history of California an "unusual cireumstance” and provide additional
time for public review and comment, the Authority has (so far) failed to so do and without any
explanation. In addition, as the Authority is well aware, the review period ends the time that
individuals may comment and preserve issues that must be on the record for judicial review. By
completing the review period before it is possible for stakeholders to read the documents and
provide comments, the Authority is also prcc]uding meaningful review following the final EIR/EIS
being issued. Rigid aohcw:ncn to the 45 or 60 day periods mentioned in Guidelines § 15105()
therefore guarantees denial of due process for projects of the scope of this EIR/EIS.

ily in favor of an extension of time. It is inconceivable that
¢ and commenting on the EIR/EIS, only to find out that it

ats in this case.

The dignity interest weighs hea

in ")ruvi(l"lg addit .m"l t me 1< identical to the privat

iblic is entit len
1 nﬂ adequﬂc u.vu.w in nl‘.Le an entire sc hv e to ensure such review
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ially when no fiscal or administrative burdens are invelve ed beyond the passage

58 8l
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e National Environmental v Act (NEPA) are also
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Board of Directors
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SPEED

Scptember 8,
Page 10
2. Federal Constitutional Issues
Due process under the federal constitution requires that an entitlement exist under state law.

There can be no question that the Legistature has entitled the public to a meaningful and adequate
review of the EIR/EIS documents through the CEQA statutes and regulations. 1t is merely 2
question of what process is due.

Pursuant to Mathews v. Eldridee, 424 U.S. 319 {1976), to determine what process is due, the
state should look at the private interests involved, the risk of an erroneous deprivation and value of
additional safeguards, as well as the governmental interest.

Again, the public's interest is high; the public is entitled to a proper review under CEQA but
such a review cannot be met in such a short and arbitrary time frame currently established by the
Authority. Denial of that proper review, in turn, prejudices the rights of potential litigants who are
subiect to the exhaustion doctrine. Denial of adequate, proper, and meaningful review stacks the
deck in favor of the project proponent, who here is also the reviewing agency. This confliet of
merest between the duty of full, objective CEQA review and support of the HSR project is clearly
t out by the denial of a meaningful adequate public review and comment per

F th ay be erronepusly depriv high. By the Authori
the review period in this circumstance such that it is impaossible for the pul
deprivation is not only possible, but is a certainty where no due process was given n set
initial lrc\'iew neriod. As the Authority knows, EIR/EIS challenges must be made on comments
the review period. What the Authority has done is present 1o the public a large
volume of documents such that there is no possibility for all necessary comments 1o be included in
the record, effectively precluding a proper legal challenge to the EIR/EIS documents following &
finalization of those documenis, and denying access to the courts

as under the state due process requirements, i
slature has already made this determination
and putting in place an
nacy interest
ative burdens

Finally, thc sovernmental intere
ate interest. Again, the
- iz entitled to meaningful and adequate revie
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Very truly vours,

choose for m.bc] wi

situation, due proce

ROBERT M. DOWD

APPENDIX A
LIST OF REPORTS
COMPRISING FRESNO TO BAKERSFIELL
DRAFT EIR/EIS
AND SUPPORTING DOCUMENTS

Below is a list of the documents posted at the HSRA web page for the Fresno to Bakersfield
EIR/EIS [nm 1-3) .m" 1c"a'._<_' documents (nos. 4-43), with their page cow The purpose of the
compilati i Jack of due process afforded by the 60 day public review
and comt . Not item nos. 4 through 43 are posted at the HSRA web page for the
Fresno to Bakersfield EF]\I"HS and are referred to in the EIR/EIS. However, items nos, 4-43 are not
included in the EIR/EIS and are not provided on the EIR/EIS cds given out by the HSRA office in
Hanford. Also, items nos. 4-43 are not available with the hard copy EIR/EIS available for public
review at the HSRA office in Hanford and at the Kings County Library in Hanford.

3.

b EIR/EIS Volume 1 '..55?
2, EIR/EIS Volume II . 804
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California Hi h-S?_eed Train Project EIR/EIS
i

Fresno to Bakers

eld Section

Vol. IV Response to Comments from Businesses and Organizations

Submission BO077 (Gregory & Timothy Cooper,

Cooper Farms, Inc., October 11, 2011)

BO077-1

October 5, 2011

Fresno to Bakersfield Drafi ETR/EIS Comment
770 L Street, Suite 800
Sacramento, CA 95814

Dear Sirs:

We operate a 300 acre farm located adjacent to Hwy 43, just north of Ave 144 about 3 miles
2 has farmed this

Corcoran in Tulare County. (Sec 31 Township 21 Range 23) Our f;

The property is all underground
supplied by 3 deep wells: one
south. Each residence has a

On this property are three residences, office
pipelined with irrigation valves for flood i
lift pump and 2 return systems. The fields b
domestic well.

nd three shop buildin
ion. The i
ve been leve

HSR BYPASS ROUTE

middle of the pro
anch. Pipeli s and
have to be re-leveled.  This route
ences m it necessary for the HRS to relocate

n access road (o Hwy The other residences being
ion in their value

This proposal, as we understand it, would roughly run right thro
would, in effict, cut across six pipelines, isolating the Wes
return systems would have to be relocated af
would also come within 150 feet of one of the n
underground phone, electrical service and provid
within a quarter mile would also se

aceess

THE EXISTING RAILROAD GROUND LEVEL ROUTE

srsection i Hwy 43 and Ave 144, The

b for roughly a half a mile, then west
HRS over a massive ovelpass
ated, This proposal would make
supplies these buildings would

¢ would divide the ranch. This
level fields, The road going

This route, as we understand it, calls for the closing o
traffic would then be routed north g the east bo
through the middle of the ranch. 1t would cross Hwy
¢ our shop buildings, office. and a re:
¢ buildings 1o be relocated

al a point w
it necessary for afll 1
also |

aks CESSArY 10 move on pipeline

from Ave 144 would pass within 200 feet of a residence r
fighd would have to be removed. The proxi

ssary to relocate underground
ity

nort
phone and electrical service. A portion of a pom
of this road to the residence would certi

= impact on our farmi
and the disruption they woul

The cost of making these cha L'%'u QULRTOPET

1 our opinion. W_..-
Gregory G. Cooper
e

W 7

Timethy J. Cooper
COOPER FARMS. INC .- -Land Owners/Opera

@
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Response to Submission BO077 (Gregory & Timothy Cooper, Cooper Farms, Inc., October 11, 2011)

BO077-1

Refer to Standard Response FB-Response-GENERAL-10 and FB-Response-
GENERAL-14.

@ CALIFORNIA (‘ o Tansporaon
Federal Railroad Page 21-305

High-Speed Rail Authority Administration



California Hi h-S?_eed Train Project EIR/EIS
[

Fresno to Bakers

eld Section

Vol. IV Response to Comments from Businesses and Organizations

Submission BO078 (Anita Standridge, Corcoran Chamber of Commerce, September 16, 2011)

BO078-1

Fresno - Bakersfield - RECORD #204 DETAIL

Status :

Record Date :
Response Requested :
Stakeholder Type :
Submission Date :
Submission Method :
First Name :

Last Name :
Professional Title :

Business/Organization :

Address :
Apt./Suite No. :
City :

State :

Zip Code :
Telephone :

Email :

Email Subscription :
Cell Phone :

Add to Mailing List :

Stakeholder
Comments/Issues :

EIR/EIS Comment :

Action Pending
9/16/2011

CA Resident

9/16/2011

Website

Anita

Standridge

Board Member

Corcoran Chamber of Commerce

Corcoran

CA

93212

559-920-5048

astandridge @jgboswell.com
All Sections

Yes

| am opposed to the Highspeed Rail because of the detrimental effect it
will have on our local communities, especially Corcoran. | am
employeed for the past 18 years for J. G. Boswell Company and this
project will have a detrimental effect on the company and my
employment.

Further, the EIR has not adequately addressed the noise levels,
especially pertaining to the two California State Prison's in the Corcoran
area and the population enclosed at the prison’s. The other item | am
opposed to is the scope of this project and the lack of ample time for
review. None of the three routes are acceptable to me and as a board of
director on the Corcoran Chamber of Commerce, | am opposed to the
entire project.

Yes

@
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California High-Speed Train Project EIR/EIS
Fresno to Bakersfield Section Vol. IV Response to Comments from Businesses and Organizations

Response to Submission BO078 (Anita Standridge, Corcoran Chamber of Commerce, September 16,
2011)

BO078-1

The prison will not be affected by noise and is beyond the distance of analysis.
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California Hi h-S?_eed Train Project EIR/EIS
[

Fresno to Bakers

eld Section

Vol. IV Response to Comments from Businesses and Organizations

Submission BO079 (Lisa Shaw, Corcoran Chamber of Commerce, October 13, 2011)

BO079-1

Fresno - Bakersfield - RECORD #679 DETAIL

Status :

Record Date :
Response Requested :
Stakeholder Type :
Submission Date :
Submission Method :
First Name :

Last Name :
Professional Title :

Business/Organization :

Address :
Apt./Suite No. :
City :

State :

Zip Code :
Telephone :

Email :

Email Subscription :
Cell Phone :

Add to Mailing List :

Stakeholder
Comments/Issues :

EIR/EIS Comment :

Action Pending
10/13/2011

Business

10/13/2011

Website

Lisa

Shaw

Executive Director

Corcoran Chamber of Commerce

Corcoran

CA

93212

559-992-4514
lisa@corcoranchamber.com
All Sections

Yes

The Corcoran Chamber of Commerce strongly opposes the High Speed
Rail Project through Corcoran and it's outlining areas.

The proposed project could have potential devastating environmental
impacts not only to the downtown businesses, but to our residents as
well. Major concerns include noise, aesthetics, and the disruption of
traffic patterns to the downtown businesses.

Millions of dollars have just been spent on downtown projects and
infrastructure, which could now be put in harm's way if the project is
completed as proposed.

Respectfully submitted,

Lisa Shaw,
Executive Director

Yes

@
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Response to Submission BO079 (Lisa Shaw, Corcoran Chamber of Commerce, October 13, 2011)

BO079-1

Refer to Standard Response FB-Response-S0O-03, FB-Response-GENERAL-05, FB-
Response-GENERAL-14.
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California High- S?eed Train Project EIR/EIS
Fresno to Bakersfield Section

Vol. IV Response to Comments from Businesses and Organizations

Submission BO080 (Tony & Ernestine Mattos, Dairy Farm, October 12, 2011)

CAL|FORN|A 10120 B02 03 R 2N Comment Card

High-Speed Rail Authority © Tarjeta de Commentarios

Fresno to Bakersfield High-Speed Train Section  La Seccion de Fresno a Bukersfield del Tren de Alta
Draft Environmental Impact Report/  Veloddad Proyecto de Informe de Impacto Ambiental/
Environmental Impact Stalement (EIR/EIS) Declaracion de Impacio Ambiental (EIR/EIS)
Public Hearings Avdiencias Publicas
September 2011  Septiembre del 2011
Please submit your completed comment card at the  Por faver eniregue su farjeta completada ol final de la
end of the meeting, or mail to;  reunion, o enviela por correo a ka siguiente direccion:
Fresno to Bakersfield DEIR/EIS C: f, 770 L Street, Suite 800, Sacramento, CA 95814

The comment period is from August 15 to September  El pericdo de comentario es del 15 de Agosto ol 28
28, 2011, Comments must be received electronically, or  de Septiembre del 2011. Los comentarios fienen que ser
ked, on or before S ber 28, 2011.  recibidos electrénicomente, o matasellados, el o antes
del 28 de Septiembre del 2011,

Name,/Nombre: _llélwl i 4 ‘l:-l’ll\‘-""\'il[l.ﬂ( 2 '[T"'Rﬁﬂi:

Orgumzahong’Orgamznclnn h flll U Fl'“ M

Address/Domicio: _ OHAD KANSS Ruenile,
Phane Mumber/Mimero de Teléfono: (!:Cﬂ) 17 \’SF) == Di.)\l —
City, State, Zip Code/Ciudad, Estado, Cédigo Postal: Hanf'c. d i (A Q3330

E-mail Address/Correo Electronico:
{Use additioncl poges if needed/Usar poginas adicionales si es necesario)

BO080-1

D Vipelines « fAre. e aoina to Dave. A( t'f»‘j) or diided
latd. oe Waye. O ‘ﬁ)arﬂﬂ' well deilled 2

BO080-2

2YDue. To oo nuch o5& oF land.. Bow Gre 1 aoind +o e,
Oble 40 pperate. and. DIy nde. Feed for Hhe anhel27

SOMCS pnb wm%wa ({mc 1o De, wide, eRoud . For E‘QIUD]]"H‘I"
oes O holo unll i+ be, exdte Z

poceo4| - TY Value, 0F Properhy: How much il DO Taken value qiven

and i unable T l”[’ﬂ'i[ﬂLE, Pl)‘”f’aha 0wl we be
(DMpensi ted Yor tcue, DD Dﬂ t'u ad stees of Fall’

soosos| T T Touf il oF be add, e vibration £

BO080-6 |

) \What aboid epau nfE Qops ¢
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California High-Speed Train Project EIR/EIS
Fresno to Bakersfield Section

Vol. IV Response to Comments from Businesses and Organizations

Response to Submission BO080 (Tony & Ernestine Mattos, Dairy Farm, October 12, 2011)

BO080-1

In situations where the HST crosses existing irrigation pipelines, negotiations will be
held with the property owner to determine how to mitigate these impacts. These may
include providing routes for pipelines across the HST right-of-way, drilling new wells, or
other negotiated mitigations.

BO080-2
Refer to Standard Response FB-Response-GENERAL-04, FB-Response-AG-02.

BO080-3

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

BO080-4
Refer to Standard Response FB-Response-AG-06, FB-Response-SO-01.

B0O080-5

The potential noise impact has been assessed at sensitive receivers, and these areas
are identified in Section 3.4.5, Environmental Consequences, of the Revised
DEIR/Supplemental DEIS and shown in Figures 3.4-9 through 3.4-13. The locations of
potential barriers are illustrated on Figures 3.4-15 through 3.4-19. Refer to Section 3.4.7
for a complete listing of noise impact mitigation measures that would reduce noise
impacts below a “severe” level. The Proposed California High-Speed Train Project Noise
and Vibration Mitigation Guidelines developed by the Authority (see Appendix 3.4-A of
the Revised DEIR/Supplemental DEIS) were used to determine whether mitigation
would be proposed for these areas of potential impact. The Guidelines require
consideration of feasible and effective mitigation for severe noise impacts (impacts
where a significant percentage of people would be highly annoyed by the HST project’s
noise).

The Authority will refine mitigation for homes with residual severe noise impacts (i.e.,
severe impacts that remain notwithstanding noise barriers) and address them on a case-
by-case basis during final design of the Preferred Alternative. In addition to the potential
use of noise barriers, other forms of noise mitigation may include improvements to the
home itself that will reduce the levels by at least 5 A-weighted decibels (dBA), such as

BO080-5

adding acoustically treated windows, extra insulation, and mechanical ventilation, as
detailed in Section 3.4.7, Project.

The Revised DEIR/Supplemental DEIS proposes noise barriers in areas of severe noise
impacts resulting from the project, where the barriers meet the cost-effectiveness
criteria. To meet the cost-effectiveness criteria, barriers must mitigate noise for more
than 10 sensitive receivers, be not less than 800 feet in length, be less than 14 feet in
height, and cost below $45,000 per benefited receiver. A receiver that receives at least a
5-dBA noise reduction due to the barrier is considered a benefited receiver.

Mitigation Measure N&V-MM#3 provides that sound barriers may be installed to reduce
noise to acceptable levels at adjoining properties. These may include walls, berms, or a
combination of walls and berms. The specific type of barrier will be selected during final
design, and before operations begin. In addition, Mitigation Measure N&V-MM#3
provides that prior to operation, the Authority will work with communities regarding the
height and design of sound barriers, using jointly developed performance criteria, when
the vertical and horizontal location have been finalized as part of the final design of the
project. Mitigation Measure VQ-MM#6 requires the provision of a range of options to
reduce the visual impact of the sound barriers. The vibration impact assessment is
primarily designed to identify the potential human annoyance from vibration from HST
operations for buildings with vibration-sensitive use as described by the FRA and
Federal Transit Administration land use categories. However, all buildings in close
proximity to the proposed alignments were assessed for potential structural damage
from HST operations and/or construction. The potential for damage from vibration from
HST operations is limited to extremely fragile building locations within 30 feet of the
tracks. The HST right-of-way width varies from 120 feet for at-grade tracks to
approximately 60 feet for elevated fill to approximately 45 feet for elevated structures. In
general, the area of impact is therefore within or close to the project right-of-way. Typical
buildings, such as residences, located outside this distance would not have the potential
for damage from vibration.

Agricultural resources, such as crops, would not be affected by noise and vibration from
HSTs. As described in EIR/EIS Section 3.4.3, there are locations with potential vibration
impacts in the project corridor because of the potential for annoyance effects from HST

U.S. Departmen
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California High-Speed Train Project EIR/EIS
Fresno to Bakersfield Section Vol. IV Response to Comments from Businesses and Organizations

Response to Submission BO080 (Tony & Ernestine Mattos, Dairy Farm, October 12, 2011) - Continued

BO080-5

operations. While the vibration at these locations might be felt by receivers, it would be
well below the thresholds for damage to structures. It is helpful to note that the vibration
levels generated by passing HSTs would generally be less than the levels generated by
freight trains in the Study Area.

BO080-6
Refer to Standard Response FB-Response-AG-05.

See Volume |, Section 3.14, Impact AG#11 for information on the impacts on aerial
pesticide spraying, dust, and pollination.
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California Hi h-S?_eed Train Project EIR/EIS
[

Fresno to Bakers

eld Section

Vol. IV Response to Comments from Businesses and Organizations

Submission BO081 (Dale Bender, Dale W Bender, CPA, September 25, 2011)

BO081-1

BO081-2

Fresno - Bakersfield - RECORD #273 DETAIL

Status :

Record Date :
Response Requested :
Stakeholder Type :
Submission Date :
Submission Method :
First Name :

Last Name :
Professional Title :

Business/Organization :

Address :
Apt./Suite No. :
City :

State :

Zip Code :
Telephone :

Email :

Email Subscription :
Cell Phone :

Add to Mailing List :

Stakeholder
Comments/Issues :

EIR/EIS Comment :

Action Pending
9/25/2011

Business

9/25/2011

Website

Dale

Bender

Owner

Dale W Bender, CPA

Bakersfield

CA

93309

661-325-5711
joanne@dalewbendercpa.com
Fresno - Bakersfield

Yes
Gentlemen:

1 would like to provide my comments regarding the Fresno to Bakersfield
portion of the California High Speed Rail project.

There are two proposed routes currently running through downtown
Bakersfield from Calloway Drive to Oswell Drive (one route is south of
the BNSF railroad tracks at Easton Drive/Oak Street and one is north of
the BNSF railroad tracks at Easton Drive/Oak Street).

The route that runs south of the BNSF railroad tracks would impact our
business since it would limit/remove access to one of the Easton
Business Complex Association buildings. Of more concern, however is
the possibility that the southern route could impact the current Cal Trans
Centennial Corridor Alternative C route which is the proposed route that
would connect Hwy 58 to the Westside Parkway/Freeway. Alternative C
will run down Hwy 99 and then continue west down Easton Drive and
eventually connect to the Westside Parkway with the hope of connecting
to I-5 in the future. If the California High Speed Rail project would select
the northern route instead of the southern route it is most likely
Alternative C could be selected instead of the other proposed routes.

In closing, my support for this project would be forthcoming if the
northern route is selected. If the southern route is selected and if it
impacts the proposed Cal Trans Alternative C freeway route so it can not
be built I would withdraw my support of the high speed rail project.

Sincerely,

Dale W Bender, CPA
Joanne M Bender

Yes
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California High-Speed Train Project EIR/EIS
Fresno to Bakersfield Section Vol. IV Response to Comments from Businesses and Organizations

Response to Submission BO081 (Dale Bender, Dale W Bender, CPA, September 25, 2011)

BOO081-1
Refer to Standard Response FB-Response-SO-01, FB-Response-SO-03.

BO081-2

The HST will not preclude any jurisdiction or entity from implementing future
transportation projects. The Authority will work with local jurisdictions to identify future
transportation projects that could be affected by the implementation of the HST project.
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California Hi h-S?_eed Train Project EIR/EIS
i

Fresno to Bakersfield Section

Vol. IV Response to Comments from Businesses and Organizations

Submission BO082 (David W. Zandt, Dave's Upholstery, October 12, 2011)

CALIFORNIA -

High-Speed Rail Authority

25

~11P02:15 Revo Comment Card
Tarjeta de Commentarios

Fresno to Bukersfield High-Speed Train Section
Droft Environmental Impact Report/

Envi tal Impact S (EIR/EIS)
Public Hearings

September 2011

Please submit your completed comment eard at the
end of the meeting, or mail to:

La Secién de Fresno a Bakersfield del Tren de Alta
Velodidad Proyecio de Informe de Impacto Ambiental/
Declaracién de Impacto Ambiental (EIR/EIS)
Audiencias Publicas

Septiembre del 2011

Por faver entregue su larjeta completada al final de la
reunién, o enviela por correo a la siguiente direccion:

Fresno to Bakersfield DEIR/EIS Comment, 770 L Street, Suite 800, Sacramento, CA 95814

The comment peried is from August 15 fo September
28, 2011, Comments must be received electronically, o
postmarked, on or before September 28, 2011.

El periodo de comentario es del 15 de Agesto ol 28

de Septiembre del 2017, los comentarics tienen que ser
recibidos electrénicomente, o matasellados, el o anies
del 28 de Septiembre del 2011.
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California High-Speed Train Project EIR/EIS
Fresno to Bakersfield Section Vol. IV Response to Comments from Businesses and Organizations

Response to Submission BO082 (David W. Zandt, Dave's Upholstery, October 12, 2011)

BO082-1
Refer to Standard Response FB-Response-SO-03.

Businesses that would be relocated by the project would be entitled to relocation
assistance and counseling similar to that provided to residents in accordance with the
Federal Uniform Relocation Assistance and Real Property Acquisition Policies Act, as
amended, to ensure adequate relocation of businesses. Relocation assistance includes
assistance in finding replacement properties, moving expenses, and obtaining permits.
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California Hi h-S?eed Train Project EIR/EIS
i

Fresno to Bakersfield Section Vol. IV Response to Comments from Businesses and Organizations

Submission BO083 (Don Church, DB Farms, Inc, October 13, 2011)

CALIFORNIA : Comment Card

High-Speed Rail Authority E 'I-"dfieto de Commentarios

Fresno to Bakersfield High-Speed Train Section Lo Seccion de Fresno a Bakersfield del Tren de Alta
Draft Environmental Impact Report/  Velotidad Proyecto de Informe de Impacio Ambiental/
Environmental Impact Statement (EIR/EIS) Declaracién de Impacto Ambiental (EIR/EIS)
September 2011 Septiembre del 2011
Please submit your completed comment card atthe  Por favor entregue su farjeta completada al final de la
end of the meeting, or mail fo:  reunidn, o enviela per corres a la siguiente direccién:
Fresno to Bakersfield DEIR/EIS Comment, 770 L Street, Suite 800, Sacramento, CA 95814

The comment period is from August 15 to September  El periodo de comentaric es del 15 de Agosto ol 28
28, 2011. Comments must be received electronically, or  de Septiembre del 2011. Los comentarios fienen que ser
p ked, on or before September 28, 2011,  recibidos elecinénicamente, o llados, el o antes
del 28 de Septiembre del 2011.

MName/MNombre: __ \1 ™ C. ([ DU

Organization/Organizacién: DR faims Ine

Address/Demiciio: TA00D Pansas  Aue

Phone Number/MNimero de Teléfono: E 3

City, State, Zip Code/Ciudad, Estado, Cadigo Postal |_ antod 43230

E-moil Address/Correo Electrénico: ‘0. LN e fr ANELOBIIN. Cann
(Use addificnal pages if needed/Usar poginas adicionales si es necesario)
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California High-Speed Train Project EIR/EIS
Fresno to Bakersfield Section Vol. IV Response to Comments from Businesses and Organizations

Response to Submission BO083 (Don Church, DB Farms, Inc, October 13, 2011)

BO083-1
Refer to Standard Response FB-Response-SO-01, FB-Response-AG-02.
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California Hi h-S?_eed Train Project EIR/EIS
[

Fresno to Bakers

eld Section

Vol. IV Response to Comments from Businesses and Organizations

Submission BO084 (Donna Marshall, DB Farms, Inc., October 6, 2011)

BO084-1

Fresno - Bakersfield - RECORD #446 DETAIL

Status :

Record Date :
Response Requested :
Stakeholder Type :
Submission Date :
Submission Method :
First Name :

Last Name :
Professional Title :

Business/Organization :

Address :
Apt./Suite No. :
City :

State :

Zip Code :
Telephone :

Email :

Email Subscription :
Cell Phone :

Add to Mailing List :

Stakeholder
Comments/Issues :

EIR/EIS Comment :

Action Pending
10/6/2011

Business
10/6/2011
Website
Donna
Marshall

DB FARMS

Hanford
CA
93230

arbuckle_2002@yahoo.com

No

The EIR is vague in their safety concerns draft about many things. As a
farmer in Kings County | don't feel you have addressed the issue of
safety on the overpasses you are creating. EIR states that overpasses
will be built every few miles. Farmers and dairymen in this area have
huge pieces of equipment that need to be moved daily, weekly and
monthly. We are still going to have to travel public roads to get our
equipment to the places they need to go to harvest. Silage trucks,
module trucks, dozers, swathers, combines, pickers, tomato harvestors
and tractors will all be crossing these overpasses. Have you taken this
into consideration? These pieces of equipment move slower than traffic
and generally take up huge portions of the road. On flat ground we are
able to move our equipment to the side of the ride to let traffic pass by
around us. How are we to do this every few miles while crossing
overpasses? Is it just me or do you not see the danger of going up a
huge overpass with a large piece of equipment? How is this safe for the
farmer, equipment or persons in the other vehicles? Now, bring in the
notorious fog that Kings County is known for! All | forsee is lots of
accidents.

Yes

@

CALIFORNIA

High-Speed Rail Authority

U.S. Department
of Transportation
Federal Railroad

Administration
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California High-Speed Train Project EIR/EIS
Fresno to Bakersfield Section Vol. IV Response to Comments from Businesses and Organizations

Response to Submission BO084 (Donna Marshall, DB Farms, Inc., October 6, 2011)

BO084-1

Refer to Standard Response FB-Response-S&S-01.
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California Hi h-S?_eed Train Project EIR/EIS
[

Fresno to Bakers

eld Section

Vol. IV Response to Comments from Businesses and Organizations

Submission BO085 (Brenda Church, DB Farms, Inc., October 6, 2011)

BO085-1

Fresno - Bakersfield - RECORD #449 DETAIL

Status :

Record Date :
Response Requested :
Stakeholder Type :
Submission Date :
Submission Method :
First Name :

Last Name :
Professional Title :

Business/Organization :

Address :
Apt./Suite No. :
City :

State :

Zip Code :
Telephone :

Email :

Email Subscription :
Cell Phone :

Add to Mailing List :

Stakeholder
Comments/Issues :

EIR/EIS Comment :

Action Pending
10/6/2011

Yes

Business
10/6/2011
Website
Brenda

Church

DB Farms
8600 Kansas Ave

Hanford
CA
93230

b.church@theworks.com

No

I have lived at 8600 Kansas Ave., Hanford, Ca (Kings County) for 40
years. The HSR, on current proposed path, will eliminate my house. | am
greatly concerned with the cost of having to rebuild another home. My
husband and | have finally paid our mortgage, which took many years to
do. If we are only looking at fair market value then we will not be able to
build another house identical to ours. we have checked with home
builders - prices per sq. foot range from $170-$220 - if we are only paid
fair market value then we will have to downgrade to a lesser quality
home as fair market value will not be enough to replace our existing
home. If we do replace our home identically then we will have to secure
a loan to do this thus we have to be saddled with mortgage payments all
over again. My home alone, not including yards and pool facility areas,
to rebuild at the above costs is at 2 million. Does the EIR include a
feasible solution for compensating us for the impact of loss of our home?
Feasible is NOT fair market value.

Yes

@

CALIFORNIA

High-Speed Rail Authority

U.S. Department
of Transportation
Federal Railroad

Administration
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California High-Speed Train Project EIR/EIS
Fresno to Bakersfield Section Vol. IV Response to Comments from Businesses and Organizations

Response to Submission BO085 (Brenda Church, DB Farms, Inc., October 6, 2011)

BO085-1

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

Alignment plans and maps of parcels directly affected by the project where the whole
parcel or a portion thereof would be acquired by the project are provided in Volume 3 of
the EIR/EIS.
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California Hi h-S?eed Train Project EIR/EIS ) o
Vol. IV Response to Comments from Businesses and Organizations

Fresno to Bakersfi

eld Section

Submission BO086 (Donna Marshall, DB Farms, Inc., October 10, 2011)

@ CALIFORNIA F

~ " Comment Card
High-Speed Rail Authority ~Ta rieta de Commentarios

BO086-1

Fresno to Bakersfield High-Speed Train Section  La Seccion de Fresno a Bakersfield del Tren de Alta
Draft Environmental Impact Report/  Velotidad Proyecto de Informe de Impacto Ambiental/
Envi | Impact 5 it (EIR/EIS) Dedaracién de Impacio Ambiental (EIR/EIS)
Public Hearings  Audiencias Pibli
September 2011 Septiembre del 2011
Please submit your completed comment card of the  Por favor entregue su tarjeta completeda al final de la
end of the meeting, or mail to:  reunién, o enviela por correo a la siguiente direccién:

field DEIR/EIS C t, 770 L Street, Svite 800, Sacramento, CA 95814

Fresno fo Bak
Extended comment period for b El periodo de comentorio es del 15 de Agosto ol 28
28, 2 Fresnoto Bakersfield High-Speed ically, or  de Septiembre del 2011. |.05 comentarics tienen que ser
Train Draft EIR/EIS: , 2011. A d oo s Noiddon el e

August 15-October 13 del 28 de Sepfiembre del 201 it
MName/MNombre: Vonon Marcshaltl
Organization/Organizacién: A R tarms
Address/Domiclio: _ZS >0 Do (Say, Bue

Phone Mumber/Mimero de Teléfono:
City, State, Zip Code/Ciudad, Estade, Cédigo Postal: Han fece
E-mail Address/Correo Eledrénico: Bt buckle . 2002 @ pahon conn

[Use additienal peges if needed/Usar peginas odicioncles si es necesario)
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California High-Speed Train Project EIR/EIS
Fresno to Bakersfield Section Vol. IV Response to Comments from Businesses and Organizations

Response to Submission BO086 (Donna Marshall, DB Farms, Inc., October 10, 2011)

BO086-1

Refer to Standard Response FB-Response-S&S-01.
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California Hi h-S?_eed Train Project EIR/EIS
Fresno to Bakersfield Section

Vol. IV Response to Comments from Businesses and Organizations

Submission BO087 (Donna Marshall, DB Farms, Inc., October 10, 2011)

CALIFORNIA Comment Card

High-Speed Rail Authority Tarjeta de Commentarios

Fresno to Bakersfield High-Speed Train Section  La Seccion de Fresno o Bakersfield del Tren de Alta
Draft Environmental Impact Report/  Velotidad Proyecto de Informe de Impacto Ambiental/
Environmental Impact Statement (EIR/EIS) Declaracién de Impacio Ambiental (EIR/EIS)
Public Hearings Audiencias Publicas
September 2011  Septiembre del 2011
Please submit your completed comment card ot the  Por favor entregue su tarjeta completada ol final de la
end of the meeting, or mail o reunién, o enviela por correo a la siguiente direccién:

Fresno to Bakersfield DEIR/EIS Comment, 770 L Street, Suite 800, Sacramento, CA 95814

Extended comment period for
Fresno to Bakersfield High-Speed

tember El periodo de comentario es del 15 de Agosto ol 28

28, 20 ; i ally, or  de Septiembre del 2011. Los comentarios fienen que ser
Train Draft EIR/EIS: 2011, recibides elecirénicamenie, o maiosellades, el o anies
August 15-October 13 del 28 de Septiembre del 2011.

Name/Nombre: \JONWA Mar shal

Organization/Organizacién: S\ 05 Fa fms

Address/Domicilio: 2530 .20 (S o Bue Voanled A 93530
Phene Number/MNimero de Teléfono:

n ; Cha~ =
City, State, Zip Code/Ciudad, Estado, Cédigo Posial: Man fne fal CcA 13230
E-mail Address/Correo Electrénico: (¢ o C Kl — JOD2 @2 \_Jr‘x.’ ) COry

{Use additional pages if needed/Usar paginas odicionaoles si es necesario) s
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California High-Speed Train Project EIR/EIS
Fresno to Bakersfield Section Vol. IV Response to Comments from Businesses and Organizations

Response to Submission BO087 (Donna Marshall, DB Farms, Inc., October 10, 2011)

BO087-1

The HST would be capable of reaching speeds of 220 miles per hour in both north and
southbound directions.
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California Hi h-S?eed Train Project EIR/EIS
Fresno to Bakersfield Section

Vol. IV Response to Comments from Businesses and Organizations

Submission BO088 (Donna Marshall, DB Farms, Inc., October 12, 2011)

CALIFORNIA 17 ez e

rrd

Comment Card

High-Speed Rail Authority Tarjeta de Commentarios

Fresno to Bakersfield High-Speed Train Section  Lu Seccion de Fresno o Bukersfield del Tren de Alta
Draft Environmental Impact Report/  Velotidad Proyecio de Informe de Impacto Ambiental/
Environmental Impact Statement (EIR/EIS}) Declaracién de Impacto Ambiental (EIR/EIS)
Avdiencias Publicas

Public Hearings
ber 2011  Septiembre del 2011

P T
Please submit your completed comment card at the  Por favor entregue su tarjeta completada al final de o

end of the meeting, or mail 1o:  reunién, o enviela per comec o

I siguiente direccion:

Fresno to Bakersfield DEIR/EIS C l, 770 L Street, Suite 800, Sacramento, CA 95814

The comment period is from August 15 to Seplember  El periodo de comentario es del 15 de Agosio al 28
28, 2011. Comments must be received elecironically, or  de Sepliembre del 2011. Les comentarios fienen que ser
postmarked, on or before Seplegber'gﬁ.-'m'l 1. recibidos electronicamente, o motosellodes, el o antes
FD— ¢

del 28 de Septiembre del 201

rd)
Name/Nombre:_g//fl 2,14 *.?/r’!) YN

1)

g0
Orgonization/Crganizacién: _glLy") st s

Address/Domicilio: _ /= A0 (/g /s ey Hi)E

Phone Number/Mimero de Teléfono:

—t r, Pl _.J ¢
City, Stote, Zip Code/Civdad, Estado, Cédige Pestal: 7/, LAA 21 /&
E-mail Address/Correo Electronico: (4 (fxic fte — 20620 & (/00 con vz

[Use odditional peges if needed/Usar poginas adicionales si es necesario) *
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California High-Speed Train Project EIR/EIS
Fresno to Bakersfield Section

Vol. IV Response to Comments from Businesses and Organizations

Response to Submission BO088 (Donna Marshall, DB Farms, Inc., October 12, 2011)

BO088-1
Refer to Standard Response FB-Response-GENERAL-04, FB-Response-AG-01.

See the Revised DEIR/Supplemental DEIS, Volume |, Section 3.12, Impact SO #16, for
effects to agriculture and resulting changes in regional access from project road
closures.

BO088-2
Refer to Standard Response FB-Response-AG-02.

B0O088-3
Refer to Standard Response FB-Response-AQ-03.

As evaluated in the Revised DEIR/Supplemental DEIS, the HST would reduce the
vehicle miles traveled for regional traffic. The fugitive-dust emissions caused by the HST
trips would be offset by the reduction in regional emissions from the reduced vehicle
miles traveled and from the required actions under the Voluntary Emissions Reduction
Agreement between the Authority and the San Joaquin Valley Air Pollution Control
District.

U.S. Departmen
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California Hi h-S?eed Train Project EIR/EIS
Fresno to Bakersfield Section

Vol. IV Response to Comments from Businesses and Organizations

Submission BO089 (Donna Marshall, DB Farms, Inc., October 12, 2011)

CAL'FORNIA Comment Card
High-Speed Rail Authority Tarjeta de Commentarios

Fresno to Bakersfield High-Speed Train Section  La Soccién de Fresno a Bukersfield del Tren de Alta
Draft Environmental Impact Reporty/  Velodidad Proyecio de Informe de Impacto Ambiental/
Environmental Impact Statement (EIR/EIS) Declaracién de Impacto Ambiental (EIR/EIS)
Public Hearings Audiencias Publicas
ptember 2011 Septiembre del 2011
Pleose submit your completed comment card of the Por favor enfregue su larjela completada al final de la
end of the meeting, or mail fo:  reunien, o enviela por correo a la siguiente direccion;
Fresno to Bakersfield DEIR/EIS Comment, 770 L Street, Suite 800, Sacramento, CA 95814

The comment period is from August 15 to Seplember El periodo de comentario es del 15 de Agosto ol 28
28, 2011. Comments must be received elecironically, or  de Septiembre del 2011. Los comentarios fienen que ser
postmarked, on or before Seplember 28, 2011, recibidos eleciranicamente, o mataselladas, el o antes

del 28 de Septiembre del 2011,
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California High-Speed Train Project EIR/EIS
Fresno to Bakersfield Section Vol. IV Response to Comments from Businesses and Organizations

Response to Submission BO089 (Donna Marshall, DB Farms, Inc., October 12, 2011)

BO089-1 BO089-3

Refer to Standard Response FB-Response-AQ-03. consulted throughout the process. A full listing of meetings, including consultation with
the Air Resources Board, can be found in Ch. 7 of the Revised DEIR/Supplemental

On average, roadway overpasses would be provided approximately every 2 miles along DEIS.

the track. It is estimated that the proposed project would result in no more than 1 mile of

out-of-direction travel for vehicles to cross the HST tracks. The width of the roadway

overpasses would accommodate both farm equipment and school buses traveling in

opposite lanes. Because of the frequency of roadway overpasses, additional distances

traveled by vehicles to cross the HST tracks are expected to be negligible relative to

regional vehicle miles traveled (VMT) reductions and therefore would not cause

additional air quality impacts. (For more details on roadway overcrossings, see Sections

2.2.4 and 2.2.5 of the Revised DEIR/Supplemental DEIS.)

As evaluated in the Revised DEIR/Supplemental DEIS, the HST would reduce the VMT
for regional traffic. The fugitive-dust emissions caused by the HST trips would be offset
by the reduction in regional emissions from the reduced VMT and from the required
actions under the Voluntary Emissions Reduction Agreement between the Authority and
the San Joaquin Valley Air Pollution Control District.

BO089-2
Refer to Standard Response FB-Response-AQ-03.

As evaluated in the Revised DEIR/Supplemental DEIS, the HST would reduce the
vehicle miles traveled (VMT) for regional traffic. The fugitive-dust emissions caused by
the HST trips would be offset by the reduction in regional emissions from the reduced
VMT and from the required actions under the Voluntary Emissions Reduction
Agreement between the Authority and the San Joaquin Valley Air Pollution Control
District.

BO089-3
Refer to Standard Response FB-Response-GENERAL-08.

The Authority and FRA consulted with cooperating agencies under NEPA and with
trustee and responsible agencies under CEQA regarding specific resource areas
associated with these agencies. Interested state, federal, and local agencies were also
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California Hi h-S?eed Train Project EIR/EIS ) o
Fresno to Bakersfield Section Vol. IV Response to Comments from Businesses and Organizations

Submission BO090 (Donna Marshall, DB Farms, Inc., October 12, 2011)

-

CALIFORNIA 15121170215 70w Comment Card

High-Speed Rail Authority Tarjeta de Commentarios

Fresno to Bakersfield High-Speed Train Section La Seccion de Fresno a Bakersfield del Tren de Alta
Draft Environmental Impact Report/  Velotidad Proyecto de Informe de Impacio Ambiental/
Environmental Impact Statement (EIR/EIS) Decloracién de Impacio Ambiental (EIR/EIS)
Public Hearings Audiencias Publicas
September 2011  Septiembre del 2011
Please submit your completed comment card ot the  Por favor entregue su tarjeta completada al final de la
end of the meefing, or mail to:  reunion, o enviela per corree a la siguiente direccidn:

Fresno to Bakersfield DEIR/EIS C 770 L Street, Svite 800, Sacramento, CA 95814

The comment pericd is from August 15 to September  El periodo de comentario es del 15 de Agosto ol 28
28, 2011. Comments must be received elecironically, or  de Sepliembre del 2011, Los comentarics fienen que ser
postmarked, on or before September 28, 2011, recibidos elecirdnicamente, o matasellados, el o antes
del 28 de Septiembre del 2011,

Name/Nombre: . 'tovng acr Shedtl

Organization/Organizacién: TR foarms
Address/Demicilio: 79}3: D che . Ao
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California High-Speed Train Project EIR/EIS
Fresno to Bakersfield Section Vol. IV Response to Comments from Businesses and Organizations

Response to Submission BO090 (Donna Marshall, DB Farms, Inc., October 12, 2011)

BO090-1

Refer to Standard Response FB-Response-S&S-01.
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California Hi h-S?eed Train Project EIR/EIS ) o
Fresno to Bakersfield Section Vol. IV Response to Comments from Businesses and Organizations

Submission BO091 (Clinton Church, DB Farms, Inc., October 13, 2011)

CALIFORNIA |

High-Speed Rail Authority i

Z——— Comment Card

04:08 Tal:iem de Commentarios

Fresno to Bakersfield High-Speed Train Section
Draft Environmental Impact Report/
Environmental Impact Statement (EIR/EIS)
Public Hearings

September 2011

La Seccion de Fresno o Bokersfield del Tren de Alta
Velodidad FProyecio de Informe de Impacto Ambiental/
Declaracién de Impacto Ambiental (EIR/EIS)
lmﬁalmus Paiblicas

iembre del 2011

Please submit your completed comment card af the
end of the meeling, or mail fo:
Fresno to

The comment period is from August 15 to September
28, 2011. Comments must be received electronically, or
postmarked, on or belore September 28, 2011,

Name/MNombre: |'r‘ E'. (Aton {’/‘Lu’. i"(_,/‘]

Por favor entregue su tarjeta completada al final de la
reunién, o enviela por correo a la siguiente direccién:

kersfield DEIR/EIS C #, 770 L Street, Svite 800, Sacramento, CA 95814

El periodo de comentario es del 15 de Agesto ol 28

de Septiembre del 2011. Los comentarics fienen que ser
recibidos electrénicamente, o matasellados, el o antes
del 28 de Septiembre del 2011,

P
Orgenization/Organizacion: D~ £ 40105
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California High-Speed Train Project EIR/EIS
Fresno to Bakersfield Section Vol. IV Response to Comments from Businesses and Organizations

Response to Submission BO091 (Clinton Church, DB Farms, Inc., October 13, 2011)

BO091-1
Refer to Standard Response FB-Response-SO-01.

Alignment plans and maps of parcels directly affected by the project, where the whole
parcel or a portion thereof would be acquired, are provided in Volume Il of the EIR/EIS.

BO091-2
Refer to Standard Response FB-Response-SO-01.

Your home is located within 50 feet of the BNSF Alternative along the east side of the
city of Hanford. At this distance the residence would be severely impacted by both noise
and vibration. The vibration level due to project operations would exceed 77 vibration
decibels (VdB), which would substantially exceed the residential vibration threshold
criteria of 72 VdB for frequent events. This level would probably result in a high level of
annoyance to the homeowner, but probably would not result in any damage to the
structures on the property. The Authority will consider vibration mitigation whenever the
criterion is exceeded as determined by a detailed analysis, which will be done when the
final alignment is chosen. If vibration mitigation is found to be feasible and reasonable,
the mitigation will be included as part of the HST project. The guidelines for feasible and
reasonable vibration mitigation can be found in the Proposed California High-Speed
Train Project Noise and Vibration Mitigation Guidelines developed by the Authority (see
Appendix 3.4-A of the Revised DEIR/Supplemental DEIS).

BO091-3
Refer to Standard Response FB-Response-AVR-03.

See also Mitigation Measure AVR-MM#2e, Provide Offsite Landscape Screening Where
Appropriate, in Section 3.16, Aesthetics and Visual Resources, of the Revised
DEIR/Supplemental DEIS.
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California Hi h-S?eed Train Project EIR/EIS
i

Fresno to Bakers

eld Section

Vol. IV Response to Comments from Businesses and Organizations

Submission BO092 (Brenda Church, DB Farms, Inc., October 13,

BO092-1

CALIFORNIA . T Comment Card

High-Speed Rail Authority 'Tcrieto de Commentarios

Fresno to Bakersfield High-Speed Train Section La Seccion de Fresno a Bakersfield del Tren de Alta
Draft Environmental Impact Report/  Veloddad Proyecio de Informe de Impacio Ambiental/
Environmental Impact Statement (EIR/EIS) Declaracién de Impacto Ambiental (EIR/EIS)
Public Hearings Audiencias Publicas
September 2011  Septiembre del 2011
Please submit your completed comment card ot the  Por favor eniregue su tarjeta completada al final de la
end of the meeting, or mail fo:  reunién, o enviela por correo a la siguiente direccion:

Fresno to Bakersfield DEIR/EIS 770 L Street, Suite 800, Sacramento, CA 95814

The comment period is from August 15 to September  El periodo de comentario es del 15 de Agesto al 28
28, 2011. Comments must be received elecironically, or  de Septiembre del 2011. Los comentarios fienen que ser
postmarked, on or before Seplember 28, 2011.  recibidos electrénicamente, o matasellades, el o antes
del 28 de Septiembre del 2011.
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California High-Speed Train Project EIR/EIS
Fresno to Bakersfield Section Vol. IV Response to Comments from Businesses and Organizations

Response to Submission BO092 (Brenda Church, DB Farms, Inc., October 13, 2011)

B0O092-1

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

Alignment plans and maps of parcels directly affected by the project, where the whole
parcel or a portion thereof would be acquired, are provided in Volume Il of the EIR/EIS.
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California Hi h-S?eed Train Project EIR/EIS
Fresno to Bakerstfi

eld Section Vol. IV Response to Comments from Businesses and Organizations

Submission BO093 (Donna Marshall, DB Farms, Inc., October 13, 2011)

CALFORNIA * B0 oot Card

High-Speed Rail Authority ~ i:iﬁeta de Commentarios

Fresno to Bakersfield High-Speed Train Section  La Seccion de Fresno o Bokersfield del Tren de Alta
Draft Environmental Impact Report/  Velotidad Proyecto de Informe de Impacio Ambiental/
Envi hal Impact 5 t (EIR/EIS) Declaracién de Impacio Ambiental (EIR/EIS)
Public Hearings Audiencias Publicas
September 2011  Septiembre del 2011
Please submit your completed comment card ot the  Por faver enfregue su farjeta completada ol final de la
end of the meeting, or mail to:  reunién, o enviela por correo a la siguiente direccién:
Fresno to Bakersfield DEIR/EIS G f, 770 L Street, Svite 800, Sacramento, CA 95814

The comment period is from August 15 to September  El periodo de comentaric es del 15 de Agosto ol 28
28, 2011. Comments must be received electronically, or  de Sepliembre del 2011. Los comentarios fienen que ser
tmarked, on or before September 28, 2011.  recibides electrénicamente, o matosellodos, el o antes
del 28 de Septiembre del 2011.
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California High-Speed Train Project EIR/EIS
Fresno to Bakersfield Section Vol. IV Response to Comments from Businesses and Organizations

Response to Submission BO093 (Donna Marshall, DB Farms, Inc., October 13, 2011)

B0O093-1

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

See also Volume I, Section 3.14, Impact AG#5 for more information on effects on
agricultural land from parcel severance.

BO093-2
Refer to Standard Response FB-Response-AQ-03.

As evaluated in the Revised DEIR/Supplemental DEIS, the HST would reduce the
vehicle miles traveled for regional traffic, thereby helping to improve long-term air quality
in the San Joaquin Valley Air Basin.
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California Hi h-S?_eed Train Project EIR/EIS
i

Fresno to Bakersfield Section

Vol. IV Response to Comments from Businesses and Organizations

Submission BO094 (Tammy Church, DB Farms,Inc., October 12, 2011)

CALIFORNIA iz &

High-Speed Rail Authority

frERHe Comment Card
Tarjeta de Commentarios

Fresno to Bakersfield High-Speed Train Section
Draft Environmental Impact Report/
Environmental Impact Statement (EIR/EIS)
Public Hearings

La Seccion de Fresno o Bakersfield del Tren de Alta
Velodidad Proyecio de Informe de Impacie Ambiental/
Decloracién de Impacto Ambiental (EIR/EIS)

Avdiencias Publi

ptember 2011
Please submit your completed comment card at the
end of the meeting, or mail to:

Septiembre del 2011
Por favor entregue su tarjeta completada al final de la
reunién, o enviela por correo a la siguiente direccian:

Fresno to Bakersfield DEIR/EIS Comment, 770 L Street, Suite 800, Sacramento, CA 95814

The comment period is from August 15 fo September  El periodo de comentario es del 15 de Agosto ol 28
28, 2011, Comments must be received electronically, or  de Septiembre del 2011. Los comentarios fienen que ser

pestmarked, on or before September 28, 2011.

recibidos electrénicamente, o matasellodos, el o antes

del 28 de Septiembre del 2011.
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California High-Speed Train Project EIR/EIS
Fresno to Bakersfield Section

Vol. IV Response to Comments from Businesses and Organizations

Response to Submission BO094 (Tammy Church, DB Farms,Inc., October 12, 2011)

B0O094-1

Refer to Standard Response FB-Response-N&V-01, FB-Response-N&V-04, FB-
Response-N&V-05, FB-Response-SO-01, FB-Response-AG-06.

Your home is located within 50 feet of the BNSF Alternative along the east side of the
city of Hanford. At this distance the residence would be severely impacted by both noise
and vibration. The projected noise level at this location would be in excess of 76 decibel
(dB) day-night average sound level (Ldn), which would represent an increase in noise
level of at least 20 dB over the existing ambient level. The projected vibration level due
to project operations would exceed 77 vibration decibels (VdB), which would
substantially exceed the residential vibration threshold criteria of 72 VdB for frequent
events. This level would probably result in a high level of annoyance in the homeowner,
but probably would not result in any damage to the structures on the property. The
Authority will consider vibration mitigation whenever the criterion is exceeded, as
determined by a detailed analysis, which will be done when the final alignment is
chosen. If vibration mitigation is found to be feasible and reasonable, the mitigation will
be included as part of the HST project. The guidelines for feasible and reasonable
vibration mitigation can be found in the Proposed California High-Speed Train Project
Noise and Vibration Mitigation Guidelines developed by the Authority (see Appendix 3.4-
A of the Revised DEIR/Supplemental DEIS).

Based on existing research, the FRA has established a threshold for HST noise effects
on livestock of 100 A-weighted decibel (dBA) sound exposure level (SEL) (FRA 2005a).
As discussed in Section 3.4, Noise and Vibration, the term SEL, or the sound exposure
level, represents the noise generated during a single event, such as the train passing a
given point. At a distance of 100 feet, the SEL for project operations at all dairies along
the alignment in Kings County would be less than 100 dBA SEL. Facilities on operations
not located at least 100 feet from the project would experience moderate noise and
vibration effects. (See Appendix B of Section 3.14, Agricultural Lands, for details on
these effects on animal operations.)

A study by Amstutz and Miller (1980) appears to be the most appropriate reference for
the effects of stray currents and electromagnetic fields on livestock (Authority and FRA
2012k). That study of 11 livestock farms concluded that livestock health, behavior, and
performance were not affected by electrical and magnetic fields created by a very large

BO094-1

(765 kilovolt [kV]) overhead transmission line. The HST System would operate on a
much smaller 2x25 kV overhead contact system. Therefore, the Authority and FRA have
determined that this is a negligible impact under NEPA and a less-than-significant
impact under CEQA.

U.S. Departmen
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Vol. IV Response to Comments from Businesses and Organizations

Submission BO095 (Curtis Skaggs, Dee Jaspar & Associates, Inc., September 14, 2011)

BO095-1

Fresno - Bakersfield - RECORD #201 DETAIL

Status :

Record Date :
Response Requested :
Stakeholder Type :
Submission Date :
Submission Method :
First Name :

Last Name :
Professional Title :

Business/Organization :

Address :
Apt./Suite No. :
City :

State :

Zip Code :
Telephone :

Email :

Email Subscription :
Cell Phone :

Add to Mailing List :

Stakeholder
Comments/Issues :

EIR/EIS Comment :

Action Pending
9/14/2011

Business

9/14/2011

Website

Curtis

Skaggs

Company Engineer

Dee Jaspar & Associates, Inc.

Bakersfield

CA

93308

(661) 393-4796
cskaggs@djacivil.com
Fresno - Bakersfield

Yes

In reviewing the HST footprint document Volume II: Appendix 3.1-A
dated August 2011, on Sheet 222 the permanent impact footprint is
shown to go directly over the top of Parcel 110-182-12. This parcel is a
water supply well, Ozone Treatment Facility, storage tank, and booster
pumping plant for Vaughn Water Company. This is a critical well for
their water system and critical equipment in it such as VFD's and an
Ozone Generator. How does this permanent impact relate to this
particular water well site?

Yes

@

Federal Railroad

CALIFORNIA (‘ ofTransporiaton

High-Speed Rail Authority

Administration

Page 21-341



California High-Speed Train Project EIR/EIS
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Response to Submission BO095 (Curtis Skaggs, Dee Jaspar & Associates, Inc., September 14, 2011)

BO095-1
Refer to Standard Response FB-Response-PU&E-03.

The Authority met with Vaughn Water Company on October 4, 2012, to discuss the
facilities at Parcel 110-182-12 and other conflicts between the HST and Vaughn Water
Company. The Authority is currently in the process of putting together an agreement
with Vaughn Water Company that will allow the two entities to work together to resolve
such conflicts.
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Fresno to Bakersfield Section Vol. IV Response to Comments from Businesses and Organizations

Submission BO096 (Kim Delfino, Defenders of Wildlife, August 23, 2011)

California Office
1303 | Streer, Suite 270 | Sacramento, CA oty | el srfaizsdon | fax ordais.5ha
swwdefendessiarg

California Office
1303 ] Strece, Suite 270 | Sacramenro, CA 9y | el si6ai3.5900 | faz ;65812
wwwdefenders.arg

August 23, 2011 BOO096-1 Further, there are more than enough examples of less complicated and less extensive projects in
which public agencies were able to provide a 90-day public review period. Indeed, nearly all of the

Tom Umberg, Chair renewable energy projects proposed on public land in the California desert under ARRA funding

Board of Directors deadlines managed to provide the public with 90-day public review periods. (See,

California High-Speed Rail Authority http://www.blm.gov/pgdata/etc/medialib/blm/ca/pdf/pa/energy.Par.68898.File.dat/2011%20RE

770 L Street, Suite 800 AT%20Milestones.pdf)

Sacramento, CA 95814
Thus, for all of the above reasons, we urge you to extend the public review period to 90 days in

RE: Request for Extension of EIR/EIS Comment Period - Fresno to Bakersfield Section order to provide the public with sufficient time to review and comment on the potential

environmental impacts of the proposed project in the Fresno to Bakersfield section. Thank you for

Dear Mr. Umberg and Board Members: the opportunity to provide our comments on this important matter. If you have any questions,
please do not hesitate to contact me.

On behalf of Defenders of Wildlife and our more than 100,000 members and supporters in .

California, I am writing to request that the Board of Directors of the California High-Speed Rail Sincerely,

Authority (Authority) extend the comment period on the Draft Environmental Impact Report (EIR)

and the Draft Environmental Impact Statement (EIS) for the Fresno to Bakersfield section of the A D A

proposed California high speed train project. We request that the Authority extend the public f% =

comment period for this document from forty-five (45) days to ninety (90) days, or until November A?ﬂ I

10, 2011.

o . . . . Kim Delfino

The_ purpose of the _Callfornla Environmental Quality Act (CE_QA) and the Natlor_]al Environmental California Program Director

Policy Act (NEPA) is to ensure that when government is making decisions that might affect the

environment, those decisions are made only after the decision makers are fully informed of the

potential environmental impacts of their proposed actions. Therefore, it is essential that there is an

adequate opportunity for public review, participation and comment on the draft environmental

documents supporting those decisions.

CEQA Guidelines state that 45 days is the minimum period of time for public review and

comment on a draft EIR that has been submitted to the State Clearinghouse. Public Resources

Code §21091(b); CEQA Guidelines §15105 (d). Further, the CEQA Guidelines also state that the

public review period for draft EIRs could be for longer than 60 days if there is an unusual situation.

CEQA Guidelines §15105 (a).

Here, the Authority has limited the public comment period to the minimum number of days for

review when it provided a 45-day public review period for the voluminous Draft EIR/EIS for the

highly debated Fresno to Bakersfield section of the proposed high-speed train. Instead, the

Authority should provide 90 days for public review and comment due to the unusual situation posed

by this complicated, controversial, and difficult proposed project. For example, the physical work

contemplated in this section of the proposed high-speed train project will occur in a geographic area

that is approximately 113 miles in length. Moreover, the proposed project is the first stage of what

would be the largest public infrastructure project in the history of the State of California, and more

than $4 billion dollars are proposed to be expended on the proposed project between Fresno and

Bakersfield.

‘Nntional Hendquarters ‘National Hendquarrers

o 1th Steeer, MW, 1wy 17th Stresr, N,

Washingon, [.C. 20036-46i04 “Rashiugron, [ 36-4604

wd 202 62900 | lix aonRain ol 2cz.6Rag400 | (o tondReign

Administration
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Response to Submission BO096 (Kim Delfino, Defenders of Wildlife, August 23, 2011)

BO096-1
Refer to Standard Response FB-Response-GENERAL-07.
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Fresno to Bakersfield Section Vol. IV Response to Comments from Businesses and Organizations

Attachment to Submission BO096 (Kim Delfino, Defenders of Wildlife, August 23, 2011) - DOW HSR
90 day comment extension.pdf

California Office
w303 ] Strecr, Suite 27a | Sacramenro, CA oirg | el erdanasdon | Fxosndassha
sww.defenders.arg

August 23, 2011

Tom Umberg, Chair

Board of Directors

California High-Speed Rail Authority
770 L Street, Suite 800

Sacramento, CA 95814

RE: Request for Extension of EIR/EIS Comment Period — Fresno to Bakersfield Section
Dear Mr. Umberg and Board Members:

On behalf of Defenders of Wildlife and our more than 100,000 members and supporters in
California, 1 am writing to request that the Board of Directors of the California High-Speed Rail
Authority (Authority) extend the comment period on the Draft Environmental Impact Report (EIR)
and the Draft Environmental Impact Statement (EIS) for the Fresno to Bakersfield section of the
proposed California high speed train project. We request that the Authority extend the public
comment period for this document from forty-five (45) days to ninety (90) days, or until November
10, 2011.

The purpose of the California Environmental Quality Act (CEQA) and the National Environmental
Policy Act (NEPA) is to ensure that when government is making decisions that might affect the
environment, those decisions are made only after the decision makers are fully informed of the
potential environmental impacts of their proposed actions. Therefore, it is essential that there is an
adequate opportunity for public review, participation and comment on the draft environmental
documents supporting those decisions.

CEQA Guidelines state that 45 days is the minimum period of time for public review and
comment on a draft EIR that has been submitted to the State Clearinghouse. Public Resources
Code §21091(b); CEQA Guidelines §15105 (d). Further, the CEQA Guidelines also state that the
public review period for draft EIRs could be for longer than 60 days if there is an unusual situation.
CEQA Guidelines §15105 (a).

Here, the Authority has limited the public comment period to the minimum number of days for
review when it provided a 45-day public review period for the voluminous Draft EIR/EIS for the
highly debated Fresno to Bakersfield section of the proposed high-speed train. Instead, the
Authority should provide 90 days for public review and comment due to the unusual situation posed
by this complicated, controversial, and difficult proposed project. For example, the physical work
contemplated in this section of the proposed high-speed train project will occur in a geographic area
that is approximately 113 miles in length. Moreover, the proposed project is the first stage of what
would be the largest public infrastructure project in the history of the State of California, and more
than $4 billion dollars are proposed to be expended on the proposed project between Fresno and
Bakersfield.

Wationnl Hendquareers

g s7th Strerr, WU
Weshington, .. 20036-4604

wl 2cz 6B2.pann | fax 2oz dfzgi

California Office
1303 ] Streer, Suite 27a | Sacramenm, A gty | ol sdaiston | fax end g st
www.defenders.arg

Further, there are more than enough examples of less complicated and less extensive projects in
which public agencies were able to provide a 90-day public review period. Indeed, nearly all of the
renewable energy projects proposed on public land in the California desert under ARRA funding
deadlines managed to provide the public with 90-day public review periods. (See,
http://www.blm.gov/pgdata/etc/medialib/blm/ca/pdf/pa/energy.Par.68898. File.dat/2011%20RE
AT%20Milestones.pdf)

Thus, for all of the above reasons, we urge you to extend the public review period to 90 days in
order to provide the public with sufficient time to review and comment on the potential
environmental impacts of the proposed project in the Fresno to Bakersfield section. Thank you for
the opportunity to provide our comments on this important matter. If you have any questions,
please do not hesitate to contact me.

Sincerely,
< Desf.
v
Kim Delfino

California Program Director

Nntional Hendquarters

1o 17th Strerr, NLW.
Washingran, [.C. 1a036-4604
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U.S. Departmen
@ CALIFORNIA (‘ gfyan?ggft_?mi
High-SPeEd Rail Au'l'horiry ederal Railroa

Administration

Page 21-345



IC::alifornia Hi h-S?_eed Train Project EIR/EIS
resno to Bakersfield Section Vol. IV Response to Comments from Businesses and Organizations

Submission BO097 (Kim Delfino, Defenders of Wildlife, October 3, 2011)

California Office

1303 | Steece, Sutire 170 | Sacramcnm, CA griey ol gré us.gion | fax a6,
wawdefenders.arg
faz TR FH
Seprember 27, 2011
Tom Umberg, Chair BO097-1
BhrJ:.u'd of Din:cm_x:: . - Therefore, we eit_f(sﬂg!}' urge you to extend the public review period by an additional six (6) months
California High-Speed Rail Authority in order to provide the public with sufficient tme to review and comment on the potential
7 70 L Street, smw_gu) cm‘:ronm.mu;ll impacts of the proposed project in the Fresno to Bakersfield section. The issue of
Sacramento, CA 95814 constructing and funding a high speed rail system in California is an impertant issue that deserves
- ‘ ' adequate time for review and comment in order to ensure that the Authority is receiving detailed
RE: Request for an Additional Extension of EIR/EIS Comment Period - and engaged comment from the public and affected parties. This is too imﬁm nt of an issue to
Fresno to Bakersfield Section; SCH #2009091126 rush through the public process, particularly given the Jarge public financial contribution necessary
iblic process, pa arly given the large public financial | 35

to fund this projecr,
Dear Mr. Umberg and Board Members:
Thank you for the opportunity to provide ou ne 11 4 atres e ave a

On behalf of Defenders of Wildlife and our more than 100,000 members and supporters in questions, please do }:l'or hesitate lr]) cm\l::\bct n'::‘)ﬂm SRR aaL e Tt bty
California, 1 am writing to request that the Board of Directors of the California High-Speed Rail
Authority (Authority) extend the comment perdod on the Draft X al Impact Report (EIR) Sincerely,
and the Draft Environmental Impaet Statement (EIS) for the Fresno to Ba section of the
proposed California high speed rrain project. We request that the Authority extend the public Vi
comment period for this document for an additional six {6) months to ensure adequate time by the 751' 2@%_

/U

L

public and interested partics to review and comment on this extensive and complicated document.

‘The purpose of the California Environmental Quality Act (CEQA) and the National Environmental
Policy Act (NEPA) is to ensure that when government is making decisions that might affect the
environment, those decisions are made only afrer the decision makers are fully informed of the
potential environmental impacts of their proposed actions. ‘Therefore, it is essential that there is an
adequate opportunity for public review, participation and comment on the draft eaviconmental
documents supporting those decisions.

Kim Delfino
California Program Director

As stated in our previous letter requesting an extension to the comment period for this document,
CEQA Guidelines state that 45 days is the minimum period of time for public review and comment
on a draft EIR that has been submitted to the State Clearinghouse. Public Resources Code
§21001(b); CEQA Guidelines §15105 (d). Further, the QA Guidelines also state that the public
review period for draft EIRs could be for longer than 60 days if there is an unusual situaton.
CEQA Guidelines §15105 (a).

While we appreciate the Authority extending the comment deadline 1o 60 days, it is clear that an
additional 15 days is not nearly enough time to provide for adequate public r
Indeed, the EIR/EIS technical documents are more than 30,000 pages. There is no poss
that anyone could read 30,000 pages in 60 days and prepare adequate comments. Further, as
detailed in our last letter, this project is extremely complex, covering an enormous geographic arca
with many different impacts and issues.

Netinnnl Headquarters

Netionn] Hoadquariers
i7th ¥
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Response to Submission BO097 (Kim Delfino, Defenders of Wildlife, October 3, 2011)

BO097-1
Refer to Standard Response FB-Response-GENERAL-07, FB-Response-GENERAL-16.
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California Hi h-S?_eed Train Project EIR/EIS
[

Fresno to Bakers

eld Section

Vol. IV Response to Comments from Businesses and Organizations

Submission BO098 (No Name, DrillerNation.com, August 25, 2011)

BO098-1

Fresno - Bakersfield - RECORD #157 DETAIL

Status :

Record Date :
Response Requested :
Stakeholder Type :
Submission Date :
Submission Method :
First Name :

Last Name :
Professional Title :

Business/Organization :

Address :
Apt./Suite No. :
City :

State :

Zip Code :
Telephone :

Email :

Email Subscription :
Cell Phone :

Add to Mailing List :

Stakeholder
Comments/Issues :

EIR/EIS Comment :

Action Pending
8/25/2011

Other
8/25/2011
Website
Driller
Nation.com

DrillerNation.com
Bakersfield

CA
93301

Project@OnceaDrillerAlwaysaDriller.org

Fresno - Bakersfield

Yes
To whom it may concern,

On behalf of the entire DrillerNation.com, develop another route.. Why?
The history this great high school means this city, for the Once a Driller
Always a Driller tradition and for what it means to have these historic
buildings be kept in there rightful place for many more years to come..
Please develop another route to save this historic high school from being

tarnished and/or destroyed...

We thank you for supporting & honoring & keeping the "Driller Nation,"
alive and well in rightful place, where its always been..

Project@OnceaDrillerAlwaysaDriller.org

"An online community for all things Driller, for every Driller, past, present

and future..."
Yes

@

CALIFORNIA (‘
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Fresno to Bakersfield Section Vol. IV Response to Comments from Businesses and Organizations

Response to Submission BO098 (No Name, DrillerNation.com, August 25, 2011)

BO098-1

Refer to Standard Responses FB-Response-SO-08.
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Fresno to Bakersfield Section Vol. IV Response to Comments from Businesses and Organizations

Submission BO099 (Eldon Thiesen, Eldon Thiesen Farms, October 5, 2011)

CALIFORNIA SRR Comment Card
High-Speed Rail Authority Tarjeta de Commentarios

Fresno to Bakersfield High-Speed Train Section  La Seccion de Fresno a Bakersfield del Tren de Alta
Draft Environmental Impact Report/  Veloddad Proyecio de Informe de Impacio Ambiental/
Enwir tal Impact Statement (EIR/EIS) Declaracién de Impacto Ambiental (EIR/EIS)
Public Hearings  Avdiencias Piblicas
September 2011  Septiembre del 2011
Please submit your completed comment card at the  Por favor entregue su tarjeta completada al final de la
end of the meeting, or mail to:  reunién, o enviela por correo a la siguiente direccion:

Fresno to Bakersfield DEIR/EIS C , 770 L Street, Suite 800, Sacramento, CA 95814

The comment period is from August _ EXtended comment period fo; ~ 2nio es del 15 de Agosto ol 28
28, 2011, Comments must be receivec  Fresno to Bakersfield High-Speeg 1|+ Los comentarios fienen que ser

postmarked, on or before Sept Train Draft EIR/ElS: nenfe, o matasellados, el o antes
August 15-October 13 2del 2011,
Name,/Nombre: Eldon T hieser,

= 1

Organization/Organizacién: Elf i T Ao |::; ¥ A C
Address/Domicilio: [A3F Mot Ave

Phone Number/Nimero de Teléfono: S5 4~ 897~ 2¢ 7]
City, State, Zip Code/Ciudad, Estado, Cédigo Postol: K Pncyob
E-mail Address/Correo Electrénico: _ &l liin (&2 £

[Use addifional pages if needed/Usar paginas adicionales si as Aecesario)
S g
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Fresno to Bakersfield Section Vol. IV Response to Comments from Businesses and Organizations

Response to Submission BO099 (Eldon Thiesen, Eldon Thiesen Farms, October 5, 2011)

B0O099-1
Refer to Standard Response FB-Response-AVR-04.
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California Hi h-S?_eed Train Project EIR/EIS
Fresno to Bakersfield Section Vol. IV Response to Comments from Businesses and Organizations

Submission BO100 (Dan Silver, Endangered Habitats League, September 19, 2011)

09,19/2011 15:49 FAX @oo1

ENDANGERED HABITATS LFAGUE:

ROTECTION AND SUSTAINASLE Lanp Usek

Deoicatio 1o Fcosystim

September 19, 2011

Tom Umberg, Chair

Board of Directors 09-1¢-
California High-Speed Rail Authority

770 L Street, Suite 800

Sacramento, CA 95814

RE: Request For Additional Extension of EIR/EIS Comment Period — Fresno to
Bakersfield Section

Dear Chairman Umberg and Board Members:

BO100-1 The Endangered Habitats League (EHL) respectfully reguests a several month
extension of the comment period, such as through February of 2012, to respond to the
draft EIR/EIS on the Merced to Fresno and Fresno to Bakersfield sections of the project
released by the Authority on August 9, 2011. For your reference, EHL is Southern
California’s only regional conservation group and is active in regional land use and
transportation planning efforts.

The draft EIR/EIS is an extremely large and complex decument. Indeed, the
proposed project is the first stage of what would be the largest public infrastructure
project in the history of the Siate, and the impacts likely to be associated with the
proposed project are far reaching in significance. There is a compelling public interest in
allowing stakeholders adequate time to comment on a project that will truly shape the
future of the State.

For the many affected parties to have a reasonable opportunity 1o participate, an
extension until February of 1012 is necessary. Such a comment period will allow
decision-makers the full benefit of high quality public review, which is central to the
purposes of the California Environmental Quality Act (CEQA) and the National
Environmental Policy Act (NEPA). Please act to ensure the best project possible by
providing a number of months to comment on the potential impacts of the Fresno to
Bakersfield section,

Sincerely,
= A
(_'/'2:;::-.7-'-’2::://
Dan Silver

Executive Director

+  Puon:213.804.2750

B424 SanTa Mostca Bivi, SUITE A 392, Los ANGELES, CA 900694267 ¢ www.EH
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Fresno to Bakersfield Section Vol. IV Response to Comments from Businesses and Organizations

Response to Submission BO100 (Dan Silver, Endangered Habitats League, September 19, 2011)

B0O100-1
Refer to Standard Response FB-Response-GENERAL-07.
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California Hi h-S?eed Train Project EIR/EIS
Fresno to Bakersfield Section

Vol. IV Response to Comments from Businesses and Organizations

Submission BO101 (Ryan Jacobsen, Fresno County Farm Bureau, September 21, 2011)

Fai armBureau

e

September 19, 2011

Board of Directors

California High Speed Rail Authority

770 L Street. Suite 800

Sacramento, CA 95814

Re: Request for Extension of EIR/ELS Comment Period - Fresno to Bakersfield Section

Dear Chairman and Members of the Board:
BO101-1 On behalf of the Fresno County Farm Bureau, | write to express suppaort for the request of
1.G. Boswell Company, dated September 8, 2011, for an extension of time to review the EIR/EIS

documents of at least 180 days. The timeframe currently provided is not enough to adequately
review the EIR/EIS and then provide comments. | look forward to a response.

Sincerely,

Executive Director/CEO

74 W Hedges Ave * Fresno, CA 93728

559-237-0263 office » 559-27 fax = www.fefb.org * info@fcfb.org
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Fresno to Bakersfield Section Vol. IV Response to Comments from Businesses and Organizations

Response to Submission BO101 (Ryan Jacobsen, Fresno County Farm Bureau, September 21, 2011)

BO101-1
Refer to Standard Response FB-Response-GENERAL-07.
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California Hi h-S?eed Train Project EIR/EIS
i

Fresno to Bakers

eld Section

Vol. IV Response to Comments from Businesses and Organizations

Submission BO102 (Praveen Buddiga, MD, Fresno-Madera Medical Society (Air Quality
Sub-Committee), September 6, 2011)

BO102-1

1040 E. Herndon Ave, #101 09-06-11p
Fresno, CA 93720

August 22, 2011

Tom Umberg. Chair Board of Directors
California High-Speed Rail Authority
770 L Street, Suite 800 Sacramento, CA 95814

RE: Request For Extension of EIR/EIS Comment Period — Fresno to Bakersfield
Section

Dear Mr. Umberg and Board Members:

The Air Quality Sub-Committee of the Fresno-Madera Medical Society. an organization
representing over 1,000 physicians in Fresno and Madera Counties request that the Board
of Directors of the California High-Speed Rail Authority extend the comment period on
the Draft Environmental Impact Report (EIR) and the Draft Environmental Impact
Statement (EIS) that the Authority has prepared on the Fresno to Bakersfield section of
the proposed California high- speed train project. We are strongly supportive of high
speed rail/mass transit for air quality benefits, jobs, improved infrastructure in valley
which is why we want to have an extended comment period to ensure a suceessful plan,

A Draft EIR/EIS on the Fresno to Bakersficld section of the project was released by the
Authority on Tuesday, August 9, 2011, with the Authority indicating that comments on
that document must be submitted by September 28, 201 1. This ssentially, a forty-five
day comment period. We urge that the Authority to extend the comment period to ninety
days. or until November 10, 2011.

The High-Speed Rail is great step in the right direction however: it is incumbent to
provide a sufficient amount of time to hear from those who will be direetly impacted. We
are concerned that the existing comment period of forty-five days is not enough time for
the Authority to make an informed decision. as the public will not have sufficient time to
make formal comments that takes into account their important voice.

We are supportive of the High Speed Rail Project however, feel the forty-five day
comment period will lead to a flawed plan as vital information on the health and
environmental hazards will not have been considered or included in the plan. If not done
carefully. there will be impacts on farmers, the Valley's economy. all along the route,
with social and economic impacts: there will be significant air quality, global warming.
and transportation impacts, which directly affect public health; there will be significant
public health and safety issues, and significant growth-inducing impacts.

The proposed project is the first stage of what would be the largest public infrastructure
profect in the history of the State of California, and over $4 billion dollars are proposed
to be expended on the proposed project between Fresno and Bakersfield. It is essential for
the Authority to provide at least a ninety-day review period. We feel it is feasible 10
extend the comment period to ensure the project is a success. The following are a few
examples of projects. many smaller and less complex that were give review periods
greater than 45 days and a much as 90 days review periods:

* California Bay Delta Water Conservation Plan (90 days)

* Granite Mountain Wind Project (90 days)

* PG&E San Joaguin Valley Operations and Maintenance Program Habitat
Conservation Plan

« Both the DEIR and SEIR for the 241 Foothill South Toll Road in Orange County

(90 days)
* The I-5 Widening Project in San Diego (90 days)
* Renewable Energy Action Team - R ble Portfolio for Standard Energy

Projects (Ivanpah Solar 90 days)
(http://www.blm.gov/pedata/ete/medialib/blm/ca/pdi/pa‘encrgy Par. 68898 File.da
/2011 %20REA T%20Milestones.pdf)

*DesertXpress High Speed Passenger Train (60-day)

As physicians, parents and residents living and practicing in one of the dirtiest air basins
in the nation we have and continue to see the impacts of poor planning which is why
public comment is integral to making good. sound plans which account for public health
and safety. Many of our patients are farmers, farm workers, and factory workers who
have been exposed to pollution and other environmental toxins. 1t is our job as
physicians to not only treat them but to advocate on their behalf 1o ensure they have a
safe and healthy environment to work and live in.

Again, we urge you, in the strongest terms possible. to extend the review period to
provide the public ninety days, not forty-five days. to comment on the potential public
health and environmental impacts of the proposed project in the Fresno to Bakersfield
section. Thank you for your time and consideration to this request.

Respectfully.
272 L
e
-~

Praveen Buddiga, MD
Chair. Fresno-Madera Medical Society's Air Quality Sub-committee
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California High-Speed Train Project EIR/EIS
Fresno to Bakersfield Section Vol. IV Response to Comments from Businesses and Organizations

Submission BO102 (Praveen Buddiga, MD, Fresno-Madera Medical Society (Air Quality
Sub-Committee), September 6, 2011) - Continued

Fresno-Madera|  Michelle Garcia
ME IJ:.(. AL ....".-\( K.'_I v Air Quaiity Dwector

-._-‘.:.:.-.9 —
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California High-Speed Train Project EIR/EIS
Fresno to Bakersfield Section Vol. IV Response to Comments from Businesses and Organizations

Response to Submission BO102 (Praveen Buddiga, MD, Fresno-Madera Medical Society (Air Quality
Sub-Committee), September 6, 2011)

B0O102-1
Refer to Standard Response FB-Response-GENERAL-07.
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California Hi h-S?_eed Train Project EIR/EIS
i

Fresno to Bakers

eld Section

Vol. IV Response to Comments from Businesses and Organizations

Submission BO103 (Jean H. Watt,

Friends of Harbors, Beaches, and Parks, September 30, 2011)

BO103-1

i Swanson. Treasarer

Carolyn Wood. Secretary
Saephanie Barger

Deany Bean

Jim Carr

Jack Eice

Heten Higgins

Bob Joseph

Amy Linon

Tom Maloncy

Tina Thomgson Richards
Theresa Sears

Mike Wellbom

Supparting Organizations
Amigos de Bolsa Chica
Audisbon, Sea & Sage Chapter
Caspers Wilderness Park
Volunicers

Esrth Resource Foandation
Equestrian Coalition of 0.C.
Gireat Park Exvironmental
Coalition

Huntingion Beach Wetlands
Conservancy

Huntingson Beach Wildife Care
Center

Laguna Canyon Conservancy
Laguna Canyon Foundation
Laguna Greenbelt. Inc

Sicma Club, Orasge County
Surfrider, Newpart Beach
Stop Polluting Our Newport
Upper Npt Hay Naturalists &
Friends

St Mark Church Ecophilians

Advisary Board
Marian Bergeson

Consic Boardman

Magilyn Brewer

Roy & llse Bymes

Debea Clarke

Laura Coben

Debbie Cook

Joc Dunn

Sandy Genis

Tom Harman

Evelyn Hart

Evan Heary

Jack Keating

Vic Leiprig

Bev Perry

Claire Schlomerbeck

Dan Siver, MDD

Nancy & Jack Skismer. MDD
Dick Zembal

Post Office o 9256
Newport Beach, CA SI655.9256

49,20 449

wwm Moty

September 22, 2011

Chairperson and Members

California High-Speed Rail Authority
770 L Street, Suite 800

Sacramento, CA 95814

Extension of Comment period for Merced to Fresno
And Fresno to Bakersfield Draft EIR/EIS Documents

Dear Chairperson Umberg and Board Members:

This letter is submitted on behalf of Friends of Harbors, Beaches and
Parks (FHBP), a non-profit organization concerned primarily with
parks and open space in Orange County but, because of the regional
and statewide policies that affect parks, open spaces, and agricultural
land, we are concerned with the significant negative effects of the
currently proposed high speed train project throughout the state.

On behalf of FHBP, I am requesting that your Board take immediate

action to provide an adeq period for the above-noted

envir | review d Specifically, we urge the Authority

1o extend the time to comment on these two EIR/EIS documents until

mid February, 2012, thus providing members of the public and those

directly affected by the proposed project with at least 6 months to
pond and provide

Since this is a statewide project, which the Authority has chosen to
review in segments, a competent and truly responsive set of comments
on the impacts that will be ereated on any particular segment must take
into account the impacts of the proposed project on other segments.

We believe that the existing period is inadeq and denies
due process to those seeking to comment on the EIR/EIS. The initial
45 day comment period, later extended only 15 additional days to
October 13, 2011, is insufficient to allow any meaningful comment on
17,000 page of documents. The 60 day review period fails to meet
CEQA requi b it fails to provide and “adeq time™ to
review the mass of material only lately released for public review and
(CEQA Guidelines §15203)

Thank you for your concern in this very imporant matter.
Sincerely, }ﬁ« 5"\/1 @aﬁ“—

Jean H. Watt, President
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California High-Speed Train Project EIR/EIS
Fresno to Bakersfield Section Vol. IV Response to Comments from Businesses and Organizations

Response to Submission BO103 (Jean H. Watt, Friends of Harbors, Beaches, and Parks, September
30, 2011)

B0O103-1
Refer to Standard Response FB-Response-GENERAL-07.
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California Hi h-S?_eed Train Project EIR/EIS
[

Fresno to Bakers

eld Section

Vol. IV Response to Comments from Businesses and Organizations

Submission BO104 (Todd Matthews, Full Gospel Lighthouse, September 21, 2011)

Fresno - Bakersfield - RECORD #405 DETAIL

Status :

Record Date :
Response Requested :
Stakeholder Type :
Submission Date :
Submission Method :
First Name :

Last Name :
Professional Title :

Business/Organization :

Address :
Apt./Suite No. :
City :

State :

Zip Code :
Telephone :

Email :

Email Subscription :
Cell Phone :

Add to Mailing List :

Action Pending
10/4/2011

No

CA Resident
9/21/2011
Project Email
Todd
Matthews
Pastor

Bakersfield
CA
NA

matthews5x5@msn.com
Fresno - Bakersfield

Yes

BO104-1

Stakeholder
Comments/Issues :

EIR/EIS Comment :

Greetings to all.

| am Pastor Todd Matthews of Full Gospel Lighthouse, 800 Butte St.,
Bakersfield, CA 93305.

This E-mail in in regards to the High Speed Railroad that is proposed to
go through Bakersfield, California.

In late August, 2011 | was contacted by a grass roots program that
informed me that our property would fall in line with this High Speed
Railroad project. After looking at some maps and reading through
documents that they sent to us, it appears to me that this is correct. But
what is also apparent is that the Environmental Impact Study did not
include us and therefore is incomplete. To myself, the Board and the
Members of Full Gospel Lighthouse this brings us great concern.

Here at Full Gospel Lighthouse, the Lord has blessed us in many ways.
Just to name a few, our property is paid for and we operate debt free.
The Lord has also blessed us in many ways enabling us to touch this
community. We minister to the community in many ways such as
Preaching, praying, feeding, clothing, and loving them. Our church is
located in an area that is considered to be low income. It also has
perhaps the greatest population of homeless and at risk adults in the
Bakersfield area. We get out and help them each week by being Jesus'
hands extended.

Speaking as a Pastor and a man of faith, this church and property at 800
Butte Street is what the Lord God Almighty has given us and through
prayer and faith in Our Lord Jesus Christ, we intend on keeping it.

Thank you for your cooperation in this matter,

Pastor Todd Matthews
Full Gospel Lighthouse
800 Butte, St.

Bakersfield, CA 93305

Yes
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California High-Speed Train Project EIR/EIS
Fresno to Bakersfield Section Vol. IV Response to Comments from Businesses and Organizations

Response to Submission BO104 (Todd Matthews, Full Gospel Lighthouse, September 21, 2011)

BO104-1

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

For information on the impacts on the Full Gospel Lighthouse in Bakersfield, see
Sections 5.1.1 and 5.2.5 in the Community Impact Assessment Technical Report
(Authority and FRA 2012g), and refer to the Revised DEIR/Supplemental DEIS, Volume
I, Section 3.12.7, Mitigation Measure SO-4, for information about the relocation of
important community facilities.
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California Hi h-S?_eed Train Project EIR/EIS
i

Fresno to Bakersfield Section Vol. IV Response to Comments from Businesses and Organizations

Submission BO105 (Zelma Boswell, Full Gospel Lighthouse, October 3, 2011)

CALIFORNIA

High-Speed Rail Authority

10=03-11P03:02 &

02 RCYD

Comment Card
Tarjeta de Commentarios

Fresno to Bakersfield High-Speed Train Section
Draft Environmental Impact Report/
Environmental Impact Statement (EIR/EIS)
Public Hearings

Se ber 2011

La Seccion de Fresno o Bakersfield del Tren de Alta
Veloddad Proyecto de Informe de Impacio Ambiental/
Declaracién de Impacto Ambiental (EIR/EIS)
Avdiencias Poblicas

Septiembre del 2011

Please submit your completed comment card al the
end of the meeling, or mail fo:

Por favor enfregue su larjeta completada ol final de la
reunién, o enviela por correo a la siguiente direccién:

Fresno fo Bakersfield DEIR/EIS Comment, 770 L Street, Svite 800, Sacramento, CA 95814

The comment peried is from August 1
28, 2011. Comments must be received «

Extended comment period for :
Fresno to Bakersfield High-Speed foes dol 15 do Agosto ol 25

1. Los comentarios tienen que ser

Train Draft EIR/EIS:
postmarked before Septet nte, o matasellados, el o antes
b it Sl August 15-October 13 fel 2011.

! )
MName,/Nombre: _ s < [am Ve R it oy AV )

Organization/Crganizacion: flapnre<enlive  Full)

{ R 2, _
e Pl hnit S

Address/Domicilio: 250 Sunny lawe 0 ) lage” lole

Phone Mumber/Mumera de Teléfono: Eabol = F

o

2094

P

Cily, State, Zip Code/Ciudad, Estado, Codigo Postalo 2tzreLiol! (4 92305

E-mail Address/Correo Electrénico: =~

[Use additional poges if needed/Usar poginos adicionales si es necesario)
' -

Lol F 72000

o Gy sty Cheg LoTlor | g pAode el
g £ o -
=4 (il
BO105-1 T 220 smfh, Then L4 Toke ot
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California High-Speed Train Project EIR/EIS
Fresno to Bakersfield Section Vol. IV Response to Comments from Businesses and Organizations

Response to Submission BO105 (Zelma Boswell, Full Gospel Lighthouse, October 3, 2011)

BO105-1
Refer to Standard Response FB-Response-GENERAL-02.

Chapter 2 of the Fresno to Bakersfield Revised DEIR/Supplemental DEIS descibes
station design and train service in Sections 2.2.3, Stations, and 2.6, Operations and
Service Plan. As described in Chapter 2, stations would have four tracks passing
through the station, two express tracks (for trains that do not stop at the station) and two
tracks for trains that would stop at the station platforms. Express trains would serve
major stations only, providing fast travel times; limited-stop trains would skip selected
stops to provide faster service between stations; and all-stop trains would focus on
regional service.

B0O105-2
Refer to Standard Response FB-Response-GENERAL-14.

BO105-3
Refer to Standard Response FB-Response-SO-01.

For information about the impacts on the Full Gospel Lighthouse in Bakersfield, see
Sections 5.1.1 and 5.2.5 in the Community Impact Assessment Technical Report
(Authority and FRA 2012g), and the Revised DEIR/Supplemental DEIS, Volume I,
Section 3.12.7, Mitigation Measure SO-4, for information about the relocation of
important community facilities.
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California Hi h-S?_eed Train Project EIR/EIS
i

Fresno to Bakers

eld Section

Vol. IV Response to Comments from Businesses and Organizations

Submission BO106 (Linda Ellsworth, Full Gospel Lighthouse, October 3, 2011)

BO106-1

BO106-2

BO106-3

CALIFORNIA "™ ™ Comment Card
High-Speed Rail Authority Tarjeta de Commentarios

Fresno to Bakersfield High-Speed Train Section La Seccion de Fresno a Bakersfield del Tren de Alta
Draft Environmental Impact Report/  Veloddad Prayecto de Informe de Impacto Ambiental/
Environmental Impact Statement (EIR/EIS) Declaracién de Impacte Ambiental (EIR/EIS)
5 ber 2011  Septiembre del 2011
Please submit your completed comment card of the  Por favor entregue su larjeta completada al final de la
end of the meefing, or mail to:  reunién, o enviela por cores a la siguiente direccién:

Fresno to Bakersfield DEIR/EIS Ce , 770 L Street, Svite 800, Sacramento, CA 95814

The comment period is from August _ Extended comment period for  3rio es del 15 de Agosto ol 28
28, 2011. Comments must be receivec Fresno to Bakersfield High-Speed  11. Los comentarics fienen que ser

postmarked, on or before Seph Train Draft EIR/EIS: 1ente, o matasellodes, el o antes
August 15-October 13 g 2ok
Name/Nombre: 23 . \.:{.-11' e A s Al
Organization/Orgonizacion: 2.tz w0 T Eudl Tlaapal S Wb,
Address/Domicilio: (=22 Smi T2 Tol r i_.'{/._' ol #gs ‘.
Phone Number/Nimero de Teléfono:_% @1~ Z M/ o 113 Zoa
City, State, Zip Code/Ciudad, Estado, Cédigo Postal, Tia o> ¢/ 0 A0 I8 G= 2"
E-mail Address/Correo Electronico: ) "';‘Ix
(Use additional poges if needed/Usor poginos adicionales si es necesario)
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California High-Speed Train Project EIR/EIS
Fresno to Bakersfield Section

Vol. IV Response to Comments from Businesses and Organizations

Response to Submission BO106 (Linda Ellsworth, Full Gospel Lighthouse, October 3, 2011)

BO106-1
Refer to Standard Response FB-Response-SO-01.

For information about the impacts on the Full Gospel Lighthouse in Bakersfield, see
Sections 5.1.1 and 5.2.5 in the Community Impact Assessment Technical Report
(Authority and FRA 2012g), and the Revised DEIR/Supplemental DEIS, Volume I,
Section 3.12.7, Mitigation Measure SO-4, for information about the relocation of
important community facilities.

B0O106-2
Refer to Standard Response FB-Response-GENERAL-17.

B0O106-3
Refer to Standard Response FB-Response-SO-01.

For information about the impacts on the Full Gospel Lighthouse in Bakersfield, see
Sections 5.1.1 and 5.2.5 in the Community Impact Assessment Technical Report
(Authority and FRA 2012g), and the Revised DEIR/Supplemental DEIS, Volume I,
Section 3.12.7, Mitigation Measure SO-4, for information related to the relocation of
important community facilities.
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California Hi h-S?_eed Train Project EIR/EIS
i

Fresno to Bakersfield Section

Vol. IV Response to Comments from Businesses and Organizations

Submission BO107 (Ellen & Charles Miller, Full Gospel Lighthouse, October 3, 2011)

@ CALIFORNIA

High-Speed Rail Authority

21 R Comment Card
Tarjeta de Commentarios

Fresno to Bakersfield High-Speed Train Section
Draft Environmental Impact Report/
Environmental Impact Statement (EIR/EIS)
Public Hearings

La Seccion de Fresno a Bukersfield del Tren de Alta
Velodidad Proyecio de Informe de Impacio Ambiental/
Declaracion de Impacio Ambiental (EIR/EIS)
Audiencias Publicas

Septiembre del 2011

September 2011
Please submit your completed comment card o the
end of the meeting, or mail to:

Por favor enfregue su farjeta completada ol final de lo
reunién, o enviela por correo a la siguiente direccién:

Fresno to Bokersfield DEIR/EIS C 1, 770 L Street, Svite 800, Sacramento, CA 95814

The comment pericd is hom August 1 Extended cumm.enl plenod for  ioesdel15 de Agosto al 28
28, 2011, Comments must be received « Fresno to Bakersfield High-Speed 1 |os comentarics tienen que ser
posimarked, on or before Septer Train Draft EIR/EIS: inte, o matosellodos, el o antes
August 15-October 13 iel 2011,

Name/Nombre: __ Ello + Chastea: JV2. 1L

Organization/Organizacién: —Hetl faaget o bths

Address/Domicilio: _#00_Pawty A, : ol

Phone Number/Nimero de Teléfono: /= L4/ §£3/-5529

City, State, Zip Code,/Ciudad, Estado, Cédigo Postal: Babraliid C’d, G 3304 =5
E-moail Address/Correo Elecirénico: FZpzes 4 .

[Use additionol pages if needed/Usar paginas adicienales si es necesario)
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California High-Speed Train Project EIR/EIS
Fresno to Bakersfield Section Vol. IV Response to Comments from Businesses and Organizations

Response to Submission BO107 (Ellen & Charles Miller, Full Gospel Lighthouse, October 3, 2011)

BO107-1

Refer to Standard Response FB-Response-GENERAL-01, FB-Response-GENERAL-16,
FB-Response-GENERAL-21, FB-Response-SO-04, FB-Response-SO-05, FB-
Response-SO-07.

For information on effects on school districts, see the Revised DEIR/Supplemental
DEIS, Volume II, Appendix 3.12-B.
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California Hi h-S?_eed Train Project EIR/EIS
i

Fresno to Bakersfield Section

Vol. IV Response to Comments from Businesses and Organizations

Submission BO108 (Jesse Cary, Full Gospel Lighthouse, October 4, 2011)

CALIFORNIA

High-Speed Rail Authority

Comment Card
Tarjeta de Commentarios

Fresno to Bakersfield High-Speed Train Section
Draft Environmental Impact Report/
Environmental Impact Statement (EIR/EIS)
Public Hearings

September 2011

La Seccion de Fresno a Bakersfield del Tren de Alla
Veloddad Proyecto de Informe de Impacio Ambiental/
Declaracién de Impado Ambiental (EIR/EIS)
Avdiencias Publicas

Septiembre del 2011

"lease submit your completed comment card af the
end of the meeting, or mail fo:

Por favor eniregue su larjela completada ol final de la

reunién, o enviela por comeo a la siguiente direccidn:

Fresno to Bakersfield DEIR/EIS Comment, 770 L Street, Suite 800, Sacramento, CA 95814

The comment period is from August 1

Extended comment period for io es del 15 de Agosto ol 28

28, 2011. Comments must be received , Fresno to Bakersfield High-Speed 1 |05 comentorios tienen que ser
postmarked, on or before Sepler Train Draft EIR/EIS: mie, o motasellodos, el o anfes
August 15-October 13 lel 2011,

Name/Nombre: _\ €3S € Cow

Organization/Organizacién: _ -\ (mo=pel Liokiheunse  Foo Fg 7

Address/Domicilio: _¥© &% Froncry YA

C fAorm e ‘.;'I

Phone Number/MNumero de Teléfono:_ 3 73 S0 7 7

City, State, Zip Code/Ciuded, Eslado, Cédigo Postal; B r'li.”r"\i-’\] 2\ e , Ser, T3R3C ¥

E-mail Address/Correo Elecirénico:

{Use addifional pages if needed/Usar poginas adicionales si es necesario)

BO108-1 4
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California High-Speed Train Project EIR/EIS
Fresno to Bakersfield Section Vol. IV Response to Comments from Businesses and Organizations

Response to Submission BO108 (Jesse Cary, Full Gospel Lighthouse, October 4, 2011)

BO108-1
Refer to Standard Response FB-Response-GENERAL-14.
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California Hi h-S?_eed Train Project EIR/EIS
Fresno to Bakersfield Section Vol. IV Response to Comments from Businesses and Organizations

Submission BO109 (Kathy Maxwell, Full Gospel Lighthouse, October 11, 2011)

(5 CALFORNIA 7]

High-Speed Rail Authority “

— Comment Card

Tarjeta de Commentarios

Fresno to Bakersfield High-Speed Train Section
Droft Environmental Impact Report/
Environmental Impact Statement (EIR/EIS)
Public Hearings

September 2011

Please submit your completed comment card at the
end of the meefing, or mail fo:

La Secién de Fresno a Bakersfield del Tren de Alta
Veloddad Proyecto de Informe de Impacio Ambiental/

Declaracion de Impacto Ambiental (EIR/EIS)
Avdiencias Pabli

del 2011
Por faver enfregue su tarjeta completada ol final de la
reunién, o enviela por correo a la siguiente direccién:

Fresno fo Bakersfield DEIR/EIS C 770 L Street, Svite 800, Sacramento, CA 95814

The comment period is from August 1

Extended comment period for jo es del 15 de Agosto ol 28

28, 2011. Comments must be received « Fresn0 to Bakersfield High-Speed 1, o5 comentarios tienen que ser
postmarked, on or before Sepler Train Draft EIR/EIS: e, o matasellodos, el o anles
August 15-October 13 1el 2011,

MName/MNombre: K‘\_T- \w {Nr\' S 000 O

N Y Thouws e

Organization/Organizacién: B\ (—:G\i) eN

Address/Domicilio: _ 00 Ruyhe I

Phone Number,/Nimero de Teléfono: &2\ = 323

City, State, Zip Code/Ciudad, Estade, Cédige Postol e RE o Tieh & oS 7

o
Lt

GAOY, Cony phone teb] -STF ST6| )
3

E-mail Address/Correc Electrénico:

[Use additional poges if needed/Usar paginas adicionales si es ﬂer_esutioj_
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California High-Speed Train Project EIR/EIS
Fresno to Bakersfield Section Vol. IV Response to Comments from Businesses and Organizations

Response to Submission BO109 (Kathy Maxwell, Full Gospel Lighthouse, October 11, 2011)

B0O109-1
Refer to Standard Response FB-Response-GENERAL-17.

The Revised DEIR/Supplemental DEIS includes an analysis of project-related impacts
east of the alternative Bakersfield station sites to Oswell Street where all of the
alternatives through Bakersfield converge. The analysis addresses impacts on the Full
Gospel Lighthouse Church.

B0O109-2

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

For information on the impacts on the Full Gospel Lighthouse in Bakersfield, see
Sections 5.1.1 and 5.2.5 in the Community Impact Assessment Technical Report
(Authority and FRA 2012g), and refer to the Revised DEIR/Supplemental DEIS, Volume
I, Section 3.12.7, Mitigation Measure SO-4: Implement measures to reduce impacts
associated with the relocation of important facilities. The Authority will consult with the
affected parties before land acquisition to assess potential opportunities to reconfigure
land use and buildings and/or relocate affected facilities, as necessary, to minimize the
disruption of facility activities and services, and also to ensure relocation that allows the
community currently served to continue to access these services.
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California Hi h-S?eed Train Project EIR/EIS
Fresno to Bakersfield Section

Vol. IV Response to Comments from Businesses and Organizations

Submission BO110 (Wayne Maxwell, Full Gospel Lighthouse, October 11, 2011)

@ CALIFORNIA [r_—_— — Comment Card

High-Speed Rail Authority '~ "***‘Tairjeta de Commentarios

Fresno fo Bakersfield High-Speed Train Section La Seccion de Fresno a Bakersfield del Tren de Alta
Draft Environmental !mpad Report/ Veloddad Proyecio de Informe de Impacio Ambiental/
Envi tal Impact Statement (EIR/EIS) Declaracién de Impacto Ambiental (EIR/EIS)
Public Hearings Audiencias Publicas
September 2011 Septiembre del 2011
Please submit your completed comment card at the  Por favor entregue su farjeta completada al final de la
end of the meeting, or mail to: ~ reunién, o enviela por correo a la siguiente direccisn:
Fresno to Bakersfield DEIR/EIS C t, 770 L Street, Suite 800, Sacramento, CA 95814

The comment period is from August 1 Extended Sommen: pgrlod for 5 esdel 15 de Agosto ol 28
28, 2011. Comments must be received « Fresno to Bakersfield High-Speed | |as comentarios tienen que ser
postmarked, on or before Septer Train Draft EIR/EIS: :nte, o matasellades, el o antes
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California High-Speed Train Project EIR/EIS
Fresno to Bakersfield Section Vol. IV Response to Comments from Businesses and Organizations

Response to Submission BO110 (Wayne Maxwell, Full Gospel Lighthouse, October 11, 2011)

BO110-1

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

The dust minimization measures listed in Section 3.3.8 of the Revised
DEIR/Supplemental DEIS will further reduce fugitive-dust emissions to a less-than-
significant impact. Valley Fever spores would be released when the soil is disturbed;
however, due to the minimization measures, fugitive-dust disturbance will be minimal.
Therefore, impacts from Valley Fever spores would be less than significant.
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California Hi h-S?_eed Train Project EIR/EIS
[

Fresno to Bakers

eld Section

Vol. IV Response to Comments from Businesses and Organizations

Submission BO111 (Jeffrey A. Meger, Grimmway Farms, October 11, 2011)

BO111-1

A family of Growing companies.

Mr. Jeff Abercrombie

California High-Speed Rail Authority
770 L Street, Suite 800

Sacramento, CA 95814

REF: EIR Comments and Recommendations for Central Valley Grade Separations
Dear Mr.Abercrombie,

As a landowner adjacent to Santa Fe Way, we are fully supportive of the comments contained
within the October 5, 2011 correspondence (attached) to you from the City of Bakersfield, City
of Shafier, Greater Bakersfield Separation of Grade District, and the County of Kern Roads
Department.

We understand that some of our lands will be needed to accommodate right-of-way acquisitions
for the separations envisioned and described with the correspondence. We look forward to
discussing any reasonable acquisition methods you suggest for such lands.

rward to working with your Agency.

Jeffrey A, Meger
President

P.O. 81495 + Bakersficld, CA 93380-1498
tel: (661) B54-6200 « fax: (661) B54-6209
www.grimmway.com
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California High-Speed Train Project EIR/EIS
Fresno to Bakersfield Section Vol. IV Response to Comments from Businesses and Organizations

Response to Submission BO111 (Jeffrey A. Meger, Grimmway Farms, October 11, 2011)

BO111-1

Refer to Standard Response FB-Response-SO-01.
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California Hi h-S?_eed Train Project EIR/EIS
i

Fresno to Bakersfield Section Vol. IV Response to Comments from Businesses and Organizations

Submission BO112 (Todd Fukuda, GWAAC, October 12, 2011)

1

CALIFORNIA -1z EINIEA R Comment Curdr

High-Speed Rail Authority

Tarjeta de Commentarios

Fresno fo Bakersfield High-Speed Train Section
Draft Environmental Impact Repart/
Environmental Impact Statement (EIR/EIS)
Public Hearings

September 2011

Flease submit your completed comment card at the
end of the meeting, or mail fo:

La Section de Fresno o Bakersfield del Tren de Alta

Veloddad Proyecto de Informe de Impacto Ambiental/
Dedaracién de Impacio Ambiental (EIR/EIS)
Audiencias Publicas

Septiembre del 2011
Por faver entregue su larjela completada ol final de la
reunicn, o enviela por comec a la siguiente direccion:

Fresno to Bakersfield DEIR/EIS Comment, 770 L Street, Suite 800, Sacramento, CA 95814

The comment peried is from Au

Extended comment period for  nentario es del 15 de Agosto al 28

28, 2011. Comments must be reci  Fresno to Bakersfield High-Speed 1 2011. Los comentarios fienen que ser

posimarked, on or before

Train Draft EIR/EIS: licamente, o matasellades, el o antes

nbre del 2011.
August 15-October 13
MNome/Nombre: _| cdd  Fokude.
Orgonization/COrganizacién: Gl
Address/Domicilio: L1 Mako. - R
Phone Number/ M ' : 194 — 5
City, State, Zi e/Ciu s O —
E-mail Address/Correo El o2 ¢ = =,
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California High-Speed Train Project EIR/EIS
Fresno to Bakersfield Section Vol. IV Response to Comments from Businesses and Organizations

Response to Submission BO112 (Todd Fukuda, GWAAC, October 12, 2011)

BO112-1
Refer to Standard Response FB-Response-HWR-02.

Please see FB-Response-HWR-02 regarding site-specific drainage impacts. In general,
the HST would have drainage swales along the at-grade portions of track, which would
be sized to accommodate project runoff.

BO112-2
Refer to Standard Response FB-Response-HWR-02, FB-Response-HWR-03.
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California Hi h-S?_eed Train Project EIR/EIS
Fresno to Bakersfield Section Vol. IV Response to Comments from Businesses and Organizations

Submission BO113 (Todd Fukuda, GWAAC, October 12, 2011)

CALIFORNIA  1o-12-11702:16 gevo Comment Card
High-Speed Rail Authority |~~~ Tarjeta de Commentarios

Fresno to Bakersfield High-Speed Truin Section Lo Seccién de Fresno a Bukersfield del Tren de Alta
Draft Environmental Impact Report/  Velotidad Proyecto de Informe de Impacio Ambiental/
Environmental Impact Statement (EIR/EIS) Declaracién de Impacto Ambiental (EIR/EIS)
Public Hearings  Audiencias Poblicas
September 2011 Septiembre del 2011
Please submit your completed comment card at the  Por faver enfregue su tarjeta completada ol final de la
end of the meeting, or mail to:  reunién, o enviela por correo a la siguiente direccion:
Fresno to Bakersfield DEIR/EIS C t, 770 L Street, Svite 800, Sacramento, CA 95814

=

The comment peried is from Au ~ Extended comment period for  nenlario es del 15 de Agosto ol 28
28, 2011. Comments must be rece  Fresno to Bakersfield High-Speed | 2011. Los comentarios fienen que ser
postmarked, on or before ! Train Draft EIR/EIS: icamente, o matasellados, el o antes
August 15-October 13 nbr del 2011
Name,/Nombre: TTodd  Fokuda
Organization/Organizacion: (W AAC
Address/Domicilio: 108 Mahie s

CCa_q
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City, State, Zip Code/Ciudad, Es

E-mail Address/Correo Elec
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California High-Speed Train Project EIR/EIS
Fresno to Bakersfield Section Vol. IV Response to Comments from Businesses and Organizations

Response to Submission BO113 (Todd Fukuda, GWAAC, October 12, 2011)

BO113-1
Refer to Standard Response FB-Response-AG-05.

BO113-2

The text of the Revised DEIR/Supplemental DEIS in Section 3.10, Hazardous Materials
and Wastes, has been revised in response to the comment.
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California Hi h-S?_eed Train Project EIR/EIS
i

Fresno to Bakers

eld Section

Vol. IV Response to Comments from Businesses and Organizations

Submission BO114 (Stanley Wilson, et al, Handel & Wilson Farms, October 13, 2011)

BO114-1

BO114-2

Handel & Wilson Farms

Growers of Almonds, Grapes, Cotton & Potatoes
P.O. Box 699
Shafter, Calif. 93263

October 10, 2011

Fresno to Bakersfield Draft EIR/EIS Comment
770 L Street. Suite 800
Sacramento, CA, 95814

Ladies & Gentlemen Of the Authority:

We have looked at portions of your massive EIR document and first of all say that the
best routing for California HSR, would be the Interstate Five alignment, with a feeder
line to Fresno. This presents the lowest cost of construction with the least damage to the
cities and farms of the East Valley, and providing the fastest service connecting Southern
& Northern California. Since you have not presented that alignment as an option, we
would like to make the following comments on your EIR statement.

First of all we find no consideration in your “No Project Alternative”, where you have
considered the possibility of upgrading existing rail service on the existing rail lines
through installation of higher speed signaling and double tracking, with some grade
crossing eliminations. This certainly is an option, that while providing a lower overall
speed would have much less impact on the environment of the Central Valley.
Construction of new track should be concentrated on filling the gap between Bakersficld
and Los Angeles. While the total travel time would be greater, a very effective system
could be achieved at a much lower overall investment. Recent travels in Europe on
rebuilt railroad right of ways; have confirmed the ability to achieve speeds of up to 150
mph.

Secondly, in regard to your chapter on Agriculture, we feel that the EIR greatly
minimizes the impact and costs of crossing agriculture on a northwest diagonal as
proposed for the Shafter-Wasco Bypass Alignment. This is the area that directly affects
our farming operation.

A.  Your acreage figures are incorrect. When you take out a 100-foot strip from a
farmland parcel you also create a dead space on each side of the railroad that must be left
available as a tum row and headland, 50 feet on each side. Therefore the amount d
from production is 200 feet, not 100 feet, and farmers will have to be reimbursed for the
entire amount,

BO114-2

BO114-3

BO114-4

3

B. You state that there will be some parcel fragments that will be left, that will be
uncconomic to farm, but there is no indication given of the size of that parcel or what
factors would determine that decision. You make suggestion that some of these parcels
could be combined with other owners. We feel that EIR fails to properly identify these
parcels, their size, and the mitigation that would be required.

C. There is minimal discussion of the cost of relocation of irrigation facilities. First of all
the natural slope of farmland in the area is soutl By cutting through on a nortt
angle. you have virtually elimi 1 the natural drai on every piece of farmland.
Water does not flow uphill, and every parcel on the east side of the alignment would have
to be releveled or resloped to account for this. Secondly, many parcels have intensive
micro irrigation systems, with multiple buried lines, all requiring new engineering and
replacement. And finally, the water source on this land is two fold, from pumping plants
and from water districts: the Shafter Wasco Irrigation District or the North Kern Water
Storage District. For most parcels, these water sources are all on the north and cast sides
of the farm. The parcels west of the HSR alignment will be left with no water sources.
Either this must be provided by the drilling of new wells and new water district service
outlets, or by piping under the HSR. How is this determination going to be made and
what size remaining parcel will be determined to be large enough to receive water. Will
the HSR be willing to purchase many of these smaller uneconomic parcels?

D. All though claim is made that access will be provided for farmers between severed
parcels. How will this play out? The effect of travel time and miles are not indicated.
Farm machinery is often up to 24 feet wide and 16 feet high. Are crossings going to be
adequate to move this machinery? Are overpasses designed for safety in the moving of
farm machinery?

E. We do not think the EIR effectively addresses the impact to agricultural operations of 1
frequent 220 mph trains. We found no study or information submitted that reports on
other parts of the world and how HSR has effected agriculture in those areas. Pollination
is of primary concern. Will HSR be creating microclimates that will have direct effect on
crop production?

Third, We did not find sufficient discussion concerning the North Shafter Oil Field, the
replacement of existing production wells, which HSR. may eliminate and the
compensation to mineral rights holders of the loss of income during construction due to
replacement of existing oil service lines and wells.

Fourth, We would like to comment on the proposed BNSF alignment through Shafier, if
that route should be chosen, The three overpasses designed north of Shafter at Fresno,
Poplar, and Merced, we feel are too close together and aggregately remove too much
farm land from production. Two overpasses seem sufficient in this small length of space.
The design of these over passes to cross HSR & BNSF at a right angle, and then build a
circular connecting road back to the original road seems clumsy and inefficient at best.
creating sizable unusable pieces of farm land. We did not find much discussion of the
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California Hi h-S?eed Train Project EIR/EIS
Fresno to Bakersfield Section Vol. IV Response to Comments from Businesses and Organizations

Submission BO114 (Stanley Wilson, et al, Handel & Wilson Farms, October 13, 2011) - Continued

3

BO114-4 environmental impact of designing overpasses in this way. Engineering should come up

with an overpass in align with or along side the existing roads.
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California High-Speed Train Project EIR/EIS
Fresno to Bakersfield Section

Vol. IV Response to Comments from Businesses and Organizations

Response to Submission BO114 (Stanley Wilson, et al, Handel & Wilson Farms, October 13, 2011)

BO114-1

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

As discussed in Chapter 1 of the EIR/EIS, California’s population is growing rapidly and,
unless new transportation solutions are identified, traffic will only become more
congested and airport delays will continue to increase. The proposed 220-miles-per-
hour (mph) HST System would provide lower passenger costs than air travel for the
same city-to-city markets and service competitive with automobile travel. It would
increase mobility while reducing air pollution, decreasing dependence on fossil fuels,
protecting the environment by reducing greenhouse gas emissions, and promoting

sustainable development in the areas near the stations, in comparison to existing trends.

By moving people more quickly and at lower cost than today, the HST System would
boost California’s productivity and also enhance the economy. See the discussion under
Section 1.2.4, Statewide and Regional Need, in the EIR/EIS.

The No Project Alternative is described in Chapter 2 of the Fresno to Bakersfield
EIR/EIS and analyzed in each of the individual resource sections of Chapter 3. Existing
track is designed for lower-speed freight delivery and passenger service where
agreements with Amtrak are in place. Reaching speeds of even 150 mph would not
meet the Proposition 1A requirement of providing a maximum service nonstop travel
time between San Francisco and Los Angeles of 2 hours and 40 minutes. As existing
rail lines are owned by other entities, the upgrade of existing rail lines is not under
Authority jurisdiction.

The Authority will use the information in the EIR/EIS and input from agencies and the
public to identify the Preferred Alternative. The decision will include consideration of the
project purpose and need and the project objectives presented in Chapter 1, Project
Purpose and Need, as well as the objectives and criteria in the alternatives analysis and
the comparative potential for environmental impacts.

Construction of HST track between Bakersfield and Los Angeles is planned for Phase 1
of the HST System and will be covered in subsequent project-level environmental
analyses for the Bakersfield to Palmdale and Palmdale to Los Angeles sections of the
HST System.

BO114-2
Refer to Standard Response FB-Response-AG-02 and FB-Response-AG-05.

See Volume |, Section 3.1, Impact AG#5 for more information on effects on agricultural
land from parcel severance. See Volume |, Section 3.14, Impact AG#10 for information
on the wind-induced effects. See Volume |, Section 3.14, Impact AG#11 for information
on the impacts on aerial pesticide spraying, dust, and pollination.

BO114-3
Refer to Standard Response FB-Response-SO-01.

Alignment plans and maps of parcels directly affected by the project, where the whole
parcel or a portion thereof would be acquired by the project, are provided in Volume Il
of the EIR/EIS. Impacts and costs associated with oil well relocation are included in the
Final EIR/EIS.

See Volume 1, Section 3.6, Public Utilities and Energy, Impact PU&E#10 — Potential
Conflicts with Petroleum and Fuel Pipelines. Replacement wells would occur in the
same field as the displaced wells and continue to withdraw from the expansive Eocene
Total Petroleum System within the San Joaquin Basin Province. There would be no
change to the capacity of the oil field or the ability of industry to extract crude oil. The
cost for well decommissioning and replacement would be borne by the Authority, and
the effect on the capacity or viability of the petroleum resource and industry extraction
operations relative to public utilities and energy would be less than significant. The effect
would have negligible intensity under NEPA, and impacts would be less than significant
under CEQA.

BO114-4

Refer to Standard Response FB-Response-AG-01, FB-Response-AG-02, FB-
Response-AG-03.

The referenced overpasses have been redesigned. Please refer to Volume IlI of the
EIR/EIS where engineering drawings are provided.

U.S. Departmen
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California Hi h-S?_eed Train Project EIR/EIS
[

Fresno to Bakers

eld Section

Vol. IV Response to Comments from Businesses and Organizations

Submission BO115 (Charles Barrett, Heritage Fresno, September 19, 2011)

BO115-1

Fresno - Bakersfield - RECORD #221 DETAIL

Status :

Record Date :
Response Requested :
Stakeholder Type :
Submission Date :
Submission Method :
First Name :

Last Name :
Professional Title :

Business/Organization :

Address :
Apt./Suite No. :
City :

State :

Zip Code :
Telephone :

Email :

Email Subscription :
Cell Phone :

Add to Mailing List :

Stakeholder
Comments/Issues :

EIR/EIS Comment :

Action Pending
9/19/2011

Environmental
9/19/2011
Website
Charles

Barrett

Co-chair
Heritage Fresno

Fresno

CA

93720

(559) 436-8338
charles@thebarretts.com

Fresno - Bakersfield, Merced - Fresno

Yes

Heritage Fresno is a preservation organization organized to advocate
preservation of historic districts, structures and objects. Mindful that
public comment closes October 13th, and that the proposed right of way
impacts H Street in downtown Fresno, we ask for maps an diagrams of
the proposed trace with such explanatory matter as a full and complete
understanding may require.

Yes
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California High-Speed Train Project EIR/EIS
Fresno to Bakersfield Section Vol. IV Response to Comments from Businesses and Organizations

Response to Submission BO115 (Charles Barrett, Heritage Fresno, September 19, 2011)

BO115-1

This was not a comment on the EIR/EIS. The Public Outreach Team responded directly
to the commenter.
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California Hi h-S?eed Train Project EIR/EIS
Fresno to Bakersfield Section

Vol. IV Response to Comments from Businesses and Organizations

Submission BO116 (Robert Dowd, J.G. Boswell Company (Atty. for), Griswold LaSalle Cobb Down &

Gin L.L.P (GLCDG), September 12, 2011)

Fuabart M. Do Griswold LaSalle

Fusher . G ot Dol P

Feaacy L. Gowerds -

ey

Sateey

S G-L-C-D-G

Biwves 8. ik ATTORNEYS

P b, Hall

M L. Zewora

Lasrs A, Woits 111 £ SEVENTH STREET
HANFORD, GA 53239

"8 Froisascal Copaaion

T(680) 584.0080 | F (860) 882-3100
ww. griswoldlanakae.com

September 8, 2011

VIA UPS NEXT DAY AIR SAVER
TRACKING NO. 17 F74 78R 13 9995 0584

Board of Directors

CALIFORNIA HIGH SPEED RAIL AUTHORITY
770 L Street, Suite 800

Sacramento, CA 95814-3359

Re:  Extension of Draft EIR/EIS Comment Period - Fresno to Bakersfield HSR

SCH # 2009001126

Dear Chairman and Members of the Board;

This letter is submitted on behalf of 1.G. 1l C: . The purp:

Lymans 5. Gttt
[T
Mdchael E_ Laists
(=1
Bavan W, Cobs
[

of this letter is to

request an extension of the comment period on the above I)raﬁ FIRJT'IS for at least 6 months,

through mid-February 2012.

The existing comment period is grossly inadequate and denies due process to those seeking
to comment on the EIR/EIS. ‘The initial 45 day comment period, later extended only 15 additional
days to October 13, 2011, is plainly insufficient to allow any meaningful comment on 17,000 pages

ofd ! See Appendix A for list of dc

and page lengths, The 17,000 page total does

not include any documents for the Merced to Fresno segment (SCH # 2009091125), which would

bring the total to over 30,000,

The EIR/EIS is not user friendly, For example, Chapter 10 of the EIR/EIS lists 831 sources
that are referenced in the report. In mstanws noted so far, these sources are referenced without

internal citations, requiring the revi to obtain the d

t, review it, and make

a judgment as to which part was intended to support the citation in the EIR/EIS. This lack of
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specific citations makes it difficult to determine whether a statement made in the EIR/EIS is
supported by substantial evidence.

Due to the requirements of CEQA," meaningful public comment is the key phase of the
CEQA public review process. The CEQA process becomes & sham without it, and results in a
denial of due process.

In 2004 the Authority released the Draft Program EIR/EIS for the Proposed California High-
Speed Train System (SCH # 2001042045), The State Clearinghouse set a review period of February
13, 2004 to August 31, 2004, or 6 1/2 months, for this Program EIR/EIS. It neither makes sense,
nor is there any good reason, why the review period for the Program EIR/EIS was more than 6 1/2
months while the review penod for the much more detailed Project specific EIR/EIS is only 2
months.

In view of the above, we believe tha al least a 180 day comment period is required, ending
mid-February 2012 as measured from August 15, 2011, This matter requires Board, rather than
administrative, attention, and, accordingly, we request this matter be placed on the agenda for 2
special meeting at the Board's earliest convenience. As the Board's next regularly scheduled
meeting is not until September 22, 2011, the urgency of this issue demands it be dealt with before
then.

We understand that the EIR/EIS was released on August 9, 2011, The orginial comment
period was for 45 days, beginning August 15, 2011 and ending September 28, 2011. This time limit
was apparently set by staff without Board involvement. The 45 day period is the minimum under
CEQA Guidelines § 15105(a). This time period makes no allowance for the unparalieled scope of
the project.

At the August 25, 2011 Board meeting, a petition signed by about 300 Kings County
residents was submitted by Hanford-area farmer Frank Oliveire on behalf of the Citizens for
California High Speed Rail Accountability (CCHSRA). These citizens asked for a45 day extension,
making for a total of a 90 day review and comment period. The request was not on the Board's
meeling agenda, but staff did grant an additional 15 days to the original 45 day comment period for
a total of 60 days, The comment period now ends October 13, 2011 which corresponds to the end
date of the State Clearinghouse (SCH) review period.

Al statutory references to CEQA are to Public Resources Code §§ 21000 et. seq.
CEQA’s implementing regulations are known as the “CEQA Guidelines™ and are set forth at 14

Cal. Code Regs. §§ 15000 et seq., and are referred to as “CEQA Guidelines § _ ™ or as
"It also appears the EIR/EIS and supporting d are available in English only. “Guidelines §
U.S. Department
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The High Speed Rail (HSR) project is the largest and most expensive infrastructure project
in the history of the State of California and even its component parts - the Fresno to Bakersfield
segment, or the Merced to Fresno segment, — could fairly be estimated to be the largest
infrastructure projects in State history, and certainly in the history of the San Joaquin Valley,

As stated above, the EIR/EIS for the Fresno to Bakersfield segment, select supporting
d , and technical data available at the Fresno-Bakersfield EIR/EIS web page consist of
17,000 pages (See Appendix A). Not all the documents referenced in the EIR/ELS are available at
that web page. If one includes the EIR/EIS and related documents for the Merced to Fresno
segment, the total pages to be reviewed approaches 30,000 or more. The sheer volume of material

i asignificant ion of the review and comment period. Two basic reasons support
the extension; these reasons are explained below.

I THE SIXTY DAY REVIEW PERIOD FAILS TO MEET CEQA REQUIREMENTS
BECAUSE IT FAILS TO PROVIDE AN "ADEQUATE TIME" TO REVIEW THE
MASS OF MATERIAL ONLY LATELY RELEASED FOR PUBLIC REVIEW AND
COMMENT.

CEQA Guidelines § 15203 states:
“The lead agency shall provide adequate time for other public agencies and

members of the public fo review and comment on the draft EIR or negative
declaration that it has prepared.” (Emphasis added.)

Adequate time is required not only b “Public participation is an ial part of the
CEQA process” (CEQA Guidelines § 15201}, but ¢ the Legisl has declared that the
purposes of the review period include:

(&) Sharing expertise;

(b)  Disclosing agency analysis;

{c) Checking for accuracy;

(d)  Detecting omissions;

()  Discovering public concerns; and
(f)  Soliciting counter proposals,

CEQA Guidelines § 15200.
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The Legislature has declared:
“The maintenance of a quality environment for the people of this state now
and in the future is a matter of statewide concern.” Pub. Res. Code §
21000¢a).
And:

“Every citizen has a responsibility to contribute to the preservation and
h of the " Pub. Res. Code § 21000(¢).

There can be no question that CEQA and the CEQA Guidelines were developed to allow the
public every possibl ity to ingfully participate in the EIR/EIS process.

Given the mere 60 day review period, none of the purposes of EIR/ELS review and comment
can be served, for the following two major reasons:

1. The time for review that the Authority has chosen does not allow the public
"adequate time" for public veview and comment, as required by CEQA
Guidelines § 15203. To some 17,000 pages within 60 days requires a
person to read 283 pages per day and no time to prepare responsive comments.
The initial review period of 45 days was simply more egregious and required
378 pages per day to be read.

In comparison, & 45 day EIR review and comment period was recently used for an ordinance
by the City of Sunnyvale to prohibit single use plastic bags at grocery stores. (See City of
Sunnyvale Single-Use Carryout Bag Ordinance Draft EIR, SCH #201 1062032 August 2011), That
EIR consisted of 210 pages which amounts to reviewing 4.6 pages per day. The High Speed Rail
Authority (Authority) expects 61 times more effort per day just to read the mass of CEQA
documentation for the Fresno to Bakersfield HSR project.’ Such an expectation is unreelistic,
unfair, and does not meet the requirement of CEQA to have adequate review period. At the "plastic
bag ordinance” rate of 5 pages per day, the review period for the 16,953 pages of the Fresno-
Bakersfield HSR EIR/EIS would be 3,391 days or about 9.3 years (16,953 pages x day/s pages =
3,391 days x 1 year/365 days = 9.289 years).

‘These simple metrics, of course, in no way imply that the Fresno-Bakersfield HSR project
is in any way comparable to Sunnyvale's plastic bag ordinance project. The former is an infinitely

*Also this does not include the EIR/EIS for the Merced-Fresno segment.

Page 21-387
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more complex project proposing vast, irreversible commitments of public and private resources on
the largest scale in the history of the San Joaguin Valley.

Persons who wish to comment and share their expertise, provide analysis, check for
voice their , and prepare counter proposals will never be able to do so because
they will never be able to review all the documents and comment in a mere 60 days.

2. While the regulations typically allow for a 45 to 60 day comment period, the
regulations also allow that time to be exceeded, without the need to otherwise
stop the project, in * 1 cir " CEQA Guidelines § 15105(z).
The HSR certainly qualifies as an unusual circumstance, In no way can the
HSR project be compared to other projects in the history of the State of
California and the San Joaquin Valley. Therefore, the 60 day period must be
extended.

The Legislature has declared:

*... it is the policy of the state that projects to be carried out by public agencies be
subject to the same level of review and consideration [under CEQA] as that of
private projects required to be approved by public agencies.” Pub. Res. Code §
21001.1.

A private company would never be allowed to undertake a project of this magnitude and be
subject to a mere 60 day review period. Given the scope of the project, it is difficult to imagine that
there could be a more “unusual circumstance” that would allow the typical comment period to be
extended.

The "unusual circumstances" provision of CEQA Guldel:nm § 15105(a) gim the lead
agency the necessary flexibility to set the period with the i publlh
participation and due process goals of CEQA. This flexibility eliminates the absurdity ofa "onesize
fits all" rule which would provide equal 45 day review and comment periods to the Sunnyvale
plastic bag ordinance and the Fresno to Bakersfield HSR project. Nor must we omit that the review
and comment period for the Merced to Fresno Draft EIR/EIS runs concurrently, compounding the
insufficiency of the alloted time.

The Legislature has also declared that it is the policy of the state that:

Do to [EIR requi ts] be ized and in a manner
that will be mamng:‘ul and useful to decisionmakers and to the public."” CEQA
Guidelines § 21003,
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Given the sheer volume of the documentation, in order to make the documents “meaningful
and useful” there must be adequate time to review them. With only 60 days, neither the
decisionmakers nor the public can make the determination of whether the EIR/EIS documents
satisfy that criteria because there is insufficient time to so do,

The Authority claims P in ils p lings but this claim rings hollow at this
crucial juncture. The Authority’s “Environmental Review Fact Sheet” states:

"The California High-Speed Rail Authority (CHSRA) and the Federal Railroad
Administration (FRA) are the state and federal agencies responsible for the
Ireview of th shl@ gPeed mSmm,gmmegr.thsth

imp ans and in i )
EIR/EIS process than 1; l[g cal or mui@, wlﬁl sme and local plamung
agencies, local communities and the general public integrated into the entire
process.” (Emphasis added.)

This statement is not true as to ingful public participation and satisfaction of due
process. The key point in the CEQA process is a1 hand and the 60 days allotted to review and
comment on 17,000 pages of material for the Fresno to Bakersfield segment stacks the deck against
the commenting parties. The point is exacerbated when the additional thousands of pages for the
Merced to Fresno EIR/EIS are added.

1. THE SIXTY DAY REVIEW PERIOD DENIES DUE PROCESS TO INTERESTED
PARTIES DUE TO THE LENGTH AND COMPLEXITY OF THE
ENVIRONMENTAL DOCUMENTS FOR THE FRESNO-BAKERSFIELD HSR.

Any review period less than six months raises serious constitutional issues. The public is

entitled by statute and regulation to have & | review, By only allowing 60 days to review
17,000 pages of documents associated with the Fresno to Bakersfield EIR/EIS, the Authority has
essentially made the public review gl The Legisl has allowed I.he public to
participate in the CEQA process ns a participant and not just a sp By bomt g the public

with documents without any hope fora complete review, the Authorily has put the public on the
sidelines, and due process will be violated should there be no extension.

Rights granted by CEQA must allow the public to have a meaningful review because the
chs'lnture has recognized that “Every citizen has a responsibility to contribute to the preservation
and of the envi ™ Pub, Res. Code § 21000(¢).

CEQA was enacted in 1970 and provides a detailed process for public review. Itisa
“powerful tool for citizen action and government accountability.” Note, The Timber Harvest Plan
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Exemption from the California Environmental Quality Act: Due Process and Statutory Intent, 41
Hastings L.J. 727, 730 (1990). In fact, the purpose of the EIR/EIS is:

“... to provide public agencies and the public in general with detailed information
about the effect which a proposed project is likely to have on the environment; to list
ways in which the significant effects of such a project might be minimized; and to
indicate alternatives to such a project.” Pub. Res. Code § 21061.

Courts have called the EIR/EIS an “environmental “alarm bell’ whose purpose is to alert the
public and its responsible officials to environmental changes before they have reached ecological

points of no return.” Santiago County Water District v. County of Orange, 118 Cal.App.3d 818, 822
(1981). To accomplish this purpose, CEQA statutes and regulations require that the public be made

part of the process, including:

. Comments be accepted by the public at anytime during the EIR/EIS process
(Pub, Res. Code § 21003.1(a));

. The lead agency must respond, in writing, to all comments received during
the comment period (Pub. Res. Code § 21004);

. Relevant information should be made available as soon as possible to the
public (Pub. Res. Code § 21003.1(b));

. Notice must be given to all those who have requested such when the draft
EIR/EIS is complete (Pub. Res. Code § 21092);

. Draft EIR/EIS d ts should be mad ilable in local libraries (CEQA
Guidelines § 15087(g));"

L] The Public agency must publish notice in a paper of general circulation in the
area of the proposed project (CEQA Guidelines § 15087(a));

. Public hearings on the documents are encouraged (CEQA Guidelines §
15087(1)); and

“Note that the Technical Appendices to the EIR/ELS, listed as nos. 4-43 on Appendix A,
were not made available at local libraries. This is important because the appendices are
referenced throughout the EIR/EIS.
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51510

An adequate p
unusual circumstances

5)
CEQA regulations take public particip s0 seriously that the process provides grounds
upon which judicial review of the project may be obtained. CEQA Guidelines § 15112.

(CEQA Guideli

Because public review and participation is expressly granted by statute and regulation, any
review period less than six months raises serious itutional issues under the ci The
public is entitled by statute and regulation o have a meaningful review. By only allowing 60 days
to review some 17,000 pages of documents associated with the EIR/EIS, the Authority has

ially made the public review ingl The Legisl intends for the public to participate
in the CEQA process in a meaningful way; in this case, requiring sufficient and adequate time for
review, By releasing to the public a large quantity of documents without any hope for a complete
much less a meaningful review, the Authority has made the public a spectator, and due process will
be violated should there be no significant extension of time to review and comment on the
documents.

) State Constitutional Issues

The CEQA statutes and regulations, as applied, violate California Due Process requirements
because the Authority has failed to provide adequate time for EIR/EIS review. In order to remedy
the as applied violation, sufficient time to review the EIR/EIS must be granted.

Due process safeguards in this context are analyzed with the principle in mind that all should
be free from arbitrary adjudicative procedures, People v. Ramirez, 25 Cal.3d 260, 268 (1979). A
fundamental concept of due process is “the right to a reasoned explanation of government conduct
that is contrary to the expectations the government has created by conferring a special status upon
an individual.” Id. at276. Here, CEQA statutes and regulations confer & special status on the public
by requiring meaningful review; yet the Authority has taken away that right by imposing an
unreasonable review period, and providing no explanation therefor.

To determine the level of due process required, courts examine:
1. The private interest that will be affected by the official action;

2. The risk of an erroneous deprivation of such interest through the procedures used,
and the probable value, if any, of additional or substitute procedural safeguards;

3 ‘The dignitary interest in informing individuals of the nature, prounds and
consequences of the action and in enabling them to present their side of the story
before a responsible governmental official; and

@ CALIFORNIA e of Tranapostaion
Federal Railroad Page 21-389

High-Speed Rail Authority Administration



California Hi h-S?eed Train Project EIR/EIS
Fresno to Bakersfield Section Vol. IV Response to Comments from Businesses and Organizations

Submission BO116 (Robert Dowd, J.G. Boswell Company (Atty. for), Griswold LaSalle Cobb Down &
Gin L.L.P (GLCDG), September 12, 2011) - Continued

Board of Directors
CALIFORNIA HIGH SPEED
RAIL AUTHORITY
September 8, 20117
Page 9
4, The g tal interest, including the functi mvo]ved and the fiscal and
Imini iveburdens that the additional or substi P would
entail. Id. at 269.

The private lmerem here is wmpeilms, CEQA statutes and regulations mandate that the
public be allowed 1 and adequate review of the EIR/EIS. In this respect, the Legislature
has already determined that the public has a significant interest in proper review.

The risk that the private interest will be erroneously deprived is high; in fact it is happening,
Although the regulations allow the Authority to declare the most expansive and expensive
infrastructure project in the history of California an "unusual circumstance" and provide additional
time for public review and comment, the Authority has (so far) failed to so do and without any
explanation. In addition, as the Authority is well aware, the review period ends the time that
individuals may comment and preserve issues that must be on the record for judicial review. By
completing the review period before it is possible for slnkaboldels to read the documents and
provide the Authority is also precludi ingful review following the final EIR/EIS
being issued. Rigid adherence to the 45 or 60 dﬂ)f periods mentioned in Gu:de!mm § 15105(a)
therefore guarantees denial of due process for projects of the scope of this EIR/EIS.

The dignity interest weighs heavily in favor of an extension of time. It is inconceivable that
the public could be charged with reading and commenting on the EIR/EIS, only to find out that it
is impossible to do so because there is insufficient time to read the documents in this case.

Finally, the governmental interest in providing additional time is identical to the private
interests. The Legislature has already made this determination by stating that the public is entitled
to meaningfl and adequate review, and putting in place an entire scheme to ensure such review
oceurs. The government has a significant interest in ensuring that its own statules and regulations
are followed, especially when no fiscal or administrative burdens are involved beyond the passage
of time.

As the Federal Railroad Administration is lhe Iead Fedeml agency designated on the HSR

pmjecl the purpose and requi of the Nati tal Policy Act {NI:P.A} are also
at issue. The purpose of NEPA review corresponds to CEQA review. Congress has declared, “...
it is the continuing policy of the federal G . in ion with State and local
o and other d publi pnvate izati luuscall icable means and

luding financial and techni ...to create and maintain conditions under

which mnn and nature can exist in pmducllwharman)r and fulfill the social, economic, and other
requirements of present and future generations of Americans.” (42 U.5.C. § 4331). Therefore the
purposes of NEPA also support the extension requested herein.
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2. Federal Constitutional Issues

Due process under the federal constitution requires that an entitlement exist under state law.
‘There can be no question that the Legislature has entitled the public to & meaningful and adequate
review of the EIR/EIS documents through the CEQA statutes and regulations. It is merely a
question of what process is due.

Pursuant to Mathews v, Eldridge, 424 U.S. 319 (1976), to determine what process is due, the
state should look at the private interests involved, the risk of an emoneous deprivation and value of
additional safeguards, as well as the governmental interest.

Again, the public’s interest is high; the public is entitled to a proper review under CEQA but
such a review cannot be met in such a short and arbitrary time frame currently established by the
Authority. Denial of that proper review, in tum, prejudices the rights of potential litigants who are
subject to the exhaustion doctrine. Denial of adeq proper, and ingful review stacks the
deck in favor of the project proponent, who here is also the reviewing agency. This conflict of
interest between the duty of full, objective CEQA review and support of the HSR project is clearly
brought out by the denial of a meaningful adequate public review and comment period.

The risk that rights may be erroneously deprived is high. By the Authority arbitrarily setling
the review period in this circumstance such that it is impossible for the public to respond, a
deprivation is not only possible, but is a certainty where no due process was given in setting the
initial review period. As the Authority knows, EIR/EIS challenges must be made on comments
lodged during the review period. What the Authority has done is present to the public a large
volume of documents such that there is no possibility for all necessary comments to be included in
the record, effectively pmcludmg a proper legal challenge to the EIR/EIS documents following a
finalization of those de ying access to the courts.

Finally, the governmental interest, as under the state due process requirements, is in
coneurrence with the private interest. Again, the Legislature has already made this determination
by stating that the public is entitled to meaningful and adequate review, and putting in place an
entire scheme to ensure such review occurs. The government has a significant legitimacy interest
in ensuring that its own statutes are followed, especially when no fiscal or administrative burdens
are involved.

Here, there has been no due process as to the setting of this review period. The setting of
this review period for the same length for a local ordinance mﬂedlng plastic bag usage, without an
explanation or an opportunity to be heard and chall the d ination, violates the Fi
Amendment of the United States Constitution, as well as the California Constitution. As has been
said many times, the fundamental requisite of due process of law is the apportunity to be heard, and
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that right has little reality or worth unless the public is informed and can choose for iteself whether
to participate. Mullane v, Central Hanover Bank & Trust Co,, 339 U.S. 306, 314 (1950). In this

case, the public cannot know, and can never know under the limited review period what position and
comments it should make relating to the EIR/EIS, had it been afforded an adquate review period.

“Due process is flexible and ealls for such procedural protections as the p
demands,” Mathews v. Eid.ndge, 424 U8, 319, 334, In this situation, due process calls for a
reasonable number of days to review the EIR/EIS and supporting documents. We ask for at least
a 180 day review period, for all the reasons stated.

Very truly yours,

GRISWOLD, LaSALLE, COBB,
DOV , LLP.

ROBERT M. DOWD

Board of Directors
CALIFORNIA HIGH SPEED
RAIL AUTHORITY
September 8, 2011
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AFPPENDIX A
LIST OF REPORTS
COMPRISING FRESNO TO BAKERSFIELD
DRAFT EIR/EIS

AND SUPPORTING DOCUMENTS

Below is a list of the documents posted at the HSRA web page for the Fresno to Bakersfield
EIR/EIS (nos.1-3) and related documents (nos. 4-43), with their page counts. The purpose of the
compilation is to show the inequity and lack of due process afforded by the 60 day public review
and comment period. Note that item nos. 4 through 43 are posted at the HSRA web page for the
Fresno to Bakersfield EIR/EIS and are referred to in the EIR/EIS. However, items nos. 4-43 are not
included in the EIR/EIS and are not provided on the EIR/EIS eds given out by the HSRA office in
Hanford. Also, items nos. 4-43 are not available with the hard copy EIR/EIS available for public
review at the HSRA office in Hanford and at the Kings County Library in Hanford,

I: EIR/EIS Volume 1 1,556
2 EIR/EIS Volume II 804
3 EIR/EIS Volume I 940
4 Transportation Analysis Technical Report Draft 8/11 242
i Figures for Chapters 4 and 5 above 199
6. Appendix A Traffic Counts Data 537
7 Appendix B Existing Synchro Output 423
8. Appendices C through E, Future A d I etal. 8313
9. Appendices F through I, Future Plus Project Sync:hm Output et al. . it e DA
10, Air Quality Technical Report Draft 8/11 168
11, Air Quality Technical Report Appendix A C: ion EmiSsions ......umsmemmsiness 713

12, Noise and Vibration Technical Report 7/11
13.  Hydrology and Water Quality Technical Report 8/11

14, Geology, Seils, and Technical Report 7/11
15.  Hazardous Wastes and Materials Technical Repot 811 covivmmmsmnmesmsimnn
16.  Appendix A Regulatory Database Search Report
17.  Appendix B PEC Site Summaries w/ Sanborn Map Review ....
18.  Appendix C Historic Topo Maps

19, Appendix C Sanborn Fire I Maps Part | of 4
20,  Appendix C Sanborn Fire I Maps Part 2 of 4
21, Appendix C Sanborn Fire I Maps Part 3 of 4 (Pt 4 beg. P. 62) ...

T Field Notes, Photographs and Photo Lngs Part1
23. Appmd:x D Site Reconnaissance, Field Notes, l‘hnmgraphs and Photo bogs Part1l ...
24, G ity Impact A t Technical Report 7/11 . .

22, A dix D Site R
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25, Aecsthetics and Visual R Technical Report 7/11 218
26,  Preliminary Jurisdictional Waters and Wetlands Delineation Report

Text Volume 1 of 4 128
27, Preliminary Jurisdictional Waters and Wetlands Delineation Report

Appendices A through G, 1 and J, Volume 2 of 4 264
28, Preliminary Jurisdictional Waters and Wetlands Delineation Report

Appendix H Special Aquatic Resources Survey Results Figures, Volume 3 of 4 .......... 528
29.  Potential Jurisdictional Status of Aquatic Features in the Wetland Study Area

Volume 4 of 4 6/11 52
30.  Checkpoint A 28
31.  Checkpoint A Letter 12/22/10 2
32,  CheckpointB S v Report 3/11 112
33, Checkpoint B Appendix D Clean Water Act Section 404 Applicability Criteria,

Union Pacific Railroad Alignment Alternative 3/11 138
34.  Checkpoint B Appendix E S y P ion of Envir | Resources

and Constraints for the BNSF, UPRR. and BNSF Avoidance

Alternative Alig 311 92
35.  Checkpoint B Appendix E-1a BNSF Alternative Align 262
36,  Checkpoint B Appendix E-1b UPRR Alternative Ali 260
37.  Checkpoint B Appendix E-1e 3/11 260
38,  Checkpoint B Appendix E-2a Sheets 1-7 7
39.  Checkpoint B Appendix E-2b Sheets 1-7 T
40.  Checkpoint B Appendix E-2c Sheets 1-7 T
41.  Checkpoint B Letter 4/21/11 62
42, Checkpoint B Letter 6/2/11 24
43,  Capital Cost Estimate Report 7/11 198
44, TOTAL PAGES 16,953
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VIA FAX 916-322-0827 & U.S. MAIL

Board of Directors

CALIFORNIA HIGH SPEED
RAIL AUTHORITY

770 L Street, Suite 800

Sacramento, CA 95814-3359

Re:  The Cdlifornia High Speed Train Project Draft EIR/EIS
Fresno to Bakersfield Section

Comments of J.G. Boswell Company

Dear Chairman and Members of the Board:

Lyman 0. & fuwcli
(2811-3000;

Miches E LaSelle
{ietred

Seven v otk
imTnn)

This letter contains comments additional to those included in our October 12, 2011, letter
concerning the above Project. Asset out inthat |etter aswell asour |ettersdated September 8, 2011
and September 14, 2011, and by numerous other parties' requesting an extension of the October 13,
2011 comment deadline, the DEIR/DEISfor the Fresno to Bakersfiel d section of the CaliforniaHigh
Speed Train Project is so ponderous, at 17,000 pages,? plus another 24,000 pages for the Merced to
Fresno section,® that the review period ending October 13, 2011 is not legally adequate and denies
due process to interested parties seeking to meaningfully review and comment on the DEIR/DEIS.

What follows are a few additional comments we would like to submit before close of the
October 13, 2011 comment period. In submitting these comments, wein no way concede the legal
adequacy, sufficiency or legitimacy of the August 15 to October 13 comment period. We reserve

See Appendix A for list of persons and entities requesting an extension of the comment
period.

2See Appendix B for list of documents and length.

3See Appendix C for list of documents and length.
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the right to submit further comments later, as the October 13, 2011 is an arbitrary and capricious
deadline that is not in compliance with CEQA, the CEQA Guidelines or the requirements of due
process.

Comments Regarding Section 3.6: Public Utilities and Energy

CEQA requires that project impacts be measured against a current baseline at the time the
NOP s published or if no NOPis published, at the time the environmental analysisis commenced.
See CEQA Guidelines § 15125(a). The DEIR/DEIS claims it complies with Sunnyvale West
Neighborhood Assn. v. City of Sunnyvale (2010) 190 Cal.App.4th 1351. See DEIR/DEISat p. 3.6-
39. However, the Sunnyvale West Neighborhood Assn. case specifically invalidated Sunnyvale's
EIR for using a future baseline date rather than the CEQA-required date. See 190 Cal.App.4th at
1392. 2035 as the baseline date for evaluation of energy impacts violates CEQA and renders the
DEIR/DEISinadequate. Theenergy analysis must be prepared using acurrent baseyear in arevised
and recirculated DEIR/DEIS.

DEIR/DEIS p. 3.6-39 states that although the HST would result in an increase in electricity
demand, it would reduce the energy demands from automobile and airplane travel, resulting in an
overdl beneficial effect on statewide energy use. This statement is not supported by substantial
evidence, nor is any supportive substantial evidence offered for Table 3.6-12 on page 3.6-40
immediately following. Evenif this speculation had credence at a statewide level, the DEIR/DEIS
does not discuss impacts from localized energy demand caused by the HST. There will inevitably
be impacts to the localized electrical transmission grid throughout the Central Valley; however, it
is unclear from the DEIR/DEIS whether existing infrastructure exists to handle the localized
increasein electrical loads. Failureto disclose such impacts, let alone to analyze them, rendersthe
DEIR/DEIS inadequate and requires that a revised DEIR/DEIS be prepared and circulated.

DEIR/DEIS p. 3.6-49 discloses the need to construct transmission lines between the TPSS
stations and existing substations; however, there is no mention of the magnitude of transmission
linesto be constructed nor isadditional information provided to determine whether the construction
of an unknown number of transmission lineswould have any environmental impacts. As such, the
DEIR/DEIS has failed to analyze the ‘whole of the action’ and must be revised to do so.

These comments are founded on the principle that an EIR actsas an informational document
identifying potentially significant impacts of a project, as well as alternatives and mitigation
measures necessary for informed decision-making (Pub. Res. Code § 21002.1), and that an EIR’s
findings and conclusions must be supported by substantial evidence. Laurel Heights Improvement
Ass nv. Regents of the University of California (1988) 47 Cal.3d 376. An adequate EIR “must be
prepared with a sufficient degree of analysis to provide decision-makers with information which
enables them to make adecision which intelligently takes account of environmental consequences”
and “must include detail sufficient to enable those who did not participate in its preparation to

CALIFORNIA
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understand and to consider meaningfully the issues raised by the proposed project.” Id. The
DEIR/DEIS does not meet this threshold. Accordingly, the DEIR/DEIS is not adequate for
certification and cannot be approved at thistime.

One of the principle tenets of land use planning as well as CEQA is the public’s right to
participate in the process. See, 14 Ca. Code Regs. §15201 (citing Environmental Defense Fund v.
Coastside County Water District (1972) 27 Cal. App. 3d 695; Bakersfield Citizensfor Local Control
v. City of Bakersfield (2004) 124 Cal. App. 4™ 1184; (“[p]ublic participationisan ' essential part of
the CEQA process.’”) (citing to Laurel Heights Improvement Ass'n v. Regents of Univ. of
California (1993) 6 Cal. 4™ 1112, 1123; see aso, Pub. Res. Code §21003(b); CEQA Guidelines
§15002(a)(1), (a)(4), and (j); §15003(b), (c), (d), and (€). In fact, persons whose interests may be
adversely affected by aland use decision enjoy due process protection. See e.g., Horn v. County
of Ventura (1979) 24 Cal. 3d 605, 617. Interested persons, therefore, are entitled to comment,
present evidence, and otherwise add to the record of proceeding. The availability of evidence for
review and the ability to controvert evidence at an administrative hearing are fundamental to the due
process rights of interested parties, and land use decisions based on evidence “ of which the parties
were not apprised and which they had no opportunity to controvert...” amountsto adenia of afair
hearing. Englishv. City of Long Beach (1950) 35 Cal. 2d 155, 158-159; Clark v. City of Hermosa
Beach (1996) 48 Cal App. 4" 1152, 1171.

Likewise, under CEQA the public has the right “to be informed in such away that it can
intelligently weigh the environmental consequences of any contemplated action and have an
appropriate voice in the formulation of any decision.” Environmental Planning and Information
Council v. County of El Dorado (1982) 131 Ca.App. 3d 350, 354. Allowing the Authority to
circulate environmental documents based on only a 15% level project conception and design
guarantees nondisclosure of impacts on amassive scale. Nor may the Authority, which hereis not
only the agency approving the project but also the project proponent, belatedly revise the
environmental analysis or to introduce new evidence outside the scope of public review.
Accordingly, any further evidence from the Authority should either be rejected or provide a
sufficient opportunity for the public to review and comment on such evidence in conformity with
principles of CEQA and due process. At a minimum the comment period must be re-opened to
allow an adequate time to comment on all documents released for public review in connection with
the Project.

As set forth above and in prior comments, the DEIR/DEIS omits a substantial amount of
critical information thereby thwarting informed decision-making. CEQA “provides that
‘noncompliancewith theinformation disclosure provisionsof thisdivisionwhich precludesrelevant
information from being presented to the public agency . . . may constitute a prejudicia abuse of
discretion . . . regardless of whether a different outcome would have resulted if the public agency
had complied with those provisions.”” Pub. Res. Code §21005(a). Pursuant to Rural Landowners
Association v. Lodi City Council (1983) 143 Cal.App.3d 1013, 1023, the omission of such
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information is a prejudicial legal error and the DEIR/DEIS must be revised and recirculated prior
to cerlification or project approval,

Very truly yours,

RAV@\OND L. CIY{LSON

ce: Federal Railroad Administration
Dennis Tristao

@

Federal Railroad
Administration

CALIFORNIA (‘ of Transportaon

High-Speed Rail Authority

Page 21-395



California High-Speed Train Project EIR/EIS
Fresno to Bakersfield Section Vol. IV Response to Comments from Businesses and Organizations

Submission BO117 (Raymond Carlson, J.G. Boswell Company (Atty. for), Griswold LaSalle Cobb Down
& Gin L.L.P (GLCDG), October 13, 2011) - Continued

Board of Directors Board of Directors
CALIFORNIA HIGH SPEED CALIFORNIA HIGH SPEED
RAIL AUTHORITY RAIL AUTHORITY
October 13, 2011 October 13, 2011
Page 5 Page 6
APPENDIX A APPENDIX B
REQUESTS FOR EXTENSION OF COMMENT PERIOD LIST OF REPORTS
COMPRISING FRESNO TO BAKERSFIELD
Thefollowing isalist of extension requests made after the 15 days were added on August DRAFT EIR/EIS
25, 2011. All request a 6 month comment period, to mid February 2012, unless otherwise noted. AND SUPPORTING DOCUMENTS
Also, most but not al| parties make their requests applicableto both the Merced -- Fresno and Fresno
— Bakersfield sections of the Project. Below is alist of the documents posted at the HSRA web page for the Fresno to Bakersfield
DEIR/DEIS (nos.1-3) and related documents (nos. 4-43), with their page counts. The purpose of
REQUESTING PARTY DATE OF REQUEST the compilation isto show theinequity and lack of due process afforded by the 60 day public review
and comment period. Note that item nos. 4 through 43 are posted at the HSRA web page for the
1 Rep. Costa (full 90 day comment period). 9/6/11 Fresno to Bakersfield DEIR/DEIS and arereferred to in the DEIR/DEIS. However, itemsnos. 4-43
2. J.G. Boswell Company. 9/8/11 are not included in the DEIR/DEIS and are not provided on the DEIR/DEIS cds given out by the
3. Kings County Farm Bureau (not on |etterhead). 9/9/11 HSRA officein Hanford. Also, items nos. 4-43 are not available with the hard copy DEIR/DEIS
4. Nisei Farmers League. 9/12/11 available for public review at the HSRA office in Hanford and at the main branch of the Kings
5. Wasco-Shafter Agricultural Group (30 day extension to the 60). ...........cccecueeneunene 9/13/11 County Library in Hanford.
6. Tulare Lake Basin Water Storage District. 9/13/11
7. Citizens for California High-Speed Rail Accountability (CCHSRA) ... 9/14/11 1. EIR/EISVolume 1. 1,556
8. Community Codlition on High-Speed Rail (CC-HSR) ... 9/14/11 2. EIR/EISVolumell. 804
9. California Cotton Growers Association. 9/14/11 3. EIR/EISVolumelll 940
10.  California Cotton Ginners Association. 9/14/11 4. Transportation Analysis Technica Report Draft 8/11. 242
11.  Western Agricultural Processors Association. 9/14/11 5. Figures for Chapters 4 and 5 above. 199
12.  ChowchillaWater District. 9/15/11 6. Appendix A Traffic Counts Data. 537
13.  Reps. McCarthy, Denham, Nunes (30 days extension to the 60)............cc.cc.ccuueeee. 9/15/11 7. Appendix B Existing Synchro Output. 423
14. Fresno County Farm Bureau. 9/19/11 8. Appendices C through E, Future Assumed Improvements et a . 833
15. California Floral Council (w/o signature, not on letterhead) .. 9/19/11 9. Appendices F through |, Future Plus Project Synchro Output et a . 929
16. National Hmong American Farmers (w/o signature, not on |etterhead) 9/19/11 10.  Air Quality Technical Report Draft 8/11. 168
17.  African-American Farmers of California (w/o signature, not on letterhead) 9/19/11 11.  Air Quality Technical Report Appendix A Construction Emissions..... . 713
18. Endangered Habitats League (w/o signature, not on |etterhead) ... 9/19/11 12.  Noiseand Vibration Technical Report 7/11. 424
19.  California Farm Bureau Federation. 9/21/11 13.  Hydrology and Water Quality Technical Report 8/11. 158
20.  The Nature Conservancy. 9/21/11 14.  Geology, Soils, and Seismicity Technical Report 7/11 92
21.  Center on Race, Poverty & the Environment. 9/21/11 15.  Hazardous Wastes and Materials Technical Repot 8/11 188
22. Planning and Conservation League. 9/22/11 16.  Appendix A Regulatory Database Search Report. 4,287
23.  American Farmland Trust. 9/27/11 17.  Appendix B PEC Site Summaries w/ Sanborn Map REVIEW............ccccueiciciriniininiinnnns 10
24. Defenders of Wildlife. 9/27/11 18.  Appendix C Historic Topo Maps. 168
25.  Kings County Board of Supervisors. 9/27/11 19.  Appendix C Sanborn Fire Insurance Maps Part 1 of 4. 61
26.  Church and Dwight Company, Inc. 9/28/11 20.  Appendix C Sanborn Fire Insurance Maps Part 2 of 4. 61
27.  City of Hanford. 10/1/11 21.  Appendix C Sanborn Fire Insurance Maps Part 3 of 4 (Pt. 4 beg. P. 62). .......cccoevuneuenee 107
28. Riverdale Public Utility District. 10/3/11 22.  Appendix D Site Reconnaissance, Field Notes, Photographs and Photo Logs Part I...... 482
29. Kings County Water District. 10/6/11 23.  Appendix D Site Reconnaissance, Field Notes, Photographs and Photo Logs Part I1...... 344
24.  Community Impact Assessment Technical Report 7/11. 578
25.  Aesthetics and Visua Resources Technical Report 7/11 218
U.S. Department
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26. Preliminary Jurisdictional Waters and Wetlands Delineation Report APPENDIX C
Text Volume 1 of 4. 128 LIST OF REPORTS
27. Preliminary Jurisdictional Waters and Wetlands Delineation Report COMPRISING MERCED TO FRESNO
Appendices A through G, | and J, Volume 2 of 4. 264 DRAFT EIR/EIS
28. Preliminary Jurisdictional Waters and Wetlands Delineation Report AND SUPPORTING DOCUMENTS
Appendix H Specia Aquatic Resources Survey Results Figures, Volume 3 of 4.
29. Potential Jurisdictional Status of Aquatic Featuresin the Wetland Study Area DEIR/DEIS- MERCED to FRESNO SECTION
Volume 4 of 4 6/11. 52
30.  Checkpoint A. 28 EDUCATIONAL MATERIALS
31.  Checkpoint A Letter 12/22/10 2
32.  Checkpoint B Summary Report 3/11. 112 1 Highlights of the Draft Environmental Impact Report/Statement. ............cccccoveviinininnnnce. 8
33.  Checkpoint B Appendix D Clean Water Act Section 404 Applicability Criteria, 2. Merced-Fresno California High-Speed Train Project Draft
Union Pecific Railroad Alignment Alternative 3/11 138 Environmental Impact Report/Statement Brochure. 2
34.  Checkpoint B Appendix E Summary Presentation of Environmental Resources 3. Press Release: California High-Speed Rail Project Advances Toward Construction.......... 3
and Constraints for the BNSF, UPRR and BNSF Avoidance TOTAL PAGES. 13
Alternative Alignments 3/11.
35.  Checkpoint B Appendix E-1a BNSF Alternative Alignment. . NOTICES
36.  Checkpoint B Appendix E-1b UPRR Alternative Alignment. .
37.  Checkpoint B Appendix E-1c 3/11. 260 4. US Department of Transportation Federal Railroad Administration
38.  Checkpoint B Appendix E-2a Sheets 1-7. 7 Federal Register Notice of Availability.
39.  Checkpoint B Appendix E-2b Sheets 1-7. 7 5. U.S. Army Corps of Engineers Public Notice of Permit Application.
40.  Checkpoint B Appendix E-2c Sheets 1-7. 7 6. U.S. Army Corps of Engineers Public Notice of Permit Application Figures.
41.  Checkpoint B Letter 4/21/11. 62 7. CA High-Speed Rail Authority Notice of Availability and Notice of Public
42.  Checkpoint B Letter 6/2/11. 24 Hearings - English. 2
43. Capital Cost Estimate Report 7/11 198 8. CA High-Speed Rail Authority Notice of Availability and Notice of Public
44,  TOTAL PAGES. 16,953 Hearings - Spanish. 2
TOTAL PAGES. 19
VOLUME I: REPORT
9. Table of Contents. 32
10.  Signature Page. 1
11. Fact Sheet. 3
12.  Preface 4
13.  Summary. 65
14. 1.0 Project Purpose, Need, and Objectives. 24
15. 2.0 Alternatives. 102
16. 3.0 Affected Environment, Environmental Consequences, and Mitigation Measures
a 3.1 Introduction. 7
b. 3.2 Transportation. 129
c. 3.3 Air Qudlity and Global Climate Change. 79
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d. 3.4 Noise and Vibration. 59 36.  3.13-A Land Use Plans, Goals, and Policies 19
e 3.5 Electromagnetic Fields and Electromagnetic Interference...........ccooevveereneens 19 37.  3.17-A Programmatic Agreement. a4
f. 3.6 Public Utilities and Energy. 48 38.  3.18-A Planning Area Boundaries. 6
g. 3.7 Biological Resources and Wetlands. 150 39.  3.19-A Planned and Potential Projects and Plans. 30
h. 3.8 Hydrology and Water Resources. 39 40.  3.19-B Planned and Potentia Transportation Projects. 32
i 3.9 Geology, Soils, and Seismicity. 34 41.  5-A Operations and Service Plan. 27
j. 3.10 Hazardous Materials and Wastes. 26 42.  5-B Operations Cost Memorandum. 13
k. 3.11 Safety and Security. 33 TOTAL PAGES. 652
I 3.12 Socioeconomics, Communities, and Environmental Justice. 65
m. 3.13 Station Planning, Land Use, and Development. .................... . 28 VOLUME I11: ALIGNMENTSAND OTHER PLANS
n 3.14 Agricultural Lands. 39
o. 3.15 Parks, Recreation, and Open Space. 44 43.  Section A: Alignment Plans - UPRR/SR 99 Alternative with Ave 24 Wye................... 171
p. 3.16 Aesthetics and Visual Resources. 62 44.  Section B: Alignment Plans - SPRR/SR 99 Alternative with Ave 21 Wye.. . 184
. 3.17 Cultural and Paleontological Resources. 80 45.  Section C: Alignment Plans - BNSF Alternative with Ave 24 Wye.. 136
r. 3.18 Regional Growth. 24 46.  Section D: Alignment Plans - BNSF Alternative Ave 21 Wye. ..... 188
S. 3.19 Cumulative Impacts. 36 47.  Section E: Alignment Plans - Hybrid Alternative with Ave 24 Wye. 118
17. 4.0 Draft Section 4(f)/6(f) Evaluation. 58 48.  Section F: Alignment Plans - Hybrid Alternative with Ave 21 Wye. . 147
18. 5.0 Project Costs and Operations. 7 49.  Section G: Roadway and Grade Separation Plans - UPRR/SR 99
19. 6.0 CEQA/NEPA Decision Process and Other ConSiderations............coueureeerereneeenneeeenes 4 Alternative with Ave 24 Wye. 616
20. 7.0 Public and Agency Involvement. 19 50.  Section H: Roadway and Grade Separation Plans - UPRR/SR 99
21.  8.0EIR/EISDistribution. 6 Alternative with Ave 21 Wye. 451
22.  9.0List of Preparers. 9 51.  Section |: Roadway and Grade Separation Plans - BNSF Alternative
23.  10.0 References/Sources Used in Document Preparation. 64 with Ave 24 Wye. 587
24. 11.0 Glossary of Terms. 22 52.  Section J: Roadway and Grade Separation Plans - BNSF Alternative
25. 12.0 Index. 6 with Ave 21 Wye. 544
26. 13.0 Acronyms and Abbreviation: 14 53.  Section K: Roadway and Grade Separation Plans - Hybrid Alternative
TOTAL PAGES. 1441 with Ave 24 Wye. 526
54.  Section L: Roadway and Grade Separation Plans - Hybrid Alternative
VOLUME II: TECHNICAL APPENDICES with Ave 21 Wye. 419
55. Section M: Station Plans. 43
27.  2-A Proposed Roadway Activities Along HST AREMatives. ...........cveerecrnecrnicrniennens 49 TOTAL PAGES. 4,130
28.  3.1-A Project Footprint. 233
29.  3.4-A Noiseand Vibration Mitigation Guidelines. 10 TECHNICAL REPORTS
30.  3.6-A Energy Usage Comparison. 6
31.  3.7-A Specia-Status Plant and Wildlife Species and Mapped Biological 56.  Transportation Technical Report. 437
Communities. 29 57.  Transportation Technica Report Appendices A-E. 2,594
32.  3.7-B Special-Status Plant and Wildlife Species Potentially Affected by the HST 58.  Air Quality Technical Report. 153
Alternatives. 58 59.  Air Quality Technical Report Appendices A-H. 748
33.  3.11-A Safety and Security Data. 9 60. Noiseand Vibration Technical Report 157
34.  3.11-B Existing and Proposed Railroad Crossing. 26 61.  Noiseand Vibration Technical Report Appendices A-D. 138
35.  3.12-A Relocation Assistance Documents. 61 62.  Biologica Resources and Wetlands Technical Report. 298
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63.  Biological Resources and Wetlands Appendices A-F. 158
64.  Specia-Status Plant Survey Report. 81
65.  Specia-Status Plant Survey Report Appendices A-G. 1130
66. Hydraulics and Floodplain Technical Report. 195
67. Hydraulics and Floodplain Technical Report Appendices A and B. .........ccocccuvieunieinens 128
68.  Stormwater Management Plan.
69.  Geology, Soils, and Seismicity Technical Report.
70. Hazardous Materials’'Wastes Technical Report.
71. Hazardous Materials/Wastes Technical Report Appendix A. .
72. Hazardous MaterialWastes Technical Report Appendix B...
73.  Hazardous Materials’'Wastes Technical Report Appendix C.........cccoviniuncineinninciiniiniienns
74. Community Impact Assessment.
75.  Aestheticsand Visual Quality Technical Report.
76.  Aestheticsand Visual Quality Technical Report Appendices A-C. .......coccvierniecrnicnnens 50
77.  Wetlands Delineation Report. 96
78.  Wetlands Delineation Report Appendix A. 6
79.  Wetlands Delineation Report Appendix B. 130
80.  Wetlands Delineation Report Appendix C (redacted). 2
81.  Wetlands Delineation Report Appendix D. 118
82. Wetlands Delineation Report Appendix E (redacted) 2
83.  Wetlands Delineation Report Appendix F. 20
84.  Wetlands Delineation Report Appendix G. 6
85.  Wetlands Delineation Report Appendix H. 6
86.  Wetlands Delineation Report Appendix I. 15
87. Wetlands Delineation Report Appendix J. 27
88.  Wetlands Delineation Report Appendix K. 20
89.  Wetlands Delineation Report Appendix L. 7
90.  Wetlands Delineation Report Appendix M (redacted). 2
91.  Check Point A
a Check Point A Purpose & Need 29
b. Check Point A EPA Concurrence Letter January 20, 2011. .... .2
c. Check Point A USACE Concurrence Letter February 2, 2011. 2
92. Check Point B

Check Point B Summary Report.
Check Point B Transmittal Letter.
Check Point B EPA Concurrence Letter June 24, 2011. .....
Check Point B USACE Concurrence Letter June 14, 2011.
Check Point B Attachment 1-1 EPA Concurrence Letter April 30, X
Check Point B Attachment 1-2 USACE Concurrence Letter May 8, 2008. ..
Check Point B Attachment 2 Annotated Slides.
Check Point B Attachment 3-1 AquatiC RESOUICES . .......ccveerierereereeeneeeneeeneeens
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Check Point B Attachment 3-2 Figure 1.
Check Point B Attachment 3-3 Figure 2a.

Check Point B Attachment 3-4 Figure 2b.

Check Point B Attachment 3-5 Figure 2c.

Check Point B Attachment 4 404 B1 Table.

Check Point B Attachment 3-6 Figures and Tables. ..........ccoceveerncerincinees

Check Point B Attachment 5 Preliminary Alternatives Analysis Report

Check Point B Attachment Data for the 404 Alternative Analysis.

~aposzTATS

Check Point B Attachment 6 Supplemental Alternatives Analysis Report.

Capital Cost Estimate Report.
TOTAL PAGES.

GRAND TOTAL PAGES.
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Refer to Standard Response FB-Response-GENERAL-01, FB-Response-GENERAL-07,
FB-Response-GENERAL-22, FB-Response-PU&E-03.

The Revised Draft EIR/Supplemental Draft EIS presents a discussion of electricity
generation and demand (Section 3.6.4). The EIR/EIS states that power would be
supplied by Pacific Gas and Electric Company (PG&E) transmission lines (Section
2.2.6). The EIR/EIS identifies both new and modified electrical infrastructure for the
project, including traction power substations (TPSS), switching and paralleling stations,
and emergency power supplies, including the typical size of facilities. The text identifies
the locations for new and modified facilities. The EIR/EIS also described the location for
transmission line upgrades in the text and footprint in Vol. 2-B. As the design

for electrification of the system is engineered in greater detail, PG&E will review the
need to design and implement changes to their transmission lines or to construct new or
modified facilities at that time. The Authority will assist utility providers in applying for a
permit from the CPUC under CPUC General Order 131-D, including the need for any
additional environmental review necessary for transmission line relocation or extension,
or other new or modified facilities, and any localized increase in electrical

loads identified as part of the more detailed design.

The EIR/EIS discusses the number of plane flights that are anticipated to decrease
under each of two fare scenarios (Appendix 3.6-A). CEQA Guidelines at Section 14384
(b) state that substantial evidence shall include facts, reasonable assumptions
predicated upon facts, and expert opinion supported by facts. CEQA Guidelines Section
15145 state that if, after thorough investigation, a Lead Agency finds that a particular
impact is too speculative for evaluation, the agency should note its conclusion and
terminate discussion of the impact. The comment regarding future airline fare, and
revenues as a result of the project are highly speculative and in the CEQA/NEPA
context, are not impacts to the natural or human environment.

Since the HST project would not commence operation for almost 10 years and would
not reach full operation for almost 25 years, use of only existing conditions as a baseline
for energy impacts would not be useful for comparison. Therefore, the energy analysis
uses a dual baseline approach. That is, the HST project’s energy impacts are evaluated
both against existing conditions and against background (i.e., No Project) conditions as

BO117-1

they are expected to be in 2035. Results for both baselines are presented. This
approach complies with CEQA (see Woodward Park Homeowners Assn v. City of
Fresno [2007], 150 Cal.App.4th 683, 707, Sunnyvale West Neighborhood Assn. v. City
of Sunnyvale [2010], 190 Cal.App.4th 1351, and Neighbors for Smart Rail v. Exposition
Metro Line Construction Authority [2012], 204 Cal.app.4th 1480), by informing the public
of potential project impacts under both baselines, but focuses the analysis on the
baseline analysis more likely to occur. Court decisions indicate that a projected future
baseline is an appropriate means to analyze environmental effects of a long-term
infrastructure project, when that future baseline is supported by substantial evidence
(Section 3.6.5.1 of the EIR/EIS).

The EIR/EIS presents data from computer models and independent projections for
energy consumption based on current conversion factors, ridership forecasts, trainsets,
and vehicle miles traveled. It indicates an increase in electric energy consumption of
approximately 28,404 MMBtu per day, or less than 1.5% of statewide consumption
under the 50% fare scenario and less than 1% of statewide consumption under the 83%
fare scenario. The data support the conclusion that HST System would be an energy-
efficient mode of transportation and would serve to decrease overall per-capita energy
consumption by providing a travel alternative that is less energy-intensive than the
personal vehicles and commercial air flights that would be used under the No Project
Alternative; energy consumption would increase at a slower rate than under No Project
Alternative conditions. In addition, the Statewide Program EIR/EIS indicates that the
California HST Project could result in a total energy savings of 25% over conditions
without the project.

CEQA Guidelines at Section 14384 (b) state that substantial evidence shall include
facts, reasonable assumptions predicated upon facts, and expert opinion supported by
facts. CEQA Guidelines Section 15145 state that if, after thorough investigation, a Lead
Agency finds that a particular impact is too speculative for evaluation, the agency should
note its conclusion and terminate discussion of the impact. The comment regarding
future airline fares and revenues as a result of the project are highly speculative and in
the CEQA/NEPA context, are not impacts to the natural or human environment.

The project would increase electricity demand. According to the Statewide Program
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EIR/EIS (Authority and FRA 2005), the HST would increase peak electricity demand on
the state’s generation and transmission infrastructure by an estimated 480 MW in 2020.
With the assumption that this peak demand would be evenly spread throughout the
system, the Fresno to Bakersfield Section would require approximately 78 MW of
additional peak capacity. Summer 2010 electricity reserves were estimated to be
between 27,708 MW for 1-in-2 summer temperatures and 18,472 MW for 1-in-10
summer temperatures (Pryor et al. 2010). The projected peak demand of the HST is not
anticipated to exceed these existing reserve amounts. Although supplies for 2035
cannot be predicted, given the planning period available and the known demand from
the project, energy providers have sufficient information to include the HST in their
demand forecasts. The project’s effect on peak electricity demand would have negligible
intensity under NEPA, and would be a less-than-significant impact under CEQA. Even if
the 100% renewable policy is not fully successful, operational energy consumption
effects would have negligible intensity under NEPA, and in a less-than-significant impact
under CEQA.

The EIR/EIS states that power would be supplied by Pacific Gas and Electric Company
(PG&E) transmission lines (Section 2.2.6). The EIR/EIS identifies both new and modified
electrical infrastructure for the project, including traction power substations (TPSS),
switching and paralleling stations, and emergency power supplies, including the typical
size of facilities. The text identifies the locations for new and modified facilities. The
EIR/EIS also described the location for transmission line upgrades in the text and
footprint in Vol. 2-B. As the design for electrification of the system is engineered in
greater detail, PG&E will review the need to design and implement changes to their
transmission lines or to construct new or modified facilities at that time. The Authority will
assist utility providers in applying for a permit from the CPUC under CPUC General
Order 131-D, including the need for any additional environmental review necessary for
transmission line relocation or extension, or other new or modified facilities, and any
localized increase in electrical loads identified as part of the more detailed design.

There is no right to a formal administrative hearing for the review of the environmental
impacts, but the Authority held scoping meetings throughout the project area to invite
public participation (see Table 7-1 in the EIR/EIS).

BO117-1

The HST would be a “design-build” project. That is, the project design would be
completed by the contractor who would be chosen to build the project. The Authority and
FRA have prepared a project-specific EIR/EIS analyzing the potential environmental
consequences of a refined set of alternative corridor alignments and stations along this
section based on that level. This project EIR/EIS contains significantly more detail than
was available at the first-tier Program EIR/EIS. At the time the prior Draft EIR/EIS was
released for public review in August 2011 (Authority and FRA 2011a), the Fresno to
Bakersfield Section had reached the 15% level of design. The Final EIR/EIS represents
a 15-30% level of design. In larger transportation infrastructure projects, consistent with
both CEQA and NEPA, the environmental analysis process occurs before completion of
final design, and this is common practice in projects using a design/build process for
construction.
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Board of Directors

CALIFORNIA HIGH SPEED
RAIL AUTHORITY

770 L Street, Suite 800

Sacramento, CA 95814-3359

Re:  The California High Speed Train Project Draft EIR/EIS
Fresno to Bakersfield Section

Comments o€ I.G. Boswell Company

Dear Chairman and Members of the Board:

This letter contains the cornments of J.G. Boswell Company on the Draft EIR/EIS
("DEIR/DEIS") for the Fresno to Bakersfield Section of the California High Speed Trajn ("HST")
Project (“Project™).’ The sponsoring agency for the Project is the California High Speed Rail

"There is ambiguity and uncertainty in the Project description. The Autharity released
the DEIR/DEJS for the Merced to Fresno section simultaneous with the Fresno to Bakersfield
DEIR/DEIS. Each of these sections in itself constitutes a project for CEQA and NEPA
purposes, but both are components of the larger state-wide high-speed train project. Proposotion
1A, approved by voters at the November 2008 general election, enacted Chapter 20 of Division 3
of the Streets and Highways Code, commmencing with § 2704. Section 2704.04(a)(3)(A)-(G)
authorized seven "high-speed train corridors" which do not include a separate Merced to
Bakersfield "corridor” or a Merced to Fresno “corridor” or a Fresno to Bakersfield "corridor.”
Stand alone Merced-Fresno or Fresno-Bakersfield sections at most might be considered "usuable
segment[s]" under § 2704.01(g), but are nof authorized for separate funding under §
2704.04()(3). Moreover a usuable segment must be a portion of a corridor which in turn is a
portion of the high-speed train system. If the Authority is proposing separate Merced-Fresno or
Fresno-Bakersfield as (potentially) stand alone "sections”, these projects are not legally fundable
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Authority ("Authority"). created by the Legislature in 1996. See Cal. Public Resources Code §§
18500 et seq.. § 185020(a).

The DEIR/DEIS and accompanying technical appendices and memoranda are lengthy
(17,000 pages). The Autharity allowed at first only 45, and later, 60 days 10 review and comment
on these environmental documents. This is a legally inadequate time period for review and
comment on these environmental documents. The Merced to Fresno DEIR/DEIS and supporting
appendices and memoranda add another 31.000 pages. The public is expected to meaningfully
review and comment on 48,000 pages of documents describing the largest public works project in
the history of the San Joaquin Valley. all in 60 days.

L INTRODUCTION.

1.G. Boswell Company farms land in the vicinity ot Corcoran. CA. and owns and operates
agricultural processing facilities in Corcoran along both sides of the existing Burlington Northern
Sante Fe ("BNSF") tracks. These facilities will be severely adversely impacted if not rendered
unusable if the Corcoran Elevated Alignment or the BNSF Alignment is chosen by the Authority.
These impacts are largely undisclosed in the DEIR/DEIS. and. given the lack of specificty of the
DEIR/DEIS as a whole, this lack of disclosure is not surprising. The DEIR/DEIS itself admits that
it is only a 15% concept design.

This lack of specificity hampers the DEIR/OEIS throughout and renders it an inadequate
disclosure document. The impacts pointed out in this letter were derived by taking the 15% level
detail presented on the appropriate map sheets and drawings in Volume 11T of the DEIR/DEIS. then
using other tools (GIS, AutoCad. etc.) and data sets {legal descriptions. surveys. etc.) to attain a
better understanding of the relationship between the actual footprint of the project works relative
10 the location of existing facilities and infrastructure and 1he iimpacts and encroachments of the
foymer on the Jatter.

with bonds sold under the authority of Proposition {A. There is no authority under Proposition
1A 10 build stand alone segments or sections of "high speed train corridors™ without building the
entire California High Speed Train Project of which the recognized corridors are a part.
Therelore the ambiguity for purposes of the project description exists with respect to whether the
"Project” is the full HSR state wide project (as suggested by the title of the DEIR/DEIS) or as a
stand alone project or segment or section which cannot be funded as such with Proposition 1A
bond funds. This ambiguity in the project description resulis in the DEIS/DEIR failing to
adequately and consisiently describe the project from which tlows the deficient disclosure of
impacts and ultimately the legal insufficiency ol the DEIR/DEIS.
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1.G. Boswell previously submitted its letter dated September 8. 20117 explaining that the 60
day comment petiod was inadequate and illecal under CEQA. the CEQA Guidlines. and the
requitements of due process. A further letier dated September 14, 2011 pointed our that the
unannounced cancellation of the Board's scheduled September 22. 2011 meeting was a further
deprivation of due process as well as denial of interested parties’ First Amendment petition rights.
A California Public Records Act request dated September 16,201 1 was submitted for 21l documents
relating to the cancellation of the September 22, 2011 meeting.’ The Authority did not reply to the
PRA request within the required time, nor make any documents available for inspection or copying.

Due to lack of a legally adequate time for review and comment on the DEJR/DEIS. J.G.
Boswell Company reserves the right to supplement these comments after October 13, 2011.*

The Authority and the Federal Railroad Administration agreed on a 45 to 60 day comment
period on the DEIR/DEIS in the Grant/Cooperative Agreement FR-HSR-0009-10-01-01

*All documents referred to. whether enclosed with this letter or not. are designated as part
of the record of proceedings in this matter. and are intended for inclusion in the administrative
record in any later proceedings that may be had.

Cancellation of the meeting was in violation of the Bagley-Keene Open Meeting Law.
Government Code §§ 11120-11132. The Act provides for regular. speciat. and emergency
meetings, and for adjournment of regular and special meetings. Government Code § 11128.5.
The Act does not provide for the "cancellation” of meetings and certainly does not provide for
the cancellation of meetings sua sponte by the Board's staft, by any individual Board member or
by the Board without taking such action at a properly noticed meeting. These matters are
pointed out to show that during the crucial review and comment phase of the DEIR/DEIS
process. the Authority is not proceeding in the manner required by law. [n this case the
September 22, 2011 meeting was simply and without notice deleted from the list of scheduled
meetings, all in the best Orwellian fashion. In contrast the January 3. 2011 meeting remains
listed but with a line drawn through it and the word "Canceled” next 10 it.

*As a further example of denial of due process and a legally inadequate time to comment.
1.G. Boswell Company received a letter dated August 22.201) from James Labanowski of the
URS/HMM/ARUP Joint Venture. The letter was in connection with planned vtlity relocation
caused by impacts on existing utility infrasteucture by the HST. The letter requested a response
within }5 days (by September 6. 2011) of detailed information confirming the location. size and
depth of utilities within map segments furnished with the letter. In other words the Authority's
consultant was requesting the parties impacted by the Project to do its (the consultant's) work at
the same time as the party was attempling 1o review and prepare comments on massive
environmental documents totalling some 17.000 pages for the Fresno-Bakersfield section alone.
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Amendment No. T dated December 2010. See [d. at p. 19. However, the legally adequate review
period required by CEQA. the CEQA Guidelines and due process cannot be a matter of such an
agreement. The requirement arises under requirements that exist extrinsic to the contract.

The extension of the comment period from 45 10 60 days on August 25.201 | apparenty was
an act of the Authority's staff. The agenda for the August 25, 2011 Board meeting did not include
extending the comment period. At that meeting. staff presented its “Update on Business Plan and
Funding Plan." Atthat time. staff reported it intended to submit the draft Business Plan to the Board
and to release the Business Plan for public review on October 14. 2011.

The Authority could not allow comments beyond October 13. 2011 because a longer
comment period would expose its Business Plan for public review. comment and criticism. The
economic viability of the Praject has been seriously questioned. See California State Auditor, High-
Speed Rail Authority: Jt Risks Delays or an Incomplete System Because of [nadequate Planning.
Weak Oversight, and Lax Contract Management (April 2010 Report) at 19-24: Euthoven, et al..
Revisiting Issues in the October 2010 Report: The Financial Risks of California's Proposed High-
Speed Rail Project-The 2011 Edition (September 14, 2011) passim. The economic viability ol the
Project is tied 10 its alleged benefits such as creating 450,000 jobs, but not being a growth inducing
project, merely offsetting waffic from clogged roads to the HST. et¢. Extending the comment period
beyond October 13 would permit commenters o criticize the Business Plan and the legitimacy and
efficacy of the Project (“the project purpose and need”).

The claimed benefits of the Project are all presented on a statewide basis rather than a section
by section basis. These claimed benefils will be used to justify an elaborate set of Statements ot
Overriding Considerations that will be submitted under CEQA Guidelines 15093. SOCs will be
necessary because of the numerous significant impacts which cannot be mitigated to a level of less
than significant. See. e.g.. DEIR/DEIS Table S-3. The SOCs will not be made available for prior
review, comment and potential revision. The procedure in adopting the SOC's is entirely lacking
in any semblance of due process. The Authority is shaping the DEIR/DEIS public review and
comment process to be as inconvenient to the public as possible. Thus it conlinues 10 insist on the
October 13,2011 comment deadline date and has stated it will not review any comments submitted
after that date.

The extremely restricted review and comment process cause the remainder of these
comments to necessarily® focus on the localized impacts to |.G. Boswell Company's facilities

*Tt was not possible in the time available to engage suitable outside consultants o address
the more general aspects of the DEIR/DEIS. Such consultants are not retained nor is their work
performed in the severely limited time that was avialable. A panel of experts cannot be
assembled in an instant. The focus bad to be on the Company's activities and facilities along the
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located in Corcoran. CA. Reference is also made on occasion to impacts 1o the community and City
of Cororan. Attention is given to impacts that are ignored. unrecognized and undisclosed. These
defects in the analysis in no way relieve the Authority of its duty lo mitigate these impacts

The discussion is organized as follows:

Part II: Alternative CL - Corcoran Elevated Alignment--SEE MAP ENCLOSURE #1
Part T[: Alternative C2 - Corcoran Bypass Alignment--SEE MAP ENCLOSURE #2
Part 1V: Allernative C3 - BNSF Alignment--SEE MAP ENCLOSURE #4

. ALTERNATIVE C1 - THE CORCORAN ELEVATED ALIGNMENT WILL HAVE
SIGNIFICANT NEGATIVE ADVERSE IMPACTS TO THE AGRICULTURAL
PROCESSING FACILITIES LOCATED ON BOTH SIDES OF THE EXISTING BNSF
TRACKS. SEE MAP ENCLOSURE #1.

BO118-3
J.G. Boswell Company owns and operates various agricultura) processing lacilities that are

significantly and negatively impacted by the HST Corcoran Elevated Alternative Alignment,
Adjacent or in close proximity to the Corcoran segment of the Corcoran Elevated Alternative are
office facilities. a vegetable oil processing mill, cotton gins. seed treatment facilities. seed storage
facilities, warehouse facilities. cotion bale and cotton module storage yards, irrigation pumps. water
conveyance structures. and various other agricultural commodity processing operations plus shops.
vehicle storage sites. fueling locations. etc. Inaddition to generating substantial economic activity.
these operations provide significant employment for the general region. The noise. aestheties. and
impacts 1o existing structures and employees are adverse and substantial.

Each of the facilities are subject 10 various regulatory programs administered by multiple
state and federal agencies. inchuding but not limited 10. state and federal occupational health and
safety standards. air quality. water quality. storm water. and other requirements. Many of the
permits issued to specific facilitics would be aftected by impacts from the Corcoran Elevated
Alternative on the respective facility (e.g.. closure. relocation. etc.). One of the main problems
encountered was lack of detail in the alignments. Addressing the impacts of the Corcoran Elevated
Alternative utilizing the DEIR/DEIS conceptional level (15 percent) design plans creates a
significant and burdensome requirement. The lack of detail forced our staffta provide data detailing
our site specific utilities. pipelines. conveyance structures. traffic patterns. and structures.

Limited and legally indequate time was provided to raview the DEIR/DEIS and the
supporting technical ceports and alignments. Therefore. in the limited time available. J.G. Boswell
Company's efforts concentrated on the impacts identified within selected sections of the

various alterative alignments in the Corcoran area.

Board of Directors

CALIFORNIA HIGH SPEED
RAIL AUTHORITY

October 12, 2011

Page 6

DEIR/DEIS.* Due to the insufficient time for the comment period. our efforts concentrated on
reviewing the following sections:

1 Noise and Vibration
2. Socioeconomics. Communities. and Environimental Justice
3 Volume Ul: Section A - Alignment Plans Part |

Noise and Vibration Section 3.4

1.G. Boswell Company developed scaled renditions of the agricultural processing facilities
in order to analyze the impacts of the Corcoran Elevated Alternative on the industrial facilities and
identify facilities that are impacted by the project. Also reviewed were traffic circulation pattems
within the Corcoran Elevated Aliernative Alignment on operations and potential impacts. Based
on the Company's experience in operating these facilities. the impacts are significant and adverse.

The DEIR/DEIS Section 3.4 is deficient in addressing the noise and vibyation impactsto J.G.
Boswell Company’s agricultural processing facilities. The noise impacts to employees at industrial
operations are represented by only one monitoring site study. The additional noise and vibration
from the HST is not specifically addressed: there is only a generalized analysis to residences and
sensitive receptors. The combination of noise and vibration from current processes. the existing rail.
and HSR would be adverse and substantial. Sectian 3.4 states in part: “There would be substantial
effects under NEPA and significant impacts vnder CEQA tor many of the receivers along the
Corcoran Elevated Alternative Alignment. before consideration of mitigation. Table 3.4-15 lists the
number of sensitive receptors along the Corcoran Elevated Alternative that may receive moderate
or severe noise impacts from operation of the proposed project. There are 201 additjonal severe
noise impact receivers and 131 additional moderate noise impact receivers with this alternative.
compared with those of the corresponding portion of the BNSF Alternative. Appendix 3.4-A Noise
and Vibration Tables 6 and 7 (pp. 3.4-A-43_46) lis1 the potential noise impacts under the Corcoran
Elevated Alternative Alignment without mitipation for the design year (2035) at each of the
tocations where existing noise measurements were conducted. Additional site specific noise and
vibration studies are recommended to be conducted analyzing the short and long term impacts o
existing structures including noise level exposure 10 employees at the J.G. Boswell Company’s
agricultural processing facilities from the Corcoran Elevated Aliernative Alignment. This manner
of procedure constitutes impermissible deferred mitigation.

The legally inadequate comment/review period also precluded being able to assemble
the consultants and experts who could have materially assisted the review. There simply was not
enough time to engage consultants or for them 10 do substantive work in terms of reviewing and
commenting on these massive documents (17.000 pages for Fresno-Bakersfield and 31,000 for
Merced-Fresno).
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The NEPA Impacts Summary and CEQA Significance Conclusions described in Sections
3.4.7 and 3.4.8 are deficient due the absence of analyzing the site specific effects of noise and
vibration on the J.G. Boswell Company’s agricultural processing facilities, including structures and
employees.

Summary DEIR/DEIS Section 3.4 Noise and Vibration

Due to insufficient time to address the DEIR/DEIS Noise and Vibration not all deficiencies
have been addressed in detail. but suffice it to say that the above significant deficiencies may be
added too or amended at a later date. The NEPA Impacts Sumimary and CEQA Significance
Conclusions described in Sections 3.4.7 and 3.4.8 are deficient due the absence of analyzing the site
specific effects of noise and vibration on the J.G. Boswell Cormpany’s agricultural processing
facilities. including structures and employees.

Section 3.12 Socioeconomics, Communities. and Environmental Justice

DEIR/DEIS Section 3.12 is deficient in addressing Disruption or Division of Existing
Communities from the Corcoran Elevated Alternative Alignment. The DEIR/DEIS states “The
displacements, along with the increased noise and visual impacts associated with the HST project.
could affect social interactions. community cohesion. and perceived quality of life in Corcoran. This
would be a moderate to substantial effect under NEPA. but a less-than-significant impact under
CEQA. because of the presence of an existing transpertation corridor and availability of relocation
resources in the community.” The statement that these impacts are less than significant under
CEQA duc to “an existing transportation corridor and availability of relocation resources™ is
misleading. I.G. Boswell Company disagrees that the additional noise will not create a significant
impact under CEQA. The noise impacts on employees and office personnel have nol been studied
to account for the additive noise effect of both HST operation and that of the existing rail road. This
must be analyzed further to understand the additional mitigation required. To state that the ability
of relocation resaurces will suffice as adequate mitigation for J.G. Boswell Company and the
Corcoran contrmunity on the loss of high value agricultural processing facilities is misleading and
inappropriate. Centain facilities, for instance the seed warehouse and storage 1anks adjacent to
Whitley Avenue and the scale house and unloading facilities at the easl townsite agricultural
processing facilities are subject to potential closure under the Corcoran Elevated Alternative
Alignment. The NEPA Impacts Summary and CEQA Significance Conclusions described in
Sections 3.12.7 and 3.12.8 are deficient due the absence of identifying J.G. Boswell Company’s
agricultural processing facilities as an affected business subject to ¢losure and relocation.

Summary EIR/EIS Section 3.12 Socioeconomics, Communities. and Environmental Justice

Due to insufficient and legally inadequate time 10 address the DEJR/DEIS Socioeconemics,
Communities, and Environmental Justice on the agricuhtural processing facilities. not all deficiencies
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have been addressed in detail. Suffice it to say that the above significant deficiencies may be added
100 or amended at a later date. Each of the aforementioned deficiencies aye significant adverse
impacts. As such. the NEPA Impacts Summary and CEQA Significance Conclusions described in
Sections 3.12.7 and 3.12.8 are deficient due the absence of identifying J.G. Boswell Company's
agricultural processing facilities as an affected business subject to closure and relocation.

The base engineering criteria used to review Transportation Section 3.2 was the High Speed
Rail Authority’s Publication Volume 11 Section C — Roadway and Grade Separation Plans Part |
of 2. In house engineering staft developed a rendition map of the impacts from he proposed
Corcoran Elevated Alternative Alignment. That map is attached as Enclosure #1 and an explanation
of the impacts is listed below keyed to the numbers shown on the map:

1. THE CORCORAN ELEVATED ALTERNATIVE REQUIRES RELOCATION OF THE
PG&E 12kV OVER HEAD DISTRIBUTION LINE ALONG THE EAST SIDE OF SANTA
FE AVENUE.

The DEIR/DEIS is deficient in analyzing the PG&E overhead 12-kV electrical service line
serving the community and J.G. Boswell Company's agricultural processing facility. The Corcoran
Elevated Alternative would impact PG&E overhead 12KV electrical service line thereby affecting
the 1.G. Boswell Company agricultural processing facility.

2. RELOCATION OF THE CONNECTION POINT OF PG&E'S 12kV OVERHEAD
DISTRIBUTION LINE EASTERLY ALONG THE NORTH SIDE OF SHERMAN AVE
EXTENDED.

The DEIR/DEIS is deficient in analyzing the PG&E overhead 12KV electrical service line
serving the community and J.G. Boswell Company's agricultural processing tacility. The Corcoran
Elevated Alternative would impact the PG&I: overhead 12KV electrical service line thereby
affecting 1.G. Boswell Company's agricultural processing facility,

3. RELOCATION OF PG&E'S 12 kV OVERHEAD DISTRIBUTION LINE FROM THE
WEST SIDE OF PICKERELL AVENUE INTO THE NORTH-EAST CORNER OF J.G.
BOSWELL COMPANY'S WEST AGRICULTURAL PROCESSING SITE.

The DEIR/DEIS is deficient in analyzing the revision to the PG&E overhead [2-kV
distribution line from the west side of Pickerel Avenue into the northeast comer of J.G. Boswell
Company's west agricultural processing facility. The issue of analyzing the relocation of this line
is important because it is essential o the operation of the facilities.
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BO118-9 4. RELOCATION OF UNDER GROUND PULL/SPLICE BOX FOR 1.G, BOSWELL BO118-14 9. RELOCATION OF PUMPED OUTFLOW LINE ALONG THE EAST SIDE OF SANTA
COMPANY'S MAIN FIBER OPTIC COMMUNICATIONS CABLE BETWEEN THE FE AVENUE.
WEST AND EAST AGRICULTURAL PROCESSING FACILITIES.
The DEIR/DEIS is deficient in analyzing the stonnwater regulatory impacts for impacted
The DEIR/DEIS is deficient in analyzing the relocation of the underground pull/splice box industrial sites. The Corcoran Elevated Aliernative effects on individual elements of the total
for 1.G. Boswell Company's main fiber-optic communication cable between the east and west of J.G. surface runoft collection system that may result in the necessity to completely redesign the site’s
Boswell Company's agricultural processing facilities. The issue is whether maintenance will be able grading to accommodate the drainage.
fo continue on this main communication with the operation of the HST.
BO118-10 BO118-15 10. RELOCATION OF 8" DIAMETER J.G. BOSWELL COMPANY WATER LINE ALONG
5. RELOCATION OF THE SAMPLING PLATFORM AT CALIFORNIA STATE GRADING THE EAST SIDE OF SANTA FE AVENUE.
STATION.
The DEIR/DEIS is deficient in analyzing the relocation of the 8™ diameter J.G. Boswell
The DEIR/DEIS is deficient in analyzing the relocation of the sampling platform at the Company water line along the east side of Sante Fe Avenue thereby affecting the east J.G. Boswell
California State Grading station. The California Departiment of Food and Agriculture maintains a Company agricultural processing facility,
sampling station at the east facility. This is an important regional commodity sampling station; the
FIST DEIR/DEIS must address the continued operation of the station and under what conditions. BO118-16 11.  RELOCATION OF 12kV SERVICE/METER POLE FOR JGB GIN#S.
BO118-11 0. LOSS OF TRUCK PARKING AND TRAFFIC FLOW PATTERN AT THE GRAIN The DEIR/DEIS is deficient in analyzing the relocation of the 12 kV service/meter pole for
GRADING STATION. the cast agricultural processing facility cotton gin number five. The relocation of this structure
affects the operation of the entire cotton gin. The Authority must note the requirement for
The DEIR/DEIS is deficient in analyzing the loss of truck parking and wraffic flow pattern agricultural commodities to be processed on a timely basis and construction operations must not
at the the grain grading station serving the J.G. Boswell Company agricultural processing facility interfere with the timely operation of these facilities.
east of the Corcoran Elevated Alternative for the reasons stated in item 5 above.
BO118-17 12, INTERFERENCE WITH RAILROAD SPURS INTO EAST SITE AND AT "D" TANKS.
BO118-12 7. RELOCATION OF J.G. BOSWELL COMPANY EAST SITE, MAIN NORTH SOUTH
SURFACE RUNOFF COLLECTION SWALE/GUTTER. The DEIR/DFIS is deficient in analyzing interference with the railroad spur into the east site
at the targe capacity slorage tanks. The lack of detail in the design maps prevents an accurate
The DEIR/DEIS is deficient in analyzing the stormwater regulatory impacts for impacted determination of this effect. but presently it appears that the Authority must perform additional
industrial sites. The Corcoran Elevated Alternative effects individual elements of the total surface analysis on the impacts to this location.
runoff collection system that may result in the necessity to completely redesign the site’s grading
to accommedate the drainage. BO118-18 13, LOSS OF TRUCK STAGING AND TRAFFIC FLOW PATTERN AT RANCH OFFICE
(EAST) TRUCK SCALES.
BO118-13 8. RELOCATION OF J.G. BOSWELL COMPANY EAST SITE. WEST SIDE SURFACE
RUNOFF COLLECTION SUMP AND PUMP STATION. The DEIR/DEIS is deficient in analyzing the loss of truck parking and traffic flow patterns
at the east J.G. Boswell Company agricultural processing facility Ranch Office. The elimination
The DEIR/DEIS is deficient in analyzing the stormwater regulatory impacts for impacted of the truck parking and altering of the traffic pattens may require a redesign of the facility. The
industrial sites. The Corcoran Elevated Allernative etfects on individual elements of the total Authority should recognize that altering waffic flows and access requires facility design
surface runoft collection system that may result in the necessity to completely redesign the site’s modifications that could be very significant.
grading to accomimodate the drainage.
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14, LOSS OF RANCH OFFICE PARKING LOT AND TRAFFIC PATTERN.

The DEIR/DEIS s deficient in analyzing the loss of parking and traffic flow pattern at the
east J.G. Boswell Company agricultural processing facility Ranch Office. The elimination of the
truck parking and altering of the traffic patterns may require a redesign of the facility. The Authority
should recognize that altering traffic flows and access requires facility design modifications that
could be very significant. This effect is similar to item 13 above.

IS.  ELEVATED EXPOSURE LEVELS OF NOISE AND VIBRATION AT AGRICULTURAL
PROCESSING FACILITIES OFFICE OCCUPANTS.

The DEIR/DEIS is deficient in analyzing the noise and vibration impacts to J.G. Boswel)
Company’s agricultural processing facilities. The noise impacts to employees at industrial
operations are represented by only one monitoring site study. The additional noise and vibration
from the HST are not specifically addressed. and only generalized analysis w residences and
sensitive receptors is presented. The combination of noise and vibration from current processes, the
existing rail. and HST, would be adverse and substantia). Section 3.4 states in part: “There would
be substantial effects under NEPA and significant impacts under CEQA for many of the receivers
along the Corcoran Elevated Alternative Alignment. before consideration of mitigation. Table 3.4-
15 lists the number of sensitive receivers along the Corcoran Elevated Alternative that may receive
moderate or severe noise impacts from operation of the proposed project. There are 201 additional
severe noise impact receivers and 131 additional moderate noise impact receivers with this
alternative. compared with those of the corresponding portion of the BNSF Alternative. Appendix
3.4-A Noise and Vibration Tables 6 and 7 list the potential noise impacts under the Corcoran
Elevated Alternative Alignment without mitigation for the design year (2035) at each of the
locations where existing noise measurements were conducted.” Additional site specific noise and
vibration studies should be conducted analyzing the short and long term impacts to existing
structures including noise level exposure 1o employees at J.G. Boswell Company’s agricoltural
processing facilities from the Corcoran Elevated Alternative Alignment.

16. REDUCED ACCESS. LOSS OF PARKING (STAGING AREA) AND TRUCK TRAFFIC
FLOW PATTERN AT WEST ELEVATOR/WEST SIDE LOAD OUTS AND SHANZER
DRYER.

The DEIR/DEIS is deficient in analyzing the [oss of parking (staging area) and truck tratfic
flow patlerns at the east J.G. Boswell Company agricultural processing facility's west elevator/west
side load outs and Shanzer dryer. The Authority should recognize that altering traffic flows and
access requires facility design modifications that could be very significant. This effect is similar to
item 13 above.
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7. POSSIBLE REVISION/RELOCATION OF EAST SITE PUMPED SEWER LINE.

The EIR/EIS is deficient in addressing the sanitary sewer system at impacted facilities. The
Whitley Avenue Overcrossing and the Corcoran Elevated Alternative will eliminate the pumped
sanitary sewer line out of the east site to the city sewer line affecting J.G. Boswell Company
Agricultural Processing Facility. The elimination of this station will require a redesign of the sewer
line system at the east site.

i8. LOSS OF ACCESS AND REDUCED TRAFFIC FLOW PATTERN AT "D” TANKS
WAREHOUSE.

The DEIR/DEIS is deficient in analyzing the Whitley Avenue overcrossing and the Sherman
Avenue private overcrossing impacts to the J.G. Boswell Company agricultural processing facility
The Corcoran Flevated Alternative will eliminate vehicle access to the north entrance (emergency
access) of the west processing site. This is an adverse and significant impact to the security and
safety of the facility.

19. COMPLETE LOSS OF WAREHOUSE "B". TRUCK DOCK. AND RAILROAD SPUR.

The DEIR/DEIS is deficient in analyzing the Corcoran Elevated Alternative's impacts to the
J.G. Boswell Company agricullural processing facility “warehouse B™. The Corcoran Elevaled
Alternative will eliminate the warehouse, truck dock. and railroad spur. This compete loss of a
facility is a significant and adverse impact to the operations of the J.G. Boswell Company.

20.  LOSSOF SURFACE WATER DRAINAGE SYSTEM AT SOUTH END OF EAST SIDE.

The DEIR/DEIS is deficient in analyzing the loss of the existing surface drainage system at
the south end of the east J.G. Boswell Company agricultural processing facility. The Corcoran
Elevated Allernative’s effect on individual elements of the total surface runoff collection system
may result in the necessity to completely redesign the site’s grading o accommodate the drainage.

21 REDUCED MODULE STORAGE YARD CAPACITIES.

The DEIR/DEIS is deficient in analyzing the localized impacts of the Corcoran Elevated
Alternative 1o the East Facility cotton ginning operations and seed cleaning and storage operations.
The DEIR/DEIS is silent in analyzing the setback requirements for cotton module storage and other
risk avoidance measures created by the loss of cotton module storage yard area. Decrease in the
module vard storage area caused by the relocation or closure of Sante Fe Avenue may have the
unintended consequence of limiting the operating capacity of the cotton gin.
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22, POSSIBLE REVISION TO TELEPHONE COMPANY'S MAIN FIBER OPTIC
COMMUNICATIONS CABLE LOCATION AND COVER.

The DEIR/DEIS is deficient in addressing the impacts of the Corcoran Elevated Altemative
to the telephone company’s main fiber optic communication cable location and cover, The
telephone company’s main fiber optic communication cable affects the entire community. The
Authority must recognize that any interruplion 10 communication service represents a significant
adverse impact.

The abave 22 points shows numerous undisclosed impacts of the Corcoran Elevated
Alternative that result in closure of the vegetable oil mill. the cotion gin and have many other
negative impacts, as noted. These are shown on the enclosed map. which is Enclosure #1 to this
letter and keyed by number to the impact.

1L ALTERNATIVE AUIGNMENT (2 - CORCORAN BYPASS DOES NOT IMPACT
PUBLIC SAFETY BY PASSING AT A POINT IN THE VICINITY OF THE PRIVATE
SALYER FARMS AIRPORT. SEE MAP ENCLOSURE #2.

1.G. Boswell Campany owns and operates a privale airport. the Salyer Farms Airport or
Salyer Airport. Salyer Farms Airport is a 6818 foot long runway facility. located on the east side
of Corcoran. and inwmediately to the west of State Highway 43. The airport is utilized by a v ariety
of jet. turboprop. turbine helicopter. and piston engine aircraft. With other local public and private
airports unable to handle some of these aircraft. there is no local suitable alternative. The Salyer
Airport isreferenced in Section 3.11 Safety and Security and Section 3.19 Cumulatjve Impacts. The
airport is referenced in the document interchangeably as either "Salyer Airport” or "private airpont”.
or both. This Jack of a consistent reference term creates confusion on the part of the reviewers both
in finding references (o the facility in various sections and technical reports and in determining if
the reference actually vefers to the "Salyer Airport.”

Table 3.11-5 Airports, Airstrips, and Heliports within 2 Miles of Alignment Alternative
Centerlines. identifies the Salyer Farms Airport (private airport) as being 0.56 miles from the
centerline of the BNSF Alternative and 0.18 miles (950 feet) from the Corcoran Bypass Alternative.
On page 3.11-32 the stalement is made. without reference to any substantial evidence. that the
Corcoran Bypass Alternative Alignment is within 0.07 mile (370 feet) of the Salyer Farms Airport.
The DEIR/DEIS siates that the location of the HS T this close 10 the airport would be a hazard to
aviation and therefore would pose a hazard for people residing or working in the project area. The
DEIR/DEIS further states that the "This would be a subsiantial effect under NEPA to the Salyer
Farms Airport and would be a potentially significant impact undey CEQA."

As demonstrated by the attached analysis conducted by Tartaglia Engineering. the foregoing
statement is not supported by substantial evidence. is incorrect. and must be modified to reflect that

BO118-29

BO118-30

BO118-31

Boaid of Divectors

CALIFORNIA HIGH SPEED
RAIL AUTHORITY

October 12, 20)1

Page 14

the HST does not create a hazard 10 aviation. and does not pose a threat 10 people residing or
working in the project area. The Tartaglia Engineering report states in part in their conclusions and
recommendations that the HST and the proposed communication towers do not present any impact
to the existing operations at the Salyer Airport.

Section 3.11.8 NEPA [mpacts Summary must be modified to delete the statement
“Substantial effects from proximity to a private airstrip along the Corcoran Bypass Alternative.”
Section 3.11.9 CEQA Significance Conclusions must also be modified to delete reference to the
Salyer Airport project impact. Based upon the site specific analysis. the effects of the Corcoran
Bypass Aliernative are considered negligible under NEPA and impacis would be Jess than
significant under CEQA.

The proposed mitigation measure is not necessary. the present data does not justify the
removal of the airport as a mitigation measure. The following statements in the DEIR/DEIS were
apparently used to justify removal or seizure of the airport as a mitigation measure. These
statements should be deleted or revised to conform 1o the Tartaglia Engineering report submitted
herewith. The DEIR/DEIS presents the following on page 3.11:

“Corcoran Bypass Alternative Alignment

"The Corcoran Bypass Altemative Alignmen( is not in proximity to any public
service airport. It is within 0.07 mile of the Salyer Farms Airport. The location of
the HST this close (o the airport would be a hazard (o aviation and therefore would
pose a hazard for people residing or working in the project area. This would be a
substantial eftect under NEPA to the Salyer Farms Airport and would be a
potentially significant impact under CEQA.™

And then further on page 3.11-38 under the Safety and Security measure:
“3.11.7 Mitigation Measures

"+ S&S-MM# 1 : Compensation for Loss of a Private Airstrip, Provide compensation
1o the property owner of a private airstrip where the airstrip could no longer be used
because of the proximity of HST facilities. Compensation is provided when the
property owner planned to otherwise continue airstrip operations. The choice of
continued operation is based on use of the airstrip for 3 years prior to project
construction.”"

The mitigation measure states in a cavalier fashion that the owner would be compensated
for the loss of a Private Aisstrip.”. This remark is entirely deficient and points to the complete lack
of due diligence on the part of High Speed Rail Authority in understanding the function and purpose
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of the airport. The verbage ~Airstrip™ conveys an opinion that the airport is nothing more than an
inconsequential facility of low utility and value. From the design description provide in these
comments, the Authority will subjected to a yude awakening of the utility and value of this fully
functioning private airport aperation.

V. ALTERNATIVEC3 - THE BNSF ALTERNATIVE HAS SIGNIFICANT UNDISCLOSED
ADVERSE IMPACTS INCLUDING IMPACTS ON EXISTING INFRASTRUCTURE
AND ON THE OPERATION OF EXISTING AGRICULTURAL PROCESSING
FACILITIES. SEE MAP ENCLOSURE #4

1.G. Boswell Company owns and operales various agricultural processing facilities that will
be adversely impacted by the HST. Adjacent or in close proximity to the Corcoran segment of the
HST BNSF Alternative are office facilities. a vegetable oil processing mill. cotton gins. seed
treatment facilities. seed storage faciiities. warehouse facilities. cotion bale and cotion module
storage vards, irrigation pumps. water conveyance structures. and various other agricultural
commodity processing operations and associated infrastructure including shops and vehicle fueling
and storage areas. In addition to generating substantial economic activity. these operations provide
significant employment for the general region.

Each of the facilities are subject to various regulatory programs administered by multiple
state and federal agencies. including but not limited (o air permits 10 operate. Regional Water
Quality Control Board requirements, programs to manage hazardous materials and waste; utilities;
and other requirements. These permits would be impacted by the through Corcoran BNSF
Alternative. Attached is a rendition of the agricultural processing facilities situated east and west
of the proposed BNSF Alternative. which bisects the operation.

As a limited and legaily insufficient time was provided to review the DEIR/DEIS and the
supporting technical reports and appendices. our efforts necessarily concentrated on the impacts
identified with the following sections of the DEIR/DEIS:

Transportation

Air Quality and Global Climate Change

Hydrology and Water Resources

Socioeconomics. Communities. and Environmental Justice
Volume [II: Section A - Alignment Plans Part |

One of the main problems encountered were the lack of detail in the alignments. Addressing
the impacts of the BNSF Alternative utilizing the DEIR/DEIS conceptional level (15 percent) design
plans created a significant and burdensome requirement. The lack of detait forced our staff to
provide data detailing our site specific utilities. pipelines. conveyance structures, traffic patterns. and
facility impacts.
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Transportation Section 3.2

Our operations developed scaled maps or renditions of the BNSF Alternative so that we
could analyze the impacts of the crossings and alignments on the industrial facilities. Our analysis
dentified significant deficiencies in the documents. both in the design and environmental impact
analysis. The BNSF Alternative discussion cegarding roadway closing and roadway crossings is
grossly inadequate for the Corcoran segment. The DEIR/DEIS discussion centers on regional
aspects but not on the specific off-site impacts created both by the localized project changes in the
traftic patterns and the significant and irreversible adverse enviranmental impacts on J.G. Boswell
Company agricultural processing facilities.

DEIR/DEIS Section 3.2 Transportation is deficient; there is no detailed site specific analysis
of the environmental impacts associated with the overcrossings at Whitley Avenue, Sherman
Avenue. and closure ot Sante Fe Ave. In essence. the 1wo overcrossing structures and Sante Fe
Avenue closure restrict movement of heavy duty diesel (rucks transporting commodities from the
field to the facilities east of the BNSF Alternative. From the 1.G. Boswell Company operational
perspective the closure of Santa Fe Avenue eftectively bars field commodities from being delivered
via Sante Fe Avenue 1o the facilities east of the BNSF Alternative from the field and effectively
results in the industrial site east of the tracks being landlocked. The Authority appears (o assume.
without substantial evidence. that all commodity truck traffic would be diverted through the main
industrial facility on the west of the BNSI Alternative. via the narrow private overpass. to the East
facility. Access from Whitley Avenue is not an option due to the closie of the crossing. The
Whitley Avenue overcrossing does not provide adequate access to the East facility. and the
intersection at Whitley would require a switchback around to Sante Fe Avenue. The traffic pattern
for delivery of commodities from the field and other oftsite locations to J.G. Boswell Company east
of the BNSF Alternative is not feasible due 10 the traftic pattern created by the changes from the pre-
project surface streets. The Whitley Avenue. Private Overcrossing. and closure of Sante Fe Avenue
constitutes a substantial adverse impact under NEPA and a significant impact under CEQA. The
NEPA Impacts Sumimary and CEQA Significance Conclusions described in Sections 3.2.7and 3.2.8
are grossly deficient and require revision and recirculation of the DEIR/DEIS in light of these
comments.

DEIR/DEIS Section 3.2 Transportation is deficicnt in analyzing the localized impacts of the
increase in truck traffic through the existing industrial site. The overerossings and road closures.
including the south closure of Sante Fe Avenue. effectively land locks I.G Boswell facilities located
on the east side of the BNSF Alternative. providing no direct truck routes 1o the gins located there.
and other grain processing and storage facilities from the ficlds. An inadequate overcrossing is
proposed 10 be provided af Sherman Avenue. Based upon our analysis the overcrassing will be a
single lane passage. The avercrossing ingress and egress onto Boswell sites modifies the entire truck
traffic circulation pattern. fncreasing the width of the private overpass would only exacerbate the
circulation issues. This constitutes a severe deficiency in addressing the localized impacts. The
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BO118-33 DEIR/DEIS states "To obtain existing conditions information. traffic analysts conducted traffic BO118-35 in Sections 3.2.7 and 3.2.8 are deficient and require revision and recirculation in light of these
counts for existing daily operating conditions for roadways that are outside the range of the regional comments.
model along the BSNF Alternative. Corcoran Elevated and Corcoran Bypass alternatives. the BO118-36
Allensworth Bypass. Wasco-Shafier Bypass. and Bakersfield South alternatives. This helped DEIR/DEIS Section 3.2 Transportation is deficient in analyzing the localized impacts of the
determine the current adequacy of the roads. and provide a baseline for comparing future yoadway private Sherman Avenue overcrossing regarding agricultural commodity transport. The road is 24
segments that may be atfected by the project alignment.” There was no discussion regarding the feet wide; according to our internal review this is too narrow to support two-way traffic when
timing or frequency of the traftic counts. and 1o our knowledge there was no loca) Corcoran or J.G. transporting cotton moduies given the width and length of module trailers and track trailer
Boswell Company stakeholder input into the traffic counts. The nodified onsite and offsite traffic articulation. The turn radius provides insufficient clearance for the cotton module trucks. The
patterns constitute a substantial adverse impact under NEPA and a significant impact under CEQA. clearance distance between trucks is insufficient when taking into account the loaded trailer width
The NEPA Impacts Summary and CEQA Significance Conclusions described in Sections 3.2.7 and dimensions. The result would be increased congestion combined with vehicle safety issues. The
3.2.8 are deficient and require revision and recivculation of the DEIR/DEIS in light of these private Sherman Avenue overcrossing affects the J.G. Boswell Company traffic patterns. the ability
comments. to transport commodities such as cotton modules in a safe and economical way. and emission
BO118-34 estimates and traffic congestion impacts. Therefore the Sherman Avenue overcrossing creates
DEIR/DEIS Section 3.2 Transportation is deficient in analyzing the localized impacts of the substantial adverse impacts under NEPA and significantimpacts under CEQA. The NEPA Imipacts
Whitley Ave. overcrossings to the east facility cotton ginning operations and seed cleaning and Summary and CEQA Siguificance Conclusions described in Sections 3.2.7 and 3.2.8 are deflicient
storage operations. The DEIR/DEIS is silent in addressing the setback requirements for cotton and require revision and DEIR/DEIS recirculation in light of these comments.
module storage and other risk avoidance measures created by the bisecting of the cotton module
- storage yard. The overcrossing effectively eliminates the cotton module storage vard. The bisecting Summary of DEIR/DEIS Section 3.2 Transportation Impacts on Agricultural Processing Facilities:
of the east facility cotton module storage yards and resuliing elimination of cotton module siorage
forces the closure of the east facility cotion ginning operations. The ¢losure of the cotton gin creates The base engineering criteria we used to review Transportation Section 3.2 was the High
socioeconomic and environmental impacts (addressed Jater) that are not indentified in the Speed Rail Authority's Publication Volume il Section C - Roadway and Grade Separation Plans
DEIR/DEIS. Part 1 of 2. We referenced alignment C3 grade separation layout drawing number CT1277, 15%
design submission. Alignment C3 - BNSF Allernative presents significant challenges to the
The Whitley Avenue warehouse will be limited in its ability to receive and store seed for continued operation of the J.G. Boswell Company's Corcoran agricultural processing facilities. The
treatment. It appears from the design of the Whitley Avenue overcrossing that the Authority's BNSF Alternative will result in the permanent closing and or relocation of cotton module storage
engincers assumed that most receiving seed would be incoming from Highway 43 and not from yards, the permanent closing and or relocation of a cotton gin. the permanent closing or relocation
niearby field operations. The facility receives commodity by rail and ships by rail, the loss of a rail of vegetable oil refinery operations. and the permanent closing and or relocation of grain and seed
spur within the facility is a significant impact. The design of the Whitley Avenue overcrossing warehousing operations. The transportation impacts were insulficiently analyzed and the proposed
constilutes a substantial adverse impact under NEPA and a significant impact under CEQA. The structures will result in the closing of a cotton gin and the closing of a portion of the vegetable oil
NEPA Impacts Summary and CEQA Significance Conclusions described in Sections 3.2.7and 3.2.8 mill. Asidentified in the preceding. DEIR/DEIS Transportation Section 3.2 is deficient in analyzing
are deficient and require revision and recirculation of the DEIR/DEIS in light of these comments. the offsite adverse significant impacts from ihe proposed Corcoran BNSF Alternative. The NEPA
[mpacts Summary and CEQA Significance Conclusions described in Sections 3.2.7 and 3.2.8 are
BO118-35 DEIR/DEIS Section 3.2 Transportation is deficient in analyzing the localized impacts of the deficient and require revision and recirculation of the DEIR/DEIS in light of these comments.
proposed private Sherman Avenue overcrossing. The design of the overcrossing is silent in
addressing the offsite consequences of this construction project which are substantial and serious. Air Quality and Globai Climate Change Section 3.3
The overcrossing effectively eliminates the existing traffic pattern for finished oil load out from the
vegetable oil processing mill finished oil tanks. thereby eliminating the ability to load vegetable oil J.G. Boswell Company personnel developed scaled renditions of the BNSF Alternatives so
trucks. The overpass encroaches on the vegetable oil mill finish oil storage tanks. resulling in the that they could analyze the impacts of the crossings and alignments on the industrial facilities and
removal of storage tanks for finished oil. The closure of the vegetable oil load-out and change in identify facilities that are permitted by air regulatory agencies. They also reviewed traffic circulation
- 1.G. Boswell Company traffic patterns is a substantial adverse impact inder NEPA and a significant patterns within operations and potential impacts. The DEIR/DEIS discussion centers on regional
impact under CEQA. The NEPA Impacts Summary and CEQA Significance Conclusions described aspects but not on the specific off-site impacts created both by the localized project changes in the
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traffic paiterns and the environmental impacts on J.G. Boswell Company agricultural processing
facilities.

The DEIR/DEIS Section 3.3 regarding global climate change is deficient in not analyzing
the localized air quality impacts from the revised traffic circulation pattems. particularly the
microscale impacts as they relate from increase in vehjcles miles traveled due to road closures and
congestion within the City of Corcoran for example at the Whitley Avenue overcorssing.
Specifically. no analysis was performed regarding the traffic circulation impacts to the J.G. Boswell
Company. The disruption from the overcrossings and elimination/modification of existing truck
circulation routes are significant impacts to the City and to the Company. The NEPA Impacts
Summary and CEQA Significance Conclusions described in Sections 3.3.7 and 3.3.8 are deficient
due the absence of emissions studies specific to Corcoran and the affected processing sites.

The DEIR/DEIS Section 3.3 is deficient in analyzing microscale emission impacts. The
DEIR/DEIS analyzes CO microscale emission impacts. However the same need exists fo analyze
microscale effects of PM10 and PM2.5 in local areas. such as Corcoran. The section identifics the
"Local” study area as having potential major air emission activities along the Project alignment and
generally defined as areas within 1.000 fect of the proposcd stations. major intersections and
HMEFEs." According to the Air Quality Technical Report only specitic facilities proposed as part of
the Project and a 1.000 foot buffer ave analyzed lor polential impacts and location of sensitive
receptors. This defined "Study Arca” fails 10 take into consideration the larger extent of Project
imposed traffic congestion beyond a 1.000 foot buffer in the City of Corcoran. and must do s0. This
defined 'Study Area" fails to take into consideration localized wind circulation changes from
overcrossing structures. construction, hauling and other project related impacts that will occur. The
NEPA Impacts Summary and CEQA Significance Conclusions described in Sections 3.3.7and 3.3.8
are deficient due to the absence of emissions studies specific to Corcoran and the affected processing
sites requiring revision ang recirculation of the DEIR/DEIS.

DEIR/DEIS Section 3.3 is deficient in analyzing HST operational emissions. The passage
states in part "The HST project would use electric multiple unit (EMUs) trains. with the power
distributed through the overhead contact system. Combustion of fossil fuels and associated
emissions from HST trains would not occur. (there is no substantial evidence for this statement]
However. trains traveling at high velocities. such as those associated with the proposed HST. create
sideways turbulence and rear wake. which resuspend particulates from the surface surrounding the
track. resulting in fugitive dust emissions. Assuming a friction velocity of 0.19 meter/second (nvs)
to resuspend soils in the project region. an HST passing at 220 mph could resuspend soil particles
out to approximately 10 feet from the train (Watson 1996).” According to the EPA methodology

"Watson. J.G. 1996. Effectiveness Demonstration of Fugitive Dust Control Methods for
Public Unpaved Roads and Unpaved Shoulders on Paved Roads. DRI Docurment No.
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for estimating emissions from wind erosion (EPA 2006b). HST operations would generate
approximately 29.0 tons per year of PM10 of which 4.3 tons per year would be PM2.5. These
emissions would be the same for the 2035 No Project Alternative compared to the HST alternatives
and the 2009 existing compared to the existing plus project scenario (Tables 3.3-11 and 3.3-12)."

The above analysis extrapolates data trom a study (Watson. J.G. 1996) that did not include
measurements from HST activity. let alone a HST operating in close proximately to an existing
freight train. as is the case in Corcoran with the BNSF Alternative. The effect of the entrainment
of suspended particles. not only from the operation of the HST but in agaregation with the existing
freight wrain. and the resulting resuspension and dispersion of the fine particulate matter. are not
addressed in the DEIR/DEIS. Furtber. using interpolated emission factors (as is the case here) and
models. HST operation may well experience a negative localized impact on coarse and fine
particulate matter concentrations. These foreseeable worst case operational emissions are in contrast
to the regional air quality benefits assertion presented in the DEIR/DEIS.

The San Joaquin Valley APCD operates a system of air quality monitoring stations.
Enclosed with these comments is the San Joaquin Valley APCD 2011 Air Monitoring Network Plan.
completed June 30. 2011 for submittal to the U.S. Environmental Protection Agency inJuly 2011.*
The plan outlines the valley wide ambient monitoring network. The Corcoran monitoring station
isJocated a1 [ 520 Patierson Ave. Anenvironmental impact not addressed in the DEIR/DEIS. which
should also be the concern of the Authority. is that an exceedance at this single air monitoring site
could result in the entire air basin being reclassified in non-attainment of the federal PM10
Standards. with additional local air quality regulations being promulgated and imposed on sources
in Kings County and in Corcoran specifically. The Patterson Avenue alighment construction
activities will be in close proximity to this monitoring station. The monitoring station is also in
proximity to the Whitley Ave overcrossing. the Sherman Avenue private overcrossing and the
Orange Avenue overcrossing. The unresolved potential impacts on the monitoring station cannot
be understated.

The DEIR/DEIS is deficient in not utilizing regional specific emission factors developed in
the San Joaquin Valley for high speed rail. especially in the arid southern San Joaquin Valley. The
Authority must undertake emission studies to monitor the specific fugitive dust emissions resulting
from the HST and adjust its analysis accordingly. The NEPA Jmpacts Summary and CEQA
Significance Conclusions described in Sections 3.3.7 and 3.3.8 are deficient due the absence of an
analysis of the localized impacts to the Patterson Avenue ambicnt air monitoring station.

685-5200.1F2. August 2. 1996. Copy of study enclosed.

*Enclosure #6.
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DEIR/DEIS Section 3.3 is deficient in analyzing the air quality regulatory impacts to off-site
facilities affected by construction of the HST. As stated in the DEJR/DEIS Air Quality Technica)
Report. “the project footprint would consist primarily of the train right-of-way, which would include
both a northbound and southbound track in area typically100 feet wide. Additional right-of-way
would be required to accommodate stations. multiple tracks at stations. maintenance facilities. and
power substations.” The discussions are primarily concerned within the impacted construction atea,
and operational aspects that will not be reiterated here. However. the potential regulatory
requirements for affected businesses displaced by construction are not addressed nor discussed.
These impacts can be significant. and result in environmental consequences not addressed or
identified within the Air Quality Section 3.3.

Significant and adverse air quality regulatory impacts will be incurred by J.G. Boswel}
agricultural processing facilities as a result of the construction of the BNSF Alternative. The
vegetable oil processing mill is a federal Title V regulated source and is additionally regulated by
the San Joaquin Valley APCD (SIVAPCD). Any modification or change to the facility will result
in modifications ta the affected permits. The Air Quality Technical Report identifies the
SIVAPCD's New and Modified Source Review Rule, and indentifies that offsets above certain
thresholds are required to be offset. but is silent or the issue of "Actual to Potential Emission” in
permitting options faced by major sources. The document is silent on explaining the need for permit
modifications to relocated emissions units wijthin a stationary source, and the regulatory
requirements of such actions. Issuance of a federal Title V permit by the agency is not required, and
in fact the permit can be denied. The NEPA [mpacts Summary and CEQA Significance Conclusions
described in Sections 3.3.7 and 3.3.8 are deficient due the absence of emissions studies specific to
Corcoran and the affected processing sites.

Summary of DEIR/DEIS Section 3.3 Air Quality and Global Climate Change: Agricultural
Processing Facilities

The base engineering criteria we used (o review Section 3.3 Air Quality and Global Climate
Change was the High Speed Rail Authority's Publication Volume JIT Section C - Roadway and
Grade Separation Plans Part | of 2. We referenced alignment C3 grade separation layout drawing
number CT1277. 15% design submission and the Air Quality Technical report. The BNSF
Alternative will result in the permanent closing and or relocation of cotton module storage yards.
the permanent closing and or relocation of a cotton gin, the permanent closing or relocating of
vegetable oil refinery operations. and the permanent closing and or relocation of grain and seed
warehousing operations. The Authority appears to have overlooked that the J.G. Boswell Company
agricultuyal processing facilities are not mere retail establishments to be closed, bought out. or
relocated: but instead are processing operations with significant air quality regulatory burdens o be
addressed as part of the local project. While not addressed here. the cost to the Authority for the
BNSF Allernative's intrusion into the agricultural processing facilities will be significant. The
NEPA Impacts Summary and CEQA Significance Conclusions described in Sections 3.3.7and 3.3.8
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are deficient due the absence of emissions studies specific to Corcoran and the affected processing
sites.

Hydrology and Waler Resources Section 3.8

Company personnel developed scaled renditions of the BNSF Altemative so that we could
analyze the impacts of the crossings and alignments on the industrial facilities. Our analysis
identified significant deficiencies in the documents. both in the design and environmental impact
analysis. The DEIR/DEIS discussion centers on regional aspects but not on the specific off-site
impacts created both by the localized project changes to issues identified in the Hydrology and
Water Resources chapter and the significant adverse environmental impacts on the J.G. Boswell
Company agricultural processing facilitics.

DEIR/DEIS Section 3.8 is deficient in analyzing and addressing stormwater impacts on
facilities affected by site modificalions created by the construction of the HST. The DEIR/DEIS
discusses the requirements of the statewide General Penmit for Stormwater Discharges Associated
with Construction Activity but fails to address construction and operation impacts to facilities
subject to the Industrial Storm Water General Permit beyond the established construction fooprint.
The DEIR/DEIS describes the study area for hydrology and water resources as the area within 100
feet of both sides of the right-of-way for each alternative aligninent. The study area includes the
project’s proposed physical ground disturbance fooiprint (e.g.. stations. track, equipment storage
areas. substations, temporary construction areas) and includes the construction footprint. However,
no analysis is provided regarding the stormwater regulatory impacts imposed on existing businesses
by the construction and operation of the HST. The J.G. Boswell Company agricultural processing
facilities are significantly impacted by the constructionactivity and the overcrossing structures. The
NEPA Impacts Summary and CEQA Significance Conclusions described in Sections 3.8.7 and 3.8.8
are deficient due the absence of emissions studies specific to Corcoran and the affected processing
sites.

The agricultural processing facilities east and west of the BNSF will be impacted by the
Whitley Avenue overcrossing and Sherman Avenue Private overcrossing. The overcrossing
structures eliminate a portion the west agricultural processing faciliny's containment structures
utilized for impounding stormwater on site. The overcrossing structures aller the east agricultural
processing facilities' stormwater drainage flow and conveyance channels. Both east and west
facilities will encounter increased flows from enhanced runoff due the paved area drainage. which
in turn will have to be enginecred into the siormwater plans. Each facility will encounter increased
velocities in flow due (o the drainage from the overcrossing facilities. These impacts will require
costly redesign of the facility grading and stormwater flow management to address potential
environmental impacts.
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Summary of DEIR/DEIS Section 3.8 Hydrology and Water Resources Agricultural Processing
Facilities

Due 1o the legally insufficient time to address the DEIR/DEIS Section 3.8. Hydrology and
Water Resources. not all deticiencies have been addressed in detail: but suffice i to say that in
addition to the above significant deficiency the project affects water conveyance and destroys an
existing water well in the iminediate project area. The track will be enclosed inside barriers and will
be completely grade separated. At water crossings over canals. latevals. and other water distribution
infrastructure the tracks will block the passages along the tops of the canal banks used by ditch
tenders and maintenance equipment. Vehicle movement for operations and maintenance will be
subject to detours to reach the other side of the grade separated tracks. This will cause additional
emissions and expenditure of time due to this circuity of access. These increased emissions will
have impacts to the air basin which is already in non-attainment for various NAAQS. The
DEIR/DEIS fails even to recognize the impacts from blockage of canal operations and maintenance
travel.and therefore there is no evalution of these impacts. Each of the aforementioned deficiencies
are significant adverse impacts. As such. the NEPA [mpacts Summary and CEQA Significance
Conclusions described in Sections 3.8.7 and 3.8.8 are deficient because these impacts are not
disclosed or evaluated.

Socioeconomics. Communities, and Environmental Justice 3.12 Agricultural Processing Facilities

As noted previously. 1.G. Boswell Company developed scaled renditions of the BNSF
Alternative 1o assist in analyzing the impacts of the crossings and alignments on the industrial
facilities and identify affecied facilities subject to substantial adverse impacts. For Socioeconomics.
Communities. and Environmental Justice I.G. Boswe)l Company reviewed the data presented in the
DEIR/DEIS and identified the deficiencies in the DEIR/DEIS impacts on the J.G. Boswell Company
together with the community (where appropriate).

The DEIR/DEIS Section 3.12 is deficient in addressing the Property and Sales Tax Revenue
Changes as a result of the project. The DEIR/DEIS states that "short-term reductions in these
revenues caused by land acquisition are expected to be more than offset by long-term increases in
the regional property and sales tax bases resulting from the improved connectivity of the region to
the rest of the state." This statement is ingenuous because there will be no improved connectivity
for Corcoran or jts citizens. The comment exposes the flaw in the DEIR/DEIS which throughout
ignores and avoids specific impacts and adverts to claimed state-wide or regional benefits. However
the DEIR/DEIS fails to address the eftects on the City of Corcoran. which will be severely impacted
by loss of jobs and sales tax revenues from the closure of agricultural pracessing facilities resulting
from the construction and operation ot the BNSF Alternative. e N[:PA fmpacts Summary and
CEQA Significance Conclusions described in Sections 3.12.7 and 3.312.8 are deficient due the
absence of property and sales tax revenue analysis specific 1o Corcoran and Kings County.
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The DEIR/DEIS Section 3.12 is deficient in addressing Distuption or Division of Existing
Communities from the BNSF Alternative Alignment. The DEIR/DEIS states "The displacements.
along with the increased noise and visual impacts associated with the HST project. could affect
social interactions. cormmunity cohesion. and perceived quality of life in Corcovan. This would be
a moderate to substantial effect under NEPA, but a less-than-significant impact under CEQA.
because of the presence of an existing transportation corridor and availability of relocation resources
in the community." The statement that these impact are less than significant under CEQA due to
“an existing transportation corridor and availability of velocation resources” is misleading. The J.
G. Boswell Company disagrees that the additional noise will not create a significant impact under
CEQA. The noise impacts on employees and office personnel have not been studied 1o account for
the additive noise effect of both HST operation and the existing freight railroad. This must be
analyzed further to understand the additional mitigation requived. [o state thal the ability of
relocation resources will suffice as adequate mitigation for J.G. Boswell Company and the Corcoran
community on the loss of high value agricultural processing facilities is misleading and
inappropriate. The facilities are subject to closure under the BNSF Alternative. The NEPA [inpacts
Summary and CEQA Significance Conclusions described in Sections 3.12.7 and 3.12.8 are deficient
due the absence of jdentifying the J.G. Boswell Company's agricultural processing facilities as an
affected business subject to closure and relocation (assuming the latter is possible).

Summary DEIR/DEIS Section 3.12 Socioeconomics, Communities. and Environmental Justice
Agricultural Processing Facilities

Due 10 legally insufficient time to address the DEJR/DEIS Socioeconomics. Communities.
and Environmental Justice. not all deficiencies in the recognition and analysis of impacts on the
agricultural processing facitities have been addressed in detail: suffice it to say that in addition io
the above significant deficiencies. these comments may be amended at a later date. Each of the
aforementioned deficiencies are significant adverse impacts. Assuch. the NEPA Impacts Summary
and CEQA Significance Conclusions described in Sections 3.8.7 and 3.8.8 are deficient due the
absence of emissions studies specific to Corcoran and the affected processing sites. The NEPA
Impacts Summary and CEQA Significance Conclusions described in Sections 3.12.7and 3.12.8 are
deficient due the absence of identifying the J.G. Boswell Company's agricuitural processing
facilities as an affected business subject to closure and relocation.

Volume I1I: Section A - Alignment Plans Part | Impacts on Agricultural Processing Facilities

1.G. Boswell Company owns and operates various agricultural processing facilities affected
by the HST. Adjacent or in close proximity to the Corcoran segment of the HST BNSF Alternative
are office facilities. a vegetable oil processing mill. cotton gins. seed treatment facilities, seed
storage facilities. warehouse facilities. cotion bale and cotton module storage yards. irrigation
pumps. water convéyance structures. and vatious other agricultural commodity processing
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operations. In addition to generating substantial economic activity. these operations provide
significant employment for the general vegion.

The base engineering criteria used to review Transportation Section 3.2 was the High Speed
Rail Authority's Publication Volume 111 Section C - Roadway and Grade Separation Plans Part | of
2. We referenced alignment C3 grade separation layout drawing number CT1277, 5% design
submission. Alignment €3 - BNSF Alternative presents significant challenges to the continued
operation of J.G. Boswell Company's Corcoran agricultural processing facilities. The BNSF
Alternative will result in the permanent closing and or relocation of cotton module storage yards.
the permanent closing and or relocation of a cotton gin. the permanent closing of vegetable oil
refinery operations. and the permanent closing and or relocation of grain and seed warehousing
operations.  To highlight the impacts of HST construction and operation on the facility and the
envitonment, J.G. Boswell Company has developed a map that identifies 38 major impacts to the
J.G. Boswell Company agricultural processing facilities. The following list identifies and briefly
describes these 38 significant and adverse impacts by a number keyed to the map sheel attached as
Enclosuye #4.

In the aggregate all of these impacts result in the closure of the facility. since relocation mav
not be an option. resulting in the potential loss of over a hundred of permanent jobs.

1. 6" DIAMETER HIGH PRESSURE NATURAL GAS LINE ALONG EAST SIDE OF
BNSF.

The DEIR/DEIS is deficient in addressing the main natural gas pipeline serving the Corcoran
community and the 1.G. Boswell Company agricultural processing facility. The Whitiey Avenue
overcrossing and the Sherman Avenue private overcrossing would eliminate access (o this pipeline
and require rerouting and redesign of the gas delivery system. For additional reference. this main
high pressure natural gas line also supplies the J.G. Boswell Tomato Company processing plant with
atie in line just south of the agricultural processing facility. Significant utilities such as the Main
High Pressure Natural Gas Line in Corcoran are potential high risk hazards that this Tier Two
Environmental Review is required to identify: the DEIR/DEIS fails to do so even in light of the
recent disaster that incyoreed in San Bruno.

2. GAS COMPANY PRESSURE REDUCING STATION IN THE NORTH-EAST CORNER
OF THE J.G. BOSWELL WEST AGRICULTURAL PROCESSING FACILITY.

The DEIR/DEIS is deficient in addressing the natural gas reducing station serving the
community and J.G. Boswell Company agricultural processing facility. The Whitley Avenue
overcrossing and the Sherman Avenue private overcrossing would eliminate this natural gas
reducing station and require rerouting and redesign of the gas delivery system 1o the facility.
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3. MEDIUM PRESSURE NATURAL GAS LINE UNDER SHERMAN AVENUE.

The DEIR/DEIS is deficient in addressing impacts to the medium pressure natural gas line
serving the J.G. Boswell Company agricultural processing facility. The Whitlley Avenue
overcrassing and the Sherman Avenue private overcrossing would eliminate this medium pressure
natural gas pipeline and require rerouting and redesign of'the gas delivery system to the facility.

4. 3" DIAMETER MEDIUM PRESSURE NATURAL GAS LINE INTO JGB WEST
PROCESSING SITE.

The DEIR/DEIS is deficient in addressing impacts to the medium pressure natural gas line
serving the 1.G. Boswell Company agricultural processing facility west of (he BNSF Alternative.
The Whitley Avenue overcrossing and the Sherman Avenue private overcrossing would eliminate
this medium pressure natural gas line and require rerouting and redesign of the gas delivery system
to the facility.

5. TELEPHONE COMPANY MAIN FIBER OPTIC CABLE INTO CORCORAN.

The DEIR/DEIS is deficient in failure to address the telephone company main fiber optic
cable access point serving the community and the 1.G. Boswell Company agricultural processing
faciity. The Whitley Avenue overcrossing and the Sherman Avenue private overcrossing would
impact the fiber optic cable affecting the entire community and the J.G. Boswell Company
agricultural processing facility.

6. CITY WATER LINE UNDER SHERMAN AVENUE.

The DEIR/DEIS is deficient in addressing the city water line under Sherman Avenue serving
the community and J.G. Boswell Company's agricultural processing facility. The Whitley Avenue
overcrossing and the Sherman Avenue private overcrossing would impact the city water line
affecting the entire community and the J.G. Boswell Company agricultural processing {acility. The
interruption in water services. even for a short period. will force the shutdown of operations
resulting in economic loss to the operation.

7. NORTH MAIN WATER SERVICE LINE TO JGB WEST PROCESSING SITE.

The DEIR/DEIS is deficient in addressing the city water notth main service line from
Sherman Avenue serving the J.G. Boswell Company agricultural processing facility. The Whitley
Avenue overcrossing and the Sherman Avenue private overcrossing would impact the city water line
affecting the J.G. Boswell Company agricultural processing lacility. The interruption in water
services, even for a short period, will force the shutdown of aperations resulting in economic loss
to the operation.
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8. PG&E OH-)2kV LINE SOUTHERNLY ALONG EAST SIDE OF SANTA FE AVENUE.

The DEIR/DEIS is deficient in addressing the PG&E overhead 12KV electrical service line
serving the community and the J.G. Boswell Company agricultural processing facility. The Whitley
Avenue overcrossing and the Sherman Avenue private overcrossing would impact PG&E overhead
12KV electrical service line thereby affecting the community and the J.G. Boswell Company
agricultural processing facility. The imerruption in electrical services, even for a short period, will
force the shutdown of operations resulting in economic 10ss (o the operation.

9. PG&E OR-12kV LINE EASTERLY ALONG NORTH SIDE OF SHERMAN AVENUE
EXTENDED.

The DEIR/DEIS is deficient in addressing the PG&E overhead 12KV electrical service line
serving the community and J.G. Boswell Company agricultural processing facility. The Whitley
Avenue overcrossing and the Sherman Avenue private overcrossing would impact PG&E overhead
12KV electrical service line thereby affecting the J.G. Boswell Company agricultural processing
facility. The interruption in electrical services. even for a short period. will force the shutdown of
operations resulting in economic loss 1o the operation.

10. FAJLURE TO ADDRESS IMPACTS/POTENTIAL IMPACTS TO THE TRUCK
STAGING AND TRAFFIC PATTERN AND ACCESS INTO THE CALIFORNIA STATE
GRATN GRADING STATION.

The DEIR/DEIS is deficient in addressing PG&E overhead 12KV electrical service line
serving the community and J.G. Boswell Company Agricultural Processing Facility. The Whitley
Avenue overcrossing and the Sherman Avenue privale overcrossing would impact the PG&E
overhead 12KV electrical service line thereby affecting J.G. Boswell Company's agricultural
processing facility.

11, FAILURETO ADDRESS IMPACTS/POTENTIAL IMPACTS TOTHEJGB MAIN FIBER
OPTIC COMMUNICATION CABLE BETWEEN WEST AND EAST SITES.

The DEIR/DEIS is deficient in addressing the J.G. Boswell fiber optic cable access point
between the East and West agricultural processing sites. The Whitley Avenue overcrossing and the
Sherman Avenue private overcrossing would impact the fiber optic cable affecting J.G. Boswell
Company's agricultural processing facility.
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12, FAILURE TO ADDRESS IMPACTS/POTENTIAL IMPACTS TO THE JGB MAIN FIBER
OPTIC COMMUNICATION CABLE BETWEEN THE EAST SITE AND WAREHOUSE
OFFICE.

The DEIR/DEIS is deficient in addressing the J.G. Baswell fiber optic cable access point
between the East site and Whitley Avenue warehouse agricultural processing sites. The Whitley
Avenue overcrossing and the Sherman Avenue private overcrossing would impact the fiber optic
cable affecting J.G. Boswell Company’s agricultural processing facility. Maintaining continuous
communication is critical to operations and cannot be understated.

13. PUMPED SANITARY SEWER LINE. NORTHERLY QUT OF EAST SITE TO CITY
SEWER LINE AT PICKERELL AVENUE.

The DEIR/DEIS is deficient in addressing the sanitary sewer system at impacted facilities.
The Whitley Avenue overcrossing and the Sherman Avenue private overcrossing ¢eliminate the
pumped sanitary sewer line out of the east site o the cily sewer line. affecting J.G. Boswell
Company's agricultural processing facility. The elimination of this station will require a redesign
of the sewer line system at the east site.

14, 8"DIAMETER CITY WATER SERVICE TO EAST PROCESSING SITE.

The DEIR/DEIS is deficient in addressing the 8" city water north main service line from
Sherman Avenue serving the J.G. Boswell Company agricultural processing facilities on the east
side of the BNSF. The Whitley Avenue overcrossing and the Sherman Avenue private overcrossing
would impact the city water line affecting these facilities.

15. 8" DIAMETER REDUCED PRESSURE/BACK FLOW PREVENTER FOR EAST SITE.

The DEIR/DEIS is deficient in addressing 8" reduced pressure/backflow preventer [or the
east site of the processing facilities. The Whitley Avenue overcrossing and the Sherman Avenue
private overcrossing would impact the city water line affecting .G, Boswell Company's agricultural
processing facilities.

16.  THERE iS NO RECOGNITION OF IMPACTS/POTENTIAL IMPACTS TO THE EAST
SITE, NORTH END SURFACE WATER COLLECTION AND DRAINAGE
STRUCTURE.

The DEIR/DEIS is deficient in addressing the stormwater regulatory impacts for impacted
industrial sites. The Whitley Avenue overcyossing and the Sherman Avenue private overcrossing
increase impervious serfaces, increase enhanced runoff, and add to the volume and velocity of
drainage water to the surface water drainage system. They also encroach on existing systems. This
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modification will result in the necessity to completely redesign the site's grading to accommodate
the altered drainage patterns, flows and amounts.

17. VEHICLE ACCESS TONORTH END OF WAREHOUSES #2 AND #3. EAST SITE.

The DEIR/DEIS is deficient in addressing the Whitley Avenue overcrossing and the
Sherman Avenue private overcrossing impacts to truck and vehicle access to the north end of the
east facility warehouse #2 and #3. This is an unacceptable access restriction to the structures that
impedes the delivery of commodities and creates a safety hazard. Significant modifications will be
necessary to the reminder of the facility to address the change in traffic patlerns. The replacement.
redesign, and relocation of the vehicle access results in an adverse and significant impacts fo truck
and vehicle access to the north end of the east facility warehouse #2 and #3.

18. VEHICLE ACCESS TO NORTH ENTRANCE (EMERGENCY ACCESS) OF WEST
PROCESSING SITE.

The DEIR/DEIS is deficient in addressing the Whitley Avenue overcrossing and the
Sherman Avenue private overcrossing impacts to 1.G. Boswell Company's agricultural processing
facility. The BNST Alternative will eliminate vehicle access to the north enirance (emergency
access) of the west processing site. This is an adverse and significant impact 1o the security and
safety of the facility.

19.  VEHICLE ACCESS TO DEODERIZED OIL LOADOUT STATION.

The DEIR/DEIS is deficient in addressing the Whitley Avenue overcrossing and the
Sherman Avenue private overcrossing impacts to .G. Boswetl Company's agricultural processing
facility. The BNSF Alternative will eliminate vehicle access to the deodorized oil Jead-out system,
thereby effectively shutting down the deodorizer process.

20 ALTERS ESTABLISHED TRAFFIC FLOW PATTERNS OF THE ENTIRE
PROCESSSING SITE.

The DEIR/DEIS is deficient in addressing the Whitley Avenue overcrossing and the
Sherman Avenue private overcrossing jmpacts to J.G. Boswell Company's agricultural processing
facility's traffic patterns. As discussed in DEIR/DEIS sections Transportation Section 3.2. and Air
Quality and Global Climate Change Section 3.3. these are adverse and significant impacts.

21.  BLOCKS WEST SITE, NORTH YARD SURFACE DRAINS AND SWALES,

The DEIR/DEIS is deficient in addressing the stormwater regulatory impacts for impacted
industrial sites, The Whitley Avenue overcrossing and the Sherman Avenue private overcrossing
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affects. and adds to the volume and velocity of drainage water to the sucface water drainage system.
This modification will result in the complete redesign of the grading to accommodate the drainage.

22, 3" DIAMETER MEDIUM PRESSURE NATURAL GAS LINE INTO JGB EAST
PROCESSING SITE.

The DEIR/DEIS is deficient in addressing impacts to the medium pressure natural gas line
serving the J.G. Boswell Company agricultural processing facility east of the BNSF Alternative.
The Whitley Avenue overcrossing and the Shernan Avenue private overcrossing would eliminate
this natural medium pressure natural gas line and require rerouting and redesign of the gas delivery
system to the facility.

23.  BLOCKS TRAFFIC PATTERN TO AND COVERS OIL MILL WHOLE SEED TANKS
AND TRUCK UNLOADING PITS.

The BNSF Alternative will remove the oil mill whole seed tanks and truck urloading pits
from the vegetable oil refining process. theveby effectively shutting down the plant when analyzed
individually or in conjunction with items 24, 25, 26. 27, 28 and 31. The vegetable oil processing
facility is a federal Title V permitted major source facility. The DEIR/DEIS fails to analyze the
permitting burdens associated with a modification of this significance from both a regulatory and
cost basis. The removal of the oil mill whole seed tanks and truck unloading pits from the vegetable
oil refining facility results in an adverse and significant impact that cannot be overstated. The
replacement. redesign. relocation of the vegetable oil refinery would be required at great cost and
at a great impact ta neighboring farming operations and to the developing bio diesel indusiry in the
San Joaquin Valley.

24, REMOVES EXISTING OIL MILL BUILDING CONTAINING DECORTICATER.
EXPELLER AND LINT REMOVAL ROOMS.

The BNSF Alternative will remove the oil mill decorticating. expeller, and lint removal
processes from the vegetable ol refining process. thereby effectively shutting down the plant when
analyzed individually or in conjunction with items 23, 25, 26, 27, 28 and 31. The vegetable oil
processing facility is a federal Title V permitted major source facility. The DEIR/DEIS fails to
analyze the permitting burdens associated with a modification of this significance from bath a
regulatory and cost basis. The removal of the decorticating. expeller, and lint removal processes
from the vegetable oil refining facility vesults in an adverse and significant (NEPA/CEQA) impact
that cannot be overstated. The replacement. redesign. relocation of the vegetable oil refinery would
be required at great cost and at a great impact to neighboring farming operations and to the
developing bio diesel industry in the San Joaquin Valley.
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BO118-71 25.  REMOVES PARTS OF COTTONSEED SUPPLY (INPUT) SYSTEM OF OIL, MILL. BO118-74 28.  THE BNSF ALTERNATIVE COVERS THE MAIN SURFACE WATER COLLECTION
SUMP. PUMP STATION AND OUTFALL LINE FOR THE OIL MILL PAVED AREAS.
The BNSF Alternative will remove parts of the cottonseed input system from the vegetable
oil refining process. thereby effectively shutting down the plant when analyzed in conjunction with The DEIR/DEIS is deficient in addressing the stormwalter reaulatory impacts for impacted
items 23, 24, 26,27, 28 and 31. The vegetable oil processing facility is a federal Title V permitted industrial sites, the Whitley Avenue overcrossing and Sherman Avenue private overcrossing affect,
major source facility. The DEIR/DEIS fails to analyze the permitting burdens associated with a and add to the volume and velocity of drainage water 10 the surface water drainage system. This
modification of this significance from both a regulatory and cost basis. The removal of the modification will necessitate the complete redesign of the grading to accommodate the drainage.
cottonseed input system from the vegetable oil refining facility resulis in an adverse and significant When analyzed in conjunction with impacts 23. 24, 25, 26, 27 and 31 this impact is adverse and
impact that cannot be overstated. The replacement. redesign. relocation of the vegetabte oil refinery significant to the ability of the vegetable oil processing mill's ability to continue operation.
would be required at great cost and al a great impact (o neighboring farming operations and 1o the
developing bio diesel industry in the San Joaquin Valley. BO118-75 29, THEBNSF ALTERNATIVE PERMANTENTLY BLOCKS THE EAST ACCESS ROAD
TO THE SOUTH MODULE YARDS.
BO118-72 26.  REMOVES COTTONSEED STORAGE HOUSE #6.
The DEIR/DEIS is deficient in addressing the Whitley Avenue overcrossing and the
The BNSF Alternative will remove cottonseed storage house #6 from the vegetable oil Sherman Avenue private overcrossing impacts to the J.G. Boswell Company agricultural processing
refining process. thereby effectively shutting down the plant when analyzed in conjunction with facilities, The BNSF Alterative will eliminate access to the south module yards of the west
items 23.24,25.27, 28 and 31. The vegetable oil processing facility is a federal Title V permitted processing site. This is an adverse and significant impact to the security and safety of the facility
major source facility. The DEIR/DEIS fails to analyze the permitting burdens associated with a affecting the entire traffic flow for the facility. This significant adverse impact is not dislosed and
modification of this significance from both a regulatory and cost basis. The removal of cottonseed is unmitigated.
storage house #6 the from the vegetable oil refining facility is an adverse and significant impact that
cannot be overstated. The replacement, redesign, and relocation of the vegetable oil refinery would BO118-76 30. THE BNSF ALTERNATIVE ENCROACHES OVER. OR COVERS. THE SOUTH
be required at great cost and at a great impact to neighboring farming operations and to the "EXCESS EQUIPMENT" STORAGE YARD.
developing bio diesel industry in the San Joaquin Valley. Furthermore there is no assurance that the
facility could be relocated or that the permits for a relocated facility could be obrained. The DEIR/DEIS is deficient in addressing the Whitley Avenue overcrossing and the
Sherman Avenue private overcrossing impacts to J.G. Boswell Company's agricultural processing
BO118-73 27.  THE BNSF ALTERNATIVE BLOCKS AND PREVENTS THE USE OF TWO RAIL facilities. The BNSF Alternative will eliminate the equipment storage yard at the south end of the
SPURS OFF OF THE BNSF RA(L ROAD INTO THE WEST SITE. west processing site necessitating the relocation and reconstruction of the facility. This isan adverse
and significant impact to the security and safety of the facility affecting the entire traffic flow for
The BNSF Alternative will remove the use of two rail spurs into the West Site. When ihe facility. This significant adverse impact is not dislosed and is unmitigated.
analyzed in conjunction with items 23, 24,25, 26. 28 and 31 this impact is adverse and significant.
The vegetable oil processing facility is a federal Title V permitted major source facility. The BO118-77 31.  THE BNSF ALTERNATIVE ENCROACHES ON, OR COVERS THE "FINISHED OIL"
removal of two rail spurs into the West Site from the vegetable oil refining facility and commodity RAIL CAR LOAD OQUT FACILITIES.
operations is a adverse and significant impact that cannot be overstated. It is also an adverse and
significant impact that is not recognized in the DEIR/DEIS and for which no mitigation is offered. The EIR/EIS is deficient in addressing the "finished oil” rail car load out facilities. The
The replacement, redesign. and relocation (if possible) of the vegetable oil refinery would be BNSF Alternative will eliminate the ability of the oil mill to load out vegetable oil by rail. When
required at great cost and at a great impact Lo nejghboring famming operations and to the develaping analyzed in conjunction with impacis 23, 24, 25. 26. 27 and 34 this impact is adverse and significant
bio diesel industry in the San Joaquin Valley. to the ability of the vegelable oil processing mill's ability to continue operation.

Page 21-417

@ CALIFORNIA

High-Speed Rail Authority

U.S. Department
of Transportation
Federal Railroad

Administration



California Hi h-S?_eed Train Project EIR/EIS
[

Fresno to Bakers

eld Section

Vol. IV Response to Comments from Businesses and Organizations

Submission BO118 (Raymond Carlson, J.G. Boswell Company (Atty. for), Griswold, LaSalle, Cobb,

Dowd & Gin LLP (GLCDG), October 13, 2011) - Continued

BO118-78

BO118-79

BO118-80

BO118-81

Board of Directors

CALIFORNJA HIGH SPEED
RAIL AUTHORITY

October 12, 2011

Page 33

32, THEBNSF ALTERNATIVE ENCROACHES ON AND COVERS A 300 HP IRRIGATION
WELL AT THE SOUTH END OF THE WEST SITE.

The DEIR/DEIS is deficient in addressing water resource impacts: the BNSF Alternative wilt
eliminate an existing 300 hp deep well supplying irrigation water to the site. Due the need for
developed water resources. and the costand environmental impacis associated with the development
of a new well. this is an adverse and significant impact which is not disclosed or mitigated.

33. THE BNSF ALTERNATIVE SIGNIFICANTLY REDUCES MODULE STORAGE DUE
TOLAND COVERAGE AND INSURANCE COMPANY SET BACK REQUIREMENTS.

The DEIR/DEIS is deficient in analyzing the localized impacts of the Whitley Avenue
overcrossing to the east facility cotton ginning operations and seed cleaning and storage operations.
The DEIR/DEIS is silent in addressing the setback requirements for cotion module storage and other
risk avoidance measures created by bisecting the cotton module storage yard. The overcrossing
effectively eliminates the cotlon module storage yard. The bisecting of the east facility cotton
module storage and resulting elimination of cotton module storage forces the closure of the cast
facility cotton ginning operations. The closure of the colton gin creates sacioeconomic and
environmental impacts (addressed later) that are not indentified in the DEIR/DEIS.

34, THE BNSF ALTERNATIVE REQUIRES A COMPLETE REDESIGN OF INPUT
FACILITIES. TRAFFIC FLOW PATTERNS AND SITE DRAINAGE FOR THE OIL
MILL AREA OF THE WEST AGRICULTURAL PROCESSING FACILITY SITE.

The DEIR/DEIS is deficient in addressing the stormwater regulatory impacts for impacted
industrial sites. Both the Whilley Avenue overcrossing and the Sherman Avenue private
overcrossing affect. and add to the volume and velocity of drainage water to the surface water
drainage system. This modification will result in the complete redesign of the grading to
accommodate the increased volume and rate of flow drainage. When analyzed in conjunction with
impacts 23, 24, 25, 26. 27, 28 and 31, this impact is adverse and significant to the ability of the
vegetable oil processing mill's ability to continue operation.

35. THE BNSF ALTERNATIVE SIGNIFICANTLY INCREASES SURFACE WATER RUN
OFF VOLUME.

The DEIR/DEIS is deficient in addressing the stormwater regulatory impacts for impacted
industrial sites. The Whitley Avenue overcrossing and the Sherman Avenue private overciossing
affect, and add to the volume and velocily of drainage water to the surface water drainage system.
This modification will result in the complete redesign of sife grading to accommodate the increased
quantity and velocity of drainage. This impact is adverse and significant to the ability of the
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vegetable oil processing mill's ability to continue operation. This significant adverse impact is not
disclosed or mitigated in the DEIR/DE]S.

36. THE BNSF ALTERNATIVE CREATES A “DEAD AIR" MICRO CLIMATE, JUST
NORTH OF THE OIL MILL AND GRAIN WAREHOUSES.

The DEIR/DEIS is deficient in analyzing microscale climate impacts. The DEIR/DEIS
analyzes microscale emission impacts. and the same could be said for the need (0 analyze microscale
ctfects of potential dead air spaces in local areas. such as that potentially created by the Whitley
Avenue overcrossing and the Sherman Avenue private overcrossing to the vegetabie oil mill refining
operations. ‘The defined "Study Area” fails to take into consideration localized wind circulation
changes that will occur from or be caused by the overcrossing structures. The Whitley Avenue
overcrossing and the Sherman Avenue private overcrossing have the potential 10 affect the
microclimate of the vegetable oil refinery since the prevailing winds are effectively blocked by the
overcrossings. The NEPA Impacts Sumimary and CEQA Significance Conclusions described in
Sections 3.3.7 and 3.3.8 are deficient due the absence of emissions studies specific to Corcoran and
the affected processing sites.

37. SOLVENT STORAGE.

The DEIR/DEIS is deficient in failing to recognize that the vegetable oil refinery is a solvent
extraction process and that a solvent extraction process is commonly used in the vegetable oil
extraction industry throughout the world. The solvent utilized in the process is stored on site. The
BNSF Alignment would encroach on the storage sites shown under key 37 on the map and would
require the removal, relocation. and/or taking of these facilities. The alignment's impacts on these
facilities is not disclosed or mitigated.

38.  CLOSURE OF SANTE FE AVENUE.

The DEIR/DEIS is deficient because there is no detailed site specific analysis of the
environmental impacts associated with the overcrossings at Whitley Avenue, Sherman Avenue. and
the propased closure of Sante Fe Avenue. In essence. the two overcrossing structures and the Sante
Fe Avenue closure restrict movement of heavy duty diesel trucks and other vehicles transporting
comimodities from the field to the facilities located east of the BNSF Alternative. From I.G. Boswell
Company's operational perspective the closure of Sante Fe Avenue effectively bars field
commodities from being delivered via Sante Fe Avenue 1o the facilities east of the BNSF Alternative
from the field and effectively results in the East industrial site being landlocked.

The above 38 points shows numerous undisclosed impacts of the BNSF Alternative that
result in closure of the vegetable 0il mill. the cotton gin and have many other negative impacts, as
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noted. These are shown on the enclosed map. which is Enclosure #4 to this letter and keyed by
number to the impact.

V. THE BNSF ALIGNMENT WILL CAUSE NEGATIVE IMPACTS TO A PROPOSED
SOLAR FARM AT THE NEVADA AVENUE CROSSING BECAUSE THE DEIR/DEIS
PROPOSES TO RE-ALIGN NEVADA AVENUE OVER A PORTION OF THE
PROPOSED SOLAR FARM. SEE THE MAP ATTACHED AS ENCLOSURE #7.

The HST Project would use electric multiple unit (EMUSs) trains. with the power distributed
through the overhead contact system. The DEIR/DEIS discusses in 3.6, Public Utilities and Energy.
that the State of California “projected deficits indicate the need for additional generation capacity.”
The DEIR/DEIS funther states that the HSR wil) utilize electricity derived from renewable sources.
including solar.

Volume I1I Section € — Roadway and Grade Separation Plans Part 1 of 2 identifies impacts
10 a projected solar generation site location at Highway 43 and Nevada Avenue. J.G. Boswell staff
referenced alignment C | grade separation layout drawing nuraber CT1]210 and CT11211. 15%
design submission to ascertain the impacts of the proposed Nevada Avenue overcrossing on the
proposed solar facility. J.G. Boswell Company staff created a rendition of the site which is attached
displaying the impact to (he solar site. The crossing will create the necessity to modify the proposed
solar facility’s tayout and design and will result in decreased avea for the solar panels. The
Authority needs to reconsider the design and placement of the Nevada Avenue realignment, in
particular placement of the facilities to the south of the existing Nevada Avenue alignment as
feasible mitigation for impacts to the solar site under the proposed realignment of Nevada Avenue.

VL. CONCLUSION.

NEPA and CEQA are disclosure statutes. They are designed to inform the public and
deciston makers of the impacts of proposed actions before irretrievable commitments of resources
are imade. Here, these purposes are frustrated. The Authority has denied all interested parties due
process and allowed only a legally inadequate time to review and comment on environmental
documents for the biggest. most complex public work ever undetaken in the San Joaquin Valley. if
not the State. This frustrates the legislative purpose of environmemal disclosure statutes. And. as
shown above. in many instances the DEIR/DEIS is not an adequate disclosure document. does nat
acknowledge and disclose significant adverse impacfs to the environment. and fails to mitigate these
unrecognized impacts.

Our analysis of the BNSF Alternative shows at least 38 impact areas not disclosed in the
DEIR/DEIS. These impacts place the continued operation of facilities at risk including the vegetable
oil processing mill. and other facilities. These undisclosed impacts of the BNSF Alternative are
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shown on the enclosed map, ENCLOSURE #4. and number keyed to that map and are discussed in
Part [V above beginning at page 15.

Similarly. the Corcoran Elevated Alternative includes at least 22 impact areas that are not
disclosed in the DEIR/DEIS. These impacts are significant and adverse and could imperil the
continued operation of the facilities noted. These undisclosed impacts of the Corcoran Elevated
Alternative are shown on the enclosed map. ENCLOSURE #1. and nomber keyed to the map and
are discussed in Part [ above beginning at page §

The Authority's agenda is driven by commencing construction within the time to receive
federal funds. [nits October 6, 2011 letter denying J.G. Boswell Company's extension request, the
Authority admitted: "We acknowledge that many individuals and entities have requested a comment
period longer than the official 60-day review provided, however. the extension to October 13,201 |
strikes a balance between the requests for more time and the constraints associated with federal
funding that require the Authority to keep the EIR/EIS process moving forward.” This reasoning
will not hold up because the Authority certified a Program EIR/EIS six years ago. but took almost
another five years (0 issue a project specific DEIR/DEIS. The Authority's lack of diligence. or its
need to meet federal time constraints. cannot take precedence over the rights of all interested parties
to their rights to due process and inherent fairness in being afforded an adequate time to review and
comment on the environmental documents. That adequate time period has not been allowed. and
the ability to comment necessarily compromised and truncated. The only remedy is to reopen the
comment period for a sufficient Jength of time to satisty legal and due process requirements.

Very truly yours.

f il
GRISWOED, LaSALLF, COB{'!}‘ p
oW |

=P

By:

/¥ ] L,
RAYMOND L. CARLSON

cc: Federal Railroad Authority (via overnight delivery) (w/encl.)
Dennis Tristao (w/encl.)

ENCLOSURES

1. Drawing "Proposed High Speed Rail Elevated Alternative C-1 Conflicts and Concerns”
dated 10/10/11
2. Drawing "High Speed Rail Proposed Alignment C-2 Airport Analysis"” dated 10/7/11
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3. Tartaglia Engineering Report "High Speed Rail Corcoran Bypass Alternative Alignment and
Relation to Salyer Farms Airport” dated 10/7/11

4. Drawing "Proposed High Speed Rail at Grade Alternative C-3 Conflicts and Concerns”
dated 10/07/11

5. Watson. Dr. [.G.. Final Study Plan for Effectiveness Demonstration of Fugitive Dust Control
Methods for Public Unpaved Roads and Unpaved Shoulders on Paved Sireets. DRI
Document No. 685-5200.1F2. prepared for San Joaquin Valley Unified Air Pollution Control
District

6. San Joaquin Valley Air Pollution Control District 2011 Air Monitoring Network Plan dated
June 30. 2011

7. Drawing “High Speed Rail & Solar Lease Agreement Property" dated 9/22/1]

8. List of Preparers

9. Statement of Qualifications Tartaglia Engineering
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BO118-1
Refer to Standard Response FB-Response-GENERAL-01, FB-Response-GENERAL-20.

BO118-2

A calendar of proposed dates does not meet the requirementfor a properly noticed
meeting. The Bagley-Keene Act requires, under GovernmentCode section 11125(a),
that an agency provide at least ten (10) days writtennotice prior to the board meeting to
be held. The Act would not apply to ameeting that was neither held nor properly noticed.

BO118-3

According to FRA methodology, industrial land uses are not considered noise-sensitive
areas.

BO118-4

According to FRA methodology, industrial land uses are not considered noise-sensitive
areas, because in general, the activities within these buildings are compatible with
higher noise levels (FTA 2006).

BO118-5

Refer to Standard Response FB-Response-SO-01, FB-Response-SO-03, FB-
Response-GENERAL-05, FB-Response-N&V-03, FB-Response-N&V-05.

For information about the impacts on commercial and industrial businesses in
communities, see the Revised DEIR/Supplemental DEIS, Volume I, Section 3.12,
Impact SO #11. For information on the property acquisition and compensation process,
see Volume II, Appendix 3.12-A. It is beyond the scope of the EIR/EIS to address the
specific concerns of each private business. Individual acquisition and access issues will
be determined during the property acquisition process. Also see the Community Impact
Assessment Technical Report, Appendix B, for a discussion of the JG Boswell Company
in the community baseline data.

The commenter's opposition to the Corcoran Elevated Alternative is noted. The
Authority will use the information in the Revised DEIR/Supplemental DEIS and input
from the agencies and public to identify the Preferred Alternative. The decision will

BO118-5

include consideration of the project purpose and need and the project objectives
presented in Chapter 1, Project Purpose and Need, as well as the objectives and criteria
in the alternatives analysis, and the comparative potential for environmental impacts.

BO118-6
Refer to Standard Response FB-Response-PU&E-03.

There are many utilities within or crossing the study area for the proposed HST and
associated facilities. The proposed project would avoid, protect or reroute potentially
affected existing public utility infrastructure. The Authority would work with utility owners
during final engineering design to relocate utilities or protect them in place. Where
overhead distribution lines cross the HST alignment, the Authority and the utility owner
may determine that it is best to place the line underground. In this case, the distribution
line would be placed in a conduit so that future maintenance of the line could be
accomplished outside the HST right-of-way. Where existing underground pipelines cross
the HST alignment, the utilities would be placed in a protective casing so that future
maintenance could be accomplished outside of the HST right-of-way. The project
construction contractor would coordinate schedules for utility relocations and protection-
in-place with the utility owner to ensure the project would not result in prolonged
disruption of services. Refer to Section 3.6.5.

Based on the current level of design, the overhead 12-kV electrical service transmission
line potentially affected along the east side of Santa Fe Avenue would, upon agreement
between the Authority and the Pacific Gas and Electric Company, be placed
underground and within a conduit at the expense of the Authority. The Authority’s
construction contractor will coordinate schedules for utility relocations and protection-in-
place with the utility owner to ensure the project would minimize or eliminate the
potential for disruption of service to affected users and the community.

BO118-7
Refer to Standard Response FB-Response-PU&E-03.

There are many utilities within or crossing the Study Area for the proposed HST and
associated facilities. The proposed project would avoid, protect or reroute potentially

U.S. Departmen
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BO118-7

affected existing public utility infrastructure. The Authority would work with utility owners
during final engineering design and construction of the project to relocate utilities or
protect them in place. Where overhead distribution lines cross the HST alignment, the
Authority and the utility owner may determine that it is best to place the line
underground. In this case, the distribution line would be placed in a conduit so that
future maintenance of the line could be accomplished outside the HST right-of-way.
Where existing underground pipelines cross the HST alignment, the utilities would be
placed in a protective casing so that future maintenance could be accomplished outside
of the HST right-of-way. The project construction contractor would coordinate schedules
for utility relocations and protection-in-place with the utility owner to ensure the project
would not result in prolonged disruption of services. Refer to Section 3.6.5.

Based on the current level of design, the overhead 12-kV electrical service transmission
line potentially affected along the north side of Sherman Avenue Extended would, upon
agreement between the Authority and the Pacific Gas and Electric Company, be placed
underground and within a conduit at the expense of the Authority. The Authority’s
construction contractor will coordinate schedules for utility relocations and protection-in-
place with the service provider to ensure the project will either minimize or eliminate the
potential for disruption of service to affected users and the community.

B0O118-8
Refer to Standard Response FB-Response-PU&E-03.

There are many utilities within or crossing the Study Area for the proposed HST and
associated facilities. The proposed project would avoid, protect or reroute potentially
affected existing public utility infrastructure. The Authority would work with utility owners
during final engineering design and construction of the project to relocate utilities or
protect them in place. Where overhead distribution lines cross the HST alignment, the
Authority and the utility owner may determine that it is best to place the line
underground. In this case, the distribution line would be placed in a conduit so that
future maintenance of the line could be accomplished outside the HST right-of-way.
Where existing underground pipelines cross the HST alignment, the utilities would be
placed in a protective casing so that future maintenance could be accomplished outside
of the HST right-of-way. The project construction contractor would coordinate schedules

BO118-8

for utility relocations and protection-in-place with the utility owner to ensure the project
would not result in prolonged disruption of services. Refer to Section 3.6.5.

Based on the current level of design, the overhead 12-kV electrical service transmission
line potentially affected along the west side of Pickerell Avenue will, upon agreement
between the Authority and the Pacific Gas and Electric Company, be placed
underground and within a conduit at the expense of the Authority. The Authority’s
construction contractor will coordinate schedules for utility relocations and protection-in-
place with the service provider to ensure the project will either minimize or eliminate the
potential for disruption of service to affected users and the community.

B0118-9
Refer to Standard Response FB-Response-PU&E-03.

There are many utilities within or crossing the Study Area for the proposed HST and
associated facilities. The proposed project would avoid, protect or reroute potentially
affected existing public utility infrastructure. The Authority would work with utility owners
during final engineering design and construction of the project to relocate utilities or
protect them in place. Where communication cables cross the HST alignment, the
Authority and the utility owner may determine that it is best to place the line
underground. In this case, the communication cables would be placed in a conduit so
that future maintenance of the line could be accomplished outside the HST right-of-way.
Where existing fiber optic lines cross the HST alignment, the utilities would be placed in
a protective casing so that future maintenance could be accomplished outside of the
HST right-of-way. The project construction contractor would coordinate schedules for
utility relocations and protection-in-place with the utility owner to ensure the project
would not result in prolonged disruption of services. Refer to Section 3.6.5.

Based on the current level of design, the pull/splice box serving the Boswell main fiber
optic communication cable between its West and East agricultural processing facilities
will, upon agreement between the Authority and the public service provider, be replaced
and rerouted in a conduit at the expense of the Authority. The Authority’s construction
contractor will coordinate schedules for utility relocation with the service provider to
ensure the project will either minimize or eliminate the potential for disruption of service
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BO118-9

to affected users.

BO118-10
Refer to Standard Response FB-Response-SO-01.

Additional details on the California Department of Food and Agriculture (CDFA)
Corcoran sampling station have been added to the EIR/ EIS, Volume |, Section 3.12,
Impact SO #12. The BNSF Through Corcoran and Corcoran Elevated HST alternatives
would both travel along the existing BNSF railway corridor through the J.G. Boswell
property where the CDFA sampling station is located. The BNSF Through Corcoran
alternative would be located on the western side of Santa Fe Avenue and would not
directly impact the sampling station. The Corcoran Elevated alternative would be located
west of Santa Fe Avenue, but would require the road to be shifted east closer to the
sampling station. Under both of these alternatives, it is not anticipated that the sampling
station would be relocated. However, the final full and partial parcel acquisition details
will ultimately be determined on a case-by-case basis during the land acquisition phase
of the project. The Authority will consult with these respective parties before land
acquisition to assess potential opportunities to reconfigure land use or buildings, and
relocate facilities,, as necessary, to minimize the disruption of facility activities and
services. Mitigation Measure SO-4: Implement measures to reduce impacts associated
with the relocation of important facilities, will be effective in minimizing the impacts of the
project by completing new facilities before necessary relocations and by involving
affected facilities in the process of identifying new locations for their operations.

BO118-11
Refer to Standard Response FB-Response-TR-01.

As stated in the comment, the construction of the Corcoran Elevated Alternative would
require the relocation of Santa Fe Avenue to the east. The relocation will require the
acquisition of additional right-of-way, currently used as internal vehicle and truck parking
and traffic flow for the grading station.

The elevated structure proposed at this location may help reduce impacts to parking and
circulation at this property. However, the shifting of Santa Fe Avenue may still affect the

BO118-11

site’s internal operations. If the project results in the acquisition or direct interference
with the existing operations at this property, additional refinement during project design
may allow avoidance or further minimization of adverse effects. Unavoidable impacts
may be subject to damages. These would be determined during final design and right-
of-way phases of the project.

BO118-12

Refer to Standard Response FB-Response-GENERAL-04, FB-Response-HWR-02, FB-
Response-SO-01.

The permanent right-of-way for the Corcoran Elevated or BNSF Alternative would
include a portion of the Boswell property adjacent to the existing freight track and/or
Santa Fe Avenue. Any of Boswells’ surface runoff gutters and swales located within the
project ROW would need to be relocated. The Authority will fairly compensate land
owners during the right-of-way acquisition process for relocation of existing drainage
infrastructure. If relocated drainage systems would need to be re-permitted,
compensation would also include regulatory costs. It is unlikely that the industrial site’s
grading would need to be completely redesigned because current on-site drainage
patterns in areas outside of the HST right-of-way would not be impacted. Boswell's
runoff would be pickup at the edge of the HST ROW close to where it now drains to and
carried in the same direction and discharged to a similar location.

Please also note that further refinement has been made to the alignment alternatives
since issuance of the Draft EIR/EIS, as described in the Revised DEIR/Supplemental
DEIS. The BNSF and Corcoran Elevated alternatives will be on an aerial structure in
southeast Corcoran in the vicinity of the Sherman Avenue crossing. Drainage systems
within portions of elevated track would collect and drain stormwater to the ground
through downspouts at the columns located every 100 to 120 feet along the alignment.
Drainage from the downspouts would typically infiltrate within the HST rights-of-way or
be conveyed parallel to the overhead track to a nearby stormwater collection system.
Runoff from the project would not be discharged directly to private property. Santa Fe
Avenue would be realigned under the Corcoran Elevated Alternative and the existing
freight rail tracks for the Boswell Spur would be realigned under the BNSF Alternative.

U.S. Departmen
@ CALIFORNIA (‘ gfgran?gggflioi
High'sPEEd RC“ AUI‘I‘IDrirY ederal Railroa

Administration

Page 21-423



California High-Speed Train Project EIR/EIS
Fresno to Bakersfield Section

Vol. IV Response to Comments from Businesses and Organizations

Response to Submission BO118 (Raymond Carlson, J.G. Boswell Company (Atty. for), Griswold,
LaSalle, Cobb, Dowd & Gin LLP (GLCDG), October 13, 2011) - Continued

BO118-12

Drainage management for Santa Fe Avenue or the freight rail rights-of-way would meet
or exceed current practices. Detailed grading and drainage plans will be prepared by the
design-build contractor based on the design standards described in Standard Response
FB-Response-HWR-02. In addition, engineers participating in the right-of-way
acquisition process will ensure that site-specific drainage impacts to neighboring
properties are not created.

BO118-13

Refer to Standard Response FB-Response-GENERAL-04, FB-Response-HWR-02, FB-
Response-SO-01.

The permanent right-of-way for the Corcoran Elevated or BNSF Alternative would
include a portion of the Boswell property adjacent to the existing freight track and/or
Santa Fe Avenue. Any of Boswells’ surface runoff sumps or pump stations located
within the project ROW would need to be relocated. The Authority will fairly compensate
land owners during the right-of-way acquisition process for relocation of existing
drainage infrastructure. If relocated drainage systems would need to be re-permitted,
compensation would also include regulatory costs

Please also note that further refinement has been made to the alignment alternatives
since issuance of the DEIR/DEIS, as described in the Revised DEIR/Supplemental
DEIS. The BNSF and Corcoran Elevated alternatives will be on an aerial structure in
southeast Corcoran in the vicinity of the Sherman Avenue crossing. Drainage systems
within portions of elevated track would collect and drain stormwater to the ground
through downspouts at the columns located every 100 to 120 feet along the alignment.
Drainage from the downspouts would typically infiltrate within the HST rights-of-way or
be conveyed parallel to the overhead track to a nearby stormwater collection system.
Runoff from the project would not be discharged directly to private property. Santa Fe
Avenue would be realigned under the Corcoran Elevated Alternative and the existing
freight rail tracks for the Boswell Spur would be realigned under the BNSF Alternative.
Drainage management for Santa Fe Avenue or the freight rail rights-of-way would meet
or exceed current practices. Detailed grading and drainage plans will be prepared by the
design-build contractor based on the design standards described in Standard Response
FB-Response-HWR-02. In addition, engineers participating in the right-of-way

BO118-13

acquisition process will ensure that site-specific drainage impacts to neighboring
properties are not created.

BO118-14

Refer to Standard Response FB-Response-GENERAL-04, FB-Response-HWR-02, FB-
Response-SO-01.

The permanent right-of-way for the Corcoran Elevated or BNSF Alternative would
include a portion of the Boswell property adjacent to the existing freight track and/or
Santa Fe Avenue. If the Boswell runoff pump outflow line is located within or discharges
in the project footprint it would need to be relocated. The Authority will fairly compensate
land owners during the right-of-way acquisition process for relocation of existing
drainage infrastructure. If relocated drainage systems would need to be re-permitted,
compensation would also include regulatory costs. The intent is to put the line back into
service so that it provides Boswell with the same utility as the existing line.

Please also note that further refinement has been made to the alignment alternatives
since issuance of the Draft EIR/EIS, as described in the Revised DEIR/Supplemental
DEIS. The BNSF and Corcoran Elevated alternatives would be on an aerial structure in
southeast Corcoran in the vicinity of the Sherman Avenue crossing. Drainage systems
within portions of elevated track would collect and drain stormwater to the ground
through downspouts at the columns located every 100 to 120 feet along the alignment.
Drainage from the downspouts would typically infiltrate within the HST rights-of-way or
be conveyed parallel to the overhead track to a nearby stormwater collection system.
Runoff from the project would not be discharged directly to private property. Santa Fe
Avenue would be realigned under the Corcoran Elevated Alternative and the existing
freight rail tracks for the Boswell Spur would be realigned under the BNSF Alternative.
Drainage management for Santa Fe Avenue or the freight rail rights-of-way would meet
or exceed current practices. Detailed grading and drainage plans will be prepared by the
design-build contractor based on the design standards described in Standard Response
FB-Response-HWR-02. In addition, engineers participating in the right-of-way
acquisition process will ensure that site-specific drainage impacts to neighboring
properties are not created.
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BO118-15
Refer to Standard Response FB-Response-PU&E-03.

There are many utilities within or crossing the Study Area for the proposed HST and
associated facilities. The proposed project would avoid, protect or reroute potentially
affected existing public utility infrastructure. The Authority would work with utility owners
during final engineering design and construction of the project to relocate utilities or
protect them in place. Where existing underground pipelines cross the HST alignment,
the utilities would be placed in a protective casing so that future maintenance could be
accomplished outside of the HST right-of-way. The project construction contractor would
coordinate schedules for utility relocations and protection-in-place with the utility owner
to ensure the project would not result in prolonged disruption of services. Refer to
Section 3.6.5.

Based on the current level of design, the 8-inch diameter water distribution line located
on the east side of Santa Fe Avenue would, upon agreement between the Authority and
the public service provider, be replaced and rerouted at the expense of the Authority.
The Authority’s construction contractor will coordinate schedules for its relocation to
ensure the project will either minimize or eliminate the potential for disruption of service
to affected users.

BO118-16
Refer to Standard Response FB-Response-PU&E-03.

There are many utilities within or crossing the Study Area for the proposed HST and
associated facilities. The proposed project would avoid, protect or reroute potentially
affected existing public utility infrastructure. The Authority would work with utility owners
during final engineering design and construction of the project to relocate utilities or
protect them in place. Where overhead distribution lines cross the HST alignment, the
Authority and the utility owner may determine that it is best to place the line
underground. In this case, the distribution line would be placed in a conduit so that
future maintenance of the line could be accomplished outside the HST right-of-way.
Where existing underground pipelines cross the HST alignment, the utilities would be
placed in a protective casing so that future maintenance could be accomplished outside

BO118-16

of the HST right-of-way. The project construction contractor would coordinate schedules
for utility relocations and protection-in-place with the utility owner to ensure the project
would not result in prolonged disruption of services. Refer to Section 3.6.5.

Based on the current level of design, the overhead 12-kV electrical service/meter pole
servicing the Boswell cotton gin #5 operation will, upon agreement between the
Authority and the Pacific Gas and Electric Company, be relocated or placed
underground and within a conduit at the expense of the Authority. The Authority’s
construction contractor will coordinate schedules for utility relocations and protection-in-
place with the service provider to ensure the project will either minimize or eliminate the
potential for disruption of service to affected users.

BO118-17
Refer to Standard Response FB-Response-SO-01.

At this stage of project design, identifying the individual circumstances surrounding the
acquisition of land on each parcel is not possible. Instead of specific individual impacts,
the EIR/EIS provides an overall analysis of commercial, industrial, and residential
displacements and the economic effects of such displacements to the communities
affected by the project. This provides the general public and decision makers with an
understanding of the nature and magnitude of the impacts. The final full and partial
parcel acquisition decisions will ultimately be determined on a case-by-case basis during
the land acquisition phase of the project, see Appendix 3.12-A for more information on
the property acquisition and compensation procedures.

At the location of the J.G. Boswell facility the Corcoran Elevated alternative would travel
through the site along the existing BNSF railway corridor and require shifting Santa Fe
Avenue eastward. Some property may be required to accommodate this shift; however,
it would not result in the displacement of any silos or structures immediately adjacent to
the road. Some modifications to the BNSF railway spurs may be required, but access to
and from the J.G. Boswell facility will be maintained. Any direct loss of land or diminution
in value to a property owner’s parcel will be estimated by an appraiser through the
property acquisition process and the owner will be fairly compensated.
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BO118-17

Impacted businesses that rely on railroad spurs to access the BNSF railroad will be
reconfigured or relocated, if necessary, to ensure continued access to the BNSF.

BO118-18

As stated in the comment, the construction of the Corcoran Elevated Alternative would
require the relocated of Santa Fe Avenue to the east. The relocation will require
additional right-of-way, currently used as internal parking at the ranch office.

The elevated structure proposed at this location may help reduce impacts to parking and
circulation at this property. However, the shifting of Santa Fe Avenue may still affect the
site’s internal operations.

If the project results in the acquisition or direct interference with the existing operations
at this property, additional refinement during project design may allow avoidance or
further minimization of adverse effects. Access to properties will be maintained or the
affected property (or portion of) may be compensated as determined during final design
and right-of-way phases of the project.

BO118-19

As stated in the comment, the construction of the Corcoran Elevated Alternative would
require the relocated of Santa Fe Avenue to the east. The relocation will require
additional right-of-way, currently used as internal parking at the ranch office.

The elevated structure proposed at this location may help reduce impacts to parking and
circulation at this property. However, the shifting of Santa Fe Avenue may still affect the
site’s internal operations.

If the project results in the acquisition or direct interference with the existing operations
at this property, additional refinement during project design may allow avoidance or
further minimization of adverse effects. Access to properties will be maintained or the
affected property (or portion of) may be compensated as determined during final design
and right-of-way phases of the project.

B0O118-20

According to FRA methodology, industrial land uses are not considered noise-sensitive
areas, because in general, activities within these buildings are compatible with higher
noise levels (FTA 2006).

BO118-21
Refer to Standard Response FB-Response-TR-02.

The Authority will ensure compensation for the replacement, redesign, or relocation of
truck parking at the agricultural processing facility. See TR MM#1- Access Maintenance
for Property Owners, which says that during construction, access with be maintained for
owners to their property to a level that maintains pre-project viability of the property for
its pre-project use. If a proposed road closure restricts current access to a property,
alternative access via connections to existing roadways will be provided. If adjacent road
access is not available, new road connections will be prepared, if feasible. If alternative
road access is not feasible, the property will be considered for acquisition.

B0118-22
Refer to Standard Response FB-Response-PU&E-03.

There are many utilities within or crossing the Study Area for the proposed HST and
associated facilities. The proposed project would avoid, protect or reroute potentially
affected existing public utility infrastructure. Underground wet utilities, such as sewers,
are conveyed inside a pipeline material with a service life typically of 50 years or more.
The Authority would work with utility owners during final engineering design and
construction of the project to relocate utilities or protect them in place. Where existing
underground sewer pipelines cross the HST alignment, the utilities would be placed in a
protective casing so that future maintenance could be accomplished outside of the HST
right-of-way. The project construction contractor would coordinate schedules for utility
relocations and protection-in-place with the utility owner to ensure the project would not
result in prolonged disruption of services. Refer to Section 3.6.5.

Based on the current level of design, the sewer service line serving Boswell facilities
would, upon agreement between the Authority and the public service provider, be
replaced and rerouted at the expense of the Authority. The Authority’s construction
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BO118-22

contractor will coordinate schedules for its relocation to ensure the project will either
minimize or eliminate the potential for disruption of service to affected users.

B0O118-23

The North entrance to the J.G. Boswell west processing site appears to be off Sherman
Avenue. The HST Alignment will cross over Sherman Avenue, Whitley Avenue, and
Brokaw Avenue on an aerial structure. Refer to Appendix A, Road Crossings, of the
Final EIR/EIS for more details. During right-of-way review, the option of relocating the
entrance to a different location on Sherman Avenue will be considered in consultation
with the property owner. Access to properties will be maintained or the affected property
(or portion thereof) may be compensated as determined during final design and right-of-
way phases of the project.

BO118-24

Refer to Standard Response FB-Response-GENERAL-01, FB-Response-GENERAL-21,
FB-Response-SO-01, FB-Response-SO-03.

For information about the impacts on commercial and industrial businesses in
communities, see the Revised DEIR/Supplemental DEIS, Volume |, Section 3.12,
Impact SO #11, and also Impact SO #12 and SO #16 for effects on agricultural
businesses. For information on the property acquisition and compensation process, see
Volume II, Appendix 3.12-A.

At this stage of project design, identifying the individual circumstances surrounding the
acquisition of land on each parcel is not possible. Instead of specific individual impacts,
the EIR/EIS provides an overall analysis of commercial, industrial, and residential
displacements and the economic effects of such displacements to the communities
affected by the project. This provides the general public and decision makers with an
understanding of the nature and magnitude of the impacts. The final full and partial
parcel acquisition decisions will ultimately be determined on a case-by-case basis during
the land acquisition phase of the project, see Appendix 3.12-A for more information on
the property acquisition and compensation procedures.

B0O118-24

At the location of the J.G. Boswell facility the Corcoran Elevated alternative would travel
through the site along the existing BNSF railway corridor and require shifting Santa Fe
Avenue eastward. Some property may be required to accommodate this shift; however,
it would not result in the displacement of any silos or structures immediately adjacent to
the road. Some modifications to the BNSF railway spurs may be required, but access to
and from the J.G. Boswell facility will be maintained. Any direct loss of land or diminution
in value to a property owner’s parcel will be estimated by an appraiser through the
property acquisition process and the owner will be fairly compensated.

BO118-25

Refer to Standard Response FB-Response-GENERAL-04, FB-Response-HMW-02, FB-
Response-SO-01.

The permanent right-of-way for the Corcoran Elevated or BNSF Alternative would
include a portion of the Boswell property adjacent to the existing freight track and/or
Santa Fe Avenue. Any of Boswells’ surface drainage infrastructure located within the
project ROW would need to be relocated. The Authority will fairly compensate land
owners during the right-of-way acquisition process for relocation of existing drainage
infrastructure. If relocated drainage systems would need to be re-permitted,
compensation would also include regulatory costs. A setting pond may be affected on
the southern portion of the site by the BNSF Alternative. If this pond is affected than the
grading may need to be redesigned in this portion of the site.

Please also note that further refinement has been made to the alignment alternatives
since issuance of the Draft EIR/EIS, as described in the Revised DEIR/Supplemental
DEIS. The BNSF and Corcoran Elevated alternatives would be on an aerial structure in
southeast Corcoran in the vicinity of the Sherman Avenue crossing. Drainage systems
within portions of elevated track would collect and drain stormwater to the ground
through downspouts at the columns located every 100 to 120 feet along the alignment.
Drainage from the downspouts would typically infiltrate within the HST rights-of-way or
be conveyed parallel to the overhead track to a nearby stormwater collection system.
Runoff from the project would not be discharged directly to private property. Santa Fe
Avenue would be realigned under the Corcoran Elevated Alternative and the existing
freight rail tracks for the Boswell Spur would be realigned under the BNSF Alternative.
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BO118-25

Drainage management for Santa Fe Avenue or the freight rail rights-of-way would meet
or exceed current practices. Detailed grading and drainage plans will be prepared by the
design-build contractor based on the design standards described in Standard Response
FB-Response-HWR-02. In addition, engineers participating in the right-of-way
acquisition process will ensure that site-specific drainage impacts to neighboring
properties are not created.

BO118-26

Refer to Standard Response FB-Response-GENERAL-01, FB-Response-GENERAL-21,
FB-Response-SO-01, FB-Response-SO-03.

For information about the impacts on commercial and industrial businesses in
communities, see the Revised DEIR/Supplemental DEIS, Volume I, Section 3.12,
Impact SO #11, and also Impact SO #12 and SO #16 for effects on agricultural
businesses. For information on the property acquisition and compensation process, see
Volume Il, Appendix 3.12-A.

At this stage of project design, identifying the individual circumstances surrounding the
acquisition of land on each parcel is not possible. Instead of specific individual impacts,
the EIR/EIS provides an overall analysis of commercial, industrial, and residential
displacements and the economic effects of such displacements to the communities
affected by the project. This provides the general public and decision makers with an
understanding of the nature and magnitude of the impacts. The final full and partial
parcel acquisition decisions will ultimately be determined on a case-by-case basis during
the land acquisition phase of the project, see Appendix 3.12-A for more information on
the property acquisition and compensation procedures.

At the location of the J.G. Boswell facility the Corcoran Elevated alternative would travel
through the site along the existing BNSF railway corridor and require shifting Santa Fe
Avenue eastward. Some property may be required to accommodate this shift; however,
it would not result in the displacement of any silos or structures immediately adjacent to
the road. If disruptions occur as a result of the HST project which affects the operating
capacity of the cotton gin, the business owner will be fairly compensated for any losses
associated with reconfiguring facilities or regulatory costs. Any direct loss of land or

B0O118-26

diminution in value to a property owner’s parcel will be estimated by an appraiser
through the property acquisition process and the owner will be fairly compensated.
Additionally, the EIR/EIS includes a commitment (see Chapter 3.14.6, Project Design
Features) to assist agricultural facility owners in obtaining new or amended permits for
the continued operation of their facilities.

BO118-27
Refer to Standard Response FB-Response-PU&E-03.

There are many utilities within or crossing the Study Area for the proposed HST and
associated facilities. The proposed project would avoid, protect or reroute potentially
affected existing public utility infrastructure. Where existing communication cables cross
the HST alignment, the utilities would be placed in a protective casing so that future
maintenance could be accomplished outside of the HST right-of-way. The project
construction contractor would coordinate schedules for utility relocations and protection-
in-place with the utility owner to ensure the project would not result in prolonged
disruption of services. Refer to Section 3.6.5.

Based on the current level of design, the fiber optic communication cable potentially
affected by the Corcoran Elevated Alternative will, upon agreement between the
Authority and the public service provider, be replaced and rerouted in a conduit at the
expense of the Authority. The Authority’s construction contractor will coordinate
schedules for utility relocation with the service provider to ensure the project will either
minimize or eliminate the potential for disruption of service to affected users.

B0O118-28

The reference to “private airport” in the Draft EIR/EIS meant the Salyer airport.

B0O118-29

The Draft EIR/EIS incorrectly identified a significant safety impact of the HST system on
Salyer airport. Additional safety analyses were conducted for the Revised
DEIR/Supplemental DEIS, and the conclusion has been changed to less than significant
as a result of those analyses.

U.S. Departmen
@ CALIFORNIA (‘ gfgran?gggflioi
High'sPEEd RC“ AUI‘I‘IDrirY ederal Railroa

Administration

Page 21-428



California High-Speed Train Project EIR/EIS
Fresno to Bakersfield Section

Vol. IV Response to Comments from Businesses and Organizations

Response to Submission BO118 (Raymond Carlson, J.G. Boswell Company (Atty. for), Griswold,
LaSalle, Cobb, Dowd & Gin LLP (GLCDG), October 13, 2011) - Continued

BO118-30

The Draft EIR/EIS incorrectly identified a significant safety impact of the HST System on
Salyer Farms Airport. Additional safety analyses were conducted for the Revised
DEIR/Supplemental DEIS, and the conclusion has been changed to less than significant
as a result of those analyses.

BO118-31

The Revised DEIR/Supplemental DEIS has been modified to delete the mitigation
measure for Salyer airport. The project would not have a significant safety impact on the
airport, as described in Section 3.11 of the Revised DEIR/Supplemental DEIS.

BO118-32

When this comment was drafted, the BNSF Alternative was proposed to be at-grade
with an offsite overcrossing at Whitely Avenue and an onsite overcrossing at Sherman
Avenue. The BNSF Alternative was redesigned to be located on an aerial structure
through the J.G. Bowell property in the Revised DEIR/Supplemental DEIS.

As depicted in Appendix A, Road Crossings, of the Final EIR/EIS, Santa Fe Avenue is
not proposed to be closed in the Final EIR/EIS. Santa Fe Avenue is proposed to be
shifted to the east of the existing alignment as to avoid the proposed HST aerial
structure. The intersection of Pickerill and Santa Fe would be reconstructed. The HST
alignment will cross over Sherman Avenue, Whitley Avenue, and Brokaw Avenue on an
aerial structure.

The elevated structure proposed at this location may help reduce impacts on parking
and circulation at this property. However, the shifting of Santa Fe Avenue may still affect
the site’s internal operations.

If the project results in the acquisition or direct interference with the existing operations
at this property, additional refinement during project design may allow avoidance or
further minimization of adverse effects. Unavoidable impacts may be subject to
treatment or compensation. These would be determined during the final design and
right-of-way phases of the project.

B0O118-33

When this comment was drafted, the BNSF Alternative was proposed to be at-grade
with an offsite overcrossing at Whitely Avenue and an onsite overcrossing at Sherman
Avenue. The BNSF Alternative was redesigned to be located on an aerial structure
through the J.G. Bowell property in the Revised DEIR/Supplemental DEIS.

As stated in Appendix A, Road Crossings, of the Final EIR/EIS, Santa Fe Avenue is not
proposed to be closed in the Final EIR/EIS. Santa Fe Avenue is proposed to be shifted
to the east of the existing alignment as to avoid the proposed HST aerial structure. The
intersection of Pickerill and Santa Fe would be reconstructed. The HST Alignment will
cross over Sherman Avenue, Whitley Avenue, and Brokaw Avenue on an aerial
structure.

The elevated structure proposed at this location may help reduce impacts on access
and circulation at this property. However, the shifting of Santa Fe Avenue may still affect
the site’s internal operations.

Within the Revised DEIR/Supplemental DEIS, additional traffic analysis in the City of
Corcoran was performed and added to Section 3.2 as Impact TR #15 — Impacts on the
City of Corcoran Local Roadway Network due to Road Closures.

BO118-34

When this comment was drafted, the BNSF Alternative was proposed to be at-grade
with an offsite overcrossing at Whitely Avenue and an onsite overcrossing at Sherman
Avenue. The BNSF Alternative was redesigned to be located on an aerial structure
through the J.G. Bowell property within the Revised DEIR/Supplemental DEIS.

As depicted in Appendix A, Road Crossings, of the Final EIR/EIS, Santa Fe Avenue is
not proposed to be closed in the Final EIR/EIS. Santa Fe Avenue is proposed to be
shifted to the east of the existing alignment as to avoid the proposed HST aerial
structure. The intersection of Pickerill and Santa Fe would be reconstructed. The HST
Alignment will cross over Sherman Avenue, Whitley Avenue, and Brokaw Avenue, and
the freight rail spur on an aerial structure. The elevated structure proposed at this
location may help reduce impacts on the cotton module storage yard and east facility

@ CALIFORNIA (‘ of Tranapostaion
Federal Railroad

High-Speed Rail Authority Administration

Page 21-429



California High-Speed Train Project EIR/EIS
Fresno to Bakersfield Section

Vol. IV Response to Comments from Businesses and Organizations

Response to Submission BO118 (Raymond Carlson, J.G. Boswell Company (Atty. for), Griswold,
LaSalle, Cobb, Dowd & Gin LLP (GLCDG), October 13, 2011) - Continued

BO118-34

cotton-ginning operations at this property. However, the shifting of Santa Fe Avenue
may still affect the site’s internal operations.

If the project results in the acquisition or direct interference with the existing operations
at this property, additional refinement during project design may allow avoidance or
further minimization of adverse effects. Unavoidable impacts may be subject to
treatment or compensation. These would be determined during the final design and
right-of-way phases of the project.

B0O118-35

When this comment was drafted, the BNSF Alternative was proposed to be at-grade
with an offsite overcrossing at Whitely Avenue and an onsite overcrossing at Sherman
Avenue. The BNSF Alternative was redesigned to be located on an aerial structure
through the J.G. Bowell property within the Revised DEIR/Supplemental DEIS.

If the project results in the acquisition or direct interference with the existing operations
at this property, additional refinement during project design may allow avoidance or
further minimization of adverse effects. Access to properties will be maintained or the
affected property (or portion of) may be compensated as determined during the final
design and right-of-way phases of the project.If the project results in the acquisition or
direct interference with the existing operations at this property, additional refinement
during project design may allow avoidance or further minimization of adverse effects.
Unavoidable impacts may be subject to treatment or compensation. These would be
determined during the final design and right-of-way phases of the project.

B0O118-36

When this comment was drafted, the BNSF Alternative was proposed to be at-grade
with an offsite overcrossing at Whitely Avenue and an onsite overcrossing at Sherman
Avenue. The BNSF Alternative was redesigned to be located on an aerial structure
through the J.G. Bowell property in the Revised DEIR/Supplemental DEIS.

As depicted in Appendix A, Road Crossings, of the Final EIR/EIS, Santa Fe Avenue is
not proposed to be closed in the Final EIR/EIS. Santa Fe Avenue is proposed to be
shifted to the east of the existing alignment as to avoid the proposed HST aerial

B0O118-36

structure. The intersection of Pickerill and Santa Fe would be reconstructed. The HST
Alignment will cross over Sherman Avenue, Whitley Avenue, and Brokaw Avenue on an
aerial structure.

The elevated structure proposed at this location may help reduce impacts on traffic
patterns and circulation at this property. However, the shifting of Santa Fe Avenue may
still affect the site’s internal operations.

If the project results in the acquisition or direct interference with the existing operations
at this property, additional refinement during project design may allow avoidance or
further minimization of adverse effects. Unavoidable impacts may be subject to
treatment or compensation. These would be determined during the final design and
right-of-way phases of the project.

B0O118-37
Refer to Standard Response FB-Response-AQ-04.

B0O118-38

The Revised DEIR/Supplemental DEIS discusses microscale PM10/PM2.5 impacts in
Section 3.3.6.3. The PM10/PM2.5 hot-spot analysis does consider localized impacts in
areas where stations and HMF sites would be located. The microscale analysis
examines locations where traffic intersections are degraded to LOS D, E, or F due to
diesel vehicles, in addition to areas within 1,000 feet of the project alignment footprint.

BO118-39
Refer to Standard Response FB-Response-AQ-01.

B0O118-40
Refer to Standard Response FB-Response-AQ-01.

The air quality analysis has identified emissions impacts from the project during the
construction phase. The regional significant construction emissions impacts will be
completely offset to below a level of significance through the Voluntary Emissions
Reduction Agreement between the Authority and the San Joaquin Valley Air Pollution
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BO118-40

Control District. Therefore, impacts on monitoring stations on a regional level would be
less than significant.

BO118-41
Refer to Standard Response FB-Response-SO-03.

Some property at the J.G. Boswell facility may be required to accommodate the
construction of the HST and a shift in BNSF railway or Santa Fe Avenue, depending on
the alternative selected. However, it is not anticipated that any silos or structures
immediately adjacent to the road would be displaced. The final parcel acquisition
decisions will ultimately be determined on a case-by-case basis during the land
acquisition phase of the project, see Appendix 3.12-A for more information on the
property acquisition and compensation procedures. Compensation for property
acquisition includes the costs associated with obtaining any license, permit, or
certification required for the particular business to continue operation.

B0O118-42
Refer to Standard Response FB-Response-SO-03.

BO118-43
Refer to Standard Response FB-Response-GENERAL-04, FB-Response-HWR-02.

Please also note that further refinement has been made to the alignment alternatives
since issuance of the Draft EIR/EIS, as described in the Revised DEIR/Supplemental
DEIS. The BNSF and Corcoran Elevated alternatives will be on an aerial structure in
south-east Corcoran at the Whitley Avenue and Sherman Avenue crossings. Drainage
systems within portions of elevated track would collect and drain stormwater to the
ground through downspouts at the columns. Depending upon location, drainage from
the downspouts would be retained onsite, discharged to a detention basin, conveyed to
a nearby stormwater collection system, or dispersed in a non-erosive fashion. Runoff
from the project would not be discharged directly to private property.

B0118-44
Refer to Standard Response FB-Response-GENERAL-04, FB-Response-HWR-02.

Please also note that further refinement has been made to the alignment alternatives
since issuance of the Draft EIR/EIS, as described in the Revised DEIR/Supplemental
DEIS. The BNSF and Corcoran Elevated alternatives will be on an aerial structure in
south-east Corcoran at the Whitley Avenue and Sherman Avenue crossings. Drainage
systems within portions of elevated track would collect and drain stormwater to the
ground through downspouts at the columns. Depending upon location, drainage from
the downspouts would be retained onsite, discharged to a detention basin, conveyed to
a nearby stormwater collection system, or dispersed in a non-erosive fashion. Runoff
from the project would not be discharged directly to private property.

B0O118-45
Refer to Standard Response FB-Response-SO-05, FB-Response-GENERAL-05.

See the Revised DEIR/Supplemental DEIS, Volume I, Section 3.12, Impact SO #3,
Impact SO #4, and Impact SO #13, for effects on property and sales tax revenues.

B0O118-46

Refer to Standard Response FB-Response-N&V-03, FB-Response-N&V-05, FB-
Response-S0O-01, FB-Response-S0O-03, FB-Response-S0O-04, FB-Response-
GENERAL-01.

Potential project noise impacts have been assessed at sensitive receivers, and these
areas are identified in Volume |, Section 3.4, Noise and Vibration, subsection 5,
Environmental Consequences. This includes the "additive noise effect” of the existing
rail operations. For a complete description of the methodology and analysis see the
Fresno to Bakersfield Section: Noise and Vibration Technical Report (Authority and FRA
2012i).

For information on the impact on the community of Corcoran, see Volume |, Section
3.12: Impact SO#7, Impact SO#10, and Mitigation Measure SO-1. For information on
the impacts on communities and on the potential for physical deterioration, see Volume
1, Section 3.12, Impact SO #17. Also see Volume I, Section 3.12, Mitigation Measure
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BO118-46
SO-7.

For information on the impacts on commercial and industrial businesses in communities,
see Volume |, Section 3.12, Impact SO #11. For information on the property acquisition
and compensation process, see Volume Il, Technical Appendix 3.12-A.Also see the
Fresno to Bakersfield Section: Community Impact Assessment Technical Report,
Appendix B (Authority and FRA 2012a), for a discussion of the JG Boswell Company in
the community baseline data.

At this stage of project design, identifying the individual circumstances surrounding the
acquisition of land on each parcel is not possible. Instead of specific individual impacts,
the EIR/EIS provides an overall analysis of commercial, industrial, and residential
displacements and the economic effects of such displacements to the communities
affected by the project. This provides the general public and decision makers with an
understanding of the nature and magnitude of the impacts. The final full and partial
parcel acquisition decisions will ultimately be determined on a case-by-case basis during
the land acquisition phase of the project, see Appendix 3.12-A for more information on
the property acquisition and compensation procedures.

At the location of the J.G. Boswell facility the Corcoran Elevated alternative would travel
through the site along the existing BNSF railway corridor and require shifting Santa Fe
Avenue eastward. Some property may be required to accommodate this shift; however,
it would not result in the displacement of any silos or structures immediately adjacent to
the road. Some modifications to the BNSF railway spurs may be required, but access to
and from the J.G. Boswell facility will be maintained. Any direct loss of land or diminution
in value to a property owner’s parcel will be estimated by an appraiser through the
property acquisition process and the owner will be fairly compensated.

BO118-47
Refer to Standard Response FB-Response-PU&E-03.

There are many utilities within or crossing the Study Area for the proposed HST and
associated facilities. The proposed project would avoid, protect or reroute potentially
affected existing public utility infrastructure. The Authority would work with utility owners

BO118-47

during final engineering design and construction of the project to relocate utilities or
protect them in place. Where existing underground pipelines cross the HST alignment,
the utilities would be placed in a protective casing so that future maintenance could be
accomplished outside of the HST right-of-way. The project construction contractor would
coordinate schedules for utility relocations and protection-in-place with the utility owner
to ensure the project would not result in prolonged disruption of services. Refer to
Section 3.6.5.

Based on the current level of design, access to the 6-inch diameter high-pressure
natural gas line along the east side of BNSF operation will, upon agreement between
the Authority and the Pacific Gas and Electric Company, be relocated or redesigned at
the expense of the Authority. The Authority’s construction contractor will coordinate
schedules for utility relocations or re-design with the service provider to ensure the
project will either minimize or eliminate the potential for disruption of service to affected
users.

B0O118-48
Refer to Standard Response FB-Response-PU&E-03.

There are many utilities within or crossing the Study Area for the proposed HST and
associated facilities. The proposed project would avoid, protect or reroute potentially
affected existing public utility infrastructure. The Authority would work with utility owners
during final engineering design and construction of the project to relocate utilities or
protect them in place. Where existing underground pipelines cross the HST alignment,
the utilities would be placed in a protective casing so that future maintenance could be
accomplished outside of the HST right-of-way. The project construction contractor would
coordinate schedules for utility relocations and protection-in-place with the utility owner
to ensure the project would not result in prolonged disruption of services. Refer to
Section 3.6.5.

Based on the current level of design, the natural gas pressure reducing station at the
northeast corner of the Boswell property and its associated delivery lines will, upon
agreement between the Authority and the Pacific Gas and Electric Company, be
relocated or redesigned at the expense of the Authority. The Authority’s construction
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BO118-48

contractor will coordinate schedules for utility relocations or re-design with the service
provider to ensure the project will either minimize or eliminate the potential for disruption
of service to affected users.

BO118-49
Refer to Standard Response FB-Response-PU&E-03.

There are many utilities within or crossing the Study Area for the proposed HST and
associated facilities. The proposed project would avoid, protect or reroute potentially
affected existing public utility infrastructure. The Authority would work with utility owners
during final engineering design and construction of the project to relocate utilities or
protect them in place. Where existing underground pipelines cross the HST alignment,
the utilities would be placed in a protective casing so that future maintenance could be
accomplished outside of the HST right-of-way. The project construction contractor would
coordinate schedules for utility relocations and protection-in-place with the utility owner
to ensure the project would not result in prolonged disruption of services. Refer to
Section 3.6.5.

Based on the current level of design, the medium-pressure natural gas line beneath
Sherman Avenue will, upon agreement between the Authority and the Pacific Gas and
Electric Company, be relocated or protected in-place at the expense of the Authority.
The Authority’s construction contractor will coordinate schedules for utility relocations or
re-design with the service provider to ensure the project will either minimize or eliminate
the potential for disruption of service to affected users.

B0118-50
Refer to Standard Response FB-Response-PU&E-03.

There are many utilities within or crossing the Study Area for the proposed HST and
associated facilities. The proposed project would avoid, protect or reroute potentially
affected existing public utility infrastructure. The Authority would work with utility owners
during final engineering design and construction of the project to relocate utilities or
protect them in place. Where existing underground pipelines cross the HST alignment,
the utilities would be placed in a protective casing so that future maintenance could be

B0O118-50

accomplished outside of the HST right-of-way. The project construction contractor would
coordinate schedules for utility relocations and protection-in-place with the utility owner
to ensure the project would not result in prolonged disruption of services. Refer to
Section 3.6.5.

Based on the current level of design, the 3-inch diameter medium-pressure natural gas
line into the Boswell West Processing will, upon agreement between the Authority and
the Pacific Gas and Electric Company, be relocated or protected in-place at the expense
of the Authority. The Authority’s construction contractor will coordinate schedules for
utility relocations or re-design with the service provider to ensure the project will either
minimize or eliminate the potential for disruption of service to affected users.

BO118-51
Refer to Standard Response FB-Response-PU&E-03.

There are many utilities within or crossing the Study Area for the proposed HST and
associated facilities. The proposed project would avoid, protect or reroute potentially
affected existing public utility infrastructure. The Authority would work with utility owners
during final engineering design and construction of the project to relocate utilities or
protect them in place. Where existing fiber optic cables cross the HST alignment, the
cables would be placed in a protective casing so that future maintenance could be
accomplished outside of the HST right-of-way. The project construction contractor would
coordinate schedules for utility relocations and protection-in-place with the utility owner
to ensure the project would not result in prolonged disruption of services. Refer to
Section 3.6.5.

Based on the current level of design, the fiber optic communication cable potentially
affected by the Corcoran Elevated Alternative will, upon agreement between the
Authority and the public service provider, be replaced and rerouted in a conduit at the
expense of the Authority. The Authority’s construction contractor will coordinate
schedules for utility relocation with the service provider to ensure the project will either
minimize or eliminate the potential for disruption of service to affected users.
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BO118-52
Refer to Standard Response FB-Response-PU&E-03.

There are many utilities within or crossing the Study Area for the proposed HST and
associated facilities. The proposed project would avoid, protect or reroute potentially
affected existing public utility infrastructure. The Authority would work with utility owners
during final engineering design and construction of the project to relocate utilities or
protect them in place. Where existing underground pipelines cross the HST alignment,
the utilities would be placed in a protective casing so that future maintenance could be
accomplished outside of the HST right-of-way. The project construction contractor would
coordinate schedules for utility relocations and protection-in-place with the utility owner
to ensure the project would not result in prolonged disruption of services. Refer to
Section 3.6.5.

Based on the current level of design, the potentially affected water service line beneath
Sherman Avenue will, upon agreement between the Authority and the service provider,
be relocated or protected in-place at the expense of the Authority. The Authority’s
construction contractor will coordinate schedules for utility relocations or re-design with
the service provider to ensure the project will either minimize or eliminate the potential
for disruption of service to affected users.

B0O118-53
Refer to Standard Response FB-Response-PU&E-03.

There are many utilities within or crossing the Study Area for the proposed HST and
associated facilities. The proposed project would avoid, protect or reroute potentially
affected existing public utility infrastructure. The Authority would work with utility owners
during final engineering design and construction of the project to relocate utilities or
protect them in place. Where existing underground pipelines cross the HST alignment,
the utilities would be placed in a protective casing so that future maintenance could be
accomplished outside of the HST right-of-way. The project construction contractor would
coordinate schedules for utility relocations and protection-in-place with the utility owner
to ensure the project would not result in prolonged disruption of services. Refer to

B0O118-53
Section 3.6.5.

Based on the current level of design, the potentially affected water service line serving
the Boswell West Processing site will, upon agreement between the Authority and the
service provider, be relocated or protected in-place at the expense of the Authority. The
Authority’s construction contractor will coordinate schedules for utility relocations or re-
design with the service provider to ensure the project will either minimize or eliminate
the potential for disruption of service to affected users.

BO118-54
Refer to Standard Response FB-Response-PU&E-03.

There are many utilities within or crossing the Study Area for the proposed HST and
associated facilities. The proposed project would avoid, protect or reroute potentially
affected existing public utility infrastructure. The Authority would work with utility owners
during final engineering design and construction of the project to relocate utilities or
protect them in place. Where existing electrical distribution lines cross the HST
alignment, the utilities would either be relocated or placed underground in a protective
casing so that future maintenance could be accomplished outside of the HST right-of-
way. The project construction contractor would coordinate schedules for utility
relocations and protection-in-place with the utility owner to ensure the project would not
result in prolonged disruption of services. Refer to Section 3.6.5.

Based on the current level of design, the overhead 12-kV electrical service transmission
line potentially affected along the east side of Santa Fe Avenue will, upon agreement
between the Authority and the Pacific Gas and Electric Company, be placed
underground and within a conduit at the expense of the Authority. The Authority’s
construction contractor will coordinate schedules for utility relocations and protection-in-
place with the service provider to ensure the project will either minimize or eliminate the
potential for disruption of service to affected users and the community.

B0O118-55
Refer to Standard Response FB-Response-PU&E-03.
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BO118-55

There are many utilities within or crossing the Study Area for the proposed HST and
associated facilities. The proposed project would avoid, protect or reroute potentially
affected existing public utility infrastructure. The Authority would work with utility owners
during final engineering design and construction of the project to relocate utilities or
protect them in place. Where existing electrical distribution lines cross the HST
alignment, the utilities would either be relocated or placed underground in a protective
casing so that future maintenance could be accomplished outside of the HST right-of-
way. The project construction contractor would coordinate schedules for utility
relocations and protection-in-place with the utility owner to ensure the project would not
result in prolonged disruption of services. Refer to Section 3.6.5.

Based on the current level of design, the overhead 12-kV electrical service transmission
line potentially affected along the north side of Sherman Avenue Extended would, upon
agreement between the Authority and the Pacific Gas and Electric Company, be placed
underground and within a conduit at the expense of the Authority. The Authority’s
construction contractor will coordinate schedules for utility relocations and protection-in-
place with the service provider to ensure the project will either minimize or eliminate the
potential for disruption of service to affected users and the community.

B0O118-56
Refer to Standard Response FB-Response-PU&E-03.

There are many utilities within or crossing the Study Area for the proposed HST and
associated facilities. The proposed project would avoid, protect or reroute potentially
affected existing public utility infrastructure. The Authority would work with utility owners
during final engineering design and construction of the project to relocate utilities or
protect them in place. Where existing electrical distribution lines cross the HST
alignment, the utilities would either be relocated or placed underground in a protective
casing so that future maintenance could be accomplished outside of the HST right-of-
way. The project construction contractor would coordinate schedules for utility
relocations and protection-in-place with the utility owner to ensure the project would not
result in prolonged disruption of services. Refer to Section 3.6.5.

Based on the current level of design, the overhead 12-kV electrical service transmission

B0O118-56

line potentially affected along the north side of Sherman Avenue Extended would, upon
agreement between the Authority and the Pacific Gas and Electric Company, be placed
underground and within a conduit at the expense of the Authority. The Authority’s
construction contractor will coordinate schedules for utility relocations and protection-in-
place with the service provider to ensure the project will either minimize or eliminate the
potential for disruption of service to affected users and the community.

B0O118-57
Refer to Standard Response FB-Response-PU&E-03.

There are many utilities within or crossing the Study Area for the proposed HST and
associated facilities. The proposed project would avoid, protect or reroute potentially
affected existing public utility infrastructure. The Authority would work with utility owners
during final engineering design and construction of the project to relocate utilities or
protect them in place. Where existing fiber optic cables cross the HST alignment, the
cables would be placed in a protective casing so that future maintenance could be
accomplished outside of the HST right-of-way. The project construction contractor would
coordinate schedules for utility relocations and protection-in-place with the utility owner
to ensure the project would not result in prolonged disruption of services. Refer to
Section 3.6.5.

Based on the current level of design, the fiber optic communication cable potentially
affected between the Boswell East site and Whitley Avenue warehouse agricultural
processing sites will, upon agreement between the Authority and the public service
provider, be replaced and rerouted in a conduit at the expense of the Authority. The
Authority’s construction contractor will coordinate schedules for utility relocation with the
service provider to ensure the project will either minimize or eliminate the potential for
disruption of service to affected users.

B0O118-58
Refer to Standard Response FB-Response-PU&E-03.

There are many utilities within or crossing the Study Area for the proposed HST and
associated facilities. The proposed project would avoid, protect or reroute potentially
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BO118-58

affected existing public utility infrastructure. The Authority would work with utility owners
during final engineering design and construction of the project to relocate utilities or
protect them in place. Where existing fiber optic cables cross the HST alignment, the
cables would be placed in a protective casing so that future maintenance could be
accomplished outside of the HST right-of-way. The project construction contractor would
coordinate schedules for utility relocations and protection-in-place with the utility owner
to ensure the project would not result in prolonged disruption of services. Refer to
Section 3.6.5.

Based on the current level of design, the fiber optic communication cable potentially
affected between the Boswell East and West agricultural processing sites will, upon
agreement between the Authority and the public service provider, be replaced and
rerouted in a conduit at the expense of the Authority. The Authority’s construction
contractor will coordinate schedules for utility relocation with the service provider to
ensure the project will either minimize or eliminate the potential for disruption of service
to affected users.

BO118-59
Refer to Standard Response FB-Response-PU&E-03.

There are many utilities within or crossing the Study Area for the proposed HST and
associated facilities. The proposed project would avoid, protect or reroute potentially
affected existing public utility infrastructure. The Authority would work with utility owners
during final engineering design and construction of the project to relocate utilities or
protect them in place. Where existing sewer lines cross the HST alignment, the utilities
would be placed in a protective casing so that future maintenance could be
accomplished outside of the HST right-of-way. The project construction contractor would
coordinate schedules for utility relocations and protection-in-place with the utility owner
to ensure the project would not result in prolonged disruption of services. Refer to
Section 3.6.5.

Based on the current level of design, the sewer service line serving Boswell facilities
would, upon agreement between the Authority and the public service provider, be
replaced and rerouted at the expense of the Authority. The Authority’s construction

B0O118-59

contractor will coordinate schedules for its relocation to ensure the project will either
minimize or eliminate the potential for disruption of service to affected users.

B0118-60
Refer to Standard Response FB-Response-PU&E-03.

There are many utilities within or crossing the Study Area for the proposed HST and
associated facilities. The proposed project would avoid, protect or reroute potentially
affected existing public utility infrastructure. The Authority would work with utility owners
during final engineering design and construction of the project to relocate utilities or
protect them in place. Where existing underground pipelines cross the HST alignment,
the utilities would be placed in a protective casing so that future maintenance could be
accomplished outside of the HST right-of-way. The project construction contractor would
coordinate schedules for utility relocations and protection-in-place with the utility owner
to ensure the project would not result in prolonged disruption of services. Refer to
Section 3.6.5.

Based on the current level of design, the 8-inch diameter water service line serving the
Boswell agricultural processing facilities from Sherman Avenue main line will, upon
agreement between the Authority and the public service provider, be relocated or
protected in-place at the expense of the Authority. The Authority’s construction
contractor will coordinate schedules for utility relocations or re-design with the service
provider to ensure the project will either minimize or eliminate the potential for disruption
of service to affected users.

BO118-61
Refer to Standard Response FB-Response-PU&E-03.

There are many utilities within or crossing the Study Area for the proposed HST and
associated facilities. The proposed project would avoid, protect or reroute potentially
affected existing public utility infrastructure. The Authority would work with utility owners
during final engineering design and construction of the project to relocate utilities or
protect them in place. Where existing underground pipelines cross the HST alignment,
the utilities would be placed in a protective casing so that future maintenance could be
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BO118-61

accomplished outside of the HST right-of-way. The project construction contractor would
coordinate schedules for utility relocations and protection-in-place with the utility owner
to ensure the project would not result in prolonged disruption of services. Refer to
Section 3.6.5.

Based on the current level of design, the 8-inch diameter reduced pressure water
backflow preventer for the Boswell West Processing will, upon agreement between the
Authority and the public service provider, be relocated or protected in-place at the
expense of the Authority. The Authority’s construction contractor will coordinate
schedules for utility relocations or re-design with the service provider to ensure the
project will either minimize or eliminate the potential for disruption of service to affected
users.

BO118-62
Refer to Standard Response FB-Response-GENERAL-04, FB-Response-HWR-02.

Please also note that further refinement has been made to the alignment alternatives
since issuance of the Draft EIR/EIS, as described in the Revised DEIR/Supplemental
DEIS. The BNSF and Corcoran Elevated alternatives will be on an aerial structure in
south-east Corcoran at the Whitley Avenue and Sherman Avenue crossings. Drainage
systems within portions of elevated track would collect and drain stormwater to the
ground through downspouts at the columns. Depending upon location, drainage from
the downspouts would be retained onsite, discharged to a detention basin, conveyed to
a nearby stormwater collection system, or dispersed in a non-erosive fashion. Runoff
from the project would not be discharged directly to private property.

BO118-63

When this comment was drafted, the BNSF Alternative was proposed to be at-grade
with an off-site overcrossing at Whitely Avenue and an on-site overcrossing at Sherman
Avenue. The BNSF Alternative was redesigned to be located on an aerial structure
through the J.G. Bowell property within the Revised EIR/EIS.

As depicted in Appendix A, Road Crossings, of the Final EIR/EIS, Santa Fe Avenue is
not proposed to be closed within the Final EIR/EIS. Santa Fe Ave is proposed to be
shifted to the east of the existing alignment as to avoid the proposed HST aerial

B0O118-63

structure. The intersection of Pickerill and Santa Fe would be reconstructed. The HST
Alignment will cross over Sherman Avenue, Whitley Avenue, and Brokaw Avenue on an
aerial structure.

The elevated structure proposed at this location may help reduce impacts on truck and
vehicle access to the north end of the east facility warehouse #2 and #3 at this property.
However, the shifting of Santa Fe Avenue may still affect the site’s internal operations.
If the project results in the acquisition or direct interference with the existing operations
at this property, additional refinement during project design may allow avoidance or
further minimization of adverse effects. Unavoidable impacts may be subject to
damages. These would be determined during final design and right-of-way phases of the
project.

BO118-64

The HST Alignment will cross over Sherman Avenue, Whitley Avenue, and Brokaw
Avenue on an aerial structure. Refer to Appendix A, Road Crossings, of the Final
EIR/EIS for more details.

If the project results in the acquisition or direct interference with the existing operations
at this property, additional refinement during project design may allow avoidance or
further minimization of adverse effects. Unavoidable impacts may be subject to
damages. These would be determined during final design and right-of-way phases of the
project.

BO118-65

The HST Alignment will cross over Sherman Avenue, Whitley Avenue, and Brokaw
Avenue on an aerial structure. Refer to Appendix A, Road Crossings, of the Final
EIR/EIS for more details.

If the project results in the acquisition or direct interference with the existing operations
at this property, additional refinement during project design may allow avoidance or
further minimization of adverse effects. Unavoidable impacts may be subject to
damages. These would be determined during final design and right-of-way phases of the
project.
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BO118-66

The HST Alignment will cross over Sherman Avenue, Whitley Avenue, and Brokaw
Avenue on an aerial structure. Refer to Appendix A, Road Crossings, of the Final
EIR/EIS for more details.

If the project results in the acquisition or direct interference with the existing operations
at this property, additional refinement during project design may allow avoidance or
further minimization of adverse effects. Unavoidable impacts may be subject to
damages. These would be determined during final design and right-of-way phases of the
project.

BO118-67
Refer to Standard Response FB-Response-GENERAL-04, FB-Response-HWR-02.

Please also note that further refinement has been made to the alignment alternatives
since issuance of the Draft EIR/EIS, as described in the Revised DEIR/Supplemental
DEIS. The BNSF and Corcoran Elevated alternatives will be on an aerial structure in
south-east Corcoran at the Whitley Avenue and Sherman Avenue crossings. Drainage
systems within portions of elevated track would collect and drain stormwater to the
ground through downspouts at the columns. Depending upon location, drainage from
the downspouts would be retained onsite, discharged to a detention basin, conveyed to
a nearby stormwater collection system, or dispersed in a non-erosive fashion. Runoff
from the project would not be discharged directly to private property.

BO118-68
Refer to Standard Response FB-Response-PU&E-03.

There are many utilities within or crossing the Study Area for the proposed HST and
associated facilities. The proposed project would avoid, protect or reroute potentially
affected existing public utility infrastructure. The Authority would work with utility owners
during final engineering design and construction of the project to relocate utilities or
protect them in place. Where existing underground pipelines cross the HST alignment,
the utilities would be placed in a protective casing so that future maintenance could be
accomplished outside of the HST right-of-way. The project construction contractor would
coordinate schedules for utility relocations and protection-in-place with the utility owner
to ensure the project would not result in prolonged disruption of services. Refer to

BO118-68

Section 3.6.5.

Based on the current level of design, the 3-inch diameter natural gas line feeding into
the Boswell West Processing site will, upon agreement between the Authority and the
Pacific Gas and Electric Company, be relocated or protected in-place at the expense of
the Authority. The Authority’s construction contractor will coordinate schedules for utility
relocations or re-design with the service provider to ensure the project will either
minimize or eliminate the potential for disruption of service to affected users.

BO118-69

If the project results in the acquisition or direct interference with the existing operations
at this property, additional refinement during project design may allow avoidance or
further minimization of adverse effects. Unavoidable impacts may be subject to
damages. These would be determined during final design and right-of-way phases of the
project.

B0O118-70

Refer to Standard Response FB-Response-GENERAL-01, FB-Response-GENERAL-21,
FB-Response-SO-01, FB-Response-SO-03.

For information about the impacts on commercial and industrial businesses in
communities, see Volume I, Section 3.12, Impact SO #11, and also Impact SO #12 and
SO #16 for effects on agricultural businesses. For information on the property
acquisition and compensation process, see Volume II, Appendix 3.12-A. Individual
acquisition issues will be determined during the acquisition process.

BO118-71

Refer to Standard Response FB-Response-GENERAL-01, FB-Response-GENERAL-21,
FB-Response-SO-01, FB-Response-SO-03.

For information about the impacts on commercial and industrial businesses in
communities, see the Revised DEIR/Supplemental DEIS, Volume I, Section 3.12,
Impact SO #11, and also Impact SO #12 and SO #16 for effects on agricultural
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BO118-71

businesses. For information on the property acquisition and compensation process, see
Volume II, Appendix 3.12-A. Individual acquisition issues will be determined during the
acquisition process.

B0O118-72

Refer to Standard Response FB-Response-GENERAL-01, FB-Response-GENERAL-21,
FB-Response-SO-01, FB-Response-SO-03.

For information about the impacts on commercial and industrial businesses in
communities, see the Revised DEIR/Supplemental DEIS, Volume |, Section 3.12,
Impact SO #11, and also Impact SO #12 and SO #16 for effects on agricultural
businesses. For information on the property acquisition and compensation process, see
Volume I, Appendix 3.12-A. Individual acquisition issues will be determined during the
acquisition process.

BO118-73
Refer to Standard Response FB-Response-GENERAL-01.

The HST project alignment affects two spurs on the west side of the BNSF Railway
(BNSF) mainline at Oregon Avenue and between Oregon and Sherman Avenues. The
reprovision of these spurs was discussed with the property owner during preliminary
design (May 16, 2011), and alternative spur alignments were defined. These are shown
on the alignment drawings in Volume Il of the Final EIR/EIS. The exact location of the
new spurs will be developed during the final design in conjunction with the property
owner.

BO118-74
Refer to Standard Response FB-Response-GENERAL-04, FB-Response-HWR-02.

Please also note that further refinement has been made to the alignment alternatives
since issuance of the Draft EIR/EIS, as described in the Revised DEIR/Supplemental
DEIS. The BNSF and Corcoran Elevated alternatives will be on an aerial structure in
south-east Corcoran at the Whitley Avenue and Sherman Avenue crossings. Drainage

BO118-74

systems within portions of elevated track would collect and drain stormwater to the
ground through downspouts at the columns. Depending upon location, drainage from
the downspouts would be retained onsite, discharged to a detention basin, conveyed to
a nearby stormwater collection system, or dispersed in a non-erosive fashion. Runoff
from the project would not be discharged directly to private property.

BO118-75

The HST Alignment will cross over Sherman Avenue, Whitley Avenue, and Brokaw
Avenue on an aerial structure. Refer to Appendix A, Road Crossings, of the Final
EIR/EIS for more details.

If the project results in the acquisition or direct interference with the existing operations
at this property, additional refinement during project design may allow avoidance or
further minimization of adverse effects. Unavoidable impacts may be subject to
damages. These would be determined during final design and right-of-way phases of the
project.

B0O118-76
Refer to Standard Response FB-Response-GENERAL-01, FB-Response-SO-01.

At this stage of project design, identifying the individual circumstances surrounding the
acquisition of land on each parcel is not possible. Instead of specific individual impacts,
the EIR/EIS provides an overall analysis of commercial, industrial, and residential
displacements and the economic effects of such displacements to the communities
affected by the project. This provides the general public and decision makers with an
understanding of the nature and magnitude of the impacts. The final full and partial
parcel acquisition decisions will ultimately be determined on a case-by-case basis during
the land acquisition phase of the project, see Appendix 3.12-A for more information on
the property acquisition and compensation procedures.

Some property at the J.G. Boswell facility may be required to accommodate the
construction of the HST and a shift in BNSF railway or Santa Fe Avenue, depending on
the alternative selected. The Authority will consult with affected businesses before land
acquisition to assess potential opportunities to reconfigure land use or buildings, and
relocate facilities, as necessary, to minimize the disruption of facility activities and

U.S. Departmen
@ CALIFORNIA (‘ gfgran?gggflioi
High'sPEEd RC“ AUI‘I‘IDrirY ederal Railroa

Administration

Page 21-439



California High-Speed Train Project EIR/EIS
Fresno to Bakersfield Section

Vol. IV Response to Comments from Businesses and Organizations

Response to Submission BO118 (Raymond Carlson, J.G. Boswell Company (Atty. for), Griswold,
LaSalle, Cobb, Dowd & Gin LLP (GLCDG), October 13, 2011) - Continued

BO118-76

services. Although access to some businesses may be detoured for short periods of
time during construction, access would always be maintained, see Section 3.2 TR
MM#1- Access Maintenance for Property Owners, which says that during construction,
access will be maintained for owners to their property to a level that maintains pre-
project viability of the property for its pre-project use. If a proposed road closure restricts
current access to a property, alternative access via connections to existing roadways will
be provided. If adjacent road access is not available, new road connections will be
prepared, if feasible. If alternative road access is not feasible, the property will be
considered for acquisition. Any direct loss of land or diminution in value to a property
owner's parcel will be estimated by an appraiser through the property acquisition
process and the owner will be fairly compensated. The final parcel acquisition decisions
will ultimately be determined on a case-by-case basis during the land acquisition phase
of the project, see Appendix 3.12-A for more information on the property acquisition and
compensation procedures.

BO118-77

Refer to Standard Response FB-Response-GENERAL-01, FB-Response-GENERAL-21,
FB-Response-SO-01, FB-Response-SO-03.

For information about the impacts on commercial and industrial businesses in
communities, see Volume |, Section 3.12, Impact SO #11, and also Impacts SO #12 and
SO #16 for effects on agricultural businesses. For information on the property
acquisition and compensation process, see Volume II, Appendix 3.12-A. Individual
acquisition issues will be determined during the acquisition process.

BO118-78
Refer to Standard Response FB-Response-PU&E-03.

There are many utilities within or crossing the Study Area for the proposed HST and
associated facilities. The proposed project would avoid, protect or reroute potentially
affected existing public utility infrastructure. The Authority would work with utility owners
during final engineering design and construction of the project to relocate utilities or
protect them in place. Where existing water wells conflict with the HST alignment, the
Authority will work with the affected property owner during right-of-way negotiations to

BO118-78

determine the best way to resolve the conflict. The project construction contractor would
coordinate schedules for utility relocations and protection-in-place with the utility owner
to ensure the project would not result in prolonged disruption of services. Refer to
Section 3.6.5.

Based on the current level of design, the BNSF Alternative may displace a private
irrigation well at the southern portion of the Boswell West Site. Upon agreement
between the Authority and the owner, taking of the private well used for irrigation would
be compensated and/or relocated to a viable location at the expense of the Authority.
The Authority’s construction contractor will coordinate schedules for such takings or
relocations with the owner to ensure the project will either minimize or eliminate the
potential for disruption of irrigation operations by affected users.

BO118-79
Refer to Standard Response FB-Response-GENERAL-01, FB-Response-SO-01.

At this stage of project design, identifying the individual circumstances surrounding the
acquisition of land on each parcel is not possible. Instead of specific individual impacts,
the EIR/EIS provides an overall analysis of commercial, industrial, and residential
displacements and the economic effects of such displacements to the communities
affected by the project. This provides the general public and decision makers with an
understanding of the nature and magnitude of the impacts. The final full and partial
parcel acquisition decisions will ultimately be determined on a case-by-case basis during
the land acquisition phase of the project, see Appendix 3.12-A for more information on
the property acquisition and compensation procedures.

Some property at the J.G. Boswell facility may be required to accommodate the
construction of the HST. However, it is not anticipated that any of the cotton module
storage yard immediately adjacent to the HST at Whitley Avenue would be displaced.
The HST footprint includes utility line relocations in this area, but these will not displace
any facilities. The Authority will consult with affected businesses before land acquisition
to assess potential opportunities to reconfigure land use or buildings, and relocate
facilities, as necessary, to minimize the disruption of facility activities and services.
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BO118-79

Although access to some businesses may be detoured for short periods of time during
construction, access would always be maintained, see Section 3.2 TR MM#1- Access
Maintenance for Property Owners, which says that during construction, access will be
maintained for owners to their property to a level that maintains pre-project viability of
the property for its pre-project use. If a proposed road closure restricts current access to
a property, alternative access via connections to existing roadways will be provided. If
adjacent road access is not available, new road connections will be prepared, if feasible.
If alternative road access is not feasible, the property will be considered for acquisition.
If disruptions occur as a result of the HST project which affects the operating capacity
business, the owner will be fairly compensated for any losses associated with
reconfiguring facilities or regulatory costs. The EIR/EIS includes a commitment (see
Chapter 3.14.6, Project Design Features) to assist agricultural facility owners in
obtaining new or amended permits for the continued operation of their facilities. Any
direct loss of land or diminution in value to a property owner’s parcel will be estimated by
an appraiser through the property acquisition process and the owner will be fairly
compensated. The final parcel acquisition decisions will ultimately be determined on a
case-by-case basis during the land acquisition phase of the project, see Appendix 3.12-
A for more information on the property acquisition and compensation procedures.

BO118-80

Refer to Standard Response FB-Response-GENERAL-04, FB-Response-HWR-02, FB-
Response-SO-01.

The permanent right-of-way for the Corcoran Elevated or BNSF Alternative would
include a portion of the Boswell property adjacent to the existing freight track and/or
Santa Fe Avenue. Any of Boswells’ surface runoff gutters and swales located within the
project ROW would need to be relocated. The Authority will fairly compensate land
owners during the right-of-way acquisition process for relocation of existing drainage
infrastructure. If relocated drainage systems would need to be re-permitted,
compensation would also include regulatory costs. It is unlikely that the industrial site’s
grading would need to be completely redesigned because current on-site drainage
patterns in areas outside of the HST right-of-way would not be impacted. Boswell’'s
runoff would be pickup at the edge of the HST ROW close to where it now drains to and
carried in the same direction and discharged to a similar location.

B0O118-80

Please also note that further refinement has been made to the alignment alternatives
since issuance of the Draft EIR/EIS, as described in the Revised DEIR/Supplemental
DEIS. The BNSF and Corcoran Elevated alternatives will be on an aerial structure in
southeast Corcoran in the vicinity of the Sherman Avenue crossing. Drainage systems
within portions of elevated track would collect and drain stormwater to the ground
through downspouts at the columns located every 100 to 120 feet along the alignment.
Drainage from the downspouts would typically infiltrate within the HST rights-of-way or
be conveyed parallel to the overhead track to a nearby stormwater collection system.
Runoff from the project would not be discharged directly to private property. Santa Fe
Avenue would be realigned under the Corcoran Elevated Alternative and the existing
freight rail tracks for the Boswell Spur would be realigned under the BNSF Alternative.
Drainage management for Santa Fe Avenue or the freight rail rights-of-way would meet
or exceed current practices. Detailed grading and drainage plans will be prepared by the
design-build contractor based on the design standards described in Standard Response
FB-Response-HWR-02. In addition, engineers participating in the right-of-way
acquisition process will ensure that site-specific drainage impacts to neighboring
properties are not created.

BO118-81

Refer to Standard Response FB-Response-GENERAL-04, FB-Response-HWR-02, FB-
Response-SO-01.

The intent is that stormwater runoff from the elevated section of track would not enter
Boswell's stormwater drainage system. The BNSF and Corcoran Elevated alternatives
would be on an aerial structure in southeast Corcoran in the vicinity of the Sherman
Avenue crossing. Drainage systems within portions of elevated track would collect and
drain stormwater to the ground through downspouts at the columns located every 100 to
120 feet along the alignment. Drainage from the downspouts would typically infiltrate
within the HST rights-of-way or be conveyed parallel to the overhead track to a nearby
stormwater collection system. Runoff from the project would not be discharged directly
to private property. Santa Fe Avenue would be realigned under the Corcoran Elevated
Alternative and the existing freight rail tracks for the Boswell Spur would be realigned
under the BNSF Alternative. Drainage management for Santa Fe Avenue or the freight
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BO118-81

rail rights-of-way would meet or exceed current practices. Detailed grading and drainage
plans will be prepared by the design-build contractor based on the design standards
described in Standard Response FB-Response-HWR-02. In addition, engineers
participating in the right-of-way acquisition process will ensure that site-specific drainage
impacts to neighboring properties are not created.

There are no overcrossing facilities planned adjacent to Boswell’'s property. Runoff from
the aerial structure will not discharge onto Boswell property or into Boswell drainage
facilities. Therefore, the project should not result in any increase in flow to Boswell
drainage facilities or any increase in velocity.

BO118-82

Overcrossings will not create “dead air” zones or significantly affect the area’s
microclimate. Wind flows around structures and very localized and/or minor changes in
wind speeds and directions may occur. The distances of local disturbances to the wind
flow patterns created by these overcrossings will be affected by the height and width of
these structures, and as these structures are not very tall or wide, the potential effects of
these changes should be minimal.

BO118-83

Refer to Standard Response FB-Response-GENERAL-01, FB-Response-GENERAL-21,
FB-Response-SO-01, FB-Response-SO-03.

At this stage of project design, identifying the individual circumstances surrounding the
acquisition of land on each parcel is not possible. Instead of specific individual impacts,
the EIR/EIS provides an overall analysis of commercial, industrial, and residential
displacements and the economic effects of such displacements to the communities
affected by the project. This provides the general public and decision makers with an
understanding of the nature and magnitude of the impacts. The final full and partial
parcel acquisition decisions will ultimately be determined on a case-by-case basis during
the land acquisition phase of the project, see Appendix 3.12-A for more information on
the property acquisition and compensation procedures.

Some property at the J.G. Boswell facility may be required to accommodate the

B0O118-83

construction of the HST. However, it is not anticipated that the vegetable oil refinery
would be displaced. The Authority will consult with affected businesses before land
acquisition to assess potential opportunities to reconfigure land use or buildings, as
necessary, to minimize the disruption of facility activities and services. Although access
to some businesses may be detoured for short periods of time during construction,
access would always be maintained, see Section 3.2 TR MM#1- Access Maintenance
for Property Owners, which says that during construction, access will be maintained for
owners to their property to a level that maintains pre-project viability of the property for
its pre-project use. If a proposed road closure restricts current access to a property,
alternative access via connections to existing roadways will be provided. If adjacent road
access is not available, new road connections will be prepared, if feasible. If alternative
road access is not feasible, the property will be considered for acquisition. If disruptions
occur as a result of the HST project which affects the operating capacity business, the
owner will be fairly compensated for any losses associated with reconfiguring facilities or
regulatory costs. The EIR/EIS includes a commitment (see Chapter 3.14.6, Project
Design Features) to assist agricultural facility owners in obtaining new or amended
permits for the continued operation of their facilities. Any direct loss of land or diminution
in value to a property owner's parcel will be estimated by an appraiser through the
property acquisition process and the owner will be fairly compensated. The final parcel
acquisition decisions will ultimately be determined on a case-by-case basis during the
land acquisition phase of the project, see Appendix 3.12-A for more information on the
property acquisition and compensation procedures.

B0O118-84

The HST alignment will cross over Sherman Avenue, Whitley Avenue, and Brokaw
Avenue on an aerial structure. Refer to Appendix A, Road Crossings, of the Final
EIR/EIS for more details.

If the project results in the acquisition or direct interference with the existing operations
at this property, additional refinement during project design may allow avoidance or
further minimization of adverse effects. Unavoidable impacts may be subject to
treatment or compensation. These would be determined during the final design and
right-of-way phases of the project.

@ CALIFORNIA (\ of Transportaon

High-Speed Rail Authority Federal Railroad

Administration

Page 21-442



California High-Speed Train Project EIR/EIS
Fresno to Bakersfield Section Vol. IV Response to Comments from Businesses and Organizations

Response to Submission BO118 (Raymond Carlson, J.G. Boswell Company (Atty. for), Griswold,
LaSalle, Cobb, Dowd & Gin LLP (GLCDG), October 13, 2011) - Continued

BO118-85
Refer to Standard Response FB-Response-PU&E-03, FB-Response-SO-01.

The Authority is actively assimilating information on existing and planned utilities. The
design presented in the Draft EIR/EIS is based on preliminary engineering. The
Authority will coordinate with utility owners to refine this information, identifying and
evaluating all known facilities within the footprint during future design phases. The
Authority intends to consider conflicts with adjacent facilities during the final design and
placement of the Nevada Avenue realignment.
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Ty~ TARTAGLIA ENGINEERING
E CIVIL ENGINEERS

7360 El Camino Real, Suite £ » P. O. Box 1930
Atascadero, California 93423
E-mail: civilengineers @tartaglia-engineering.com
Phone (805) 466-5660 » Fax (805) 466-5471

Dennis C. Tristao October 7, 201 1
Environmental Services Manager
1.G. Boswell Company

Dennis C. Tristao
October 7, 2011
Page 2

The runway includes a pilot-controlled edge lighting system with a Visual Approach Slope Indicator
(VASI) serving both approaches. The VASI serving Runway 32 is set at a standard 3 degree approach
angle. In addition, Runway 32 is served with an approach lighting system similar to a Medium Intensity
Approach Lighting System (MALS). The Runway 14 VASTjs set at a steeper, 3,5 degree approach angle,
intended 1o provide greater vertical clearance over Highway 137.

2. Critical Aircraft:

P.O. Box 457
Corcoran, CA 93212 .
Company representatives have identified the Sabre 65 and the Citation XLS as thecritical / design aircraft
Subject: High Speed Rail Corcoran Bypass Alternative Alignment and relation to Salyer Farms for the facility.
Alrport

Dear Mr. Tristao:

In accordance with your request, time has been spent reviewing portions of the draft California High-Speed
Train Project Environmental Impact Report, Corcoran Bypass Subsection, Alignment C2, as it pertains and
relates to the Salyer Farms Airport. Proposed improvements of interest include the elevated, double-track
high-speed facility, and a communications tower with two possible locations identified. In performing our
analysis, the following documents were reviewed:

A California High-Speed Train Project EIR/EIS, Fresno to Bakersfield Section

B. FAA Advisory Circular, 150/5300-13, Change 10: Airport Design

C. Federal Aviation Regulations: Part 77, Objections Affecting Navigable Airspace

1. Existing Facilities:

Salyer Farms Airport is a private use facility located at the southwest corner of State Highways 137 and
43, adjacent to the community of Corcoran in Kings County, California.

Major airport facilities include a single asphalt paved runway, 75 feet wide, and three mid-field points of
exiting to the adjacent ramp and aircraft storage hangars. The runway is aligned parallel to and
approximately 150 feet west of Highway 43 (center to center spacing). The departure length for Runway
14-32 is approximately 6,818 feet. There is approximately 6,204 feet of runway available for a Runway
32 landing, and approximately 6,010 feet in place for landing Runway 14,

Runway markings are consistent with non-precision approach procedure requirements, including runway
designalion markings, threshold bar, threshold markings, centerline, and side stripes. A displaced
threshold configuration exists at each end, and the far north end of the pavernent is designated as a blast
pad, assumed due to its close proximity to Highway 137.

3. Airport Reference Code:

Based on the critical aircraft, the airport is designated as a B-II facility. The letter designation identifies
the approach category for the design aircraft. The number designation identifies the airplane design group.
These two parameters dictate or directly influence many runway / airport design parameters such as
runway width, taxiway width, runway / taxiway separation, object free areadimensions, obstacle free zone
dimensions, safety area widths, and runway protection zone dimensions.

Aircraft Approach Category B: Aircrafi with approach speeds of 91 knots or more but less than
121 knots.

Alrcraft with a wing span of 49 fect up to but not including 79
feet or a tail height from 20 up to but not including 30 feet.

Airplane Design Group II:

The proximity of Highway 43 to the runway limits the approach category and the size of aircrafi that can
use the runway.

4. Approach Protection:

The Runway Protection Zone (RPZ) is the trapezoidal-shaped area off the end of each runway. The
provision of the RPZ is to preclude the construction of obstructions potentially hazardous to aircraft and
also to control building construction as a protection from nuisarice and hazard to people on the ground.
Guidelines are intended to keep these zones free of structures and incompatible objects such as fuel
handling and storage facilities, misleading lights, smoke and dust generating facilitics, items that create
glare or attract wildlife, and any development which would create a place of public assembly.
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Control of the land that making up the RPZ by the owner of the airport is strongly encouraged, either
through easement or fee-title.

5. Runway Approaches:

A published GPS approach to Runway 32 is in place, with a minimum decision altitude of 560 feet (356
feet above the ground). The approach is non-precision, with visibility minimurms greater than 3/4 mile
(34:1) The approach to Runway 14 is visual only, not less than ! mile visibility (20:1). RPZ dimensions
for each runway are unique to each end, based on these two distinct approach designations. Each RPZ is
dimensionally shown on the attached figures.

6. Runway Protection, Parameters of Concent:
Runway protection is provided by:

A. The Primary Surface. A horizontal imaginary surface, centered on the yunway, at runway
elevation. Primary surface dimensions are dictated by runway designation and use. With paved
runways, the primary surface extends 200 feet beyond each runway end. For Salyer Airport, with
a non precision approach (Rwy 32) and visibility minimums greater than 3/4 statute mile, the
primary surface is 500 feet wide, centered.

B. The Horizontal Surface. A horizontal imaginary plane, centered on the runway, at an elevation 150
feet above the established airport elevation.

C. The Approach Surface. A surface longitudinally centered on the extended runway ceaterline,
extending outward and upward fiom each end of the primary surface. Dimensions of the approach
surface are related to specific approach parameters for each end of the runway. For Runway 32
(non-precision, instrument) the width of the surface is 500 feet at the end of the primary surface
flaring to a width of 3,500 feet at a distance of 10,000 feet from the end of the primary surface.
The surface slope is 34:1 (3 perceat). For Runway [4, (visual) the width of the surface is 500 feet
at the end of the primary surface flaring to a width of 1,500 feet at a distance of 5,000 feet [rom
the end of the primary surface. The surface slope is 20:1 (5 percent).

D. The Transitional Surface. An imaginary surface extending upward and outward from the edge of
the primary surface to the horizontal surface, at a rate of one foot vertical rise for every seven fect
of horizontal projection (7:1).

Dennis C. Trisfao
October 7, 2011
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E. The Runway Protection Zone (RPZ). The trapezoidal shaped area beyond each end of the runway,
of the size and shape as previously defined, based on approach parameters specific to each end.

F. On-Airport Protection. Within the airport, the runway is protected by imaginary surfaces and areas
including the Runway safety Area (RSA), the Obstacle Free Zone (OFZ), and the Runway Object
Free Area (ROFA).

7. Proposed High-Speed Rail mprovements:

This analysis focused on three components:

A The raiboad itself.  Alignment C2 swings in a large sweeping curve around the east side of the
City of Corcoran and the Salyer Airport. It is a built-up or viaduct double-track improvement,
approximately 800-1,000 fect east of the runway centerline. The analysis considers three points:
its approximnate parallel alignment east of the runway, its angle point with the northeast comer of
the Runway 14 RPZ, and the point at which the rail alignment crosses the projected runway
centerline north of the airport.

B. The communication tower; two locations considered. The cormmunications tower will be
approximately 100 feet tall. Tt is assumed it will look similar to a typical cell phone tower; steel
lattice structure with attached components. Two locations are considered, each approximately
1,000 feet east of the runway centerline.

8. Railroad Analysis:

FAA design guidelines require a consideration of 23 feet above the track structure as the obstruction
analysis height for the railroad. The portion of the track relatively parallcl 1o and east of the runway has
a maximum obstruction elevation of 235 feet. This represents a 31 foot high improvement relative to the
runway (runway clevation - 204 feet). At approximately 800 feet from the runway centerline, this falls
outside the primary surface and 550 feet into the transitional surface. At 7:1 for 550 feet, objects at 78 feet
above the runway elevation will intersect the lransitional surface. The top of the rail obstruction is
estimated to be at 31 feet. In addition, this portion is outside the RPZ and all on-airport protection
elements, Therefore, the portion of rail facility parallel to the runway is not considered an obstruction.

The proposed alignment crosses the projected runway centerline about 3,650 feet off the end of the
pavement, in close proximity to Waukena Avenue. As a bridge over the top of the railroad, Waukena
Avenue will exhibit a top obstruction elevation of 262 feet, 58 feet above the runway. With a 20:1
approach slope, structures reaching to 172 feet above the runway clevation will intercept the approach
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surface. At 3,650 feet, it is physically beyond the primary surface and the RPZ, below the approach
surface, and well beyond all on-airport protection elements. The road obstruction will be 58 feet above
the end of the runway, therefore the railroad crossing the projected centerline of the runway 3,650 feet off
the end of the pavement js not considered an obstruction.

The proposed alignment is in close proximity to the northeast corner of the Runway 14 RPZ. With a B-IY
designation, visual approach (20:1) the RPZ extends 1,200 feet off the end of the pavement and 350 feet
perpendicular to the runway centerline. Based on information provided, it appears the railroad alignment
is outside the RPZ by 300 feet at its closest poini. The alignment of the railroad at this location is not
considered an obstruction,

9. Tower analysis, north and south:

At 100 feet tall, plus the differential elevation change from runway to tower location (+ 5 feet), both towers
are below the horizontal surfacc and below the 7:1 transitional slope. At 900 feet plus away from the
runway, cach tower Jocation is beyond the primary surface and well beyond all on-airport protection
clements. Therefore both proposed locations are not considered obstructions.

10. Conclusions and Recommendations:

A The railroad and the proposed communication tower (either location) do not appear to present any
impact to existing operations at the Salyer Airport.

B. The railroad alignment appears to have been selected with consideration for the runway. The
analysis was performed with crude measurements. It is recommended either the designer provide
additional supporting documentation reflecting this consideration, or the airport owner perform a
more in-depth, confirming analysis using to-scale drawings / cad files of the rail plans.

C. The towers are not considered as obstructions. It is recomrended however, that the Authority file
with the FAA Form 7460, Notice of Construction or Alieration, and gain FAA approval of the
towers. Obstruction lighting is recommended.

D. This apalysis was based on our understanding of current operations at Salyer Farms Airport.
Future plans that may include faster, larger aircraft, or enhariced navigation aids that would lower
decision altitudes and enhance the operational capabilities of the airport should be considered or
identified now. The prescnce of the railroad may impact any future plans for enhanced use of the

facitity.
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E. It could be possible to mitigate minor impacts to the facility with adjustments to thresholds, in the
event a further analysis, with more accuraie data or revised information regarding current
operations, results in identification of an impact 10 the airport and present operations.

E. Any discussious regarding relocation of the airpdrl due to possible impact from the railroad will
become far reaching, with economic and environmental components, both during construction and
throughout its life at a different location. Compensation would not necessarily end with the
opening of the new facility, but could include ongoing added cost of operations between the new
airport and farm operations based in Corcoran.

G. Within the draft EIR/EIS, the distance from centerline to the Salyer Farms Adrport (0.18 miles),
identified in Table 3.11-5, appears (o represent an average, due to the sweeping curve alignment
of the railroad. This appears to be adequately represented. The summary statement at the bottorn
of page 3.11-32 identifying the alignment as being within 0.07 mile of the Salyer Farms Airport
appears to be incorrect. Based on information provided, at no point is the proposed alignment
within 750 feet of the airport (0.14 mile). Again, no conflict exists between the Salyer Fatms
Alrport facility and present airport operations, and the Corcoran Bypass Subsection, Alignment
c2,

Thank you for the opportunity (o provide input. Please call with any questions or concerns you may have
regarding the information in this letter report.

Sincerely,

i

TAATM} hg/ENquvéERmc
)

= i
I/ t N

/" fohn A. Smith

( /" Principal
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[ . ——————"——[1IGH SPEED RAL RO.W. \\@\
| WEST SIDE ELEVATED OPTION: CONFLICTS AND CONCERNS SSOUND BARRIER
TAIGH SPEED RAIL TRACKS NORTH

1. 6" DIAMETER HIGH PRESSURE NATURAL GAS LINE ALONG EAST SIDE OF BNSF.

2. GAS COMPANY PRESSURE REDUCING STATION. NE CORNER OF JGB YARD.

3. MEDIUM PRESSURE NATURAL GAS LINE UNDER SHERMAN AVE.

4. 3" DIAMETER MEDIUM PRESSURE NATURAL GAS LINE INTO JGB WEST PROCESSING SITE.
5. TELEPHONE CO MAIN FIBER OPTIC CABLE INTO CORCORAN.

6. CITY WATER LINE UNDER SHERMAN AVE.

7. NORTH MAIN WATER SERVICE LINE TO JGB WEST PROCESS!ING SITE.

8. PG&E OH-12kV LINE SOUTHERLY ALONG EAST SIDE OF SANTA FE.

9. PG&E OH-12kV LINE EASTERLY ALONG NORTH SIDE OF SHERMAN AVE EXTENDED.

10. TRUCK PARKING TRAFFIC PATTERN AND ACCESS INTO CA STATE GRAIN GRADING
STATION.

11. JGB MAIN FIBER OPTIC COMMUNICATION CABLE BETWEEN WEST AND EAST SITES.

12. JGB MAIN FIBER OPTIC COMMUNICATION CABLE BETWEEN EAST SITE AND WAREHOUSE
OFFICE.

13. PUMPED SANITARY SEWER LINE, NORTHERLY OUT OF EAST SITE TO CITY SEWER LINE AT
PICKERELL AVE.

14. 8" DIAMETER CITY WATER SERVICE INTO EAST PROCESSING SITE.

15. 8" DIAMETER REDUCED PRESSURE/BACK FLOW PREVENTER FOR EAST SITE.

16. EAST SITE, NORTH END SURFACE WATER COLLECTION AND DRAINAGE CANAL.

17. VEHICLE ACCESS TO NORTH END OF WAREHOUSES #2 AND #3, EAST SITE.

18. VEHICLE ACCESS TO NORTH ENTRANCE ( EMERGENCY ACCESS) OF WEST PROCESSING
SITE.

19. VEHICLE ACCESS TO DEODERIZED OIL LOADOUT STATION

20. ALTERS ESTABLISHED TRAFFIC FLOW PATTERNS OF ENTIRE PROCESSING SITE.

21. BLOCKS WEST SITE , NORTH YARD SURFACE DRAIN ANO SWALES.

22. 3" DIAMETER MEDIUM PRESSURE NATURAL GAS SERVICE LINE TO EAST SITE.

23. BLOCKS TRAFFIC PATTERN TO AND COVERS OIL MILL WHOLE SEED TANKS AND TRUCK
UNLOADING PITS.

24. COVERS EXISTING Ot MILL BUILDING CONTAINING DECORTICATER, EXPELLER AND LINT
REMOVAL ROOMS.

25. COVERS PARTS OF COTTONSEED SUPPLY (INPUT) SYSTEM OF OIL MiLL.

26. COVERS PART OF COTTONSEED STORAGE HOUSE #6.

27. BLOCKS USE OF TWO RAIL SPURS OFF OF BNSF RR INTO WEST SITE.

28. COVERS MAIN SURFACE WATER COLLECTION SUMP, PUMP STATION AND OUTFALL LINE
FOR OIL MILL PAVED AREAS.

29. BLOCKS EAST ACCESS ROAD TO SOUTH MODULE YARDS.

30. COVERS SOUTH “EXCESS EQUIPMENT" STORAGE YARD.

31. COVERS "FINISHED OIL” RAIL CAR LOAD QUT FACILITIES.

32, COVERS 300 HP IRRIGATION WELL AT SOUTH END OF WEST SITE.

33. SIGNIFICANTLY REDUCES MODULE STORAGE CAPACITIES DUE TO LAND COVERAGE AND
INSURANCE COMPANY SET BACK REALIGNMENTS.

34. REQUIRES A COMPLETE REDESIGN OF INPUT FACILITIES, TRAFFIC FLOW PATTERN AND
SITE DRAINAGE FOR THE OIL MILL AREA OF THE WEST SITE.

35. SIGNIFICANTLY INCREASES SURFACE WATER RUN OFF VOLUME

36. CREATES A "DEAD AIR" MICRO CLIMATE, JUST NORTH OF THE OIL MILL AND GRAIN
WAREHOUSES.

37. SOLVENT STORAGE.

38.CLOSURE OF SANTA FE AVENUE.

SN INTERPRETATION OF AVAHABLE INFORMATION REGARDING ALIGNMENT AND LOCATION OF THE RAILROAD, ROADWAY, AND COMMUNICATION TOWERS

SCALE: 1"=300"

NOTE: IMAGE IS APPROXIMATE BASED C

DATE 1 PROPOSED HIGH SPEED RAIL AT GRADE AL [ERNATIVE C—3 CONFLICTS AND CONCERNS FIGURE
10/07/2011 | G B0SwWE LL_COMPANY -1
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1.0 INTRODUCTION

1.1  Background and Motivation

Fugitive dust consists of geological material that is injected into the atmosphere by
natral wind and by anthropogenic sources such as paved and unpaved roads,
construction and demolition of buildings and roads, storage piles, wind erosion, and
agricultural activities. The main chemical constituents of these particles are oxides of
silicon, aluminum, and iron, and some calcium compounds. Most of the suspended dust
deposits within a short distance of its origin, yet a portion of it can be wansported long
distances by wind (Chow and Watson, 1992). These suspended particles have been
shown to constitute a large fraction of PMy, (particles with aerodynamic diameters less
than 10 micrometers, Federal Register, 1987a) in many urban and non-urban areas
(Watson et al., 1989a; Chow et al., 1993).

Since the promulgation of PM 4 standards in 1987, a total of 75 “moderate” non-
attainment areas (Federal Register, 1991; 1994) and 5 “serious” non-attainment areas
(Federal Register, 1993) have been designated by the U.S. Environmental Protection
Agency (EPA). Under the 1990 Clean Air Act and its amendments (U.S. Government
Printing Office, 1991), states must develop and submit State Implementation Plans (SIPs)
which specify the techoologies and activities which will be applied to reduce the
emissions causing excessive PM;, concentrations (Federal Register, 1987b). It is
especially unlikely that the PM,, standards can be attained in the western U.S., unless
significant reductions in fugitive dust emissions are achieved. The U.S. EPA requires
estimates of fugitive dust contributions to PM,, and identification of control measures in
most PM,, SIPs (U.S. EPA, 1992).

Emission rates for fugitive dust are difficult to measure or model. The largest
emitting categories include dust from unpaved roads, paved roads, constructiont and
demolition, and wind erosion of open soil. There are many subcategories within these
major categories, such as paved roads with unpaved shoulders, sanded roads, publicly
maintained unpaved roads, unmaintained “desert shortcuts”, and agricultural unpaved
roads. Less ubiquitous activitics, such as golf course turf replacement, feedlot and dairy
operations, equestrian events, off-road vehicle competitions, parking lot sweeping, and
industrial transfer and storage operations may be large contributors at certain times and
places. Though qualitative descriptions of fugitive dust emissions are easy to understand,
translating these descriptions into quantitative estimates of emission rates, locations,
temporal variability, and contributions to PM,, measured at receptors has been a
scientific and engineering challenge. While existing emissions inventories may have
some validity when annualiy averaged over the entire U.S., they become much less
precise when used to estimate contributions to a single receptor or on a single day which
registers a high PM,, reading. The current methods of quantifying fugitive dust PM,;
emissions need improvement.

PM, mass concentrations continue to exceed Federal PM,4 standards of 50 ug/m’
annual arithmetic average and 150 ug/m’ 24-hour average at sampling sites within the
San Joaquin Valley (8JV).  Nearly all of the sampling sites in the SJV have exceeded the
California state standards of 30 pg/m® annual geomeiric average and 50 pg/m’ 24-hour
average. Long-term compliance monitoring shows that the annual Federal standard was
exceeded at 20 sites in 1990, 10 sites in 1991, and 7 sites in both 1992 and 1993. The
Catifornia PM,, 24-hour standard of 50 pg/m® was exceeded at more than 90% of all San
Joaguin Valley sites for the five years from 1989 to 1993. Maximum 24-hour FPM,,
concentrations were highest in Kern, Fresno, and Kings Counties.

1.1.1 PM;, Emissions From Unpaved Roads and Shoulders

As shown by Chow ef al. (1992), the major contributing source types to ambient
PM,, measurements in the San Joaquin Valley (SIV) are not ducted primary emissions,
but instead, widely distributed area emitters including fugitive dust, primary engine
exhaust, residential and agricultural burning, and gaseous precursors of secondary
aerosol. Fugitive dust is the largest contributor to excessive PM,, concentrations during
the spring, summer, and fall at urban and agricultural sites. Vehicle movements
associated with agricultural tilling and harvesting, with Lranspor of agricultural producis
along unpaved roads, and along paved roads with unpaved shoulders, are believed to
cause large contributions to the fugitive dust components in PMj.

Of the estimated 10° kg/day of PM,, which was estimated to be emitted within the
SJV, 1.54 x 10° kg/day derives from unpaved road emissions and 1.91 x 10° kg/day
from paved roads (California Air Resources Board, 1991). Much of the paved road
emissions are suspected to be from dust carried out of unpaved roads and subsequently
deposited on the paved roads. A second source of dust emissions is from unpaved
shoulders along the sides of paved roads. The data base describing the actal lengths of
unpaved roads and paved shoulders that provide sources for PM;, emissions in the
counties within the STV is limited. However, unpaved road lengths are estimated to be
98 km in Kings County, 129 km in Fresno County, and 930 km in Merced County.
Speed limits are not ofien posted on these roads and most of them are minimally
patrolled.

Unpaved roads generally consist of a graded and compacted road bed that is
usually created from the parent material present at the site. Well-constructed unpaved
roads are usually finished by topping with a hard surface material such as gravel or
crushed rock, but this is not always the case. Characteristics of the road surface such as
road bed load capacity (Rosbury and Zimmer, 1983), silt content (particles < 74 pm)
(Cowherd et al., 1990), and hardness of the surface material have all been considered as
variables that affect emission rates. The forces created by the rolling wheels of vehicles
remove fine particles from the road bed and also pulverize aggregates lying on the
surface. The dust is suspended by the turbulent vehicle wakes and ejected into the air by

CALIFORNIA e ofTransporiaton

High-Speed Rail Authority Federal Railroad

Administration

Page 21-454



California Hi h-S?eed Train Project EIR/EIS
Fresno to Bakersfield Section Vol. IV Response to Comments from Businesses and Organizations

Attachment to Submission BO118 (Raymond Carlson, J.G. Boswell Company (Atty. for), Griswold,
LaSalle, Cobb, Dowd & Gin LLP (GLCDG), October 13, 2011) - Carlson Letter Attachments.pdf - Continued

the shearing force of the tires (Nicholson ¢ al., 1989). Dust emission rates have been
found to depend on the fine particle content of the road (Cowherd er al., 1990), soil
moisture content, and vehicle speed (Nicholson et al., 1989). The U.S. EPA (1988) also
reported that the emission rate of fine parficles was exponentially related to vehicle
weight and number of wheels. Dust resuspension from unpaved roads is also affected by
natural wind forces. Mud and dust are tracked from unpaved surfaces to paved roads,
where particles are resuspended by the generaily greater traffic volumes. Unpaved
shoulders share similar characteristics with unpaved roads. However, emissions from
these surfaces are usually associated with entrainment caused by aerodynamic forces
associated with the turbulent wakes of high-speed, high-profile vehicles such as semi-
tractor trailers.

The effectiveness of control metheds for reducing dust emissions from unpaved
roads and shoulders has not been well-measured or documented. The U.S. EPA (1988)
examined several fugitive dust control method demonstration projects and found that
many of them were poorly designed and yielded inconclusive results. Even when
projects were well designed, the benefits of the control application for air quality were
often undetectable because the control methods being applied had not been understood or
correctly implemented. The assessment of control studies is difficult because the
mechanics of particle resuspension from road surfaces s poorly understood. Establishing
a standard methodology to evaluate the dust emission rates associated with untreated and
treated unpaved road surfaces is important for establishing a set of criteria that will be
used to evaluate the effectiveness of control measures. The important surface variables
which control the PM,, emission source strengths of unpaved roads and shoulders must
be identified and quantified. The roles of vehicle types, sizes, weights, shapes, and
speeds in affecting the magnitudes of emissions from road surfaces also require further
investigation. Advances in this type of research are necessary if effective SIPs are to be
formulated, leading to successful attainment of Federal and state PM,q standards.

The 1990 Clean Air Act and the California Clean Air Act require the San Joaquin
Valley Air Pollution Contro! District (STVUAPCD) to submit a revised State
Implementation Plan (SIP) by February 1997. The SIP is to specify emission reduction
measures and demonstrate that these measures will allow the Federal PM,, standards to
be attained. Many measures are being considered, but their effectiveness, feasibility, and
practicality have not been demonstrated in conarolled scientific studies. If implementation
of control measures is carried out without the benefit of a rigorous testing of their
effectiveness, there is a high probability that great expenses will be incurred and that
ineffective methods for reducing atmospheric PM,q loadings from road surfaces may be
utitized.

1.2 Study Objectives

The objectives of this fugitive dust control effectiveness Demonstration Study are
as follows:

¢ To review published studies of dust emission rates and dust suppression, and
based on this experience, choose the field measurement and data analysis
approaches most promising for the quantification of PM,, emission rates and
suppressant effectiveness.

¢ To apply those approaches in order to determine which unpaved road
stabilizing substances and practices have a high potential to reduce PM,,
emissions from public unpaved roads and unpaved shoulders of paved public
roads.

¢ To demonstrate the amount by which contributions to ambient PM,,
concentrations are reduced by applying these methods and to establish the
long term effectiveness of the suppressant applications.

s To determine the practicality and costs of applying these conirol measures to
reduce fugitive dust emissions in the SJV.

1.3 Overview of Demonstration Study Plan

Section 2 of this Smdy Plan reviews the current state of knowledge regarding the
characteristics of airborne dust particles and the important road or land surface variables
which affect dust emissions. Meteorological and vehicular traffic influences are
discussed, as is the estimation of emissions by the empirical AP-42 equation. Published
dust emjssion and suppression studies are critically reviewed and summarized, and
critical recommendations for this study are derived. An extensive, categorized list of
commercially-available dust suppressant compounds is presented.

Section 3 builds on Section 2, identifying the surface properties which are
expected to be modified by the addition of suppressant compounds. These properties are
monitored during the Study using the methods discussed and recommended in this
section. Methods for the measurement of suspended PM,, particles are reviewed and an
approach is recommended. Data analysis and modeling methods are reviewed, and
alternative approaches are chosen for inferring PM;, emission rates from the data
obtained in the Demonstration Study.

Section 4 presents the criteria developed for public unpaved road and shoulder test
sites, and the candidate sites which were examined in the process of making a final
decision. The characteristics of the chosen test sites are summarized. Section 5 presents
the detailed test procedure, including the suppressant choices and their application, the
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PM,, sampler array, the measurement of critical surface properties, and the control and
counting of vehicular traffic.

Section 6 summarizes the Desert Research Institute’s Quality Assurance
procedures applied to this Demonstration Study, including Standard Operating
Procedures, performance audits, and the estimation of measurement precisions.

Section 7 covers the data management and validation approach, including data
flow and checks, database structure and format, and validation tests applied to the data.

Section 8 presents the data amalysis plan, including descriptive and statistical
approaches. Empirical and Fugitive Dust Models are applied in order to estimate
emissions rates and compare them t the direct measurements, and to assess the
applicability and accuracy of empirical approaches.

Section 9 addresses the implications resulting from the findings of this Study,
including practicality of different suppressant methods, their relative costs and benefits,
criteria relevant to the prioritization of different roads and shoulders for treatment, and
the design of follow-on pilot studies.

The Demonstration Study schedule is presented in Section 10.

2.0 CURRENT KNOWLEDGE OF ROAD DUST SUSPENSION AND
CONTROL

The movement of soil, and especially its suspension from the surface of the earth
into the aumosphere, has been studied in many branches of science. “Aeolian dust,”
named for Aeolus, the Greek god of the wind, and the study of dust transport and
deposition processes is a major discipline in the fields of geology, geomorphology, and
archaeclogy (Pye, 1987). Wind erosion is of great concern to agriculturists and soil
scientists because the loss of fine particles resufts in a reduction in soil fertility (Zobeck
and Fryrear, 1986a, 1986b). Meteorologists study interactions between the atmosphere
and the earth’s surface to gain understanding of the transfer processes for momentum
which drives the transport system for sediment and scalar quantities such as heat and
carbon dioxide (Raupach ez al., 1980, 1985). Atr pollution scientists devise methods to
estimate contributions from dust suspended by the wind and other mechanisms to
particles which might cause adverse health effects.

The published literature on the mechanjsms for dust suspension are widely
dispersed and not entirely comparable in terms of the properties studied and the units of
measure.  Much of the work on dust suspension has been done by agriculturists 1o
minimize soil erosion. Erosion estimates include all of the mechanisms which might
affect the removal of topsoil from a given area, one of which is suspension into the
atmosphere, Air pollution scientists are concerned with the portion of eroded sojl which
is removed by suspension into the atmosphere and transported reasonable distances
(typically greater than (00 m, the nominal dimension of significant fugitive dust
emissions sources) without deposition to the surface and which may eventually impact
upon human health and the quality of life of persons living in the vicinity of a fugitive
dust source. These diverse research efforts provide a wide range of both anecdotal and
quantitative information relevant to this Demonstration Study.

The main goal of this section i to review current knowledge regarding dust
generation and suppression, and to select those methodologies and approaches which
seem most appropriate to unpaved roads and shoulders in the San Joaquin Vailey. This
Demonstration Study will be designed based upon state-of-the-art understanding in
several areas, including the following:

1. Characteristics of dust as a constituent of PM,4;

2. Processes and variables which affect the suspension of dust from unpaved
roads and shoulders;

3. Comprchensive review of methods and findings of previous road/shoulder
dust control studies; and

4, Comprehensive review of dust control substances and methods.

2-1
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and ~1% Ba in asbestos brake shoes, while Anderson er al. (1973) reported Si
abundances of ~10%. Cooper et al. (1988) examined the elemental composition of
semi-metal brake shoes and found abundances of ~45% Fe, ~2% Cu, ~0.5% Sn,
~3% Ba, and ~0.5% Mo. None of these species was found in the Phoenix paved road
dust profiles at levels that were significantly in excess of their abundances in other
geological sample-types.

2.2 Critical Review of Processes and Variables that Affect Dust Emissions

The suspension of dust by wind and anthropogenic activities depends on a number
of physical properties of both the atmosphere and the erodible surface. The key
properties affecting the magnitude of dust emissions are: 1) surface loadings of
suspendable material; 2) size distributions of the surface particulate matter; 3) moisture;
4) surface roughness; 5) wind speed and direction; and 6) vehicular dust suspension
mechanisms. Many of these factors provide explicit or implicit inputs to the U.S. EPA’s
AP-42 empirical dust emission model. The objective of this subsection is to report the
current status of knowledge of each of these properties with respect to their influence on
the dust emission process, and to review strengths and shortcomings of the AP-42 model.

2.2.1 Surface Loading

The amount of suspendable dust on a surface influences how much might be
suspended. Most surfaces are limited reservoirs, and the suspendable dust is depleted
after a short time period. Theoretical considerations of the time dependence of
resuspension. by wind suggest that it may be represepted as a nepative exponential
function (Anspaugh et al.; 1975; Linsley, 1978), although several authors have proposed
an inverse relationship between suspension and time (Reeks ¢ al., 1985; Garland, 1979).
Nicholson (1993), in an empirical wind tunnel study of resuspension processes fram
concrete surfaces, found that the decay rate of particle emissions from surfaces was not
well-represented by a negative exponential relationship, but appeared to follow an inverse
time relationship. However, Nicholson (1993) also noted that this relationship could be
complicated in the natural environment due to the large range of surface and
environmental conditions.

On exposed land, deflation of fine particles often results in the exposure of larger
nonerodible sediments which act to shield the suspendable particles from the wind. The
larger nonerodible elements also act to absorb momentum and decrease the erosive power
of the wind that reaches the potentially erodible surface (Marshall, 1971; Raupach,
1992). When surfaces are continually disturbed by very intense winds or by vehicular
movement or other human activities, they may become unlimited reservoirs which emit
dust whenever winds exceed threshold suspension velocities. There are few (<500 for
the entire U.S.) reported data on the surface loadings of siit (<75 um) and absolutely no

data on surface loadings of PM, for any surface included in fugitive dust emissions
inventories.

2.2.2 Particle Size Distribution

The current air quality standard applies to particles which are less than 10 pm in
aerodynarnic diameter (PM,y). (The “aerodynamic diameter” is defined as the diameter
of a sphere of unit density [1.0 g/cms]; therefore, for soil particles, the aerodynamic
diameter corresponds 1o actual, geometric diameters Jess than 7 um because the density
of soil particles is about 2,65 g/em®, and the aerodynamic diameter varies inversely with
the square root of the density [Hinds, 1986]). The concem with PM,, is solely health-
related, because it represents the upper limit of aeradynamic size class which may enter
the respiratory system. The dust particle size distribution is an important variable for
determining its emission and transport.

Figure 2-1 shows residence times based on gravitational settling velocities for
various aerodynamic diameters homogeneously distributed through a 100 m mixed layer.
The “stilled chamber” model assumes that there is no vertical mixing for remaining
particles following suspension, while the “stirred chamber” model assumes there is
instantaneous mixing throughout the layer (Davies, 1966). The real-life sitvation
probably lies somewhere between these extremes. More than half of the particles with a
diameter less than 2.5 ym may remain suspended for more than a week, while those
between 2.5 and 10 wn may remain suspended from ~0.25 to 4 days. Most particles
larger than 20 pm settle out in less than two hours. The larger particles are also much
heavier than the smaller particles and have a lower probability of being mixed to 100 m
heights in the first place. Every particle attains an equilibrium between these forces at its
terminal settling velocity. The sentling velocity increases as the square of the particle
diameter or when the particle density increases. For very small particles (<10 pm
diameter), vertical air movements caused by turbulence can counteract the gravitational
settling velocity and such particles can remain suspended for long times. Particle
deposition for particles larger than ~20 pm diameter is dominated by the force of
gravity. Transport distance depends on the initial elevation of a particle above ground
level, the horizontal wind velocity component in the direction of interest at the particle
elevation, and the gravitational settling velocity.

Very little is known about the PM,, size fraction in surface dust deposits, despite
its adverse health potential, long residence time, and high potential for vertical mixing.
The most comprehensive information on particle sizes in geological material is contained
in soil surveys compiled by the Federal and State Soil Conservation Services (SCS). The
particle size distribution information in the SCS data sheets represents the distribution of
a wholly disaggregated sample and describes the mineral grain size composition. These
surveys provide boundaries for different soil types on 7.5-minute maps corresponding to
U.S. Geological Survey (USGS) maps. The codes are associated with data in a printed
summary which accompanies the maps for each survey area. Table 2-2 shows textural
characteristics of soils in the northern area of Merced County in California’s San Joaquin
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] Table 2-2
E Soil Types and Their Textural Characteristics
o a. in the Merced County Study Area
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Valley, from the U.S. Department of Agriculure (USDA) soil survey (USDA, 1962).
The soil types represented in Table 2-2 are within the study arca of this Demonstration
Swdy.

Particle sizes are indicated by qualitative descriptions in terms of the amount of
sand (50 t0 2,000 um geometric diameter), silt (2 to S0 pm geometric djameter), and clay
(<2 pm geometric diameter) (USDA, 1960). Note that the soil survey definition for sil
differs from that used in fugitive dust emission factors (<75 um geomelric diameter) and
even from the sieve fractions reported in the soil survey, which are <4,760, <2,000,
<420, and <74 um in geometric diameter. The soil survey’s <74 um sieve fraction
will be considered equivalent 1o a <75 um fraction in this discussion. These particle
size fractions in the soil survey are estimated by the individuals conducting the survey
based on the visual similarity of the observed soils to a subset of soit samples which are
submitted to particte size analyses in a laboratory.

The particle sizing procedure (American Society for Testing and Materials,
1990a; 1990b) which is most commonly followed for soil surveys creates a soil/water
suspension in which soil aggregates are broken into their component parts prior to
sieving. The material designated as sand is washed through a series of sieves to
determine the particle size distribution. The distribution of the finer particles (silts and
clays) is determined by methodologies based on the calewlated fall velocities of the
different sized particles through a column of water. While the particle size distribution of
the disaggregated sediment is useful for agricultural, construction, and other land uses, it
is not especially useful for estimating air pollution emissions, because it does not estimate
the size of the dust aggregates which are susceptible to entrainment and suspension by
surface winds.

Gillette er al. (1980) applied iwo methods to determine the particle and aggregate
sizes in soil which might be entrained by winds and cause pollution problems. The first
method (i.c., gentle sieve) consists of drying the soil sample and sieving it gently on a
1 mm sieve with about twenty circufar gyrations parallel to the plane of the sieve. A
similar methodology was described by Cowherd er af. (1990) for estimating the modal
aggregate size of sediment samples removed from unpaved roads. Cowherd er al. (1990)
adapted their methodology from a rotary sieving procedure described by Chepil (1952)
which is considered to be the standard technique for determining the aggregate size
distribution of soils. Gillette er al. (1980} related the modal aggregate size of loose
surface sediment to the threshold friction velocity (us, m/s) which is a measure of the
force required to entrain the surface sediment by the wind and is related to the wind
speed. The second method (i.e., hard sieve) consists of up to one-half hour of vigorous
shaking (usually using a shaking machine). The gentle sieve method is assumed, without
quantitative validation, to be a more suitable approach for determining the potential
suspension properties of a $oil because it attempts to sample the sediment with its in situ
characteristics intact. The hard sieve method is assumed to provide an indication of the
potential sediment that is available for resuspension from the soil when disaggregating

2-10

activities (e.g., vehicle traffic) occur. Gillette et al.’s (1980) threshold suspension
velocity measurements apply to soil characteristics obtained by the gentle sieve method.

Table 2-3 shows soil properties determined by the gentle and hard sieve methods
for five sampies taken from a stony, sandy loam soil (Badland Verdico, USDA, 1980) in
Reno, Nevada. The samples of Badland Verdico soils were retained in airtight ziplock
bags prior (o testing to minimize contamination and evaporation of moisture, Table 2-3
includes qualitative observations regarding visible resuspension of the surfaces by wind
(simulated by blowing air over the land surface). The moist soil and the desert crust did
not visibly suspend, while the remaining disturbed and dry soils suspended easily with
moderate blowing. Table 2-3 shows a high reproducibility of the silt measurements
among the construction soil samples. The silt fraction (<75 pm geometric diameter)
increased by a factor of ten when aggregates were broken up by vigorous sieving. Even
with the hard sieve, the suspendable fraction was less than one-tenth the values from the
soil survey particle size distribution data. Table 2-3 also shows that the majority of the
silt fraction consists of particles larger than 38 pm geometric diameter, as a negligible
fraction of material passed through the final sieve even with vigorous shaking, Cowherd
et al. (1988) recommend that dry sieving to determine silt content using a shaker must be
done in discrete time intervals and the change in mass of the bottom pan be closely
monitored. When the change in the mass of sediment collected in the pan is less than 3%
between two successive shaking periods, Cowherd et al. (1990) consider this to be an
indication that alf the natural silt has passed through the 74 pm sieve and that any
additional mass resuits from the grinding of larger aggregates by the shaking method.

Newer sieves allow bulk sizing to a fraction below 25 pm geometric diameter
(corresponding to approximately 40 um aerodynamic diameter), but other methods must
be applied to obtain smaller size fractions. Figure 2-1 shows examples of size
distributions in dust from paved and unpaved roads, agriculmral soil, sand and gravel,
and alkaline lake bed sediments which were measured in a Jaboratory resuspension
chamber (Chow er al., 1994). The <38 pm sieve fraction was suspended in this
chamber and drawn through PM,,, PM, s, PM,y, and TSP inlets. TSP corresponds
approximately to a PM;; size fraction. Fractions in Figure 2-1 are normalized to the TSP
mass concentration in the resuspended dust. The PM, ; abundance (6.9%) in the alkaline
lake bed dust is twice its abundance in paved and unpaved road dust.  Approximately
10% of TSP is in the PM, s fraction and approximately 50% of TSP is in the PM;y
fraction. The PM,/TSP distribution is consistent with previous comparisons between
PM,, and TSP samples in ambient air (Watson er al., 1983; Watson and Chow, 1993).
Sand/grave! dust is the exception, where 65% of the mass consists of particles larger than
the PM,, fraction. The PM, s fraction of TSP in alkaline lake beds and sand/gravel is
approximately 30% to 40% higher than the other soil types. These finer gradations in
particle size are available only for a limited number of soil types.

The size distribution of dust particles affects the suspension process. A flat bed of
particles with diameters Jess than 20 pm is very difficult to suspend by wind; as Bagnold
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Table 2-3

Sampled Soil Characteristics in Reno, NV

Gentle Sieve  Hard Sieve
% <75 um % <75 pm

(1937) showed, fine Portland cement could not be entrained by wind friction vefocities in
excess of 1.00 m/s. In this situation, there is no large cross section for wind 10 act on.
In addition, adhesive forces such as van der Walls, electrostatic, and the surface tension
of adsorbed liquid films (Hinds, 1986) increase the force required to entrain the particles.
These adhesive forces increase with relative humidity and surface roughness, but decrease
with increasing particle size (Corn and Stein, 1965).

Soil Type Characteristics Moisture (%) (<38 um) (% <38 rm)

. . . . Suspension of fine particles is also mitigated by the presence of larger nonerodible
Readenugl Dy vehicle track in 3.6 0.28 3.46 particles if they are prescn? in sufficient quantigtiesA Iganicles that exceed 840 um in size
gi(:;mmcuon ﬁ;ii?:ga;zi;e;:(:: 0.0) (0.43) are considered too large to be entrained by normal wind velocities (Chepil, 1942) and can

Dust is visually : act to shelter smaller particles in their lee. Gillette and Stockton {1989) sprinkled glass

spheres with diameters ranging from 2,400 to 11,200 um onto a bed of glass spheres with
suspended by . sizes from 107 to 575 wm and found major reductions in the horizontal fiux of the smaller
moderate blowing at particles. However, Logie (1982) found that erosion of a sand surface was enhanced
the surface. when low concentrations of larger non-erodible roughness elements were present on the

R . . . surface. She suggested that the increased erosion was due to acceleration of the wind
Residential ~ Wet vehicle track in 17.97 0.19 2.91 flow around the isolated elements which scoured the loose sand. Bagnold (1941)
Clonstmctlon grad;d arca bew_vcen 00 ©.81 estimated that 800 pm particles are the most susceptible to suspension by wind, even
Site housing foundations. though their large masses cause them to settle to the surface very rapidly.

Dust was not
S‘_']Spended wu}‘x Past studies (¢.g., Rosbury and Zimmer, 1983) indicate that unpaved roads with
vigorous blowing. certain types of road aggregates are more efficient emitters of dust than roads with higher
. silt contents. This suggests that measurement of the percent of aggregates and primary
Piles of Fill ~ Construction pile. 6.45 0.27 2.37 mineral grains in the size range of sand (50 pm - 2000 pm) and gravel (>2,000 um - 8
Dirt Dust is visibly ©0.02) (0.46) cm) (U.S. Dept. of Agriculture, 1960) are important and directly related 1o the emissjons
suspended by of fine particles resuspended by the tires of moving vehicles. The percent of large
moderate blowing. aggregates on the road surface has not been previously reported in publications assessing
dust emissions from unpaved roads. According to Rosbury and Zimmer (1983) in their
Unbroken  Desert crust. 3.1 0.044 5.38 study of haul roads, the correlation between dust emissions and silt content was not as
Desert Undisturbed area (0.0) (0.46) simple as was reported by Cowherd er al. (1988). Rosbury and Zimmer (1983) observed
Pavement typical of what was that there were increased emissions of dust from surfaces with less silt content, but higher
with _present prior to gravel content. This observation was also reported by Flocchini ef al. (1994). The
Sagebrush  construction. Orly gravel appears 10 provide, in conjunction with its activation into movement by tires, a
Cover top 1 em sampled. high energy source that actively abrades the surface creating a source of fine particles. In
Dust is not suspended addition, the bouncing gravel particles may entrain dust into their aerodynamic wakes,
by vigorous blowing. drawing it away from the surface and into the air stream, Such a mechanism has been
suggested as a means of entraining dust particles and gjecting them into the air stream in
Broken Soil underneath desert 10.1 0.07 4.27 wind erosion processes.
Desert crust. Dust is visibly {0.0) (0.29)
Pavement suspended by 2.23 Moisture
moderate blowing.

Water adheres to individual soil particles, thus increasing their mass, adding
surface tension forces, and mitigating suspension and transport. Cohesion of the wetted
particles often persists after the water has evaporated due to the formation of aggregates
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and surface crusts. The threshold shear velocity of soils is significantly increased,
thereby reducing the erosion potential by wind, when soil surface moisture is increased
by less than 1% from its dry state (Chepil, 1956; Belly 1964; Bisal and Hsieh, 1966;
Svasek and Terwindt, 1674). For example, the wet vehicle track sample reported in
Table 2-3 contained ~18% moisture and did not show visible dust suspension in the 109) 1wei0d snson s
presence of wind. The dust-suppressing effectiveness of moisture on unpaved roads js - : o~
well-documented (Cowherd et al. 1990). Nicholson e al. (1989) found that the moisture
content of the road surface and the presence of strong winds influenced the amount of \
dust suspended by vehicles. Higher moisture conient reduced dust suspension while
higher winds tended to enhance dust emissions caused by passing vehicles. Rosbury and
Zimmer (1983) found that moisture content affects the ejection of particulates by
vehicles, as well as the strength of the road bed and hence its ability to deform under
vehicle loading. The addition of water as a suppressant, which produced surface
moisture contents greater than 2%, achieved greater than 86% reduction in emission rates
of PM,, compared to the control surface which had an average moisture content of
approximately 0.56% (Flocchini ef al., 1994). The road surface-moisture content is also
important in enhancing the strength characteristics of surface crusts and the stability of
aggregates (Bradford and Grossmar, 1982; Lehrsch and Jolley, 1992).

1
[}

Kinsey and Cowherd (1992) show how watering might reduce emissions at a
construction site. Significant dust control benefits are derived initially by doubling the
area which is watered; however, benefits are reduced as more water is applied to the site.
Ultimately, control efficiency is limited because grading operations are continually
exposing dry earth and burying the moistened topsoil. Figure 2-2 shows the effects of
moisture content on downwind TSP concentrations measured near an active construction
site, including heavy equipment moving at a rate of one vehicle pass per minute. As
illustrated in Figure 2-2, nearly a factor of five change in downwind (50 m from
emissions point) concentrations exists for the range of silt contents and moisture contents
shown.

Silt Contenl (%)

i

Moisture zlso causes dust to adhere to vehicle surfaces so that it can be carried
out of unpaved roads, parking lots, and staging areas. Carryout also occurs when trucks
exit heavily watered construction sites. This dust is deposited on paved (or unpaved)
roadway surfaces where it dries and becomes available for suspension far from its point
of origin. Fugitive dust emissions from paved roads are ofien higher after rainstorms in
areas where unpaved accesses are abundant, even though the rain may have flushed
existing dust from many of the paved streets.

Downwind TSP Concentration vs. Surface Silt Content

Vehicte passes/min:

TSP emissions versus silt content for different moisture levels (Kinsey and Englehart, 1984). Applies to

coneentrations 50 m downwind of the emission point for TSP.

]
While the moisture capacities and retentions of different geological materials are § § g § S § g
well docurnented in the soil surveys, the actual moisture content at a given time or place S 8 - =
is not recorded. Thornthwaite (1931) proposed the ratio of precipitation to evaporation as (£ul/Bn) UOUDHUBIUOD dS1
an indicator of the availability of moistare for soils, Thomthwaite’s major concern was
the agricultural potential of fand in different areas. The precipitation-evaporation
effectivencss index (P-E index) is ten times the sum of the monthly precipitation to

Figure 2-2
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evaporation ratios. Using precipitation, evaporation, and temperamure data taken prior to
1921 at 21 U.S. monitoring sites, Thornthwaite (1931) established the empirical
relationship:

1.0t
P~ Eindex = llsi[(T I-)ilo)] -1

i=l
where:

I = 1 to 12 for each month of a year
P; = the inches of precipitation recorded during month
T; = the average monthly temperature in degrees Fahrenheit

Thornthwaite (1931} used this relationship to classify all North America as wet
(P-E index > 128), humid (64 < P-E index < 128), sub-humid (32 < P-E index < 64), semi-
arid (16 <P-E index <32), or arid (P-E index <16). Much of the western U.S. is in the
arid and semi-arid categories, The P-E index has been used to estimate the moisture
content of different soils, as an input to calculate emission factors for different surface

types.

Moisture, measured as the average number of days on which precipitation
exceeded 0.254 mm during a year, will also effect the availability of dust for transport.
These data are recorded in National Weather Service Local Climatological Summaries.
The Climatic Atlas of the United States shows approximately 60 days of measurable
(>0.254 mm) precipitation in the vicinity of Reno, NV, approximately 30 days of
measurable precipitation in the vicinity of Las Vegas, NV, less than 20 days of
measurable precipitation in California’s Imperial Valley, and 40 to 60 days of measurable
precipitation in most of the San Francisco Bay area, the San Joaquin Valley, and
Southern California (U.S. Department of Commerce, 1968). The moisture content of
soils will vary throughout the year depending on the frequency and intensity of
precipitation events, irrigation, and relative hurnidity and temperature of the surrounding
air. Large amounts of rain falling during one month of a year will not be as effective in.
stabilizing dust as the same amount of rain interspersed at intervals throughout the year.

The measurement of soil moisture content with gravimetric techniques is simple
and well-verified. If performed correctly with an adequate number of samples, this
technique is precise, accurate, and is accepted as a calibration standard (Weemns, 1991;
Ley, 1994). In sity measurement techniques have been developed; in most cases, these
instruments depend upon probes inserted into the soil. Selker et al. (1993), describe
several non-invasive methodologies for measuring $0i) moisture.

2.2.4 Surface Roughness

The roughness of the surface over which the wind blows affects the magnitude of
the drag force exerted by the wind on the surface. The aerodynamic roughness length
(zy) is the apparent distance above the surface at which the average wind velocity
approaches zero and is considered to be a measure of the drag force on the surface
(Raupach et al., 1991). According to Wieringa (1993), %, is a height independent
description of surface roughness influence on flow dynamics near the surface. In reality
the wind velocity does not become zero at this predicted height. At this height above the
surface the wind velocity no longer follows a logarithmic velocity profile as the surface is
approached. The aerodynamic roughness length is related to the actual surface roughness
and, according to Greeley and Iversen (1985), can be approximated for surfaces with a
uniform distribution of particles from the relationship:

z=D44 @2

where D is the average particle diameter. For surfaces with a more widely dispersed
cover of uniform grains that are spaced a center 1o center distance of approximately
twice the diameter, z, values can be higher than are predicted using Equation 2-2. In
this situation, Greeley and Iversen (1985) suggest the relationship is better
approximated by the relationship:

z, =04 (2-3)

However, the relationship between the surface roughness and the magnitude of the
aerodynamic roughness length is not well understood for complex natural surfaces
(Gillies, 1994).

2.2.5 Wind Speed

Wind ofien resuspends dust from disturbed surfaces. Chepil and Woodruff (1963)
and Gillette and Hanson (1989) show that the amount of soil which can be suspended by
wind depends on the particle size distribution, wind velocity at the soil surface, the
roughness of the surface, the relative fractions of erodible (<1,000 ym diameter) and
non-erodible (> 1,000 pm diameter) material (Gillette e al., 1980), and the cohesion of
the soil particles with one another. Values for each of these variables affect other
variables. For exampie, a higher moisture content increases cohesion among particles
and shifts the size distribution to larger particles, Larger agglomerations of small
particles increase surface roughness which decreases wind speeds at the surface and
surface shear stress is reduced as momentum is partitioned to the larger elements (Gillette
and Stockton, 1989).

The effects of all of these variables are combined in a threshold friction
velocity, which is experimentally determined by placing a wind tunnet over an example
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of the affected soil and measuring the friction velocity at which visible soil movement
is first observed (Nickling and Gillies, 1989). Both friction velocity (u., m/s) and
surface roughness length (z,, ) are determined from analysis of measured wind
velocity profiles.  This usually involves least squares regression analysis that
determines the fit of the data with the theoretical Prandti-von Karman model for ; -
velocity profiles in a turbulent boundary layer (Scott and Carter, 1986; McKenna- ' ‘
Neuman and Nickling, 1994). When the actual friction velocity is less than the
threshold friction velocity for soil erosion, there is no movement of the saltation-
susceptible particles. Upon the initiation of movement, it has been shown by Gillette
(1977) and Nickling and Gillies (1989) that there is some dependence between the
horizontal flux of the saltating grains and the vertical flux of fine particles. However,
the strength of the relationship is controlled to some degree by the textural
characteristics of the eroding soil. Gillette (1977) and Nickling and Gillies (1989)
found that finer-textured soils produce particulates at a much higher rate than coarser-
textured soils. Most ambient wind speed measurements are made at elevations between
5 and 10 m above ground level, and these must be rranslated to surface friction
velocities to determine if erosion may be active. Figure 2-3 shows the relationship
between TSP emissions and wind velocity for surfaces with different threshold friction
velocities. The emissions vary with wind measured at 7 m above the ground level for
threshold friction velocities ranging from 0.1 to 2.0 m/s with a surface roughness of
0.05 m. Resuspension of fine particulates has been observed to occur at all wind speeds
and resuspension effects have been observed in the absence of saltating particles
(Garland, 1983).
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Gillette er 2. (1980) show threshold friction velocities that vary from 0.19 to 1.82
Vs for disturbed desert soils. Gillette and Passi (1988) report that dust emissions should
be proportional to the wind friction velocity raised to the fourth power. Nickling and
Gillies (1993) found that this relationship applied to dust emissions measured on various
surfaces in the Infand Delta region of Mali, West Africa. However, they also found that
the constant of proportionality in the calculated emission rate function changed for
different sampling tocations within the Inland Delta. They suggested that this reflected
surficial controls on the release of sediments to the air stream.

Measured Wind Speed (m/s)

TSP Emissions vs. Measured Wind Speed
05

2.2.6 Dust Suspension by Vehicles

Dust on paved roads, unpaved roads, parking lots, and construction sites is
suspended by natural winds and vehicular movement. Vehicular teaffic in these areas
adds to suspension because tire contact creates a shearing force with the road that lifts
particles into the air (Nicholson ef al., 1989). Moving vehicles also create turbulent AR -
wakes which act much like natural winds to raise particles. = o) (% § A 8_
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Dust on paved roads must be continually replenished; reducing the deposition of (jusae/zw/B) BUOSILIT dSL
fresh dust onto these surfaces is a viable method for reducing their PM,, emissions. Dust —
toadings on a paved road surface build up by being tracked out from unpaved areas such '

TSP emissions at different wind threshold velocities (U.S. EPA, 1985).

Surtace roughness (CmM):

Figure 2-3
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as construction sites, unpaved roads, parking lots, and shoulders; by spills from trucks
carrying dirt and other particulate materials; by transport of dirt collected on vehicle
undercarriages; by wear of vehicle components such as tires, brakes, clutches, and
exhaust system components; by wear of the pavement surface; by deposition of suspended
perticles from many emissions sources; and by water and wind erosion from adjacent
areas. The relative contribution from each of these sources is unknown. Axetell and Zel}
(1977) estimated typical deposition rates of 67.8 kg/km of curb for a 24-hour period. for
particles of all sizes from the following sources: 1) 42% from mud and dirt carryout; 2)
17% from litter; 3) 8% from biological debris; 4) 8% from ice control compounds (in
areas with cold winters); 5) 8% from erosion of shoulders and adjacent areas; 6) 7%
from motor vehicles, 7) 4% from atmospheric dustfall; 8) 4% from pavement wear; and
9) less than 1% from spills, These proportions are highly uncertain because they apply to
the TSP size fraction (rather than to the PM,, size fraction) and because these
investigators did not consider all of the sources cited above. Axetell and Zell (1977) cite
these fractions without describing the methodology used to estimate them; their paper
constitutes the only publication that provides quantitative apportionments of paved road
dust loadings to their sources.

Unpaved roads and other unpaved areas with vehicular activity are uplimited
reservoirs of dust loading when vehicles are moving. These surfaces are always being
disturbed, and wind erosion seldom has an opportunity to deflate the fine surface
sediment and increase the surface roughness sufficiently to attenuate particle suspension.
The grinding of particles by tires against the road surface shifts the size distribution
toward smaller particles, especially those in the PM,, fraction. Pinnick er al. (1985)
found the distribution of particle sizes within a vehicle-created dust plume was bimodal,
with a coarse moede of approximately 50 pm and a fine mode of 2.5 um. Patterson and
Giliette (1977) reported a similar distribution for naturally generated dust plumes;
however, there were proportionately fewer large particles in the natural plume dust in
comparison to the vehicular case. The bimodal distribution was attributed 1o grinding
processes caused by tires for the vehicle dust (Pinnick ef al., 1985) and to a sandblasting
process for wind-generated dust (Patterson and Gillette, 1977). According to Nicholson
et al. (1989), the size of the particles and the amount of dust resuspended by vehicles are
dependent on 'the velocity of the vehicle. Nicholson ez al. (1989) found that larger
particles were more readily suspended thau smaller ones and speeds of between 24-32
km/h were required to suspend particles 4.2-9.5 um in diameter.

In an early study that recognized the importance of road surfaces as a source for
atmospheric dust, Roberts et al. (1975) examined the cost and benefits of road dust
control in Seattle’s Industrial Valley. Emission rates for dust particles from unpaved
road surfaces were determined using Mark II Cascade Impactors (Pilat er al., 1970). In
this study the sampler was mounted on a trailer and towed behind the vehicle. Roberts ez
al. (1975) found that the quantity of dust generated by vehicles increases exponentially
with wind speed. For vehicles traveling at 32 km/h on their test gravel roads, Roberts et
al. (1975) found that 27 percent of the suspended dust plume was composed of particles
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<10 pm and approximately 3.5 percent were below 2 pum. Roberts er al. (1975)
concluded paving was the most cost effective method for reducing dust emissions on the
30.5 km of unpaved road in their stdy area, producing yearly benefits of close to 4
million dollars for the community. If paving could not be carried out, they suggested
oiling the unpaved road surface as a viable alternative.

Nicholson and Branson (1990) report that a minimum velocity of 22 kmv/h is
necessary to suspend dust from z paved road surface. It is more likely that the velocities
required to entrain particles on unpaved roads is significantly less than for paved roads.
An important process occurring on unpaved roads is the activation of larger particle sizes
by the tires. These particles are effective in mobilizing dust particles upon impact with
the surface and mirror the effect of saltating particles in a natural erosion system
(Gillette, 1977; Gomes et al., 1990). These bouncing particles impact on the surface and
eject a range of particle sizes into the air stream, and may also shed micron- or sub~
micron-sized secondary particles on impact with the surface or another object (Rosinski er
al., 1976; Gillenie, £977). The physics of saltation for sand-sized particles in natural
erosion systems is reasonably well understood (Anderson ef al. 1990). However, the
¢cjection of dust-sized particles by the saltation process is still poorly understood (John ez
al, 1991).

Other than the information inferred from the cherical compesition of road dust
and from multivariate relationships between downwind concentrations and vehicle
variables, there is no detailed physical understanding of the effects of tire contact with
particles and their suspension into the ammosphere. This knowledge is essential to
understanding how these particles are suspended and how far they are transported.

Several other vehicle-related factors have been identified as contributing to the
amount of particulates that are ejected from road surfaces. Dyck and Stukel (1976)
suggested that vehicle weight and road type influenced dust emissions. Mollinger er al.
(1993) found that the shape of vehicles can have a large impact on the amount of
resuspension; a cylinder, an elliptical cylinder, and a rectangular solid were mounted on 2
pendulum which swung back and forth over dust-covered test areas. After twenty passes
by the cylinder and elliptical ¢ylinder, 65% and 45% of the dust remained in the test
area, respectively. Afier twenty passes by the rectangular solid traveling at the same
velocity, less than 20% of the dust remained. Vehicle shape appears to affect the
wrbulent swructure of the wake shed by the vehicle, creating conditions which favor or
reduce the entrainment of dust (Mollinger ef al., 1993). This study would suggest that it
is possible to reduce suspension from road surfaces by altering the shape of vehicles.

2.2.7 AP-42 Empirical Dust Emission Model
The U.S. Environmental Protection Agency emission model AP-42 (U.S. EPA,

1088; Cowherd, et al., 1990) has been utilized as a predictor to estimate the emission of
dust from unpaved roads, given as inputs either direct or surrogate measurements of the
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emission-controlling factors which have just been discussed. The form of the AP-42
equation for unpaved roads is:

S e

where e = emissions (kg/Vehicle Kilometer Traveled
s = percent silt content of road bed
§= average vehicle speed (km/h)
W = average vehicle weight (Mg)
w = number of tires (dimensionless)
p = number of days with > 0.254 mm of precipitation

In the AP-42 model percent silt content applies to the percentage of particles in
the road material that is <75 um. The estimate of silt content is derived from grain sjze
analysis of bulk surface samples that are swept from the surface.

This empirical relationship has been utilized to predict emission rates in many
geographically diverse areas. Although the AP-42 equation is based on fundamentally
flawed assumptions, it provides a useful, approximate means of attribiting dust emissions
to underlying physical factors. Several authors have advocated its use ag a predicrive tool
(e.g., Cowherd er al., 1988, 1990), although these applications have been criticized
because of inadequacies in the AP<42 model and the data base from which it was
devejoped. Principally, there is great uncertainty in the relationship between the amounts
of PM,, size particles present in the road sediment and the processes or surficial
conditions that control their resuspension either by entrainment in turbulent vehicle wakes
or by the shearing action of tires. Detailed criticisms of AP-42 have been presented by
several authors; Zimmer et al. (1992) note that usage of AP-42 outside of the range of
variables used to develop the equation js mathematically incorrect. They also question
the refationship between surface silt loadings and PM,, emission previously found for
paved roads (Cowherd et al., 1990). Recent evaluations by Zimmer ef al. (1992) of the
surficial contrdls of dust emissions from paved roads in Denver, Colorado found no
discernible relationship between the percent silft loading and PM;, emissions.,

Muleski and Stevens (1992) found that the traditional AP-42 model did not
perform better than a simple regression model which only accounted for vehicle velocity
in relation to dust emissions from unpaved road surfaces in the Phoenix, Arizona area.
These investigators note that more than 90% of the tests that comprised the AP-42 data
base were conducted with vehicle speeds lower than 56 knvhr and more than 80% of the
data were derived from industrial haul roads involving use by very heavy vehicles.
Muleski and Stevens (1992) also found legal vehicle speeds on unpaved roads in Arizona
ranged between 56 and 89 kmvhr, which was outside the vehicle velocity range of the
original AP42 data base. However, the AP-42 formalism continues to provide some

insight in terms of its approximate, empirical accounting of the major factors which
influence dust emissions from unpaved roads.

2.2.8 Summary

The important variables affecting dust emissions from surfaces have been
discussed in Sections 2.2.1 through 2.2.6 and are summarized in Table 24. The
processes and variables affecting dust emissions are complex and their interactive effects
are not simply multiplicative, but are synergistic. Prediction of dust emission rates by the
AP-42 empirical equation is subject to major assumptions and uncertainties. Common
measurement techniques and the importance of each factor with respect to dust emissions
are stated in the second and third columns, respectively, of Table 2-4.

2.3 Road Dust Control Demonstration Studies

With the recognition that road systems are an important source for PM,
emissions, there have been a number of published attempts to quantify the effectiveness
of physical and chemical suppressants for reducing dust emissions. The suppressant
approaches have included both physical removal (e.g., $weeping or vacuuming) and the
application of water and a range of other manufactured compounds. The quality of this
type of smdy is dependent upon the thoroughness of the research design, the analytical
approach, and the calculation of suppressant effectiveness.  Basic research or
methodological problems in demonstration studies have been examined by Beggs (1985),
who found that studies which followed the U.S EPA (1981) workbook guidelines for
evaluating effectiveness of dust suppressant technology uwsually provided sound
information on the level of control efficiency of the technique or application being
evaluated. The U.S. EPA (1981) document contains a set of guidelines to ensure that
defensible results are obtained from control measure studies based on a research design
which ensures that the amount and type of data generated will be sufficient to reafize the
objectives of the study, and that the data will be subjected to proper, rigorous statistical
analysis. This section will critically review the methodologies and findings of published
road dust control demonstration studies.

Early measurements in dust suppressant studies were concerned with measuring
TSP (total suspended particulate); size-segrepated particulate measurements were a
secondary priority. ETC (1981) examined the changes in TSP using high-volume (hivol)
samplers placed at different heights and Jocations within Erie County, New York, near
three major industrial processing plants (Donner Hanna Coke Plant, Republic Steel Plant,
and Hanna Furnace Plant). ETC (1981) tried to locate their samplers in upwind and
downwind positions with respect to the suppressing technique or suppressant application.
ETC (1981) collected samples during periods with and without precipitation to measure
the effectiveness of natural suppression agents such as rain or snow. Samples were also
collected after the control measures were implemented. Tests were run for a standard
time period (8 hours) on days when the wind was blowing from the upwind to the
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downwind monitars. Supptession technigues used were: 1) vacuum sweeping on paved
roads; and 2) application of a petroleum based oil product on unpaved roads. ETC
reported 40-60 percent reductions in TSP from sweeping and vacuuming of paved roads
and a 40-60 percent reduction in TSP with oiling of unpaved roads. According to Beges
{1985), several factors cast doubt on the reliability of the EYC {1981) conciusions. Only
a small number of tests were carried out (3 to 7) and there was no rigorous application of
statistical analysis. In addition, the location of the samplers and the proximicy of the test
areas may have tesulted in interference between sites. A similar study in Clark County,
Nevada (Clack County Health District, Air Pollution Control Division, 1981 atempted
10 evaluate the cost-effectiveness of two chemical suppressants, magnesium chloride and
Coherex; Beggs (1985) reviewed this study and noted shortcomings similar to the ETC
(1981) study. The comparative effectiveness of the suppressants was not established
because of poor experimental design.

Kinsey and Jirik (1982) evaluated the effectiveness of water sprayiag to reduce
fugitive dust emissions from construction related activities in Minneapolis, Minnesota
using the receptor-oriented approach. TSP and intermediate size particles (10-15um)
were measured upwind and downwind of the construction activity with high-volume
samplers fitted with a 15 um selective inlet and a 5-stage cascade impactor. Fine
particles (PM; 5) and PM,;, were interpolated from the particle size curve developed by
the cascade impactor results. According to Beggs (1985), the sampling and analysis
procedures followed by Kinsey and lirk (1982) were adequate. They extensively
measured meteorological variables such as wind speed and direction, temperature and
telative humidity, and other independent variables such as vehicle speed and number of
passes. The problems in the Kinsey and Jirik (1982) study are related to insufficient
sample sizes which could not be analyzed using statistical inference. They also failed to
implement strict controls on the weated surface. Intermediate road work changed rhe
swrface to 2 sufficient degree so as to negate 2 comparison between the control and the
original suppressant-treated surface. In an attempt o rectify the loss of control, Kinsey
and Jirik (1982) used a simulation methed to try to replicate the initial conditions to
obtain the missing data and wrilize the information from the simulation in their regression
analysis, The data collected by Kinsey and Jirik (1982) were also compromised by
interference or contamination by a point source or traditional fugitive dust source in the
study area. The source was not discovered and its contribution to the measured
concentrations was not accounted for in the analysis of the results, Kinsey and Jirk
(1982) concluded that watering was the only viable control strategy for fugitive dust
emissions from construction sites; however, Beggs (1985) criticized this finding because
the effectiveness of watering was not tested against other alterpative treatments.

Indicates potential source loading for most susceptible

particle population.
surface transport processes in the turbulent vehicle

wake.

Controls the mobilization of the particles and near

Necessary for determination of vertical flux of

Will effect the transport of emissions after ejection.
particles.

Moisture content effects cohesion of particles in the
Will effect the transport of emissions after ejection.

Indicates potential source loading of fine particles.
source sediments.

Table 2-4
Factors Affecting Dust Emissions

Vacuum sampling and

Sweep sampling of surface.
Gravimnetric.

Anemometers for determing
regional wind profile.
Anemometers.

Anemometers and tower mounted
suspended sediment sampling.
Measure vehicle speed.

Seiving.

The effectiveness of street vacuuming as 2 control measure was jnvestigated by
Seton et al. (1983), who employed a recaptor-oriented approach, which is appropriate for
this type of test because emissions are distributed over a wide area and may vary
significantly with location. Utilizing 4 methedology that included extensive review of
candidate sites and a research design that would provide enough data for subsequent

Aerodynamic surface roughness.

Surface loading.
Moisture.

Wind speed.
Vertical mixing.
Vehicular effects.

Factor
Particle size.
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statistical analysis, Seton e al. (1983) established two test areas with four sampiing
locations equipped with high-volume, low-volume, and dichotomous samplers (2.5 um
cutoff). Two sampling stations were within the first test area; one was within the second
area, A fourth control site, used for measuring ambient loadings and as an indicator of
regional trends, was established at 4 distance from the site of the sweeping operations.
The stweet sweeping followed a rigorous schedule and important variables such as
atmospheric dust concentrations, meteorological conditions and raffic flow were
monitored on a 24 hour basis. The results of the Scron ef al. (1983) study showed no
statistically significant differences in particulate loadings at any of the three sites and the
differences in air quality were autributed to random variations in the generation of
particulale matter rather than to the effect of the comtrol. This study represents an
cffective research design that reached meaningful, statistically significant conclusions
hased on sound analysis of the collected data. Several other studies that assessed street
cleaning as an active means of reducing dust emissions failed to reach a definitive
conclusion on the effectiveness of street cleaning as a control measure. The inconclusive
nature of these studies can be attributed to the problems inherent in testing one
independent variable while other influential independent variables are not contrelled. For
example, studies by Record and Bradway (1978) and Hewitt {1981) examined the
effectivaness of vacuum street cleaning, but failed to consider or report the effects related
to the metecrological conditions and traffic patterns. These uncontrolled variables could
account for the differences in the measured emission factors.

Cuscino er al- (1983a) evaluated the effectiveness of vacuum sweeping of roads
using size-resolved vertical profile measurements of atmospheric dust loading. They
found wide variability in the dust concemtrations measured through time after a
sweeping/vacuuming, noting that this was most likely related to the metcorological
variability. This study illustrates the importance of measuring independent variables that
potentially have a greater effect on the dust loading than the intended control measure.

A significant methodological advance in estimating suppressant efficiency is
illustrated in the study by Rosbury and Zimmer (1983) in their study of cost effectiveness
of five rypes of dust suppressants on unpaved haul roads (walering, hygroscopic salt,
surfactant, adhesive and bitumen). They used the methodology referred to by Frankel
(1993) as exposure profiling. This technique involves tower monitoring of the ambient
concentrations of suspended particulates upwind of the source and of the dust plume
directly downwind. Rosbury and Zimmer (1983) used this technique to measure
emission rates created by traffic on mining haul roads. The Rosbury and Zimmer tower
was equipped with isokinetic samplers mounted at four different heights (1, 2, 5 and 9 m)
to measure the TSP (<30 pm) and 2.5 pm particulate masses on filters for selected
sampling intervals. They used Stacked Filter Units (SFU) to segregate the size fractions
(Cahill, 1979). Their emission calculations for exposure profiling are based on the
concept of conservation of mass (Rosbury and Zimmer, 1983). Mathematically, the
emission rate per length of road for a given test was expresscd as:

2-26

M
E ]’-;)dh (2-6)

where: £ = emission rate (mg/cmz)
M = net particulate mass collected by profiler sampler {mg)
= sampler intake area (cm”)
h = vertical distance of sampler above ground Jevel (cr)
H = vertical extent of the plume above ground level (co)

Rosbury and Zimmer (1983) expressed the weight of particulate mass collected on
the filters as “net exposures™ (mg/cmz) by dividing the mass (mg) by the sampler intake
area (em’). The upwind and downwind particulate exposures were determined by particle
size, from which the net exposure, attributable to the road at the sampling location, was
calculated. The net exposure was calculated as the difference between total downwind
and upwind exposures al each height.  According to Rosbury and Zimmer (1983) the
vertical extent of the dust plume can be estimated by accepting three assumptions. They
estimated the vertical extent of the plume by extrapolating the net exposure values from
the measured profile to an intersection with the height axis using a linearly scaled axis.
The imtersection of the extrapolated line with the height axis was accepted as the
representative height of the plume. The second assumption was that the net exposure
calculated at the 1 m sampling height was constant to ground level, The third assumption
was that the net exposure can be defined as a continuous linear function between two
conseculive data points. These assumptions are not well supported by work that has
measured mass concentration with height in dust plumas. Direct field observations by
several investigators have shown that the concentration of suspended sediment over
eroding surfaces decreases as 4 power function of height with exponents ranging from
-0.25 to -0.35 (Chepil and Woodruff, 1957; Shinn et al., 1976; Gillette , 1977; Nickling,
1978). Goosens (1985) found a lower exponent value of -0.186 for a slowly-moving dust
cloud raised by the passage of motor vehicles. Using a net exposure profile that is
constant with height would tend to overestimate the emission rates because the vertical
extent of the plume would be overestimated by extrapolation on the linear scale. The
assumption of constant concentration with height below 1 m is also unsubstantiated.

Based on their emission calculations from an untreated control site and test
sections that had been treated with dust suppressants, Rosbury and Zimmer (1983)
calculated a contral efficiency percentage with the equation:

C=(1—Ec/ Euyx 100 2-7
where: C = control efficiency (%)

Ec¢ = controlled emission rate (mg/cml) )
Eu = uncontrolled emission rate {(mg/cm®)
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Each of the test sites wzs monitored simultancously so a specific control ) o o w0
efficiency could be calculated for each test surface. There was considerable varizbility in = E g & - -
dust emission rates for the unconirolled and the suppressed surfaces. Much of this §
variation was attributed to the effects of ambient meteorological conditions (especially g
precipitation), the types of vehicles using the road, and the initial road conditions. With ) ﬁ N2%® 288% RER
simultaneous measurements all the vartables except the choice of dust suppressant were z
the same for each section of road, providing a measure of contro! in the experiment, The ﬁ 5
physical basis for quantifying the net exposure measurements was compromised by the % é ;—j o~ e 295 IADE
three assumptions concering the concentration versus height relationship in the dust o a
plume. However, the control efficiency percentage measure of Rosbury and Ziramer g £
(1983) provides a reasonable refative measure of suppressant effectiveness compared to S é g8 - -+ ¥
the conwol site and other fest surfaces. = 32 E g - - - -

& k|

Rosbury and Zimmer (1983) used their calculared emission rates to judge E’ g o4
effectiveness of different suppressant treatments for reducing dust emissions from 2 o B g NRTE K2TUE 42T 2LE:R
unpaved haul roads. They also note that emission factors were not developed in their é & 5
study, recognizing that in order to obtain emission factors that could be applied over a o g
broad range of conditions, the variation in measured emission rates must be evaluated a < é INTT T Qo

. . . . . . e =3 v ) %o on NN
with respect 1o simulianeously menitored independent variables. Much of the variability @
that was observed in their emission rates was atiributable to these vartables. The general @
results of their suppressant control efficiency comparisons for chemical applications are n 5 o

T R h ' . =) -
shown in Table 2-5 and their cost/benefit results in Table 2.6, g E E g sege B2 82 ga ﬁ e § 282

Muleski and Cowherd (1987) employed a methodology similar to that of Rosbury E ‘*; g
and Zimmer (1983), to evaluate the effectiveness of chemical dust suppressants on private =
unpaved roads associated with the iron and steel industry. These investigators sampled g
particies in three size fractions (<15 um, <10 pm, and <2.5 pm), at heights up 1o 6 m - .
above the surface. Conrol efficiencies were assessed up to 70 days after suppressant § % e fnal quae anee
applications. They also measured the unpaved road surface characleristics: 1) percent 3 ,
silt and moisture content; and 2) the amount of loose surface material (kg/ml). Muleski E
and Cowherd (1987) report emission rates for their unpaved road surfaces similar to -
those found by Rosbury and Zimmer (1983).  Awerage contro] efficiencies of ‘E o
approximately 50% or more were found, for the first 30 days after application. 8 B 28NS 2uM2 QuiS gnne
Additionally, they found that for comparisons of control efficiency between suppressants, = E MTele T eie o e
there were virually no differences between suppressant types after 30 days. = ;

(]

Chow et al. (1990) conducted a street sweeping study specifically addressing the §‘ E ol % & % & . é & ]
potential reduction of PM,, emissions from paved roads. Chow et al. (1990} used g g - § i) g 5 5 % 5 5 g g g 5 g
receptor models 1o determine the contributions from dust and from primary moter vehicle (&} Ed Z 5§ g o ES E4-3 z g o 3
exhaust. They compared the ratio of primary geological contributions to motor vehicle £ = £ = & F = F )
contributions to PM o between sweeping and non-sweeping periods. This comparison hd
showed no significant differences in geological contributions between the different o Y g
pericds. The authors concluded that daily street sweeping with a regenerative air vacuum 3 % g 2
sweeper resulited in no detectable reductions in geological contributions to PMq in the % » & k] 5 E:

3 A E o .
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- . Table 2.'6 . sweeping area. The strest sweeper used in the study proved to be ineffective for reducing
Preliminary Cost-effectiveness Comparison to Achieve 50 Percent Control the PM,, emissions from the road surface,
from Roshury and Zimmer (1983)
Stevens (1S91) used exposure profiling and a conservation of mass approach to
caleulate emission rates of PM,y and TSP from unpaved road surfaces in Arizona. The

C0§t of chemical . Cost pf grading, putpose of her study was to recommend a mathematical model for estimating emissions
application/ watering/week, § o Cost per Week from this type of surface and examine the feasibility of using an ambient concentration
Applications standard to regulate public unpaved roads in Arizona. Although not a dust suppressant
required to effectiveness study, Stevens (1991), provides emission rate cstimates for three locations
‘ average in Arizona along with some measures of surface characteristics including sift content and

Control”  East West Grading  Water  50% control East West percent moisture. *
Salt Grau (1593) undertook an evaluation of methods for controlling dust emissions
Mixed 7,240 11,263 Q 143 1 per 4 weeks 1,953 2,959 from surfaces that may emit dust during military operations, including unpaved roads.
Topical 3,260 5.058 0 143 1 per 4 weeks 958 1,408 This study included a screening process; suppressant-treated soil specimens were

prepared under controlled laboratory <onditions to deterimine their performance when
subjected to sinmlated field conditions. The screening tests included one minute blasts
from 80 km/hr and 160 kmvhr air jets at 20° from the horizontal, simulated rainfall, a
. repeat of the air impingement test, and simulated jet fuel spills followed by another air jet
Mixed 4,813 7,644 0 143 lperdweeks 1,346 2,054 test. Forty-nine suppressants were screened; eleven were accepted and subjected to
linvited field tests.  Suppressant effectiveness judgments were based on observers'
subjective perceptions. The lack of quantitative data compromises this study and it
cannot be piaced in the context of previous work.

Adhesive

Water 375 1,710 120 per week 2,085 2,085

—— Mitra ez al. (1993) have proposed a tracer technique for estimating enuission rates
of PM,, from road surfaces. According to Mitra ez al. (1993), using tracers reduces the
need for measuring vertical profile measurements of concentrations and meteorological
variahles. In this methodology the tracer release is deployed to completely simulate the
dust source, From a knowledge of the tracer release rate and downwind concentration
measures of dust and tracer concentration the emission rate of the source can be obtained.
This relationship is iflustrated by the equation:

Includes surface preparation, material cost, and application. Material cost is delivered cost
in East (southern Iilinois) and West (Rock Springs). Material cost is Liguidow,
$0.36/gallon West; Flambinder 50,33/gallon East, $0.47/gallon West. Assumes 50-foot
and 60-foot-wide road in East and West.

®  Required application intervals could not be estimated for adhesive-topical, surfactant, or
bitumens. Comparative costs could not be caleulated,

C/‘
00 @-8)

where: 0, = PM, emission rate (pg/m s)
Q, = measured tracer release rate (ug/m s)
€, = downwind PMy; concentration (pg/m’)
C, = downwind tracer concentration (ug/m’)

A critical assumption in applying the tracer method is that the tracer and the dust
disperse from the source in similar ways. A second assumption is that depesition of
particles between the source and the downwind samplers is minimal because the tracer
does not undergo deposition. The use of gaseous tracers for estimating PMyq is
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promising only if these assumptions are justified (Frankel, 1993). Obviously, the validity
of the assumptions would be dependent on the emission height and the meteorclogical
conditions. For example, if the emission of dust were close to the ground, significant
deposition may aceur within 100 m downwind from the source, especially under certain
weather conditions.  Significant reflection of the tracer from the ground could oceur over
the same distance while the dust would tend to stick to any surface it impacted.

Mitea er al. (1993) recommend the use of sulfur hexafluoride as a tracer gas to
model the downwind movement of PM,o. According to Mitra er al. (1993), if the tracer
accurately sinmlates the source of PMy, from the road source, then the ratio of PMy, to
tracer concentrations (after subtraction of background concentrations) is equal to the ratio
of the PM|q to tracer source strengths. With this methodology the emission rate of PM
can be calculated directly from the measured tracer release rae and the measured
concentrations using Equation 2.8 In order for this method ta be employed successfully,
Frankel (1993) recornmends that the dust source geometry and tracer source location
must facilitate plume mixing, and that both dust and tracer sampling should be done at a
number of locations and distances. Milra er al. (1993) describe a methodology that
attempts 1o meet these criteria. Mitra er al. (1993) propose that the tracer data be wrilized
to optimize a roadway dispersion model so the model can be used with measured PM;
concentrations to back-calculate PM, emission rates. If the mode] provides reasonably
accurate predictions based on tracer data, Miira ef al. (1993) propose its use to estimate
concentrations of PM , for measurement periods where there are no tracer data.

Flocchini er al. (1994) have attempted to quantify fugitive dust emissions of PM 4
size particles from unpaved roads that are dominated by agriculture-related vehicular
ttaffic in the San Joaquin Valley of California, and assess the effectiveness of several
supprassant techniques. They compared the relative effectiveness of a watering, gravel
cover, lignin sulfonate, magnesium chloride, oiling and nonhazardows crude oil. PM,
and size-segregated particle mass concentrations were measured with IMPROVE and
DRUM samplers at upwind and downwind Jocations with respect to the contral and
treated test areas. The suspended sediment concentration gradients with height were
measured in (wo size ranges, above and below PM, , with stacked filter unit (SFU)
samplers (Cahill, er 4/,,1990). In addition to the emission rates, Flocchini er al. {1994)
measured surface characteristics associated with each of their test plots. Samples of loose
surface material were collected for each test plot to determine the soil type, mass per unit
area, moisture content, and percentage of fine silt (<75 um particle diameter). Surface
samples were also analyzed using resuspension techniques (Chow er al, 1994) to
messure the relative potential for PM, emissions from each surface.

According to Flocchind er al. (1994), source measured comtributions from an
unpaved road were isolated by using upwind measurcrents as background. The upwind
concentration easurement (ug/m’) was subiracted from a downwind measurement
teaving only the concentration at the measurement location (10 m downwind, 3.3 m in

w
ke
™

height) resulting from vehicles traveling on the unpaved roads. Emission rates in mg/km
were calculated from the equation:

VHC sec
X = T 3600; (2-9)
where: X = emission rate per vehicle (mg/km)
V' = wind speed perpendicular to road (m/s)
H = box height (m}
C = PM,, aerosol concentration 10 m from middle of road (;.Lg/m")
N = number of vehicles per hour

The ernission quantification of Flocchini er al. {1994) is based on the “sliding
box” model (Feeney et al., 1975; Barone ef al., 1981), which uses the aitborne PM,,
concentrations in an air volume over a sample period to quantify the emission rate. The
“box” dimensions are based on an estimated length determined by the wind speed
perpendicular to the road and the height is determined from the vertical profile of toral
suspended particulates measured from 3 0 9 m. The box height is based on an
integration calculation of the aerosol concentration change with height between 3 and 9 m
which is then divided by the maximum measured concentration. producing a value with
the units of lenpth. The horizontal mass flux per unit of road length and time is
calculated by multiplying the PM,4 concentration (ug/ma) measured 10 m downwind from
the road by windspeed (m/s) and box height ¢m). Dividing by the number of vehicles per
hour results in the mass emission per vehicle distance traveled. According to Floechini et
al. (1994), the emission rate model assumes that PM,, coneentrations are constant with
height. They recognize that this is not true and utilize the concentration profile data,
integrated with respect to height, to calculate the box height which acts as a correction
factor. However, the justification for this correction factor or is physical basis is not
clear. Flocchind ef al, (1994) quantify the effectiveness of a suppressant by comparing
the emission rates from a control site with the emission rates measured at the suppressant
application sites. Reduction efficiency is presented as the percent reduction in emission
rates between the control and the suppressant site. The rankings of the unpaved road
treatments for their cffectiveness in reducing PM,, emissions are listed in Table 2-7,

The results of the Flocchini e al. (1994) study suffer from some of the same
problems identified for the other suppressant studies by Beggs (1985). The sampling
strategy appears sound; howaver, the design and execution make it difficult to objectively
discern the apparent effectiveness attributed by Flocchini er al (1994) to the
suppressants, Three of the suppressants were applied under controlled conditions by
contractors {lignin, MgCI, and norhazardous crude oil), but the road oil and gravel
treatments were done at an earlier time with no indication of the time between application
and the emission testing.  The choice of three different locations for the suppressant tests
increases the difficulty of comparison because no indication is given regarding texrural
differences in the road bed between the sites (Roshury and Zimmer (1983) noted that
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Table 2-7
Rarkings of the Unpaved Road Treatments for their Effectiveness in Reducing
PM, emissions from Flocchini ef al. (1994)

textural differences in the road bed had an effect on the performance of the dust
suppressant).

Other problems in the Flocchini ef af. (1994) study undermine their conclusions

M concerning the e‘ffecnvsness of the tested suppressants. As Beggs (1985) noted, small

Bifectiveness Reducltgon sample sigcs sermu;ly affectlthe quality of the analysis. For this study, only 28 tests

X were carried out, with a maximum of three tests per treatment site. This precluded any

— Ramk Treatmers Efficiency rigorous statistical analysis, and makes any comparison of mean reduction efficiencies
and their associated standard deviations between the treauments of questionable validity,

L Recyeled Oil Mix ~ 99%
The methodologies and critical points of these published dust control
2 Lignin Sulfonate 99% demonstration studies are summarized in Table 2-8, The accurate estimation of dusi
) . emigsions from a line or area source requires vpwind and downwind exposuce profiling.
3 Magpesium Chloride 98% Tracer approaches show some promisqe, but I;re dependent upon ma?or assimplio;s
4 Water 7% + 6% concerning how well the tracer material mimics the dust particles in wransport.  Previous
- exposure profiling stidies have utilized very short suppressant test sections and very
5 Oiled Road 59% + 12% limited sarmpling arcays. Uncertainties in the previous flux estimates arise because of
several reasons, including the following:
6 Speed Reduction (25 to 10 mph) 58% L+ 3%

s Particle measurements close to the emitting source give point estimates of
7 Speed Reduction (25 to 15 mph) 42% + 35% concentrations embedded within clouds and plumes of material which are
highly variable in space and time.
e Gravel Emissions from the gravel test
section appeared ta exceed those s Particle measurements taken at any appreciable distance from the source arc
of the untreated section. subject to uncertainty because heavier particles may have fallen out of the
plume before it reaches the sampler, and because the dilution which oceurs
with downwind transport must be assumed;

« Particle measurements taken near the surface may not accurately represent the
concenuations of particles which are found at higher levels in the plume (i.e.,
significant uncerlaimties are involved in assuming plume strucrure by
extrapolating upwards).

These shortcomings are addeessed in the measurement design presented in Section
5 of this Study Plan.

2.4 Dust Suppressant Substances

Although asphalt or concrete paving is an effective form of dust suppression, this
option is not cost-effective for rural roads which have low annual traffic volumes. The
options are different for publicly-held county roads, which are open to all types of traffic,
as opposed to privately-held unpaved agricultural roads. The paving process may
interfere with agricultural activities adjacent to private unpaved agricuitural roads.
Chemical applications to road surfaces within agriculturally productive areas must also
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meet standards set by the U.S. Department of Agriculture’s Food Products Act. In the
San Joaquin Valley Unified Air Pollution Control District, suppressant products must
also conform to Rule 4641, which restricts the use of certain asphalt products due to their
potential for emission of volatile organic compounds (VOC). Wet suppression is often
used on industrial haul roads and is accomplished by repeated watering with water trucks
during periods when traffic is present. This is not a viable option for public county roads
which have irregular usage.

Additional physical methods aimed at reducing dust emissions from road surfaces
include application of new surface material, oiling, and installation of “road carpet”
(Drehmel er al., 1978; Tackett ef al., 1980). As the surface material on an unpaved road
breaks down under use into finer particles, application of new surface aggregate is
thought to result in lower fine particle content and reduction of particulate emissions.
Qiling with waste vehicle or industrial oil reduces dust emissions as fine particles adhere
(0 larger particles due to the cohesion created by the ¢il.  This method of control is
generally effective for a period of one year but potential problems with contamination of
water resources and VOC emissions have resulted in decreased oiling in recent years.

The dust suppressant products identified during this study are listed in Table A-1,
Appendix A. The information in Table A-1 includes and extends 2 database compiled by
California’s South Coast Air Quality Management District (personal communication, M.
Zeldin, 1995). These products are categorized according to their composition and the
suppressant mechanism they employ. Cowherd er al. (1990) classify suppressant
compounds as “Bitumens, Salts, and Adhesives”. (“Bitumen” is a generic term for coal,
petroleum or asphalt compounds.) A more detailed classification is as follows:

1. Salts: These are hygroscopic compounds such as magnesium chloride or
calcium chloride. They adsorb water when the RH gets above about 50%. Water
improves the adherence of the soil particies to each other. Salts are water soluble, thus
precipitation tends to wash them away.

2. Resin or petroleym emulsions: These are non-water-soluble organic carbon
compounds which are “emulsified” or suspended in water. When these emulsions are
sprayed onto soil, they stick the soil particles together, and evenwally harden to form a
solid mass. There are several emulsion products based on tree resin, petroleum, or
asphalt compounds.

3. Polymers: These apparendy act as adhesives which may be more effective
than ordinary resins because their molecular structure is a long chain which in theory
may be able to stick to more particles, or bridge larger particle-to-particle gaps.

4. Surfactants: These chemicals reduce water surface tension, allowing

available moisture to more effectively wet the particles and aggregates in the surface
layer.

2-40

5. Bitumens: Material such as asphalt or road oil.

6. Adhesives: Example: Lignin Sulfonate, a syrupy wood product (paper mill
by-product) which creates a sticky but water soluble layer.

5. Solid Materials: One example is a petroleum industry by-product, made by
mixing recycled materials with soil.

Some suppressants require repeated application at frequencies generally on the
order of weeks or months, depending on road surface conditions, application intensity,
traffic volume, vehicle weight, and environmental factors such as precipitation and
temperature.  Most suppressant manufacturers recommend grading and wetting roads
before applying their products. Most products can then be dispensed as liquids from a
truck equipped with a tank and spray bar. The spray is intended to injeet the suppressant
as deeply as possible into the road material. Solid materials are spread and then mixed
into the road with a grader.

Other physical solutions to dust emission abatement on unpaved roads or unpaved
shoulders include windscreens and vegetation control.  Windscreens are usually
manufactured structures utilized for short term control of dust deflation probiems and are
often portable. They are constructed of fabric, wood or other light weight material and
are designed as porous screens or lattices. Their principle of operation is o reduce the
erosive power of the wind by effectively absorbing some of its momentum. Windscreens
are useful in preventing the deposition of windblown dust onte roads and shoulders, but
their effectiveness in reducing dust emissions from roads and shoulders has not been
demonstrated . Vegetation is an alternative to manufactured wind screens and it can be
usefui in stabilizing unpaved shoviders if the proper environmental conditions are
present. The deliberate introduction of vegetation requires advance planning consistent
with growth requirements; furthermore, some county road departments oppose the
deliberate introduction of vegetation onto road shoulders because of the potential fire
hazard which is created. Many windscreen and vegetation products are available, but are
not included in Table A-1 because they are not utilized in this study.

The following types of suppressants are unsuitable for this Demonstration Study:
1) products which violate the STVUAPCD Rule 4641, or any other applicable statutes
regarding water quality or product toxicity; 2) water sprays, owing to their temporary
nature; 3) vegetation products, with the possible exception of already-existing vegetation
on the unpaved shoulder test sites; and 4) products involving prohibitive logistical or
transportation costs, or application technology. The suppressant product selection
procedure used in this study is detailed in Section 5.1
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2.5 Conclusions

This section has reviewed dust emission mechanisms and the wmportant factors
and variables which control them. The relationships of these critical factors with each
other, and their combined effect on emission rates is poorly understood. The effects may
not simply be additive or multiplicative with respect 10 the emission process. Previous
dust suppression studies have involved incomplete measurements and monitoring of both
critical surface characteristics and suspended particles, resulting in findings which are
flawed by major assumptions and uncertainties. The following are needed in order to
resolve the refationships between surface characteristics and dust emission rates, and how
these are affected by suppressants:

¢ Measurement of the important surface characteristics that control dust
emissions;

» Measurements of dust emission rates for unpaved roads and shoulders;

*  Measurements of ambient meteorology and upwind dust profiles, to isolate the
dust emissions aftributable to the test surface;

s A significant number of measurements for parametric statistical analysis of the
data; and

o Comparison of the data with predictive and empirical models.

2-42

basis by size class. may be of greater importance because it is this size distribution which
will characterize the immediate erosion potential of a surface. Gillette ef al. (1980) have
shown that the modal particle size has a strong correlation with threshold wind friction
velocity. This may also be important for entrainment by the wrbulent wakes of passing
vehicles, but it is not known how the size of the particles affects ejection by rotating tires.

In addition to the percent of silt that comprises the road surface, the particle and
aggregate size distribution will determine the ability of the road 1o compact and also
affect the residence time of the suppressant within the sediment matrix. If the road bed is
very sandy, the suppressants may ot temain at the surface where they are most effective,
but may move downward into sedjment. If the road bed is dominated by a high
percentage of silt and clay, some dust suppressants may not have the ability to make the
particles cohesive (Rosbury and Zimmer, 1983).

Methodologies developed to measure the particle size distribution of sediments
can be broadly broken into two categories: mechanical or electronic. The standard
techniques are;

Mechanical:

e dry sieving

s wet sieving

e pipette or hydrometer (for silts and clays)

» based on aerodynamic properties - fall column - air elutriation

Electronic:

« Coulter Counter
« sedigraph

s laser siffraction
* video imaging

3.2.1 Sieving

The most commonly used mechanical method for particle sizing is sieving. Two
different sieve technologies have been advanced as methods to quantify the particle size
aud the aggregate size distribution of earth materials. The standard methodology outlined
in the ASTM manual (ASTM, 1990b} is for a disaggregated sediment. This technique
utilizes circular sieves stacked in decreasing opening size, usuafly with a logarithmic
decrease in the sieve openings between successive sieves. The stack of sieves is
mechanically shaken or vibrated for a set period of time and the respective portions
retained on each sieve are weighed. The percent weight associated with each size class is
then calcufated, Statistical parameters associated with the distribution (mean, mode,
standard deviation, etc.) can be calculated using the method of moments (Folk, 1980).
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statistical parameters of geometric mean diameter and geometric standard deviation
(Garduer, 1956). These measures can be applied if the distributions of aggregates are
log-normal, which has been found to be the case for agricultural soils, The apparatus
described by Chepil (1952) was also found to be useful for determining the relative
mechanical stability and the slate of aggregation of soil in a dry condition. Mechanical
stability, as determined from the relative resistance of soil aggregates to breakdown by
repeated sieving, was found to vary directly with the tesistance of the sojl aggregates to
abrasion and impacts with each other and the ground surface during transport by wind.
This type of sieve analysis is favored for agriculural research examining the relationship
between dry aggregate structure and wind erodibility (Zobeck, 1991), although rotary
sieves setups are not as readily avajlable as standard sieves. Measurement of the
mechanical stability of the treated road surface material may also be helpful in assessing
the ability of the dust suppressant to act as a binding agent, preventing breakdown and
resuspension of road sediments.

Sieve analysis using the standard techniques outlined by the ASTM (ASTM,
1990a; 1990b) or Folk (1980) are relatively easy to carry out and have been well
docurnented in the literature. The use of standard, non-rotary sieving techniques to
determine the aggregate size distribution of surficial sediments has not been standardized.
However, Cowherd et al. (1990) describe a “soft-sieve” methodology adapted from
procedures developed by Chepil (1952). This method uses standard sieves as a substitute
for rotary sieves, but a direct comparison between the two methodologies was not
reported and the suitability of this method as a substitute for rotary sieving was not
demonstrated. In this procedure, five sieves (4,000, 2,000, 1,000, 500 and 250 pm) and
a pan are nested together and Joose surface material is placed in the top sieve. The sieve
nest is sealed with a lid and the whole stack is rotated by band in broad sweeping motions
in the horizontal plane. Twenty rotations are completed at a speed described by Cowherd
er al. (1990) as being that speed which is just necessary to achieve some relative
horizontal motion between the sieve and the particles. The distribution of aggregate sizes
is determined from the mass retained on each of the sieves and in the pan.

The changes within the aggregate structure of surface sediments, caused by the
mechanjcal action applied within a vibrating sieve stack, have not been well documented.
This poses a problem for relating the in situ aggregate and particle sizes to the measured
distribution after sieving. There will undoubtedly be a change in the mass distribution
for some size classes. The amount of aggregate breakdown will be a function of the
stength of the dry aggregate stability (Zobeck, 1991). However, as a means for
measuring the relative changes in particle size distribution of the road surface material the
standardized methodology described by Cowherd ef al. (1990) is the most feasible
approach.

3-6

3.2.3 Elecironic Techniques

Electronic particle sizers have become important instruments for determining the
particle size distributions of mineral materials. They are capable of measuring
represeptative particle size*distributions for extremely small sample sizes. The common
electronic particle sizers are the:

* Coulter Counter;
s scdigraph;
e laser diffraction spectrometer; and

» video imaging systews.

The Coulter Counter has become one of the most commonly used of the electronic
techniques.  This technology has been adapted to measure both mineral grain size
distributions as well as water-stable aggregates (Kiefert ez al., 1992). Coulter Counters
or Multisizers can give specific grain counts along with particle size distributions and
operate in the size range from 0.4 10 280 um. The laser diffraction technique is also
becoming a standard methodology to measure much wider ranges of particle size
distributions and is capable of resolving particle size distributions between 0.4 and 2,000
um. The sedigraph utilizes fall velocities of particles in water to determine the mineral
grain particle size distribution. Instruments to measure particle size distributions have
also been developed using video imaging technology. The Spectrex Laser Particle
Counter (Spectrex, Redwood City CA) utilizes the principle of signal intestuption of a
rotating laser beam by grains suspended in a column of water. The duration of signal
interruption and speed of beam rotation is related to particle size (Hall, 1988).

3.3 Strength of Surface Materials

Unpaved roads or other soil surfaces must first be broken down (comminuted)
into suspendable particles before significant dust events can occur. The ability of
surfaces to resist breakdown is related to their cohesive strength. The strength of the
surface can be characterized as a complete unit if it is fully crusted, or else characterized
by the stability of its component aggregates to resist breakdown. The strength of soil
crusts has been measured with several techniques, but a standardized test methodology to
assess in situ shear strength has not been established. For natural desert surfaces, Gilletie
ef al. (1982) used the modulus of rupture (Richards, 1953) as a measure of the strength of
surface crusts and related this property to the soils’ ability to resist entrainment by the
wind in both disturbed and undisturbed conditions. The modulus of rupture (N/m?) is
determined from the impressed force on a briquette of earth material which causes the
briquette to fail. Gillene er al. (1982) measured the modulus of rupture for intact pieces
of the surface crust, as well as for reconstituted crust samples, following the methodology
of Richards (1953). They encountered significant difficulty in removing intact crust
samples that met the criteria of Richards (1953) and most of their analyses of the
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relationships between the moduli of rupture and soil compositions were based on
reconstituted samples. They noted that there were significant differences between field
and laboratory moduli of rupture which they attributed to the different processes of crust
formation. However, six of their nine samples show agreement within two standard
deviations of the differenf:es_ between field and laboratory measures of the modulj of
rupture.

Gillette ez al. (1982) found that the modulus of rupture for soils in an undisturbed
condition could also be related to the surface’s threshold friction velocity even after it had
been disturbed by the passage of a vehicle. They found that for soils having a modulus
of rupture less than 1 x 10° N/m?, the threshold friction velocities for entraitiment were
less (han 0.45 mys. For soils with modulus of rupture greater than 2 x 10° N/m?, they
found no clear relationship.

Bradford and Grossman (1982) used a fall-cone apparaius t0 measure the shear
strength (N/m? ) of the near-surface soil in agricultural fields. According 1o Bradford and
Grossman (1982), the fall cone penetrometer agrees well with mean values of shear
strength measured with shear box and unconfined compression test methods. Bradford
and Grossman (1982) found that the test was relatively easy to perform and allowed for
evalvation of changes in the soil strength throughout the year. However, they also noted
that the test was strongly influenced by water potential. The changing strength of the
near-surface soil as a function of depth also significantly affected the test results. The
apparatus did not give consistent readings for cones of different mass and size, making
the interpretation of field data difficult when comparing soils tested with different
configurations of the apparatus.

Instruments that are ufilized by soil scientists to assess the in situ soil
characteristics, compaction, and shear strength, are also available. These include
penetrometers that measute compression strength and small shear vanes that measure
surface shear strength. Both of these types of instrumenis can provide measures of
applied pressure that cause failure in the earth material being tested. The stzength
characteristics of the road and the effects of suppressant application upon them will
control to some extant how well the surface resists breakdown by vehicular traffic. For
this project, the Proctor Penetrometer (ELE Imernationat, Lake Bluff, Illinois) will be
used to measure the compression strength of the untreated and treated road test sections.
The strength measurements obtained with these instruments are similar to the modulus of
rupture test used by Gillette ef al. (1982) to assess the crustal strength of desert soil
surfaces.

It is useful to quantify the resistance (stability) of unpaved road surface aggregates
to mechanical breakdown. Quantifying this property and its relationship to an applied
dust suppressant, as well as to the measured PM,, emission factors, will provide a useful
index that relates aggregate stability to PM,, emission rates, Rotary sieves (Chepil,
1952, Section 3.2.1) can be used for this purpose. Alternatively, a methodology based

on the use of standard sieving techniques may be applicable for an assessment of
aggregate stability. Toogood (1978) used 5 g of air-dried samples of aggregates [ io 2
mm in diameter for estimating dry stability. A vigorous sieving procedure utilized a
1 mm sieve for a one-minute period, after which the sample was weighed. A further four
minutes of sieving followed and the weight of the sample remaining after five minutes of
total shaking, expressed as a percentage of the weight remaining after one minute,
indicated the stability of the dry aggregates. The methodology described by Cowherd ez
al. (1990) to assess the aggregate size distribution for determining the relationship of the
modal particle size to threshold friction velocity can also provide a measure of the state of
the aggregate structure of the road surface. Monitoring the changes in dry aggregate
structure following repeated sieving for set periods of time can provide an index of how
each of the treated road sediments resists mechanical breakdown.

In a study of unpaved haul roads in areas of mine operation, Rosbury and Zimmer
(1983) measured the Atterburg limits of the road bed. These measures are designed to
relate the strength characteristics of a soil to its moisture content (Terzaghi and Peck,
1969). By measuring the liquid limits of the road bed, Rosbury and Zimmer (1983)
attemnpted to determine the refationship between load bearing strength and dust emissions
for selected industrial haul roads. They presented no conclusive evidence in their report
to support the hypothesized relationship. In this project, the role of lighter vehicles in
dust emissions from unpaved roads is being examined. Lighter vehicles create
disturbance of the surface to much shallower depths than large trucks, and the
characteristics of the surface and near-surface strength are more important variables to
consider than the deformation of the road at depth. Once the surface cruse or matrix has
been sufficiently broken by vehicle traffic and weathering, aggregates will be left on the
surface. These aggregates will also have an inherent strength that will resist further
breakdown. The strength and resistance of the aggregates can also be measured.

34 Wind Tunnel Emissions Testing Methodology

Wind tunnels have been used to measure emission rates of dust from coaf piles
(Cowherd, 1983; Axetell and Cowherd, 1984; Cuscino ef al., 1983b), wood chip piles
(Nickling and Gillies, 1987), agricultural surfaces (Gillies, 1987), construction sites and
mine tailings (Nickling and Gillies, 1989), and desert surfaces (Gillete, 1978; Nickling
and Gillies, 1989). Frankel (1993) noted that portable wind tunnel testing is a superior
method for quantifying wind erosion. The emission rates associated with wind tunnel
testing are usually expressed as horizontal (g/m-s) and vertical fluxes (pg/mz-s) using
mass and concentration measurements from sediment traps and isokinetic suspended
sediment samplers (Nickling and Gillies, 1989). Axeteli and Cowherd (1984) express
emission Tates using a mass bajance approach determined from a suspended sediment
concentration measured in the air exiting the rear of the tunnel (pg/mz), the tunnel flow
rate (m’/s), and the area of the exposed surface within the tunnel (m?). Both techniques
yield the same emission rate measures for suspended particulates, in terms of p.g/mz—s.
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Table 3-1
Acrosol Sampling Instrumentation Used to Measure Suspended
Particulate Mass Concentrations for Road Dust Studies

Wind tunnel testing is a potentially important technique for measuring and
comparing emission rates from suppressani-ireated surfaces, but has not been applied to
unpaved road demonstration stdies. Dust emission-rate data from wind tunnels
characterize the activation of surfaces by aerodynamic forces which simulate natural
aerodynamic boundary layers. Wind tunnels have not yet been modified to simulate
entrainment of dust particles by vehicular action. Wind tunnel testing of sediment
entrainment and transport allows good control of the variables that effect erosion and
facilitates comparison between test surfaces. Wind munnel measurements are not
significantly influenced by ambient wind or other meteorological conditions.
Furthermore, this methodology allows numerous replicate tests, which may help to
formulate emission factors for similar surfaces and not simply emission rates. The
generation of emission factors may be more feasible with wind tunnel testing because of
the high level of experimental control of the erosive conditions coupled with
measurement of the controlling surface variables. The wind tunnel methodology is
suitable for assessing emission rates and suppressant effectiveness measures for unpaved
shoulders, because aerodynamic forces are principally responsible for dust suspension
from this type of source. A critical review of wind tunnels, their dimensions and flow
characteristics which are required to obtain adequate measures of emission rates, and
conclusions regarding their utility as instruments to measure dust fluxes, is presented by
Nickling (1995).

3.5  Upwind/Downwind Sampling of Suspended Particles
3.5.1 Measuremeunt of Suspended Particle Concentrations

The sampling of suspended sediment particles presents a challenge w instrument
designers, Table 3-1 Hsts several types of sampling systems which have been used to
measure particles suspended by vehicular traffic on roads. Certain design requirements
are necessary to obtain precise measurements; the most critical requirement is to establish
isokinetic sampling conditions, which ensure that massive particles accurately track the
air flow in the sampler inlet. Without this provision, the sampler’s data may be
inaccurate. However, the isokinetic criterion is difficult to satisfy in real time. because
wind speeds and directions change very quickly, and most samplers cannot adjust to the
changed conditions. At best, actively-controlled systems set the sarnpler’s intake flow
based upon measured average or running mean wind velocities, as given by a companion
anemometer. In any case, the sampler’s inlet flow velocity only approximates the actual
wind velocity. For sampling the smaller size fractions within PM,,, the necessity of
maintaining isokinetic flow is lessened (Davies, 1968; Rogers et al, 1989).
Commercially-available PM,, inlets are characterized with regard to their effectiveness in
sampling different particle sizes in different wind velocities (Purdue, 1988). In order to
meet the Federal Reference Method requirements, the inlets must provide a 10 = 1 um
cutpoint over a range of windspeeds from 2-24 kin/hr (Barnard er al., 1988).

Iostrument

MRI Vertical Profiler

Interagency Monitoring
of Protectes Visual
Environments
(IMPROVE) samplers
with Sierra Anderson
Inlets (mmodel 246b)

Davis Rotating-drum
unit for monitoring
(DRUM) sampler

High-Volume Sampler

Low-Volume Sampler

Cascade Impactor

Stacked Filter Units
(SFUY

.y e icle Size €

Isokinetic Flow with
Stacked Filter Samplers

size selective inlet and
controlled air flow the
panticles are collected on
Teflon-membrane filters

multi-stage inertial
impactor, with sequential
orifices the particles are
coliected on greased Mylar
strips

size selective infet and
controlled air flow, the
particles are collected on
filters

size selective inlet and
controlled ait flow, the
particles are collected on
fijters

fractionation of particle
sizes by multi-stage
impactors and controlled
air flow

size selective filter
sampling train and
controlled air fiow

Total supended
particulate (TSP)
Fine Suspended
particulate (€ 2.5 pum)

10 pm aerodynamic
diameter

210 pm
10-S um
5-2.5 ym
2.5-1.1 um
1.1-0.07 pm
<0.07 pm

TSP

Dependent upon size
selective inlet

TSP

Dependent upon size
selective inlet

<30 -0.4 pm depending
on the jmactor stages

> 2.5um
< 2.5 um

Rosbury and Zimmer
(1983)

Eldred er al. (1988)
Flocchini e al. (1994)

Cahill et al. (1987)
Flocchini er al (1994)

Dyck and Stukel (1976)
Pinnick ef al. (1985)
Becker and Takle
(1979)

ETC (1981)

Kinsey and Jirik (1982)

Seton et al. (1983)

Roberts et al. (1975)
Rosbury and Zimmer
(1983)

Becker and Takle
(1576)

Flocebini er al. (1994)
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The collection of total suspended particulates (TSP) has usually been
accomplished by the use of tower-mounted samplers which draw the sediment-laden air
through an orifice and then extract the dust by trapping it on a filter mediom. This type
of system has been described by Midwest Research Institute (Bohn, 1982) and Rosbury
and Zimmer (1983). Isokinetic sampling was attempted with both systems. The MRI
system pre-set the flow velocity based upon the average wind velocity measured at the
sampling site. The Rosbury and Zimmer (1983) sampler adjusted the nozzie intake
velocity based on the ambient wind conditions. This system used a stacked-filter
arrangement (Stevens and Dzubay, 1978; Cahill, 1979), giving two collected-particle-size
fractions. The Rosbury and Zimmer (1983) sampler was designed to measure the mass
of the size fractions <30 um and <2.5 pm. Both of these tower-mounted systems relied
on operators to change the their orientation in response to changes in wind direction.
These two systems have been utilized to measure dust emissions from roads, in the TSP
size fraction.

Nickling and Giflies (1993) describe a similar system, bascd on high-volume
sampling and extraction of the TSP onto filters. However, their system is self-orienting
with respect (o changes in wind direction. Isokinetic sampling is approximated by pre-
setting the flow velocity at the intake nozzle to equal the average wind speed at ecach
collection height. The ambient wind speed can be monitored from companion
anemometers and the flow velocity adjusted with flow meters. They did not atiempt to
fractionate the suspended sediment particulates according to size classes with their
samplers. Nickling and Gillies (1993) used their system to measure dust fluxes created
by wind erosion.

With the promulgation of PM o standards in 1987, measurements of fugitive dust
emissions in the U.S. have concentrated on quantifying the level of PM,,. The
magnitude of the flux of these particies is related to the emission process and the surface
conditions of the PM,, source. Recent studies of dust emissions from unpaved road
surfaces have attempted to measure the concentrations of PM,, and smaller particles, to
caleulate emission factors, and 1o assess the effects of suppressant measures (Section 2.2).
Unpaved road sources can be considered as line sources which emit particulates from a
very confined area (Frankel, 1993). For this reason, it has been recognized that
downwind-only sampling has an increased level of error because the collected samples
incorporate any upwind particulates that were present before the wind crossed the road.
More recent studies have incorporated upwind measures of the ambient atmospheric
particulate loadings; these are subtracted from the measures made downwind of the road
in order to accurately estimate the emissions of particulates from the road surface.

In a recent study, Flocchini er al. (1994) utilized two types of samplers to collect
PM,, samples emitted from unpaved road surfaces in the San Joaquin Valley. Collection
of PM,, for gravimetric analysis was done with IMPROVE samplers (Eldred er al.,
1988; Eldred, 1988; Eldred er al., 1990), and the DRUM sampler (Cahill e al., 1987,

3-13

Raabe er al., 1988) was used 10 measure the size distributions of the suspended particles.
The IMPROVE sampler consisted of four independent filter modules and a common
controjler; each module was fitted with 2 PM,, sampler inlet head (Model 241
dichotomous sampler inlet, Graseby-Andersen, Atlanta, GA). The DRUM unit was a
multi-stage inertial impactor which used sequential orifices to impact aerosols onto Mylar
strips (Flocchini er al., 1994). Additionally, Flocchini er ol (1994) used a vertical
sampling system with stacked filter units (SFU, Cahill er al., 1990); the size fractions
sampled by the SFU are norninally 0 to 2.5 um and 2.5 to 10 pm. These samplers were
used to measure particle-mass-concentration-vs.-height relationships from 3 to 9 m.

Portable, battery-powered samplers have recently been introduced for PM,
monitoring, especgally as a means for saturation sampling. Several studies have utilized
the AR METRICS Minvol (Figure 3-1, Aifrmetrics, Inc., Springfield, OR) to measure
ambient PM,, loadings (e.g., Parisi ef al., 1993; Pleasant, 1994). These samplers can be
used to expose Teflon filter media, which is amenable to gravimetric, elemental, and ion
analyses. Minvol samplers can easily be utilized in upwind-downwind monitoring
strategies for assessing the dust emissions from road surfaces. More jnformation
concerning the selection criteria for this sampler is given in Section 3.6.5.

3.5.2 Modeling to Infer Emissions Rates from Particulate Measurements

Table 3-2 lists emission rate equations which have been used to estimate the flux
of particulates from various surfaces, along with their required variable inputs and
associated references. An important part of suppression effectiveness studies is the
determination of the emission rate of particulates from the surface as a function of vehicle
use. The assumptions used and the strengths and weaknesses of the models listed in
Table 3-2 were evaluated and found to be for the most part facking in rigour for the
purposes of this study. Some of the critical weaknesses of the models, identified by their
number assigned in Table 3-2, are:

o (1) Requires detailed knowledge of the atmospheric stability, downwind
plume behavior and characterization of the dust emission height.

s (2) Assumes a linear decrease of mass concentration with height to determine
the extent of the vertical height of the plume.

e (3) The physical basis of the model and its assumptions are poorly
articulated, calculation of emissions is confusing and appears dimensionaily
inconsistent.
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Table 3-2

Examples of Particulate Emission Rate Calculations and Their Input Variables

Eanai
(t

Csin¢ﬂc,U(
e=———"—exp--| —

IN

@]

3

VHC Sec
N X 3600717

X=

Inpwl Variables

e = emission factor

€ = particulate concentration

¢ = angle between the wind direction
and 2 line source

&, = standard deviation in the
verticle direction of the the plume
concentration

U = wind speed

¢ = sampling period

H = effective height of dust emission
N = number of vehicle passes

E = emission rate

M = net particutate mass collected by
profiter sampler

a = sampler intake area

h = vertical distance of sampler
above ground level

H = vertical extent of the ptume
above ground level

X = emission rate per vehicle mg/km
V = wind speed perpendicular (¢
road

H = box height (m)

C = PM,, aerosol emission (ug/m’)
N = number of vehicles per hour

Q, = PM;, emission rate

©, = measured tracer release rate
C, = downwind PM, concentration
C, = downwind tracer concentration

F = vertical particulate flux

x = von Karman constaat (=0.4)

P = average slope of the
concentration versus height gradient
(=-0.3)

u. = wind friction velocity

n = particulate concentration

e = particulate emission rate
C, = particulate concentratiom
@, = wind nunnel flow rate

A = exposed test area

Reference
Dyck and Stuke) (1976)

Rosbury and Zimmer
(1983)

Flocchini et al. (1994)

Mitra et al. (1993)

Nickling and Gillies
(1989)

Axetell and Cowherd
(1984)
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Table 3-2 (continued) o (4) Assumes the PM,, behaves in transport in the same fashion as the tracer
Examples of Particulate Emission Rate Caleulations and Their Input Variables gas

e (5) Used to describe emission from a surface being actively eroded by wind,

Emission Rate Equation . Input Variables Reference not by vehicles.
9} e= PM,, emission factor (kg/VKT)  EPA (19xx) » (6) Used to describe emission from a surface being actively eroded by wind,
B R /5] w07 03365 p s = silt content of road sueface (%) not by vehicles.
¢ =06 Iy ka’ 27, 7 365 N r-_mean vehu_:le spee_d (kr/hr)
W = mean vehicle weight (Mg) ¢ (7) Empirically derived function based upon a limited data set. Transference

w = mean aumber of wheels
p = number of days with 2 0.254
mm of precipitation

beyond its original intention is suspect.

¢ (8) Used to describe emission from a surface being actively eroded by wind,
not by vehicles.

(8) Q = emission rate (g/ m sec) Winges (1950)
@, = proportionality constant For the reasons cited above and for a perceived lack of rigour in modeling the

0=0, ¢ u = wind speed (m/sec) physics of the dust emission process from unpaved roads, these models were not chosen
;:u‘::::[s"“d dependence for this study. Instead a model was developed (refer to Section 8) which utifizes
observed point concentrations at a spatial resolution that is superior to previous studies.
By measuring the vertical upwind and downwind mass concentrations to allow
characterization of the plume, a better estimate of the emissions due to vehicle traffic can
be calculated.

3.6 Conclusions

The measurement strategy for quantifying emissions and surface characterizations
have been chosen such as to balance the effectiveness of the testing procedures, the
required number of tests, and the expected signal to noise. The measurement program
aims to disinter the expected relationships between vehicle travel, PM, emissions, and
the condition of the road and shoulder surface, The most widely variable measuremenis
are expected in the surface characterization measorements where the changes in the
variable being examined will be a function of test location, and temporal changes brought
on by vehicle traffic and the influence of weather.

In this project multiple methods will be used to test the effectiveness of each
suppressant. Variables, such as wind velocity and aggregate size distributions, wilt be
measured due to their acknowledged importance in the erosion of sediment by natural
winds. Variables that characterize the ability of the surface to resist mechanical
breakdown and consequent PM,, suspension will also be monitored. Finally, upwind and
downwind PM,, flux measurements will must be included in order to quantitatively
connect the surface measurements, the suppressant choice, and the resulting airborne
particulate mass concentrations. The methodologies chosen to characterize the important
surface characteristics are reviewed below.
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3.6.1 Suspendable Dust Loading

According to Cowherd ef al. (1988) a minimam gross sample of 23 kg of loose
surface material must be collected for each 3.8 km of road to obuain a representative
sample of the loose surface material. The totat sample should be collected from sampling
strips 0.20 m wide and approximately 4.5 m long (half the road width) perpendicular to
the road direction. Cowherd ef al. (1988) recommend a distance between sampling strips
of 1.6 km per 4.8 km of road. (These sample mass requirements and distances between
sampling locations can be adjusted accordingly for the lengths (~ 800 m) of suppressant
treated road used in this research project.)

3.6.2 Particle Sizing

To characterize the surface sediments from the unpaved roads and the changes
through time it is suggested that wet sieving, the dry sieving technique of Cowherd et al.
(1990) and the “soft-sieve” technique of Cowherd et al. (1990) be utilized in this study.

Samples should first be collected from the untreated roads to characterize the
initial conditions and to note any significant textural differences in the road surface
between the different test sections. Subsequent samples should be taken following
application of the suppressant and then at the selected time intervals to examine how the
surface characteristics change through time as a result of traffic movement and
weathering. It will not be necessary to carry out wert sieving for each site visit. The
characterization of the mineral grain particle size distribution should remain relatively
constant through time. It should only change if the mineral graing experience significant
comminution caused by the vehicular traffic. Natural weathering processes should not
significantly contribute to mineral grain breakdown during the time frame of the study.
However, natural weathering may affect the aggregate structure. Measuring the changes
in the aggregate size distribution should give an indication of how wel} the suppressants
act to reduce weathering related and mechanical breakdown of the road surface.

3.6.3 Strength of Surface Materials

1t is suggested that the Toogood (1978) methodology (Section 3.3) be used to
assess the structural stability of the road aggregates found within the different test and
uatreated sections. The aggregate stability will be related to the binding power of the
suppressant and provide 2 measure of its resistance to mechanical breakdown.

For this project, the Proctor Penetrometer will be used to measure the
compression strength of the road surface associated with application of the dust
suppressants. The strength measurements obtained with these instruments are similar to
the modulus of rupture test used by Gillette er al. (1982) to assess the crustal strength of
desert soil surfaces which they related to emission potentials.

3-19

3.6.4 Additional Measurements: Surface Water Content, Wind Velocity and
Temperature Profiles, Wind Direction

For this project, simple gravimetric measures of surface soil moisture should be
adequate to determine how well moisture is maintained in the road surface as a function
of surface treatment. Soil moisture measurements should be taken at each sampling
period for both the treated and untreated road surface 10 assess the hygroscopic character
of a surface treaunent. This will not be as important for petroleum-based suppressants
which will tend to reject water infiltration. Moisture content also affects the strength
characteristics of the road bed.

Upwind velocity profiles and temperature and will be measured on a tower
instrumented with four cup anemometers spaced logarithmically to 10 m. Two
thermistors and wind vanes will also be placed on the tower to monitor atmospheric
stability and to note the angle of approach to the road of the prevailing wind during each
test period.

3.6.5 Suspended Dust Particle Flux Measurements

The methodology employed to measure the PM,, emission rates from the test
surfaces will be 2 profile monitoring method enhanced by the placement of two overhead
sampling positions to allow a more full characterization of the dust plume. The profile
methodology offers the best approach to characterize the imitial conditions of the
background dust concentration profile as well as the immediate downwind profile. The
characterization of the dust concentration profile with height has been poorly established
in previous studies, but it offers insight into the physics of the release of PM,, near an
eroding source. Many of the latest PM, samplers available commercially may be
adapted for dust contro] demonstration studies. However, their placement and the
sampling strategy and the number of samples taken will all influence the quality of the
results and conclusions. Due to their ease of glacement on towers, robustness, and
known sampling characteristics, the AIR METRICS Minvol portable PM,/PM, 5 sampler
(Figure 3-1) was chosen for this project to measure PM,, emissions from the unpaved
road and shoulder test sites. The Minvol portable sampler has been deployed in several
previous projects, such as the Imperiat Vailey/Mexicali Cross Border PM,, Transport
Study (Chow and Watson, 1995) and the San Joaquin Valley Integrated Monitoring
Study, Winter 1995-1996 (IMS). This sampler utilizes a rechargeable battery pack to
power a pump which draws ambient air through a single filter pack at a flow rate of S
L/m. The aerosol size cutpoint is achieved by a single-siage impactor with a greased
impaction plate; PM,q and PM, 5 configurations are available.
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The poriable PM,, sampler is a relatively recent technological development. Table 3-3
Early versions suffered some degradation of performance due to air leaks and problems Portable Sampler Comparisons
with filter holders. The Minvol sampler configuration deployed in this Study benefits
frore improvements implemented during several recent air quality studies. These

improvements include: Correlation Average  Collocated

. Regression  Coefficient, Difference, Precision,
Study Y X _Slope . _ 1 XYougm'  _ygm’_
Las Vegas  Portable | Portable 2 0.91 0.93 24 1.9 5.9

e conduct of the entire filter handling process according to new procedures, Valley '

including filter sclection (Teflon), acceptance testing, pre-weighing, loading
and field handling, and the use of improved filter holders; and

z

+ daily inspection of impactor inlets, with cleaning and greasing if necessary;

tmperial Portable SFS 1.05 098 62 0.16 8.5
Valley/
Mesicali 2
e extensive testing of all sampler components and programming prior to field

deployment. IMS§ 95 Portable SFS 1.1 0.99 14 -1.8 6.1
(Corcoran)3

PM;, sampler data include uncertainties resulting from sources such as flow
variations and mass determinations. Predictions of overall uncertainties based on these References:
components usually underestimate the net uncerainty because not all component
uncertainties are accurately assessed (Mathai ef al., 1990). A better indication of net
uncertainty is obtained by collocating two or more identical samplers, and comparing 2. Chow and Waison, 1995.
their estimates of the mass concentrations of PM,;, particulates obtained during
simultaneous runs. Comparisons of Minvol samplers with other sampler types are also
available; these data indicate whether or not the Minvol design includes some systematic
defect, such as an ipaccurate cutpoint.

1. Chow, etal., 1995,

3. Personal Communication, F. Divita, DRI.

Table 3-3 shows collocated sampler comparisons from three recent studies in
which the improved version of the portable sampler was deployed. The comparisons are
to the Sequential Filter Sampler (SFS, Chow, 1995), and a medium-volume flow
sampler, in two cases. The SFS uses a commercial PMyq inlet, the Sierra-Andersen
SA-254 (Graseby-Andersen, Atlanta, GA, detailed description in Chow, 1995) and
collects samples for gravimetric analysis on 47mm Teflon filters. Table 3-3 presents
three regression calculations along with the corresponding averages of the differences
(X-Y) between collocated determinations (column 7) and collocated precisions, defined
as the standard deviations of the X-Y differences (column 8). The PM,, concentration
levels in these studies ranged from less than 10 pg/m’ 10 greater than 180 pgim3. As has
been noted by Chow and Watson (1995), these comparisons generally indicate that the
porlable samplers compare well with each other, and that portable and SFS samplers
measure the same mass concentrations in side-by-side sampling. In all cases, the
regression slopes are close to unity, and the correlation coefficients are greater than 0.9.
The average differences are less than 2 p.Lg/m3 for all three comparisons, and in each case
are less than their corresponding standard deviations, indicating the lack of systematic
bias. The collocated precision of the portable-portable comparison is about 6 pg/m’,
which indicates that concentration differences less than 6 uglm’ are not resofvable. The
comparisons to the SFS give simjlar results, indicating that there is no systernatic -
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difference between the portable and SFS samplers (i.c., the cutpoints of the two sampler
types do not differ systematically according 1o these data). These recent assessments are
consistent with the U.S EPA (1992) estimarte, which states that the expected collocated
precision of the Minvol sampler is +15% or better. High filter blank loadings and/or
varjability would add to these uncertainty levels, but in general the blank data from
portable samplers do not indicate any unusual loadings or variability.

3.6.6 Modeling Recommendations

The use of previous models to describe emissions from unpaved roads will be
limited to a comparison of the model developed for this project and U.S. EPA’s AP-42
model.  Since this is the standard model used to infer emissions, this is a useful
comparison to highlight potential inadequacies in the modet for its use on the test sites.
Section 8.2 also details how the Fugitive Dust Model (Winges, 1990) can be used to
develop measures of uncertainty for the emission rates calculated with the proposed
emission formuta (Section 8.1).
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4.0  TEST LOCATIONS

4.1 Test Site Criteria

This Demonstration Smdy requires field test sites which meet scientific and practical
criteria.  As in any precise micrometeorological study, the terrain must be unvarying and
consistent enough in its configuration to satisfy the necessary assumptions of existing
aerodynamic and aerosol physics models. The following five criteria were applied in the
search for appropriate unpaved public road test sites.

4.1.1 Length

The test strip for each suppressant should be several hundred meters in length in
order to allow measurements of PM,, suppressant effectiveness at the midpoint of each
segment with minimal interference from track-in of material from adjoining test segments,
although much shorter segments have been used (e.g., Rosbury and Zimmer, 1983; Muleski
and Cowherd, 1987; Flocchini ez al., 1994). Hence, in order 1o test several suppressants and
altow a control section, total road/shoulder lengths of a few km are desirable.

4.1.2 Direction

The prevailing wind direction in the San Joaquin Valley counties is north-south,
modified by the steering due to the valley, so that the actual prevailing winds tend to be
north-northwest to south-southeast. In order to estimate suspended PM, particle emissions,
and subtract off any contributions from upwind sources, sampling will be performed upwind
and downwind of the test segment. Therefore, the road should be as perpendicular to this
direction as possible; hence east-west roads are preferable to north-south candidates.

4.1.3 Topography

The PM,, particle measurements are designed to quantify the emissions from 2 given
road test segment, as the particles are suspended by vehicles or wind erosion and are carried
along with the ambient air flows, The accvrate estimation of contributions from upwind
sources requires that the wind and aerosol profiles reach equilibrium prior to arriving at the
site. Therefore, flat terrain is highly preferable over hilly or cut-and-fill configurations, due
to the need to conduct comparable measurements over the several test strips, and to attain
uniform conditions and minimal modification of the airflow due to uneven surfaces. Sites
immediately adjacent to sources are rejected.

4.1.4 Representativity

In a study with limited resources, choosing test sites which are representative of the
many $oil types and the varying climatic conditions of the San Joaquin Valley (STV) counties
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presents a poorly-defined and difficult challenge. Hundreds of soil types, covering the full _,E’_g - § 5 9 E % e
spectrum of clays, loams, and sands, are found in the SJV. In addition, unpaved roads often “é g 2z =z 3 @ & % g ZEE
incorporate additional material such as road aggregate. Additional emission variability is = ; % ; 513 ; 5 5 E 3 ’E’ % 3
caused by climatic factors; average annual precipitation is roughly a factor of two greater for gy Z = ? P 5% . %8 5fe
the northern SJV counties, compared to the southern locations. g8 g £ g G 8 H g S35 g ;a g S E
4.1.5 USBgE < & LS <1 €8 @8 & & < 3 &5 £ as
Unpaved road and road shoulder test sites which are frequently traveled are most R
desirable, both to provide the best tests of the durability of the dust suppressants, and to E
avoid situations where the road is used only seasonally for agricultura) activities. H B = B B z
2 - A 5] w 2] 5]
z& § g £ £ 8
8§E § S 3 b3t 3
42 Candidate Sites g £g & E 8 £ &
The unpaved public road and road shoulder test site search began in early August, o
1994. Contacts were then initiated with county road superintendents, commissioners, and - 2 g :i g
maintenance supervisors in Merced, Madera, Fresno, Kings, Tulare, and Kern Counties. No 5 i 8 g - %E
public unpaved roads were offered in the western part of Kern County that is included in the é’ ; o o o = = = ‘ = = § § 2
SIVUAPCD. Possibilities in Madera and Tulare Counties were very limited, Several 3 g5 § 0§ g 3 g 2 3 824
candidate unpaved roads were identified in Merced, Fresno, and Kings Counties. A field 33 % & & 2 E 2 2 3 2 2 ;5
search for suitable unpaved road and shoulder test sites was subsequently conducted: 2 §' CE aoA = s h §28
= @ - =
1. Candidates were selected based on the five criteria (Section 4.1) and county- 2 ,c-'j's 2 gi & & g
provided information; E=l 3 o E & N N N =
E! h I w2 & = 2 b : =
. . . - . i 8] o o «n ~ E g El N
2. The candidate sites were visited, and the following information was obtained for ES 2 E s O b - o I Fy
each: measurements of length and width; samples of surface material; photos; 8 B og B 2 8 g 8 E
description of bordering land usage; description of soil type based on available b S gz F z = g g -
soil surveys.
Table 4-1 presents the candidate unpaved roads identified and visited in Merced, E ki g E 2 ] 2 ] 2
Fresno, and Kings Counties. ' s § = s & & & & E
<
4.3 Selected Test Sites z
9
The test site selection process involved discussions between Desert Research Instirute, § @
agricultural representatives, and the San Joaquin Valley Unified Air Pollution District. _g -
Tucson Road in Kings County, and Kamm Road in Fresno County, were eliminated after : ] £ a: " '
detailed consideration. Tucson Road's surface was deemed non-representative because it = z & é” 3 _ Z - g 2
consists of Jayers of aggregate and local silt overlying old pavement. Kamm Road and B g &3 9 Z g ‘é p g
nearby roads serve meinly to provide access to cotton fields; the adjacent cotton growers 5 E % E 3 2 £ 54 5 g
utilize these roads extensively on a year-round basis. The usage includes heavy vehicles . < = &3 & © = © . i
42 43
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which not only track in soil from the adjacent fields, but would also damage the suppressant @
treatments. Growers also water the road while the cotton plants are growing, in order to
suppress dust which provides habitat for harmful insects. The amount of watering which
growers apply would completely invalidate the evaluations of suppressant performance. A9
The remaining best available unpaved road test site is Fields Road, located in Merced
County. The Merced County Road Superintendent, Mr. John Graves, gave the following
information about the maintenance of Fields Road: the last time major work was done on the
road was 18 years ago; small amounts of rock and aggregate have been applied since then;
the road is graded twice a year, once after the rainy season emds, and once during the
surnmer to help reduce dust emissions. Nothing else is done. The major uses of the road are
by local ranchers, and for access to a golf course located to the northeast. Due 10 its
proximity to Fjelds Road, the best available unpaved shoulder test site is Bellevae Road in
Merced County, between Highway 59 and G Street. Table 4-2 summarizes the properties of
Fields Road with regard to the selection criteria; Table 4-3 gives the same information for
Bellevue Road. According to the Merced Area Soil Survey (United States Department of .
Agriculture, 1962), the soil types pertaining to the test locations are dominated by silty and Pl lng =
sandy toams (mainly the Montpelier, Corning, Redding, Whitney, Rocklin, Yokohl, Ryer, (59 </ ornitos
and Pentz types).

Fields Road |

Figure 4-1 shows the locations of the unpaved road and shoulders test sites in Merced
County. Figure 4-2 shows Fields Road and its surroundings, and the locations of five 0.5
km test segments. Figure 4-3 shows the Bellevue Road unpaved shoulder test site. In order
to establish precise coordinates for the data acquired in this study, all measurements at the

Fields Road sites will be referenced to a single benchmark, the intersection of Fields Road ; Lressey

and La Grange Highway; the benchmark for the unpaved shoulder sites is the intersection of 1 A

Bellevue Road and Highway 59. The benchmark coordinates are as follows: Winton Bellevue Road q
1. Fields Road/La Grange Highway: 37° 33.931' N, 120° 25.556' W \
2. Bellevue Road/G Street: 37° 21,710 N, 120° 28.220' W Atw er
Landowner permissions were sought and obtained prior to the deployment of the

towers on which the PM,, samplers and meteorological equipment are mounted adjacent to
the Fields Road test segments.

Figure 4-1 Merced County study sites.
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5.0 TEST PROCEDURE

Measured PM,, fluxes provide quantification of the emission rates of the reated
and control sections (as pointed out by Rosbury and Zirmmer, 1983, but derivation of true
emission factors applicable over the entire range of environmental conditions is not
possible unless all the relevant independent variables are tested). The strengths and
weaknesses of previous demonstration studies were reviewed in Section 2, including their
varying approaches to the estimation of particulate fluxes. The most critical objections to
previous work include the following:

¢ vertical particulate concentration profiles were inferred based on assumptions
concerning values near the ground, at heights above the measurement levels,
and interpolated between the measurement levels;

* quantitative associations between surface characteristics and particulate fluxes
were not derived, and combined with the suppressant/particulate flux
relationships, providing a complete physical picture of the emission process.

This section describes the experiment design and its responses io these
assumptions; the objectives of the discussion are:

s to outline the procedures for selecting and applying the test suppressants;
o 1o present the PM,, sampling methodology;

s 1o present the methodologies for acquiring data on road/shoulder surface
properties, surface moisture and meteorology, and traffic characterization.

Data management, validation, quality assurance, and analysis will be discussed in
later sections of this Study Plan.

5.1  Suppressant Choice and Application

Commercially-available dust suppression products are listed in Appendix A; Table
A-1 was used as a bidder’s mailing list, to which the Desert Research Institute addressed
a Request for Proposal (RFP). The RFP invited suppressant manufacturers to submit
competitive bids subject to terms and conditions set by the San Joaquin Valley Unified
Air Pollution Control District (STVUAPCD) and the Desert Research Institute (DRJ).
Manufacturers were given the locations of the study sites and asked to scope coverage of
test segments, either on Fields Road, or of unpaved shoulders on both sides of Bellevue
Road in Merced County. Proposals were reviewed by DRI and initial recommendations
were developed on the basis of: a) obtaining a representative variety of modern products
which meet toxicity and VOC criteria; b) cost; and ¢) feasibility of logistics and

3.1

application method. DRI’s recommendations were discussed with the STVUAPCD and a
final selection was made. The terms, conditions, and schedule were reviewed and
confirmed with all successful respondents before acceptances and rejections were issued.

Surface preparation at both sites, beyond normal grading provided by the Merced
County Deparmnent of Public Works, and suppressant application were the sole
responsibility of the suppressant manufacturer. Test segments were assigned to each
manufacturer, and suppressant application was be supervised by the DRI field manager.
The chosen suppressant products and their assigned test segments are listed in Table 5-1.

52  PM;, Sampling and Analysis

The PM,q sampling plan involves upwind and downwind sampler configurations
intended to eliminate the most objectionable assumptions associated with previous studies.
This Demonstration Study utifizes the AIRMETRICS “Minveol” portable PM,q sampler
described in Section 3.6.5 of this Study Plan.

5.2.1 Upwind Sampling

The sampling configuration is illustrated in Figure S-1. Each test segment is
equipped with an upwind and downwind sampler array located at its midpoint, in order to
minimize the effects of suppressant material tracked in from adjoining test sections. The
upwind samplers are deployed jn order to measure PM,, transported into the section
from upwind sources. Since the test roads and shoulders are chosen to be distant from
any sources, the incoming upwind particle distributions may be assumed to have reached
equilibrium.  This allows the application of existing dust transport models (e.g.,
Lancaster and Nickfing, 1993) in order to describe the variations of concentrations and
particle sizes as a function of elevation,

Three PM;, samplers are mounted on a 10 m tower located approximately 1 m
upwind of the road surface. These samplers measure the upwind concentration profiles,
which are then compared to the theoretically-estimated profiles. The upwind tower data
may be redundant with the theoretical estimates, extrapolated from the farthest-upwind
sampler and based on the equilibrivm assumption; however, they eliminate compiete
reliance on the theory, which would amplify the overall uncertainty of the flux
measurement in cases when upwind PM, concentrations are significant compared with
the downwind values. Comparison of the tower data with equilibrium estimates will help
to indicate whether or not emissions from the test road section are contaminating the
upwind samplers during low wind speed conditions, indicating that the dust plume is
spreading out on either side of the road. This arrangement allows sampling if the wind is
blowing perpendicularly to the road, but in the direction opposite to the expected
predominant wind direction.

CALIFORNIA e ofTransporiaton

High-Speed Rail Authority Federal Railroad

Administration

Page 21-490



California High-Speed Train Project EIR/EIS
Fresno to Bakersfield Section Vol. IV Response to Comments from Businesses and Organizations

Attachment to Submission BO118 (Raymond Carlson, J.G. Boswell Company (Atty. for), Griswold,
LaSalle, Cobb, Dowd & Gin LLP (GLCDG), October 13, 2011) - Carlson Letter Attachments.pdf - Continued

Table 5-1 . -
" Suppressants Applied in Demoustration Study

est Segment Segment Length Suppressant
Fields Road 1 54l m Biocatalyst
Fields Road 2 54 m Polymer
Fields Road 3 541 m Peiroleurn Emulsion with Polymer
Fields Road 4 54t m Control
Bellevue Road 746 m Organic Emulsion
Shoulders 1
Bellevue Road 606 m Control
Shoulders 2
Bellevue Road 782 m Endosperm Hydrate
Shoulders 3
Bellevue Road 750 m Acrylic Co-polymer
Shoulders 4 =
[
3
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5.2.2 Overhead and Downwind Sampling

Downwind sampling presents a more difficult challenge than the upwind case,
because for any managegble distance from the source, equilibrium of particulate
properties as a function of height cannot be assumed. There is no basis for assuming that
the top of the emitted plume is lower than 10 m for sampling locations close to the
source, because, depending on atmospheric stability and the detailed turbulent air velocity
field created by the passage of a vehicle (especially a non-aerodynamic vehicle such as a
tractor-trailer combination), PM,, particles may be lofied above the road to heights
greater than 10 m. Using sampler data taken at lower levels and exirapolating to the
“top” of the plume is inaccurate because there is no clear physical relation on which to
base the extrapolation.

The sampler configuration in Figure 5-1 utilizes portable PM,, samplers deployed
over the top of the test section, on a ten-meter tower, and at the surface downwind, in
order to obtain a more accurate estimation of the summed PM,, emissions. The available
sampler inventory is deployed in a design intended to maximize the rerurn of data from
the most critical locations. The tower-mounted samplers are deployed with the same or
improved spatial resofution, as compared 1o previous studies (Rosbury and Zimmer,
1983; Muleski and Cowherd, 1987). Additional overhead samplers are deployed to
characterize plumes which have risen to heights greater than 10 m. The downwind
surface sampler data are compared to the tower and overhead sampler data. The
comparison of the measured and estimated downwind surface concentrations provides a
consistency check on the data set. The net PM, flux from the test section is obtained by
subtracting the upwind-source profile from the downwind source profile, and combining
the resulting mass concentration data with the wind speed profile. This analysis
procedure is described in Section 8.

5.2.3 Sampling of Unpaved Shoulders

Unpaved shoulders of paved public roads are studied with a variation on the
unpaved road methodology. The full complement of surface characterizations are
performed. The PM,, measurement approach is conceptually similar to that of Fitz er al.
(1992) in the evaluation of unpaved road dust suppressants in the Coachella Valley:
upwind and downwind samplers at one height provide relative measures of suppressant
performance. Dust emission rates are estimated but uncertainties are greater than for the
unpaved road study, because of the assumptions involved.

For each suppressant-treated section of unpaved shoulder, one PM,, sampler is
placed upwind to measure the background concentrations of PM,. Two additional
samplers are deployed on the downwind side of the road. The first sampler is located
within the shoulder area, and the second sampler is located approximately 100 m from
the first sampler on the same downwind side. All samplers are mounted on tripods at the
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2 m level. The performance of the suppressants can be determined through comparison
of the treated sections with the control section of unpaved shoulder and with each other.

Additional measurements at the unpaved shoulder sites assess the formation and
extent of dust plumes by 6pl_ical methods. Real-time video images of passing vehicles
and their associated turbulent wake-generated dust plumes are recorded at each test
segment. Estimations of relative vehicle speeds are determined from the video tape
record. In addition, nephelometers are used to obtain light scattering (B, Mm")
measurements; light is scattered by the dust particles in the plumes created at the test
sites, in approximate proportion to dust particle mass concentrations. Three-dimensional
wind field measurements are obtained with a portable sonic anemometer placed close to
the road shouider. The anemometer data (a) measure the time-dependent wind field
caused by the passage of a vehicle, i.e., the vehicle’s “wake signature”; (b) quantify the
wind profile near the ground, thereby characterizing the aerodynamic forces available to
suspend dust particles from the surface.

5.2.4 Frequency of PM,, Sampling

PM,, sampling will be conducted at the unpaved road and shoulder sites during
three intensive studies lasting approximately five days each. The intensive studies are
scheduled as follows: the first was conducted following suppressant application and the
end of the rainy season, July 22-27, 1995; the second was conducted in the autum,
October 17-22, 1995; and the third was conducted in the summer, June 6-18, 1996. The
daily PM,, measurement protocol specifies sampling periods for unpaved shoulders
during the times of heaviest traffic volume, between the hours of 0800 to 1800; for the
unpaved road sections sampling is from 0800 to 1400 with 96 vehicle passes during this
interval.

5.3  Sampling and Characterization of Surface Material

Measurable surface properties which both affect dust emissions and are expected
to be affected by suppressant application were discussed in Section 3. These propetties
are:

1. suspendable dust (silt) loading;

2. particle size distributions; and

3. surface strength.

The silt loading and size distribution measurement plans are combined owing to
their close physical relationship.
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5.3.1 Swvrface Silt Loadings and Size Distributions

Determining the surface sediment characteristics that influence the potential dust
emissions involves two collection techniques. Both sweeping and vacuum techniques are
used to collect the loose surface sediments on the road for subsequent analysis of the total
silt content. The two techniques are cornpared by analyzing the relationships of their
respective silt composition estimates to the measured dust emission rates.

The size distributions of surface particles and aggregates are determined from
subsamples of the surface material collected by the sweep and the vacuuming techniques.
Samples are taken from each test section, prior {0 suppressant application, and during
monthly visits and each intensive study conducted after suppressant application. Each
sample is split into three subsamples, and the following tests are carried out:

1. Sieving and pipette analysis to determine the grain size distribution and
assess the texture of the road base material (mmethod of Foik, 1980);

2. Soft sieve apalysis (method of Cowherd, er al., 1990) to assess the
aggregate distribution of each test section;

3. Aggregate stability (method of Toogood, 1978).

The surface sampling strategy for collection of the loose surface material 1§
adapted from the sampling procedure outlined in Cowherd er af. (1990). Sampling the
loose surface material involves collecting the sediment at two sections within each test
section. A sample of the sediment is removed by the vacuum and sweep method along a
line approximately 0.3 m wide spanning the entire width of the road or both sides of the
unpaved shoulders. If necessary, more areas are sampled to obtain sufficient masses of
sediment for analysis. According to the sampling strategy of Cowherd ez al. (1990), at
least 6 kg of mass should be collected per 0.5 km of unpaved road. If the treated sections
of unpaved road surface and unpaved shoulders are sufficiently sealed, with no
appreciable amounts of loose surface sediment present, the sampling procedure follows
the recommendations of Cowherd e al. (1990) for paved roads: sampling a sirip 3 to
9 m wide provides sufficient sample sizes for amalysis of the silt content.

The surface samples collected from the unpaved road shoulders are used to
characterize the texture of the surface, the silt content, and the aggregate size distribution.
The texture of the road material represents the grain size distribution of the mineral
grains that comprise the road bed. The methodology for determining the grain size
distribution is the ASTM standard for wet sieving (ASTM, 19902) to determine the
distribution of particle sizes in the gravel and sand range. Pipette analysis is used to
determine the percentage of silt and clay (ASTM, 1990b). The texmre of the earth
materials that form the road surface should change only marginally over the length of
road used in this research, However, any changes in soil texture over the length of the
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test section are_documented, as suppressant effectiveness is influenced by this property
(Rosbury and Zimmer, 1983).

Detailed procedures for obtaining surface silt content and pariicle sjze
distributions are given in Tables B-{ and B-2 of Appendix B.

5.3.2 Surface Strength Characteristics

Several methodologies are used to assess the strength of the surfaces created by
application of the dust suppressants and its relationship with dust emissions. If the road
surface exhibits significant crusting of fine material, a Proctor Penetrometer is used to
measure the strength of the material. The Penetrometer measures an unconfined
compression strength for the unpaved road and shoulder surface. It applies 2 vertical
force, normal to the surface in kg/m2 that may cause the surface crust to fail. It is
designed to measure the penetration resistance of fine-grained soils and achieves ASTM
standards (for test D-1558). The Proctor Penetrometer offers a much wide range of
strength measurements because of its use of interchangeable penetration probes with
different surface areas. [t is similar to, but not an exact replication of, the modulus of
rupture test used by Gillette ef al. {1982) to assess the strength of desert soil crusts which
they related to wind erosion susceptibility. Its strongest advantage is that it provides an
in sity measure of strength,

The strength measurements are carried out based on a wansect sampling
arrangement with measurements of the surface strength characteristics taken 0.25 m apart
across the width of the road and shoulder. This provides approximately 40 measurements
per transect covering the:

L. shoulder region;
2. tire track regions;
3. center line area.

The Cowherd ef al. (1990) “soft sieve” technique is employed to characterize
aggregate stability by monjtoring changes in the aggregate size distribution through time.
A relative measure of the stabifity of the aggregates on the surface is determined by the
methodology of Toogood (1978). In this procedure approximately 5 g of air-dried
samples of aggregates 1 to 2 mm in diameter are sieved vigorously on a 1 mm sieve for
one minute. The sample is re-weighed and then sieved vigorously for an additional four
minutes. The weight of sample remaining after five minutes, expressed as a percentage
of the weight remaining after one mimute, is used to indicate the stability of the dry
aggregates (Toogood, 1978).

5-8
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The tests for silt content, aggregate size distribution, and surface strength
characteristics are repeated during monthly site visits and during intensive studies,
allowing for monitoring of the degradation of the surface treatments through time.

5.4  Measurements of Surface Moisture Content and Meteorological Variables

The moisture content of the road surface is determined gravimetrically and
expressed as a percent moisture content. The methodology for determining percent
moisture content is based on standard ASTM methods, and is detailed in Table B-3 of
Appendix B.

A 10 m meteorological tower is located at a distance of 50 m upwind of the Fields
Road test site. The meteorological information includes:

1. wind speed at four heights (1.25, 2.5, 5, 10 m)
2, wind direction at 2 heights (1.25, 10 m)

Wind speed is measured with cup type anemometers, Average wind speeds are
calculated based upon two-second readings averaged over fifteen minutes. The average
wind speed for the test period is an ensemble average of the fifteen-minute averages.

5.5  Vehicle Traffic Counting and Control

The traffic counters utilized in this study are electromechanical devices triggered
by pneumatic pulses generated when two wheels in succession pass over rubber tubing
(K-Hill Model GMH, K-Hill Signal Co., Uhrichsville, OH). The count accumulates
cumulatively until reset by an operator. The counter modules are housed in secure,
locked aluminum boxes which will be chained to power poles. The traffic counters will
remain in place for the duration of the project, and will be checked and reset each time
that the surface characteristics are measured. The cumulative traffic count will indicate
the net exposure of a given suppressant to vehicular travel.

5.5.1 Unpaved Road (Fields Road)

Fields Road is a Merced County, CA, public road on which the traffic flow
cannot be controlled. However, due to the lack of information concerning vehicular use
of this road and in order to obtain reasonable dust flux measurements, an active vehicle
management approach will be implemented using a DRI vehicle moving at controlled
time intervals and speeds. For this study, two different test vehicle speeds are used
which are representative of common traffic speeds on unpaved roads. It will not be
possible to make definitive statements as to the relationship between vehicle speed and
PM,, emissions outside of this range.

59

The control vehicle is operated at a slow speed of 40 kmy/hr and a fast speed of 60
knv/hr. A set number of vehicle passes, 96, are made for each PM,, sampling interval.
Any other traffic passing through the test sites is monitored by traffic counters to
determine tota} vehicle kilometers traveled per section. The two vehicle speeds are
altered from test period to test period starting on the first sampling day with 40 km/hr.
By alternating the two speeds between two successive sampling periods the effects of
speed on dust emissions from each of the test surfaces is evaluated. The effect of
vehicular traffic on the aging characteristics of the suppressants and the resultant effects
on dust production from each test surface are monitored in this approach.

5.5.2 Unpaved Shoulders
Traffic flow at the unpaved shoulder sites is monitored but not regulated. Vehicle

kilometers traveled past each test section are determined from traffic counters located at
each end of the test section,
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6.0 QUALITY ASSURANCE [ = [l
8 4 i3 .
Every measurement consists 0f a value, a precision, an accuracy, and a validity g 3 = Ug % = E 5 &
(Mueller ef al., 1979; Mueller and Watson, 1981; Hidy, 1985). Quality control (QC) B £g 2 —é‘ B 58 %"E
and quality auditing establish the precision, accuracy, and validity of measured values & © = kS =& z 3
(Watson et al., 1989b). Quality assurance (QA) integrates quality control and quality = £ S
auditing to determine these four attributes for each environmental mcasurement. Table 3 2 E g, B,
6-1 summarizes the quantitative QA and QC activities which are needed for the - 2 BE% g " gE &% g
measurements in chis study. These tests include calibration, performance testing, and % g 'é % 53 g2 EER-NE X
auditing activities. - 2 £ e v TEET G
2 2 £
Quality assurance is a project management responsibility which integrates quality - g g §
control, quality auditing, measurement method valjdation, and sample validation into the % - % E ‘é 4 i |
measurement process. The results of quality assurance are data values with specified =N %" g 2 Ig g 3 K| K]
precisions, accuracies, and validities. Quality auditing is performed by personnel who 25 = o B -
are independent of those performing the procedures. A separate quafity assurance gg b3 4 B
manager performs these audits. Sg 5 | By g o g z, E ..
5% - £ e | 5 5s s _fil
Quality control is intended to preveni, identify, correct, and define the w B i 52 2 3 g g E g E 2 3 g
consequences of difficulties which might affecr the precision, accuracy, and/or validity of % E © o oE e @ mEmEe
the measurements. The QC activities include the following: 1) creating and modifying _ 5 E w g g " =
standard operating procedures (SOPs) to be followed during ambient and source ) "é‘ 3 § é's % 5"2' g_‘a” 5z % .
sampling, analysis, and dam processing; 2) equipment overhaul, repair, acceptance % 5 a E ;g ag § g E“'S g . =R %
testing, and spare parts; 3) operator training, supervision and support; 4) periodic & -‘:‘ -E' E z §§ E‘g% 2 E‘Z g g gg g £
calibrations and performance tests, which include blank and replicaie analyses; and ] osse ? ‘
$) quality auditing. <k 2 = . B i3 g4
g3 g EE: 89, SEsp38T 2Bssz
: 28 g1 it £33 aa-sggg_g ERE R
6.1  Standard Operating Procedures 8 = 5 8 3 23g Zg g £2hg & S2EE
B
Standard Operating Procedures (SOPs) codify the actions which are taken to g é 9 ¢
implement a measurement process over a specified time period.  State-of-the-art scientific &5 5 g E
information is"incorporated into the SOP with each revision. SOPs include the following E g - 3 % 5
elements: §f E E E § 4 §
o A brief summary of the measurement method, its principles of operation, its B EQE’ ¢ 5
expected accuracy and precision, and the assumptions which must be met for 2 & %.. 5 g
it to be valid; % ; g 2 é % % g .
, . , et 4 32 GF-5 - s
e A list of materials, equipment, reagents, and suppliers. Specifications are
given for each expendable item and its storage location; ; 5
- . . - g i g
¢ Designation of the individual to be responsible for each part of the i Eq & 3
procedure; ﬁ b é E ‘E};E' ;
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o o Table 6-2
» A general traceability path, the designation of primary standards or reference Standard Operating Procedures Applied in the San Joaquin Valley
materials, tolerances for transfer standards, and a schedule for transfer Unpaved Road/Shoulder Dust Demonstration Study
standard verification;
¢ Stari-up, routine, and shut-down operating procedures and an abbreviated
checklist; PM, Sampling with Minivol (also applies 1o PM,; Portable PM,, Survey Sampler Field Operations
sampling) (DRI SOP #1-210.1)
+ Copies of data forms with examples of filled out forms;
PM,, Mass Gravimetric Analysis Procedures

, . . (DRI SOP #2-102.1)
s Routine  maintenance  schedules, maintenance  procedures, and
troubleshooting tips; Nephelometry PM, s/Open Air Integrating Nephelometer Field
Operations (DRI SOP #1-023.1)
o Internal calibration and performance testing procedures and schedules; . L . . .
Wind Spced and Direction Operation and Maintenance of Meteorological
L. Instruments (DRI SOP #1-312.3)
e External performance auditing schedules; and

Data Validation, PM,, Field, Mass, and Chemical Data Processing and
e References to relevant literature and refated standard operating procedures. Data Validation for Aerosol/Gas data
(DRI SOP # 3-005.1)
An operations man}xa!_for this study contains the procedures specified in Table Data Validation, Meteorological Metcorological and Continuous Gaseous Data
6-2. The surface characterization procedures and DRI SOP documents are appended. Processing and Data Validation

(DRI SOP # 3-006.1)

6.2  Performance Tests

Table 6-1 shows the frequency and nature of calibrations, performance tests, and
quality audit results. Results from field tests are reported immediately, and corrections
are implemented when these exceed pre-set levels.

6.3  Quality Audits

The DRI Quality Assurance Laboratory will conduct independent audits of the
measurement processes.  Performance audits establish whether the predetermined
specifications are being achieved in practice. The performance audit challenges the
measurement/analysis system with a known standard sample which is traceable to a
primary standard.

The field performance audits will test sampler flow rates, wind speed and
direction, temperature, and relative humidity. Sampler flow rates are verified by
measuring the flow using a mass flow meter traccable to a National Institute of Standards
and Technology (NIST) spirometer. The percent difference between the audit flow and
the nominal flow is calculated. Elapsed times are verified using an audit stopwatch.
Audits of the meteorological monitors are based upon U.S. EPA Prevention of Significant -
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Deterioration (PSD) standards. Wind direction sensor errors shall not exceed 5 degrees 7.0 DATA MANAGEMENT AND VALIDATION

from established targets. Sensor bearings are checked by conducting the horizontal

rotation test. Wind speed sensors are checked with a synchronous motor. Maximum Data from the field, laboratory, and various quality control activities must be unified
error shall not exceed 2.5 m/s. Wind speed sensor bearings are verified with a torque prior 1o input [0 an ambient measurement data base. Values must be accepted, corrected,
wheel. An Assmann psychrometer is used to test temperature and relative humidity flagged as suspect, or removed from this data base afier they are evaluated against validation
sensors. Temperature sensor errors shall not exceed 1.0 °C. The relative humidity criteria. Precisions associated with each value must be calculated from performance test
standard is stated as a dewpoint value. The dewpoint error shall not exceed 1.5 °C, data.

Field performance tests and audit procedures have not been established for the
surface strength and size distribution measurements. 7.1  Data Base Requirements

Data processing consists of six tasks:
6.4  Precision Estimation Methods
* Recording. The relevant information obtained at the time an operation is

Both collocated and propagated precisions are calculated following the methods of performed is registered on a data sheet, data logger, or other transfer mediura.
Mathai er al. (1990) and Watson et al. (1989b), respectively. The propagated precisions
are derived from replicate measurements and performance tests. The surface strength and o Input. The data are transferred from the recording medium into corputer-
size distribution raeasurements will be assigned collocated precisions based on data from accessible files.

closely-spaced replicate measurements.
* Merging. Data from various files pertaining to an individual sample or
sampling day are retrieved and related to each other.

¢ Calculations. Data items are combined in mathernatical expressions to yield a
desired resuit.  These include pollutant concentrations, accuracies, and

precisions.

e Data Validation. Data are verified against earlier or redundant recordings,
with calibration and operating records, and with each other.

s Output. Data are arranged into desired formats for input to data interpretation
and modeling software,

Continuous data, sucface characterization data, and filter substrate data will be
acquired in this project. The data base management system needs to fulfili the following
requirements:

¢ Quantitative and descriptive information must be included;

¢ Data from a number of sources must be merged in an efficient and cost-effective
manner; and

« Input data required by models should be easily accessible directly from the data
base.
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7.2 Variabl—e i‘lan;es, Units, and Coordinates

Each measurement constitutes one record in a data base file. PM,, particle mass
concentrations, surface characterization data, nephelometer data, and meteorological data
are assembled in four separate files, The coordinates of each measurement are given in
meters, referred to the site benchmark coordinates (specified in Section 4); coordinates are
included in the site code because measurement locations are invariant during the
Demonstration Study. The fields in each measurement record include code name, site
code, value, start time, end time, and flag.

7.3 Data Validation

Data validation is the most important function of data processing. Sample validation
consists of procedures which identify deviations from measurement assumptions and
procedures. Three levels of validation are applied which will result in the assignment of a
rating to each measurement; 1) valid; 2) valid but suspect; or 3) invalid. Level I sample
validation takes place in the field or in the laboratory and consists of the following:
1) flagging samples when significant deviations from measurement assumptions have
occurred; 2) verifying computer file entries against data sheets; 3) eliminating values for
measurements which are known to be invafid because of instrument malfunctions;
4) replacement of data from a backup data acquisition system in the event of failure of the
primary system; and 5) adjustment of measurement values of quantifiable calibration or
interference biases.

Level IT sample validation takes place after data from various measurement methods
have been assembled in the master data base. Level II applies consistency tests based on
known physical relationships between variables to the assembled data. Level IT validation
will involve examining spatial patterns and temporal records (lime series) of the data.
Qutliers will be scrutinized for non-physical characteristics.

Levet 10 sample validation is part of the data interpretation process. The first
assumption upon finding a measurement which is inconsistent with physical expectations is
that the unusual value is due to a measurement error. If, upon tracing the path of the
measurement, nothing unusual is found, the value can be assumed to be a valid result of an
environmental cause. Unusual values are identified during the data interpretation process as
the following: 1) extreme values; 2) values which would normally track the values of other
variables in a time series; and 3) values for observables which would normally follow a
qualitatively predictable spatial or temporal pattern.

All data validation actions at each level are recorded in a data validation summary

which accompanies the data base. Data base records contain flags to identify the level of
validation which they have received at any point in their existence.

7.2

7.4 Continuous Data Processing

Continuous hourly average data are acquired for wind speed, wind direction,
temperature, and relative ‘humidity at the meteorological towers for the intensive study
periods. :

The site documentation is reviewed for completeness, network performance, and
compliance with standard operating procedures. Steip charts and data logger hardcopy
records are inspected to identify periods of timing problems or field sensor malfunctions.
The computerized data files are edited to remove extraneous characters which may have
entered during data transfer.

Validation criteria for continuous data include:

¢ Equipment operated within specifications and according to standard operating
procedures.  Instruments must be calibrated prior to operation, at pre-get
intervals, and when performance test results exceed pre-set tolerances.

e Data are bracketed by calibrations or by at least one performance of zero/span
check.

e The calibration transfer standards used for calibration and performance tests
have been verified against primary standards before and after use in the
measurement program.

* Averages ate invalid when valid data are acquired for less than 75% of the
averaging period (e.g., 15 minutes).

Continuous data which satisfy these criteria are considered valid. Those which do not
satisfy these criteria are considered invalid. If any of the information necessary to make the
above evaluations is not available, the data are designated suspect until further review,
comparison, and investigation show them to be valid or invalid at a higher validation level.

When data have a known quantifiable bias, they are adjusted when the following
conditions are met: 1) the bias has a single identifiable cause; 2) there is a clearly defined
beginning and ending time for the bias; 3) the data to be adjusted otherwise meet all data
validation criteria; and 4) values to which the bias applies exceed the lower quantifiable limit
of the instrument.

The vatidation summary for coniiouous datz includes the following: 1) data recovery
statistics; 2) identification of exceptional events; and 3) precision estimates for air quality
data.
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7.5 Surface Test Data Processing

Surface characteristic data processing and validation requite the following:
1) assignment of 1D codes to variable names and test locations; 2) field data recording of the
IDs and their corresponding sampling sites, sampling dates, sampling times, and deviations
from normal sampling procedures; 3) laboratory instrument recording of analytical outputs;
4) Level I data validation, flagging, and editing of these individual data files; 5) merging
tield and laboratory data for sample sets; 6) Level T data validation, editing, flagging, and
re-analysis; 7) calculation of statistical parameters and precisions; and 8) formatting and
reporting of calculated statistical parameters, precisions, and data validation activities.

Level T validation for the particle size distribution measurements can be judged on
criteria similar to the PM,, filter measurements in that the sum of mass for the individual size
classes should be less than or equal to the gravimetric mass of the initial sample weight
before the size segregating technique is applied. This validation procedure can be used for
the sieving analysis used to characterize the mineral grain particle size and the aggregate size
distributions (section 5.3.1). This data validation procedure is also applied to the percent silt
content measurements obtained from the sweep and vacuum techniques.

7.6  Filter Substrate Data Processing

Aeroso} data processing and validation requires the following: 1) assignment of 1D
codes to substrates; 2) field data recording of the IDs and their corresponding sampling sites,
sampling dares, sampling times, sampling durations, sample flow rates, and deviations from
normal sampling procedures, 3) laboratory instrument recording of analytical outputs;
4y Level 1 data validation, flagging, and editing of these individual data files; 5) merging
field and laboratory data for sample sets; 6) Level IT data validation, editing, flagging, and
re-analysis; 7) calculation of ambieat concentrations and precisions; and 8) formatting and
reporting of concentrations, precisions, and data validation activities. A data base
management system which performs these functions was created for the California Acid
Deposition Monitoring Program (Watson er al., 1990). This software is adapted for use in
this project.

Field data are entered into computerized data forms. All substrate IDs are bar codes,
and these are entered with a scanper rather than being typed. The screen forms have limits
which do not allow entry of values which lie outside of a certain range. Every data item
which is entered is verified by the data processing supervisor against the original data sheet.

A data base structure which contains fields for all mass concentrations and their
uncertainties is formed. Each record contains sample IDs, sample volumes, sample times,
and sampling sites, and sampling dates are integrated into this structure from the field file.
All other fields contain the missing-data default value. The laboratory chain-of-custody data
base records the disposition of each sample and this data base can be consulted to determine

the fate of miss_in_g values in the master data base. This independent tracking is needed to
prevent sample TDs from being mixed up.

The labotatory microbalance is linked to an IBM-PC compatible computer, and mass
data are recorded in XBase (*.dbf) or ASCH text files. Barcode readers are used to enter
each filter ID for an analysis run. All data are keyed to sample ID codes, and data base
programs associate records in the laboratory files with data in the master file. These
programs also replace the defaults in the master data file with the laboratory values. Separate
flags are entered at the time of analysis to indicate that a sample is an ambient sample, a field
blank, a laboratory blank, a replicate, a re-run, a performance test standard, or an audit
standard. These flags are used to separate these quality control values from the individual
data bases to generate quality control charts and precision estimates.

When all data for a record have been assembled, FoxPro programs perform the Level
11 data validation comparisons. The portable sampler filiers cannot exhibit a negative change
in mass after exposure, and upwind concentrations should usually be less than downwind,
except when wind velocities are low and there is significant upwind drift caused by vehicle-
created wakes. Statistical summaries, scatterplots, and time series plots of selected species
concentrations are produced to identify outliers for investigation and potential re-run. A data
validation summary is maintained in the character field associated with each record to
provide a traceability trail for all data adjustments, replacements, or deletions.

When all sample concentration data have been assembled, the data base program
creates another data base of ambient measurements. Propagated precision and filter blank
subtraction calculations are made at this stage. The field and laboratory data validation flags
are assigned as part of the data validation process. Data validation surnmaries accompany
this final data base.
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8.0 DATA ANALYSIS

8.1  Descriptive and Statistical Analyses

The data obtained in this Demonstration Study are processed according to the
procedures described in Section 7. The unpaved surfaces are characterized by the
measurements presented in Section 3; these are surface characteristics which control the
availability of PM,4 and help 10 explain the measured emission rates. The PM,, data are
used to compute mass fluxes and total emission rates as a function of suppressant type,
vehicle usage, and aging time (0 to 9 months).

8.1.1 PM;; Emission Rate Analyses

Descriptive analyses pertaining to PM,, concentrations and emission rates include
statistical summary tables presenting averages, standard deviations, minima, and maxima.
Spatial plots show the average PM,, concentrations for each test segment as a function of
sampler height and distance from the source. Temporal plots are time series of emission
rates and of average concentrations at constant locations (height and distance). These
displays indicate the effectiveness of given suppressants, and how it varies over time.

8.1.1.1 Unpaved Road Upwind PM,, Profile Analyses

PM,, sampler #1 is located 20 m upwind of the road or shoulder surface at an
elevation of 3m (Section 5). This point concentration (pg/m3) is:

C=— (8-1)

where: C = concentration (ug/m*)
m = particulate sample mass (ug)
Q = sampler flow rate (m’/s)
¢ = duration of sampling (s)

‘The concentration at any height is (Goosens, 1985):

_ -3
C = Cl[‘—') (8-2)

Z2

where: C, is the measured concentration (pg/m“) at the height z; (m)
C, is the predicted concentration (ug/mz) at the height z, (m)
{3 characterizes the decrease in concentration with height

The value_of ( is a function of the sedimentation velocity and the wind friction
velocity. Equation 8-2 is derived as follows. At any particular height 2:

F=Cy, (8-3)

where: F = downward directed vertical flux of particles at height z
C = concentration of dust at height z
v, = velocity of deposition

The upward vertical flux is:

dc
Fe-K, o= (8-4)

where: K, = coefficient of exchange for aerosols.
At equilibrium, F = F":

ac

Cv,=-K,— 8-5)
For neutral atrnospheric conditions:
Kn=xu2 (8-6)

where: K, is the eddy diffusivity
% is von Karmans constant (~ 0.4)
u. is friction velocity

The inertia of small particles can be neglected compared with the velocity
fluctuations of the air. For this case, K, = K, and:

K=Kz 87N
can be assumed.

From this, Equation 8-5 becomes:

dac
Cv, =-t<u.z; (8-8)
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The solution of this differential equation is:

v
2l

z, )
G =G, (8-9)

z
The value of the exponent b in Equation 8.2 is:

p=—" (8-10)

K,

According to Chamberlain (1967), the deposition velocity v, (Equation 8-3)
depends on the friction velocity #.. However, at sufficiently low values of w., v,
approaches the terminal fall velocity u,, (Gregory, 1961). For neutral conditions:

B=— 8-11)

Equations §8-10 and 8-11 show that the exponent 3 depends on atmospheric
conditions and particle size. For non-neutral conditions the value of 8 can be determined
using a stability correction term (Goosens, 1985). During one intensive field monitoring
period upwind PM,, concentration profiles will be measured to provide an empirically
derived measure of B for comparison with the theoretical value. The average friction
velocity (1., m/s) is calculated from a least squares regression that fits the wind data to
the Prandil-von Karman equation (Bergeron and Abrahams, 1992). The regional u.
determines the range of particle sizes carried in suspension. If the ratio v, /u. is < 0.1,
the particles will remain suspended in the air (Gillette, 1977). From the point
concentration measured upwind of the road, the concentration profile with height is
estimated from Equation 8-2. The friction velocity is determined from the wind velocity
profile obtained from the on-site meteorological tower (Figure 5-1) using standard
boundary layer theory (e.g. Nickling and Gillies, 1993). Assuming that the cut-point of
the particle sizes collected by the sampler is < 10 um aerodynamic diameter (v, = 0.003
m/s [Davies, 1966] ) the measured concentration (Cy) and friction velocity can be used to
calculate the concentrations at any height above and below the sampling height using
Fquation 8-2. Subtraction of the upwind concentration profile from the measured
concentrations at each of the samplers in the array gives the PM,, concentrations
attributable to road emissions.

8.1.1.2 Unpaved Road Dowawind PM,, Profile Analyses

The net flux measurement at the midpoint of the suppressant test section is
multiplied by the length of the section (541 m for Fields Road) to derive the total flux.

an average PM, concentration. The flux of particles produced by the vehicles during the
sampling period is:

F=2.CVhL (8-12)

where F = the flux of PM,, (ng/s)
C; = average bin concentration (i=1 to 4) (pg/mg)
V; = the average wind velocity perpendicular to the contro! section (mv/s)
h; = bin width (m)
L=541m

F, the total flux of PM , particles, multiplied by the duration of the test, gives the
net value of PM;, mass emitted from the road surface during the test period. This value
is converted to a flux per unit vehicle kilometer traveled.

With Jow ambient wind speeds, the plume wilt rise over the top of the downwind
tower and impact one ot both of the two samplers suspended on the overhead cable.
Without taking this mass contribution into account, the tora} flux of particles would be
underestimated. The calculated regional friction velocity (i, m/s) approximates the
vertical wind velocity component. The relationship between friction velocity and the
vertical flux of dust particles has been demonstrated theoretically (Gillette and Passi,
1988) and also has been measured experimentally in the atmosphere (Gillette, 1977;
Nickling and Gillies, 1993).

Elevated concentrations may be measured on the upwind side as a result of
vehicle wakes. If the ratio of vg/u. is <0.1, the particles will remain in suspension
(Gillette, 1977). Given a v4 of 0.003 m/s for a 10 pum sized particle, the regional friction
velocity must be above 0.03 m/s for the particles to remain in suspension. Except under
absolute calm, this ratio is uswalty <0.1. After the dissipation of the vehicle eddies, the
suspended particles are transported back past both towers and are therefore sampled.

8.1.1.3 Unpaved Road Emission Rates: Summary

The upwind background PM,, flux is given by the flux per unit area integrated
over the upwind side of the box:

10}

Fu= |C(2V, Ldz (8-13)
0

where C(z) is the upwind concentration profile (Equation 8.9), Vy is the average wind
speed perpendicular to the road, L is the test segment length (541 m), and z is the
vertical coordinate. The integrated “exposure” due to upwind sources is then:

The downwind PM,, concentration profile is divided into four bins, each represented by E,=F[T, (8-14)
83 84
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where T is the sampling time interval (six hours). E, is the total PM|, mass which
enters the calculation box from upwind sources in the sampling interval.

The PM, flux emitted from the box is:
(3
Fe=).CVuhL (8-15)
1

The integrated PM, mass which is generated within the box is E,:
Lo =[F.-FJT; (8-16)
8.1.1.4 Unpaved Shoulder Emission Rates

PM,, emission rates due to vehicular traffic on the paved road adjacent to the
unpaved shouider test segments are calculated based on the following assumptions:

L. The upwind PM, profile is estimated based on the single-level measurement,
as discussed in Section 8.1.1; and

2. The downwind PM, profile is estimated by assuming its slope and the height
of the plume, based on simple dispersion modeling and/or measured
downwind profile slopes and heights, derived from similar meteorological
conditions at the unpaved road sites.

The calculation of the net PMy “exposures™ for each of the shoulder test sections
follows the form of Equation 8-16, except that in both the upwind and downwind cases,
the implied flux integration is over an assumed form of the vertical profile, and there is
no contribution from the top of the control box to be integrated. There are significant
uncertatnties implicit in the two listed assumptions; however, these are similar for each
test section, allowing relative comparisons.

The dust plume concentration and extent data obtained with the nephelometer and
video systems provide relative measures of the effectiveness of suppressants, compared
with each other and the untreated controt. Different vehicle types and their wake
signatures are related to the measured plume concentrations and extents. From this
information, the effectiveness of the suppressants can be judged with respect to their
ability to increase the resistance of surface dust to aetodynamic forces; furthermore,
approximate relations of dust emissions to vehicle type and speed are derived.

8.1.1.5 Uncertainties in Emission Rates

Uncertainties are estimated as propagated values based on those of the quantities
input to the cajculations and as replicate (i.e., measurement of the same observable with

8.5

identical environmental conditions) uncertainties. The replicate approach is usvally more
realistic, because propagated uncertainties usually do not incorporate all sonrces of
variation. Cases of unusually simifar ambient conditions (wind, temperature, humidity)
will be examined to see if the apparently comparable measurements result in plausible
replicate uncertainty estimates, but the analytical approach will not be based on this
expectation. Collocated PMy, survey sampler data will be utilized in order to determine
the uncertainty appropriate to the mass concentration determinations; previous research
indicates that the collocated precision is in the 5-10 pg/m’ range (Section 3).

8.1.2 Particle Size Analyses

The characteristics of the particle size distibution for both the mineral grain
constituents and the aggregates that comprise the road surface are to be determined by the
sieving procedures described in Section 5.3 and Appendix A. The particle size
distribution data are presented as cumulative curves with the abscissa plotted as the log of
the particle diameter (mm) and the ordinate as the cumulative percent of mass. Measures
of central tendency including the mean, skewness, and kurtosis, are calculated using the
method of moments (Folk, 1980). The uncemainty is established by calculating the
difference between the starting weight and the weight obtained by summation of the mass
from each of the individual size classes which is expressed as a percent error term for the
distribution.

The size distributions of aggregates in soil samples can be quantified by statistical
parameters, the geometric mean and geometric standard deviation. According to Zobeck
(1991), the relationship between the logarithm of the aggregate diameter and the amount
of aggregates that size and smaller are log-normally distributed for most soils. Assuming
that the aggregate size distribution of the road surface follows a log-normal distribution,
these measures can be applied to characterize their distribution. The geometric mean
diameter and geometric standard deviation parameters of the log-normally distributed
populations correspond to the mean and standard deviations, respectively, of normatly
distributed populations. The geometric mean and standard deviation are found by
plotting the logarithm of the aggregate diameter versus the cumulative amount of
aggregates, on a mass basis, passing a sieve at that size. The geometric mean diameter is
the diameter at the 50 percent passing value. Using replicate samples of the collected
aggregates and applying t-tests to test the difference in the geometric mean particle size
diameter, it will be possible to determine if this characteristic of the surface is
significantly different between the test surfaces and also if this characteristic changes
significantly through time. Time series plots of the size distribution data will provide one
measure of the effects of aging on suppressants.

8.1.3 Silt Content Analyses

Percent silt content per unit area of the unpaved road surface and unpaved
shoulder at the test sites will be deterrnined from the surface samples collecied by sweep
and vacuum techniques. The percent silt from the samples will be determined from the
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sieving procedure outlined in Section 5.3.1. Percent silt is a standard measure of silt
content that is used in emission prediction equations such as the U.S. EPA's AP-42
model (Cowherd er al., 1990). The silt content data can also be presented as a mass per
unit area of road surface. Differences between the silt content of the test surfaces can be
presented graphically as bar charts showing the ratio of the percent silt (particles < 75
pm) content to the percent of particle sizes greater than the silt size class per unit area.
Sample means for surface silt content can be caleulated from replicate samples taken from
each test surface and the difference between the means can be tested for significance with
a t-test. A measure of the error for the percent silt determination can be obtained from
the difference in the mass of the initial sample and the sum of the mass of the two
segregated size fractions divided by the initial mass and expressed as a percent.

8.1.4 Surface Strength Characteristics Analyses

The unconfined compression strength for the unpaved road and unpaved shoulder
test surfaces will be determined using the techniques outlined in Section 5.3.2. For each
series of measurements that correspond to the monthly site visits and the intensive
monitoring period, approximately 108 sutface strength measurements will be taken for
each unpaved road test section and 72 for each section of unpaved shoulder. From these
individual measurements, the mean surface strength (unconfined compression strengtly)
and its associated standard deviation can be calenlated. To itlustrate any changes in these
characteristics, the data can be plorted as the change in mean strength as a function of
time, or more appropriately. as a function of vehicle kilometers traveled. The effects of
vehicle travel on the surface characteristics are most likely more important than
weathering processes. To assess the differences in surface strength characteristics, the
mean strength of the surfaces can be compared with a difference of means test using
either a Z-test or t-test depending on the final sample number. A comparison of means of
the surface strength between the different suppressant applications and through time or
kilometers of vehicle travel will provide an important indicator of how the suppressant
binds the loose particles to prevent their mobilization as well as the suppressant’s ability
to resist breakdown through time.

8.1.5 Aggregate Stability Index Analyses

The measure of aggregate stability outlined in Section 5.3.2 provides another
measure of strength or resistance of the surface to comminution processes that will
potentially liberate PM,¢-sized particles, making them avajlable for entrainment and
ejection into the atmosphere. During each site visit, samples will be collected and the
aggregate stability index determined. The aggregate stability index data can be presented
in the same manner as the surface strength data with the mean and standard deviation of
aggregate stability index calculated for cach test surface. Changes in the stability index
can be presented as a series of plots which show the aggregate stability measured through
time for a specific suppressant application as well as differences between surface
treatments. Quantification of the differences in this surface characteristic will provide an
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important indicator of how well the suppressant creates surface conditions that resist
breakdown resulting from vehicular traffic and potentially mitigating the liberation of
PM,, under active vehicle traffic flows.

8.1.6 Moisture Content ‘Analyses

The moisture content of selected surface samples from each of the test surfaces is
determined gravimetrically (Section 5.4) to ascertzin whether the average moisture
content of one test surface is significantly different from another during the same test
period and also between test periods. Significantly different mean surface moisture
contents are indicated by difference of means tests, The percent moisture content
measurements ate used to partition the data into comparable classes. Comparisons of the
mean sarface moisture contents under the same ambient environmental conditions indicate
how well the different suppressants retain or hygroscopically attract moisture in road or
shoulder surfaces.

8.1.7 Light Scattering (Nephelometer) Data

The light scattering caused by fugitive dust emissions from the unpaved shoulder
test segments is measured by nephelometers set up at specific locations. Simultaneous
video camera records will be examined (o associate the intensity and duration of the light
scattering signals with: 1) the type of suppressant (or control) applied to the adjacent test
area; 2) the estimated speed of the passing vehicle; and 3) the vehicle size and shape
{e.g., high-profile truck). Comparisons are made as a function of suppressant type and
aging time. The dust emissions due to passenger cars and to various types of trucks will
be compared, testing the concept that the turbulence due to high-profile vehicles is more
effective in terms of causing dust emissions. Concurrently, the shoulder surfaces will be
analyzed and inspected in order to determine whether certain activities (e.g., car traffic
on the shoulder) replenish the dust reservoir.

8.1.8 Statistical Difference Tests

The above analytical approaches for assessing the differences in the measured
variables used to describe and explain the calculated emission rates of PM,, have
proposed the use of the parametric t-test for determining if the mean of two samples of a
measured variable are different. The use of this test is proposed on the assumption that
the data will meet the necessary requirements for application of a parametric test. The
important criteria for applying the t-test are that: 1) the data are normally distributed,
and 2) the standard deviations of the background populations of the two samples are
equal. If, upon examination, the data fails to meet these criteria, it will be necessary to
use non-parametric tests such as the Mann-Whitney U test which requires no assumptions
be made about the character of the distribution of the popufations. This test is used to
decide whether a difference in the mean of two independent samples is statistically
significant (i.e., the samples come from different populations). According to Hammond
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and McCullagh (1978), the Mann-Whitney U test has nearly 95% of the power of a t-test
when applied to data that conforms to t-test requirements.

8.2  Modeling

Emission rates (kg PM, per vehicle-km) are a function of surface characteristics
including those presented in Section 2, together with vehicle usage faciors. The AP-42
equation (Section 2.2.7) is an empirical model used (o predict emissions rates based on
surface (percent silt content, precipitation) and vehjcle usage (speed, weight, number of
tires) factors. In this Study, AP42 modeling is extended to include the full range of
surface characterizations obtained in this study. Emissions rate dependencies on
suspendable dust loadings, dust particle and aggregare size distributions, surface strength,
and vehicular factors wilt be determined and compared to the empirical functions and
parameters of AP-42. The forms of AP-42 functions will be examnined to see if they fit
the data gained in this Study, with either the existing or new parameters. New empirical
funcdons of the additional surface data will be tested.

Fugitive dust models (FDM, e.g., Winges, 1990) predict downwind PM,,
concentrations based on emission rates and downwind transport, deposition, and
diffusion. Fugitive dust modeling is applied in both the forward and backward modes;
backward modeling will utilize measured downwind concentrations from the downwind
PM,, samplers. The emission rates which bring the model values into agreement with the
measurements will be compared to the emission raies based on the calculation box
approach.  Uncertainties will be propagated through both calcularions.  Significant
discrepancies will be utilized as a diagnostic which may indicate error in either the model
or the calculation box approach. Agreement between the two approaches supports the
forward use of the FDM as a predictor of downwind PM, concentrations at greater
distances. Forward-mode propagated uncertainty will be compared to average and
elevated fugitive dust PM,, concentration Jevels to evaluate its potential significance.

8.3  Summary
The data analysis effort will provide the following products:

» Descriptive analyses of the PM,y juass concentrations and emission rates,
including summary tables and spatiaf and temporal plots;

e Descriptive analyses of the road and shoulder surface properties (silt
content/suspendable dust, particle and aggregate size distributions, strength)
including silt content bar and time series plots, size distributions, geometric
mean diameter and surface strength time-series plots;

Interpretation of the time-dependent surface measurements in terms of the
processes,” such as vehicular usage patterns, which act to alter size
distributions or surface strengths;

Critical discussions of the descriptive analyses, supported by statistical
difference tests, in which the findings are developed regarding the relative
effectiveness of suppressant products, and the effects of aging upon them;

Interpretation of the emission rate determinations by empirical modeling
analogous to AP-42; additional independent variables will be utilized, and
comparison made 10 the original AP-42 calculation; discrepancies will be
analyzed in order to recommend an improved empirical approach; and

Backward- and forward-mode fugitive dust modeling, respectively, will be

utilized in order to compare emission rate estimates to the measured values,
and 10 evaluate the uncertainties inherent to the forward-mode application.
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9.0 APPLIE:;}BI;ITY OF CONTROLS

The findings of this Demonstration Study will include both practical experience with a
range of suppressant products, and improved estimates of emission rates and their
dependences on surface properties and vehicular usage. These findings will be applied
during the process of developing the State Implementation Plan (SIP). In addition to
improved PMj, emission rate and factor estimates, the findings are relevant to practical
applicability issues. Examples of applicability issues are addressed in this section.

9.1  Practicality

The hands-on experience obtained during the study will allow evaluation of the
practicality of applying the different stabilizing methods, especially with respect to frequency
and co-occurrence with other road maintenance activities. The range of suppressant products
applied in this study includes those requiring simple topical spraying, and those for which
scarifying is recommended. Some products are amenable to spraying, while others are solid
material. The application requirements of some products may better match routine county
road maintenance procedures than would be the case for other products. The experience
resulting from this study will lead to better understanding of the trade-offs between the
technical requirements of the application method, the necessary frequencies of applicafion,
overall cost, and time-dependent suppressant effectiveness.

9.2 Costs

The costs of the tested suppressants have been determined, including various options
for application methods; these will be compared. This experience is necessary before
realistic costing can be obtained through inquiries alone, because of the number of variables
involved. For example, most product manufacturers would prefer to apply their material on
a scarified surface, while normal county maintenance includes only grading. Therefore
costing must include or exclude scarifying. The demonstration study experience has resulted
in a knowledge base which will expedite the costing of additional suppressant products, and
whether or not a given type of routine county maintenance results in any savings.

9.3 Priorities

The prioritization of public unpaved roads/shoulders for dust suppressant application
is a function of practicality, cost, and population impact. The improved empirical modeling
expected from this study will lead to better estimates of emission rate dependencies on soil
type and vehjcular usage, factors which vary from one location to another and affect these
judgments.

9.4  Environmental Effects

All suppressants applied in this study have met State of California and San Joaquin
Valley Unified Air Pollution Control District criteria. Increased understanding of the
complete range of suppressant compositions and of application requirements has resulted.
Despite formal agency approvals, applications of other products in other locations is likely to
elicit objections unless enviropmental issues are addressed prior fo application. This
Demonstration Study provides a basis for planning an effective approach to environmental
issues.

9.5  Pilot Studies

Small-scale, long-term pilot studies can be designed to determine the long-term effects
of suppressants on PM,y concentrations. The most cost-effective approach would be based
on the empirical relationships established between road/shoulder surface properties and PM;,
emission rates. The relationships established and verified in this Demonstration Smdy lend
support to the estimation of dust emissions based on surface properties and vehicular usage
patterns, but re-verification involving the deployment of PM, samplers should be included
for new locations with different soil characteristics.
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10.0 MANAGEMENT, COSTS, AND SCHEDULE

10.1  Project Structure

Principal Investigators: Dr. John Watson and Dr. Judith Chow
Field Sampling: Dr. John Giilies

Field Sampiing Subcontractor: Metrotech, Inc.

Quality Assurance: Mr. Richard Egami and Dr, Jitu Shah
Data Analysis: Dr. John Giltjes and Dr. Fred Rogers

Operational liaison at the
San Joaquin Valley Unified
Air Pollution Control District: Mr. Rodney Langston, PM o Planner

10.2  Schedules for Suppressant Applications, Surface Characterizations, and
PM;, Intensive Studies

10.2.1 Suppressant Application

Test suppressants 1,2, and 3 were applied on Fields Road and suppressants A,
B, and C were applied to unpaved shoulder sections on Bellevue Road during the
period July 13-18, 1995. Test suppressant 4 was applied on Fields Road on
November 18, 1995.
10.2.2 Intensive Studies

PM;, intensive studies were conducted immediately following suppressant
application (July 22-27, 1995), in autumn (October 17-22, 1995), and in the following
summer (June 6-18, 1956).
10.2.3 Surface Characterizations

Surface characterization measurements were conducted at the unpaved road

and shoulder test sites on July 21-22, September 21-22; October 21-22, and
December 27-28, 1995, and March 21-22, 1996.
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APPENDIX A

Table A-1

Suppressants and Vendors

Product Name and Active Ingredient
A. SALTS

Calcium Chloride

Calcium Chloride

Magnesium Chloride

MgCl (“Dust-Off”)

MgCl (“Dust-Off”)

MgCt

Vendor Information

Lee Chemical, Inc.

21250 Box Springs Road
Moreno Valley, CA 92387
Attn: Bud Bardsley

(909) 369-5292

Hill Brothers Chemical Company
1675 N. Main Street

Orange, CA 92667

Attn: Alfred McCarthy

(714) 958-8800

Western Spreading and Transportation,
Inc.

641 Rock Springs Road

Escondido, CA 92025

Attn: Nick Izzi

(909) 784-7411

South Western Sealcoating, Inc.

23644 Adams Ave.

Murietta, CA 92562

(909) 677-6228

California-Fresno Qil Company
PO Box 527

Fresno, CA 93709

(209) 486-0220

Jim Good Marketing
P.O. Box 717
Shafier, CA 93263
Attn: Jim Good
(805) 746-3783

A-1

@

CALIFORNIA (‘ ofTransporiaton

High-Speed Rail Authority Federal Railroad

Administration

Page 21-514



California Hi h-S?_eed Train Project EIR/EIS
[

Fresno to Bakers

eld Section

Vol. IV Response to Comments from Businesses and Organizations

Attachment to Submission BO118 (Raymond Carlson, J.G. Boswell Company (Atty. for), Griswold,

LaSalle, Cobb, Dowd & Gin LLP (GLCDG), October 13, 2011) - Carlson Letter Attachments.pdf - Continued

= “V gredient Yendor Information

MgCl Chemical Distributors, Inc,
201 Bryce Court
Henderson, NV 89105
Attn: Carrie Burgess
(702) 565-4904

MgCl Soil Stabilization Products Co.
P.O. Box 2779
Merced, CA 95344
Attn: Glen Gates or Marsh Pitman
(800) 523-9992

MgCl Dustpro, Inc.
2432 W. Peoria Ave.
Suite #1160
Phoenix, AZ 85029
Aun: Greg Frey
{602) 944-8411

“Brine” Leslie Salt Co.
7200 Central Ave.
Newark, CA 94560
(415) 790-8169

B. ASPHALT/PETROLEUM EMULSIONS

WITCO, Golden Bear Division
P.O. Box 456

Chandler, AZ 85244-0161
Attn: Roy McNeal

(602) 963-2267

Coherex (Petroleum resin emulsion)

Retain (asphalt emulsion) Diversey Corp
Attn: Linda Coffee or Randy Bryan
(818) 961-6305

Asphotac (asphalt emulsion) Pragma, Ine.
P.C. Box 1658
Sutter Creek, CA 95685
Attn: Ray Hunter
(209) 267-5072

Jid N i a

Dust Oil Emulsion (asphalt emulsion)

Pennzsuppress D

FlowPro 1505 (petroleum resin emulsion)

C. OTHER EMULSIONS

Road Oyl (tree resin emulsion)

Pineseal (tall oil pitch, tall oil rosin, and
lignin)

Vendor Information

Morgan Emultech, Inc.
7200 Pit Road

P.O. Box 1500
Redding, CA 96099
(916) 241-1364

Pennzoil Products Company
12070 Telegraph Road

Suite #324

Santa Fe Springs, CA 90670
Attn: Brad Welshans

(310) 906-4300

Betz Water Management Group
Big Valley District Office

4201 Ardmore Way #7
Bakersfield, CA 93309

(805) 835-9194

Soil Stabilization Products Co.
P.O. Box 2779

Merced, CA 95344

Attn; Glen Gates or Marsh Pitman
(800) 523-6992

Western Emulsions Inc.
Dust Control Division
22155 Big Timer Road
Moreno Valley, CA 92557
Attn: Nicolas J. Izzi

(909) 784-741]
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I Name and Activi

Enduraseal 100 and 200 (organic, water-
based emulsions)

Entac (organic emulsion)

D. LIGNIN SULFONATE

Lignin Sulfonate

Lignin Sulfonate

Lignin Sulfonate (“Calbinder™)

DUSTAC

Vendor Information

Cascadia Technologies Litd.
602-626 West Pander St.
Vancouver, B.C., Canada VEBIVY
Aun: Glenn Coward

(800) 665-2994

Environmental Products and Applications
Co.

15017 Notnil Way

Lake Elsinore, CA 92530

Attn: John Vermillion

(909) 674-9174

Diversified Services, Inc.
P.O. Box 337
Elizabethton, TN 37644
At John McDonnell
(615) 542-9100

RBJ Transport, Inc
1735 N. Ashby Road
Merced, CA

Attn: Tim Prothro
(209) 722-2731

Midwest {ndustrial Supply, Inc.
P.O. Box 8431

Canton, OH 44711

Attn: Frank Elswick

(805) 937-7157

California-Fresno Oil Company
PO Box 527

Fresno, CA 93709

(209) 486-0220

Georgia Pacific
Monrovia, CA
(800) 955-5498

Product Name and Active [ngredient

E. POLYMERS

Coherex PM (petroleum emulsion with
polymer)

Soil Sement (polymer emulsion)

Soil Master WR (co-polymer with

“Tripolycate”)

DC-1000

DSS-40 (acrylic co-polymer)

DSS-40 (acrylic co-polymer)

WITCO, Golden Bear Division
P.O. Box 456

Chandler, AZ 85244-0161
Attn: Roy McNeal

(602) 963-2267

Reed and Graham, Inc.
8280 14th Ave.
Sacramento, CA 95826
Attn: Steve Aguirre
(916) 454-2560

Midwest Industrial Supply, Inc.
P.O. Box 8431

Canton, OH 44711

Attn: Frank Elswick

(805) 937-7157

Environmental Soil Systems Inc.
13234 Whistler Ave.

Granada Hills, CA 91344

Attn: Rick Granard

(800) 368-4115

Native Soil Technology, Inc.
P.O. Box 502

Danville, CA 94526

Autn: Bob Crandall

(510) 837-5362

8&S Seeds

P.O. Box 1275
Carpenteria, CA 93013
Attn: Victor Schaff
(805) 684-0436

Karleskint-Crum, Inc.

PO Box 5358

San Luis Obispo, CA 93403
(805) 543-3304
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Product Name aod Active [ngredient Vendor Information Pr ive 1 Yendor Information

DSS-40 (acrylic co-polymer)

Eco-Polymer

Marloc (co-polymer)

Soil Seal

Terrafirma

ECO-110 and C-50

Blend R40 Series (polymer emulsions)

J&M Land Restoration, Inc.
1640 James Rd.
Bakersfield, CA 93308
(805) 872-7039

Eco-Polymers, Inc.

P.O. Box 4860

Cerritos, CA 90703-4860
Attn: Ron Reed

(310) 407-30%0

Reclamare Company
20727 - Tth Avenue S,
Seattle, WA 98198
Attn: Edward R. Johston
(206) 824-2385

Soil Seal Corporation
3015 Supply Avenue
Los Angeles, CA 90040
(213) 727-0654

AET Group

655 Lewelling Blvd., Suite 315
San Leandro, CA 94579

Attn: Regan Jones

(209) 836-4884

Dynaguard, Inc.

1034 N. Lemon Street
Orange, CA 92667
At Craig Hoad
(714) 771-7411

Rohm and Haas Company
Toxicology Department

727 Norristown Road

P.O. Box 904

Spring House, PA 19477-0904
Attn: I.D. Hamilton

(215) 641-7000

Dewatered Residual Wood Fiber

Soil Guard {bonded fiber matrix)

Excel-Fibermulch II (Aspen wood mulch)

Cellulose Fiber (Ecology Controls “M-
Binder™)

Cellulose Fiber (Ecology Controls “M-
Binder”)

Hydrophilic colloid derived from seed
tusks (“Sentinel”)

Ecotak-OP and Ecotak-SAT

Envirosorb

1815 Wright Ave.

La Verne, CA 91750
Attn: Steve McGuire
(909) 392-5878

S&S Seeds

P.O. Box 1275

Carpenteria, CA 93013

Attn: Victor Schaff

(805) 684-0436

American Excelsior Company
8320 Canford Street

Pico Rivera, CA. 50660-3702
Attn: Larry Halweg

(310) 949-2461

Sanders Hydroseeding, Inc.
1708 South Santa Fe

Santa Ana, CA 92705
(714) 973-TURE

S8&S Seeds

P.0. Box 1275
Carpenteria, CA 93013
Attn: Victor Schaff
(805) 684-0436

Albright Seed Company
487 Dawson Drive Bay 55
Camarillo, CA 93012
(805} 484-0551

Elleitt Landscaping

68-315 Durango Road
Cathedral City, CA 92234
Attn: Mukul Joisher

(619) 320-0176
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F - — -
“ The District’s Core Values and the District's Air Monitoring Network

i

|

i * Protect Public Health *

The District uses data collected from the Valley air monitoring network to generate daily air quality
forecasts and, when needed, issue health advisories. The District also uses data collected from the
Valley's air monitoring network as the basis for long-term attainment strategies and to track progress

towards health-based air quality standards.

June 30, 2011

~ABMPET

* Active and effective air pollution control efforts with minimal
| disruption to the Valley's economic prosperity *
| The District uses air monitoring data to help determine what kind of air pollution control effoerts are needed
| to achieve health-based air quality standards.

striet are underlingd.
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31 Edison: GM
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Tufare Co:

22 Visalia Ajrpan. b
Kern Ca:

27 Shafler: G.M

34 Lepec £

* Outstanding Customer Service *
| * Accountability to the public *
The District’s website provides timely and easy public access to data from the Valley's real-lime air
monitors. The public can also access summaries of the previous seven days of air guality for ozone and
particulate matter.

o 3
*Teraporary PM10 monitor operaled by the Dizinct

Sites operated b

>

* Open and transparent public processes * I

In addition to making air quality data available in real-time, the District uses air quality data in a variety of |

publicly available documents and reports. The District also conducts a public review period for annual
monitoring network plans.
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* Respect for the opinions and interest of all Valley residents *
The District has actively made daily air quality information available to Valley residents in a variety of |
formats, from the District website to the media, and even with air quality flags at schools. The District
| considers public interests in establishing new air monitoring stalions.
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i * Ingenuity and ihnovation *

The District uses new and improved air monitoring techniques as these techniques are approved by the ||

EPA. The District uses the latest science when siting air monitors. In turn, data collected from the
monitoring network contributes to ongoing scientific evaluations.

Map of Air Monitoring Sites in the San Joaquin Valley

* Continuocus improvement *
The District evaluates the air monitoring network in the annual Monitoring Network plan for opportunities
for better data collection and greater efficiency. Furthermore, improved air monitoring is a continuous |
| effort; throughout the year, the District seeks out opportunities to improve the air monitoring network. |

Figure 1
2
1

I * Recognition of the uniqueness of the San Joaquin Valley *
The San Joaquin Valley is an expansive and diverse area. The District sites air monitors to represent l‘
each type of area and each portion of the region. i

PETN

S:FGIM
ing Designations

i * Effective and efficient use of public funds * |
j‘ An air monitoring network requires personnel, instruments, parts, energy, and leases. The District makes ||
" the most of limited resources by structuring the air monitoring nelwork in a way that optimizes personnel
|
i

Drummond G,P 1M
7 Parlier, G.M

Stanistaus Co:
5 Medestn G M.PF

6 Yuslock GMPF
Fresno Co:

1 Hazehon. GMPFT

7 M Street: PF
Madera Co!

Son Joaqmin Co:
8 Coffee

Merced Co:

time and funding for instruments. The result is a robust air monitoring network that helps the Valley reach
its air quality goals without unnecessary expendilures.

San Joaquin Vatley Unified Air Poliution Control Districi

2011 Air Monitoring Network Plan

2010 Air Monitoring Network Plan jii
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Executive Summary

The San Joaquin Valley Air Pollution Control District (SJVAPCD or District) operates an
extensive network of air quality monitors throughout the San Joaquin Valley (Vailey) to
support its mission of improving and protecting public heafth. On a short term scale,
District staff use the hourly readings from real-time monitors daily to generate an Air
Quality Index (AQI) for each of the Valley's eight counties. The AQ! is displayed on the
District website, in Valley media and the Real-time Air Advisory Network (RAAN), and
as school air quality flags to communicate the current state of air quality lo Valley
residents so they can keep air quality in mind as they plan their aclivities. The District
also uses real-time air quality data to manage prescribed burning, agricultural burning,

San Joaquin Valley Unified Air Poliution Control District

June 30, 2011

Introduction: Air Monitoring Network Plan requirements

Annual monitoring network plans review a region’s existing and proposed monitoring
network in compliance with 40 CFR (Code of Federal Regulations) 58.10 as well as
requirements linked to the District's EPA 105 Grant. The annual monitaring network
plans are updated and submitted to the EPA Regional Administrator each year, and
each plan must be made available for public inspection for at least 30 days prior to
submission to EPA. The plans are to provide for the establishment and maintenance of
an air monitoring network that may include the following types of stations and

equipment:

and residential wood combustion to ensure these activities do not make air quality Abbreviation Full Name Description

unnealthy. ARM Approved Regional A method that has been approved within a specific

The Valley's attainment status for the U.S. Environmental Protection Agency's (EPA) Method el for con;p;;ls;)nnozlge’d%r’eﬂhz:rsquaj}ty standards.

health-based air quality standards, the foundation of the District's air quality attainment Va;; ‘;a’e no S an Joaquin

plans (such as the 2007 Ozone Plan, the 2008 PM2.5 Plan, and upcoming plans), and ’

the studies that contribute to these plans are determined by the monitoring data that is FEM Federal Equivalent These monitors are considered to be equivalent to

collected. As part of the District's long-term efforts to improve public health, air monitors Method FRM monitors for the purpose of determining

collect data that is rigorously analyzed by laboratory technicians and District staff. This compliance with EPA’s health-based air quality

data is fundamental in the Valley's effort to achieve improved air quality and attainment slandards.

of EPA’s heallh-based standards as quickly as possible. FRM Federal Reference EPA defines how these manitors are o work, how
Method they are to be engineered, and how they are to

The San Joaquin Valley covers an area of 23,480 square miles, and the area is home to measure pollutanis. These monitors are used to

one of the most challenging air quality problems in the nation. The Valley is determine compliance with EPA's health-based air

nonattainment for federal PM2.5 and ozone standards, is in attainment of the federal quality standards.

standards for lead, Nitrogen dioxide, Sulfur dioxide, and Carbon monoxide. In addition, NCore National Core Multipollutant monitoring stations; in California, these

the Valley is an altainment/maintenance area for PM10. The Valley is home to are operaled by the Calitornia Air Resources Board

approximately 4 million residents, and includes several major metropolitan areas, vast (CARB)

expanses of agricultural land, industrial sources, highways, and schools. This PAMS Wolochemical VOC (volatile organic compounds) speciation sites

expansive and diverse area comprises many air quality needs, yet there are limited Assessment used in serious, severe, of extreme 020ne

financial and personnel resources for air quality monitoring. Monitoring Station nonattainment areas for precursor evaluation.

- e P o . o SLAMS State ang Local Air Monitoring sites that are used for determinations of
Despite these limitalions and challenges, the 'D|str|ct maintains a robust air monitoring Monitoring Station compliance with federal air quality standards, though
program. The District follows federal monitoring requirements and guidelines to ensure they may be used for other purposes as well
an efficient and effective monitoring network. This monitoring network plan describes _ _ ; h _
the District's approach for implementing federal air monitoring and quality control SPM Special Purpose Not included when showing compliance with the
requirements and summarizes recent and upcoming changes to the monitoring network. Monitor mnmrn’gljge”;"gzg”g?are%‘g:mﬁms 'sﬁgtiiﬁasn;?lf
As specified in 40 CFR 58.10(a), this plan is made available for public inspection at o area to measuﬁe S,% torm airgq Sality impacg
least 30 days prior o submission to EPA. of a source. Data coliecled from an SPM can be

used for Regulatory purposes if the monitor has been
operational for two years and if the monitor is an
ARM, FEM, or FRM.
STN Speciated Trends PM2.5 speciation staticns that provide chemical
Network speciation data of PM

2011 Alr Monitoring Network Plan 2 2011 Air Monitoring Network Plan 3
U.S. Department
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The monitoring network plan should include a statement of purpose for each monitor
and evidence that siting and operation of each monitor meets the requirements of
appendices A, C, D, and E of 40 CFR part 58. The plan must contain the following
information for each existing and proposed site (40 CFR 58.10 (b}):

«  The MSA, CBSA, CSA, or other area represented by the monitor. MSA, CBSA,
and CSA are statistical-based definitions for metropolitan areas provided by the
Cffice of Management and Budget and the Census Bureau (see Table 1):

o MSA: Metropolitan statistical area
o CBSA: Core-based statistical area
o CSA: Combined slatistical area

« Air quality system (AQS) AIRS Code site identification number (see Table 2)

» Locations: street address and geographical coordinates

«  Sampling and analysis methods for each measured parameter

« Operating schedules for each monitor

« Monitoring objective and spatial scale of representativeness for each monitor (as
defined in Appendix D to 40 CFR 58)

+ Any proposals to remove or move a moniloring station within 18 months of a plan
submittal. Any proposed additions and discontinuations of SLAMS monitors are
subject to approval according to 40 CFR 58.14

« Each air monitor is sited to satisfy at least one of three specific criteria:

o Population (see Table 3)
o Generally consistent pollution concentrations
o A specific geographic scale

Table 1_SJV Areas of Representation

San Joaquin Valley Unified Air Pollution Control District

June 30, 2011

SJV Areas of Representation

Title Code
Counties Federal Inform(a;l]gg)l’g:)zeessing Standard
Fresno 06019
Kern 06029
Kings 06031
Madera T 06039
Merced }7 06047
Stanislaus 06099
San Joaquin 08077
Tuiare 06107

Monitors from both the District and the Kern Gounty Air Pollution Control District can be counted in determining
compliance with minimum monitoring requirements for the Bakersfield MSA. However, only monitors located within
the District’s boundaries are included in this network plan.

Table 2 Site Identification and AQS AIRS Codes

[ MSA/CBSA: Fresno

Title Code [ County: Fresno
- — Site Name AIRS Code Agency
Combined Statistical Area (CSA) CSA Code Clovia—Viia 060185001 SIVAPCD
Fresno-Madera CSA 260 Fresno--Drummond 060190007 SJVAPCD
Fresno—First 060190008 CARB
Metropolitan Statistical Area (MSA) Core-based Statistical Area (CSBA) Code Fresno-Pacific 060195025 SJVAPCD |
X Fresno-Sky Park 060180242 SJVAPGD |
Bakersfield ' 12540 Huron 060192008 SJVAPCD
Parlier 060194001 SJVAPCD
2342
Fresno 3420 Tranquillity 060192009 SJUVAPCD
Hanford-Corcoran 25260
MSA/CBSA: Bakersfield
Madera 31460 J County: Kern (Valley Portion) W |
Merced 32900 Site Name AIRS Code Agency_
Arvin-Di Giorgio 060295002 CARB
Modesto 33700 Bakerslield—Califonia 060290014 Shared
Bakersfield-Planz 060290016 CARB
Stockton 44700 Edison 060290007 CARB
Visalia - Porterville 47300 Lebec 060292009 SJVAPCD
Maricopa 060230008 SJVAPCD
Qildale 060290232 CARB
Shafter 060286001 Shared
2011 Air Monitoring Network Plan 4 2011 Alr Monitoring Network Plan S
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Site Identification and AQS AIRS Codes

MSA/CBSA! Hanforg — Corcoran
County: Kings |

Site Name AIRS Code Agency
Corcoran—-Patterson 060310004 SJVAPCD
Hanford--Irwin 060311004 SJVAPCD
Santa Rosa Rancheria 060310500 L Tachi-Yokut Tribe
MSA/CBSA: Madera
County: Madera

Site Name ] AIRS Code | Agency
Madera-City | oe03920i0 | SJVAPCD
Madera—Pump Yard 1 060390004 | SJVAPCD
MSA/CBSA: Merced
County: Merced

Site Name AIRS Code Agency
Merced—-Colfee 080470003 SJVAPCD

Mced—M Street 060472510 SJVAPCD

MSA/CBSA: Stockton .
County: San Joaguin

Site Name AIRS Code Agency
Manteca 060772010 SJVAPCD
Stockton--Hazelton 060771002 CARB
Stockton-Wagner/Holt 060773010 SJVAPCD
Tracy-Airport 060773005 SJVAPCD
MSA/CBSA: Modesto
County: Stanislaus

Site Name AIRS Code | Agency
Modesto-14" Street 060990005 | CARB
Turlock 080990006 L SJVAPCD
MSA/CBSA: Visalia — Porterville
County: Tulare 75

Site Name AIRS Code Agency
Porterville 081072010 SJVAPCD
Sequoia—Ash Mountain 061070009 National Park Service
Sequoia-Lower Kaweah 061070006 National Park Service
Visalia—Airport 061073000 SJVAPCD
Visalia—Church 061072002 CARB
T Site operaled by CARB and SJVAPCD
2 Site operated by CARB and one temporary monitor opérated by SIVAPCD.

6

2011 Air Monitoring Network Plan

San Joaquin Valley Unified Air Pollution Control District

June 30, 2011

Table 3 San Joaquin Valley 2009 Population

County Total County Majot Urban Area Urban Area Pop
Population Pop > 100,000 < 100,000 and > 50,000

Fresno 942,298 Fresno Clovis
Kern (Entire County) 827,173 Bakerslield Delano
Kern (Valley Portion) 686,967 Bakersfield Delano
Kings 154,743 - Hanford
Madera 152,331 - Madera
Merced 256,450 - Merced
San Joaguin 689,480 Stocktan Lodi, Manteca, Tracy
Stanislaus 526,383 Modesto Turlock
Tulare 441,481 Visalia Parterville, Tulare
SJV Total 3,850,133

Data from California Department of Finance E-4 Population Estimates tor Gities, Counties and the State,
2001-2009, with 2000 Benchmark. Eslimates for 1/1/2010 are not yet available.

There are several network plan requirements that pertain specifically to PM2.5
monitoring. For example, the monitoring network plan must identify which sites are
suitable and which are not suitable for comparison against the annual PM2.5 national
ambient air quality standards (NAAQS) as described in 40 CFR 58.30. The plan must
also document how agencies provide for public review of changes to the PM2.5
monitoring network when the change impacts the location of a violating PM2.5 monitor
or the creation/change to a community monitoring zone. If the District uses spatial
averaging, a description of the proposed use of spatial averaging for purposes of
making comparisons 10 the annual PM2.5 NAAQS as required in Appendix N to part 50
should be included. Agencies should submit any public comments received from PM2.5
monitoring changes in the submittal of the network plan.

Monitoring Objectives and Spatial Scales

Appendix D to 40 CFR Part 54 identifies three basic monitoring objectives:
«  Provide air pollution data to the general public in a timely manner

(timely/public)

« Support compliance with ambient air quality standards and emissions strategy
development (standards/strategy)
«  Support for air pollution research studies (research support)
Appendix D then identifies several general monitoring site types to meet the objectives:
+ Sites located to determine the highest concentrations in the area covered

by the network

+ Population oriented sites to measure typical concentrations in areas of high

population density

«  Source impact sites to determine the impact of significant sources or source

categories on air quality

2011 Air Monitoring Network Plan
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Ozone

Ozone is formed when its precursors (oxides of nitrogen (NOx) and volatile organic
compounds (VOC)) chemically react in the presence of sunlight. The Valley's
topography, low precipitation levels, high temperatures, subsidence inversions, and light
winds are conducive to elevated ozone levels. Winds (at ground level or at higher
altitudes) transport pollutants from other basins into the Valley, within the Vailey to
areas downwind, and from the Valley into other regions.

June 30, 2011
radio

As shown in Table 5, the Valley's ozone network meets the monitoring requirements as
listed in Table D-2 of Appendix D to Part 58, Ozone monitaring site requirements are
based on MSA population (see Table 3) and design values (see Table 6). Sites are
intended to represent population exposures and maximum concentrations so most
0zone monitors are representative of neighborhood and regional scales (see Table 7}.
The Valley's SLAMS ozone monitors are continuous analyzers that detect ozone
through ultraviolet absorplion. As continuous devices, these monitors meet the
“Timely/Public” cbjective, providing District staff with the data used in AQI forecasting
and reporting. The Valley's 0zone monitoring sites are shown in Table 7.

Parameters Monitored
Ozone, wind speed, wind direction, outdoor temperature,

relative humidity, solar radiation
wind speed, wind direction, outdoor temperature, relative

humidity, barometric pressure, solar radiation

acoustic sounding system (RASS)
Ozone, PM10 FRM, PM2.5 FRM, PM2.5 BAM, NO2, wind

speed, wind direction, outdoor lemperature, baromelric

Ozone, PM2.5 BAM, wind speed, wind direction, outdoor
pressure

temperature, barometric pressure
Ozone, PM2.5 FRM, PM2.5 BAM, wind speed, wind

Sequoeia National Park | direction, outdoar lemperalure, relative humidity, solar

radiation

: ©
23 S « _ R Table 5 SLAMS Minimum Ozone Manitoring Requirements
28 g O 35 (Table D-2 of Appendix D to Part 58)
2 82| =2 g =4 Number of monitors required if:
o< G 8 S © .
L |£0|5 3TE = e MSA population, based _ _
3 |245|E H 58 2 2< on latest available Most recent 3-year design Most recent 3-year design
B3 =1k N %ﬁ > SRS census figures value concentrations 285% of | value concentrations <85% of
- g aa, = 525 55|22 : any ozone NAAQS any ozone NAAQS
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San Joaquin Valley Unified Air Pollution Control District

Table 6 Ozone Requirements for the San Joaquin Valley

San Joaquin Valley Unified Air Pollution Control District

San Joaquin Valley Ozone Monitors (SLAMS)

Highest Number of 3 [ " Monitorin
" ) 2006-2008 >85% of Number of active MSA County Site Scale Site Type Object; g
etropolitan 7 ive
o 2009 Ozone 2008 ozone manitors SLAMS
Statistical Area . . ) o
(MSA) Population Des:gp NAAQS1(75 required ozone Arvin-Di Neighborhood High Concentration,
Value in ppb) (Table 5) monitor Giorgio €1gndorhoo Regional transport
MSA (ppb)’ sites
Bakersfield 827,173 105 Yes 2 67 ngﬁf’iﬁ'g Neighborhoad Population
Fresno 942,298 100 Yes 2 6
Hanford- , ) . High concentration,
Corcoran 154,743 91 Yes 1 1 Bakersfield Kern Edison Neighborhood Regional fransport 1,23
Madera 152,331 84 Yes 1 2
Merced 356,450 % Yes 7 1 Maricopa Neighborhood Regional transport
Modesto 526,383 89 Yes 2 2 Oildale Neighborhood Regional transport
k 4 2 )
Stockion 689,480 83 Yes 2 Shafter Neighborhood | General/background
Visalia -
Porterville 441,481 103 Yes 2 2
v - - - - - ” : Monitoring
These dala are preliminary. Air quality data may include data influenced by exceptional events MSA County Site Scale Site Type Objecti
) and/or data completeness and substitution requirements. Hanfora P jective
The population listed for Bakersfield here reflects the population for all of Kern County, not just anfora- N aniord- f :
the Valley portion. Air monitors in the Eastern Kern Air District would count towards the monitors Corcoran ngs Irwin ' NelghborhOOd Population 123
required for the Bakerstield MSA. However, the "Number of aclive ozane manitors” listed here
includes those in the San Joaquin Valley Air Basin only. ’ Tionitori
T | onitoring
MSA County Site Scale Site Type Objective
Madera— .
Madera Madera | Pump Yard Neighborhood | General/background 1.2.3
| Madera- City | Neighborhood Population
. MSA l County Site Scale Site Type ng%mtotrlvg
Table 7a San Joaquin Valley Ozone Monitors (SLAMS) [ Jectlve
As of June 12011 S Merced LMerced Mce ;fc[zg- Neighborhood Population 1,2,3
MSA County Site Scale Site Type O%r;e&ri'\?eg
Clovis-Villa | Neighborhood Population MSA County site Scale Site Type N(I)‘:)r;:;ril\?eg
Fresno- . Poputation, Regional — - -
Drummond Neighborhood transport San ?_:gggtoonn Neighborhood Population s
Stockton ) 1,2,
Fresno— _ K Joaquin Tracy-- Nei .
. eighborhood Regional transport
Fresno Fresno First Neighborhood Population 1.2,3 Airport 9 d P
. o Monitoring
- ite Scale Site Type R
Fres;grk Sky Neighborhood Populﬁgt:lr;‘pl;etglonal MSA County S yp Obijective
- Modesto- Neighborhood Papulation
Parlier Neighborhood High Goncentration, Modesto Stanisiaus sheel 123
Regional transport Turlock Neighborhood Population
2011 Air Monltoring Network Plan 14 2011 Air Monitoring Network Plan 15
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San Joaquin Valley Unified Air Pollution Controt District

San Joaquin Valley Ozone Monitors (SLAMS)

San Joaquin Valley Unified Air Pollution Control District

+ Type 4: Extreme downwind monitoring sites, which are expecled o capture
concentrations of transported pollutants but have lower ozone
concentrations due to a lack of more local emissions sources (currently not
required for the SJV)

As shown in Table 8, the District has a total of six PAMS sites configured as two smalt
networks, one centered around Fresno and one around Bakersfield. The PAMS
program operates from June 1 through August 31 every year on a 1 in 3 day sampling
schedule. Af least four, three-hour integrated samples are collected each sampling day,
referred to as a “Trend Day.” However, additional samples are collected on “Episode
Days,” days that are forecasted to have high ozone concentrations. The goal is to
sample on three to five multi-day episodes in an ozone season.

Table 8 SJV PAMS sites

As of June 1, 2011

X . Monitoring
MSA Count Site I T i i
y Scale Site Type Objective
Visalia— . .
isalia - Neighborhood Population
Ponraie | Tuere | _Churen ’ ° 12,3
Porterville Neighborhood Population ‘
1 - Standards/Sirategy 2 - Research Support 3 - Timely/Public
‘Shutdown of tne Corcoran-Patterson ozone monitor occurred in November 2009. The monitor was
reinstalied at the reconstructed Hanford-Irwin monitaring site in February 2010. During the months
in between, the rmonitor was serviced, calibraled and tested.
Table 7b San Joaquin Valley Ozone Monitors (SPM)
As of June 1, 2011
E : Monitoring
MSA County Site Scale Site Type Objective
— Urban .
Fresno Fresno Tranquillity Scale Population 3
Hanford- Kings Santa Rosa Rancheria 2 Tribal monitor
Corcoran
. . . Regional
1
Visalia - Tulare Sequoia -Ash Mountain Regional ransport 3
Porterville Sequoia -Lower Kaweah ' | Regional | egional 3
quoia -Lower Kawea &g transport
3 - Research Support Timely/Public

" These SPMs can be used for Regulatory purposes
2 The slatus ol this Tribal monitor is nol known.

PAMS

The monitoring objective of Photochemical Assessment Monitoring Stations is research
support. Federal regulations (Clean Air Act Section 182 and 40 CFR 58) require
serious, severe, and extreme ozone nonattainment areas to have PAMS sites to take
speciated measurements of ozone precursors and allow for better understanding of the
effect of precursors, control measures, and photochemisiry on ozone formation. PAMS
sites measure ozone, NOx, speciated VOC (NMOC and NMHC), CO, and meleorology
concurrently.

There are four classificalions of PAMS sites:

« Type 1: Background sites upwind of urban areas, where ozone concentrations
are presumed ot to be influenced by nearby urban emissions

«  Type 2. Maximum ozone precursor emissions sites, typically located in an urban
center, where emissions strengths are the greatest

« Type 3: Maximum ozone concentration sites, intended o show the highest
ozone concentrations

Type 1: Upwind/Background site Madera-Pump Yard
Fresno MSA Type 2: Maximum precursor emissions Clovis-Villa
Type 3: Maximum ozone concentrations Parlier
Type 1: Upwind/Background site Shafter
Bakersfield MSA | Type 2: Maximum precursor emissions ?::sl?riirt?c?r?‘t site under
Type 3: Maximum ozone concentrations Arvin®

Bakersfielg-Golden was shut down for relocation in December 2009. The Dislrict plans 1o have the replacement
site, Bakersfield-Muni, operational in Oclober 2011.
Bakersfield-Muni, will begin reporting data in October 2011. See page 39 for more information.
2 Anvin-Bear Mountain BIvd. site closed. CARB plans lo construct the Arvin-Oi Giorgio site for PAMS
and is finalizing details before the project begins.

Particulate Matter (PM)

Particulate matter (PM) can be emitted directly as primary PM, and it can form in the
atmosphere through chemical reactions of precursors to form secondary PM. Primary
PM can be emitted either naturally (windblown dust and wildfires) or from human
{anthropogenic) activity: agriculiural operations, industrial processes, combustion of
wood and fossil fuels, construction and demolition activities, and entrainment of road
dust. The resulting ambient PM mixture includes aerosols consisting of components of
nitrates, sulfates, elemental Carbons, organic Carbon compounds, acid aerosols, trace
metals, geological materials, etc. Under current regulations, pasticulate matter (PM) is
differentiated by parlicle size as opposed to composition. Federal air quality standards
differentiate two size fractions of PM: PM that is 10 microns or less in diameter (PM10)
and the smaller subset that is 2.5 microns or less in diameter (PM2.5).

The Valley's comprehensive particulate field study is the California Regional Particulate
Air Quality Study (CRPAQS). CRPAQS monitoring occurred between December 1999

2011 Air Monitoring Network Plan 16 2011 Air Monitoring Network Plan 17
U.S. Department
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San Joaquin Valley Unified Air Pollution Control District

and February 2001 through the use of over 70 SPM PM10 sites and 50 SPM PM2.5
sites. Researchers have used CRPAQS measurements for database development,
analysis, and modeling. A final report synthesizing all CRPAQS analysis and updating
the conceptual understanding of particulates is expected to be completed in 2012, In
addition to CRPAQS, other studies assess particulate emissions from agricuitural
operalions, unpaved and paved road particulate emissions, and particulate formation in
fog episodes. The design of the Valley's current PM network is an outgrowth of the
results and analysis from CRPAQS.

San Joaquin Valley Unified Air Pollution Control District

Table 9 Minimum PM10 Monitoring Requirements

{Table D-4 of Appendix D to Part 58)

(A range is presented, and the actual number of stations per area is jointly determined by
EPA, the State, and the local agency}

High concentration:
Ambient
concenttations
exceed the PM10
NAAQS by 20% or

Population category

Medium concentratlon:

Ambient concentrations

exceed 80% of the PM10
NAAQS (>120 pg/m?)

Low concentration:
Ambient
concentrations less
than 80% of the PM10
NAAQS (< 120 pyg/m?),

The Valley's surrounding mountain ranges contribute to PM retention. Over the more (2180 pg/m?) or no design value

summer, long periods with little or no rainfail result in extreme drying of soils, increasing [ 5-10 e -4
emissions from traffic movement and mechanical disturbance. Winter brings rainfall, > 1,000,000
but also creates an atmospheric environment that forms more secondary parliculates. 500,000 - 1,000,000 4-8 2-4 1-2
The Valley's frequent and severe temperature inversions block the normal rising air and
trap particulates close to the ground, especially during the winter months. 250,000 - 500,000 3-4 1-2 0-1
100,000 — 250,000 1-2 0-1 0
The Valley's PM monitoring network includes Federal Reference Method (FRM)
monitors, Federal Equivalent Method (FEM) monitors, and Non-FRM/FEM monitors.
FRM monitors for PM are manual filter-based monitors; samples are collected on either
a one-in-six day sampling schedule or a one-in-three day sampling schedule. FRM
monitors meet the “Standards/Strategy” objectlive, helping agencies determing the
Valley's attainment status and helping shape the strategies for reaching or maintaining L i
PM altainment. FRM filiers can also be analyzed for PM speciation, so they are Table 10_PM10 Monitoring requirements for the Valley
sometimes used for “Research Support” objectives as well. PM10
Beta Attenuation Monitors (BAM) and Tapered Element Oscillating Microbalance Mse:;:;;;)ilé:n County 2009 24-hour 2009 A;tgfl A;.lgfal
(TEOM) monitors are continuous, near real-tima monitors that provide the hourly PM Area (MSA) Population Highest Mcn‘itors3 SLAMS | sPM
data used in AQI and Smoke Management System (SMS) burn allocations. Data from concentratlon;n required * | o in | sites in
these monitors are also used in hazard reduction burning allocations and in residential MSA (pg/m®) MSA MSA
wood burning declarations. As such, these monitors help meet the “Timely/Public” Bakersiield Kern 827.173 138 5-4 27
objective. Fresno Fresno 942,298 84 1-2 3 1
Not all real-time monitors meet the “Standards/Strategy” objective because they do not Hanford-
meet the rigorous engineering design, quality assurance, and quality control standards Corcoran Kings 164,743 118 0-1 2 2
necessary for comparison to the NAAQS. An FEM monitor is often a real-time monitor Madera Madera 152,331 - 1 1 1
that has been designated by EPA as being equivalent to FRM monitors. FEMs satisfy Merced Merced 256,450 64 0-1 1 1
both the “Standards/Strategy" objective and the ‘Timely/Public” objective. All of the Modesto | Stanislaus | 526,383 65 1-2 2
Valley's TEOMs are FEMs, and some of the Valley's BAMs are FEMs. San
Stockion Joaquin 689,480 61 1-2 2 1
i i Visalia -

PM10 Monitors in the Valley Porterville Tulare 441,481 92 0-1 1

"The population listed for Bzkersfield here reflects the population for all of Kern County, not just the Valtey portion.

The San Joaquin Valley has been redesignated 1o attainment for PM10, and the

District’s 2007 PM10 Maintenance Plan and ongoing PM10 monitoring will assure

continued compliance with federal standards. The minimum number of PM10 sites

required per MSA is shown in Table 9 and the PM10 monitoring requirements for the

San Joaguin Valley are shown in Table 10. Tables 11a, 115, and 12 summarize the

Valley's SLAMS and SPM PM10 monitoring stalions, respectively. _

Air monilors in the Easlern Kern Air District would count towards the monitors required for the Bakersfield MSA.
However, the “Actual # of monitors in MSA" listed here includes those in the San Joaquin Valley Air Basin only.
2 Max PM10 Data does nol include any pending Exceptional Events.
* PM10 data does not include collocaled monitors.
* One temporary PM10 monitor.

2011 Air Monitoring Network Plan 18 2011 Air Monitoring Network Plan 19
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San Joaquin Valley Unified Air Pollution Control District San Joaquin Valley Unified Air Pollution Control District

Table 11a_San Joaquin Valley PM10 SLAMS monitor information San Joaquin Valley PM10 SLAMS monitor information

MSA/CBSA: Fresno MSA/CBSA: Stockton
County: Fresno G County: San Joaquin
: s onitoring Sampling e Monitoring Samplin
Site Name Scale Site Type Objective Schedule Slte Name Scale Site Type Objective Schedulg
Fresno- . - Standards/Strategy . . . Standards/Strategy .
Drummond Neighborhood Population Research Support 1.6 Manteca Neighborhood Population Research Support 1-Hour
Standards/Strategy 16 Stocktan- Neighborhood Population Standards/Strategy 1:6
. . High Research Support ' Hazelton Research Support
Fresno-First Neighborhood )
Concentration | Research Support 1-Hour Stockton-Wagner/ Neighborhood Population Standards/Strategy 16
Timely/Public ou Holt 9 P Research Support '
g . ' Stlandards/Strategy . Regional R hs n
Clovis-Villa Neighborhood Population 1 _Ail i eglona esearch Suppol -
eighbor pu Research Support 6 Tracy-Airport Neighborhood transport Timely/Public 1-Hour
MSA/CBSA: Bakersfield MSA/CBSA: Modesto
County: Kern S = i County: Stanislaus
. ; onitoring ampling : 3 Monitorin Sampling
Site Name Scale Site Type Objective Schedule Site Name Scale Site Type Objecﬁveg Schepdule
. . ) Standards/Strategy ) Modesto-14™ A ) Standards/Strategy .
Oildale Neighborhood Population Research Support 18 Street Neignborhood Population Research Support 8
- - R . Standards/Strategy .
Bakersfield- ) . Standards/Strategy 1:6 Turlock Neighborhood Population 16
California Neighborhood Population Research Support 1-Hour ! Research Support
MSA/CBSA: Visalia — Porterville
MSA/CBSA: Hanford - Corcoran County: Tulare
County: Kings 4 3 Monitorin Samplin
y r Monitoring Sampling Site Name Scale Site Type Obiectiveg s::hepdulg
Site Name Scale Site Type :
Obijective Schedule . R . Standards/Strategy
Visalia-Church Neighbarhood Population Research Support 18
Hanford-nvin Neighborhood | Population | Siandards/Strategy 1% = » op
an g P! Research Support : Temporary monitor
Standards/Strategy 13
Corcoran- . High Research Support i
Neighborhood .
Patterson Concentration | Research Support . . .
e e‘;iwély/r—"uukﬁir:; 1-Hour Table 11b San Joaquinh Valley PM10 SPM monitor information
MSA/CBSA: Hanford — Corcoran
MSA/CBSA: Madera County: Kings :
County: Madera Site Name Scale Site Type Mor}ltol:lng Sampling
Site Name Scale Site Type MILIoLRo Sampling Objeciive Schedule
Res(e);]cehcgze ort Schedule Hanford-Irwin ' Neighborhood Population Re.?ie;;]c;;suub:?iiort 1-Hour
. . . i
Madera-City Neighborhood Population Timely/Pubr?ii 1-Hour This is a new SPM site. Data can be used for Regulatory purposes alter the site has been aperational for two
- years.
| MSA/CBSA: Merced
| County: Merced
: Monitoring Sampling
J Site Name Scale Site Type ’ Objective Schedule
; Representative | Standards/Strategy .
Merced-M Street LNelghborhood concentration L Research Support 16 —
2011 Air Monitoring Network Plan 20 2011 Air Monitoring Network Plan 21
U.S. Department
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San Joaquin Valley Unified Air Pollution Control District

San Joaquin Valley Unified Air Pollution Control District

Table 12 San Joaquin Valley PM10 monitor types

San Joaquin Valley PM10 monitor types

MSA/CBSA: Fresno Instrument Type Monitor Type
Sonlysubnsto FRM_| FEM | SLAMS | SPM
Site Name
Clovis-Villa 1 1
Fresno-Drummond 1 1
Fresno-First ! L

1 1
Total SLAMS/SPM 3 1
MSA/CBSA: Bakersfield Instrument Type Monitor Type
County: Kem FRM | FEM SLAMS | SPM
Site Name
Bakerstield-California ! T ! p
Oildale 1 1
Total SLAMS/SPM 2 1

MSA/CBSA: Hanford — Corcoran

Instrument Type Monitor Type

MSA/CBSA: Stockton Instrument Type Monltor Type
County: San Joaquin FRM | FEM SLAMS | SPM
Site Name

Manteca 1 1
Stockton-Hazelton 1 1
Stackton-Wagner/Holt 1 1
Tracy-Airport 1 1
Total SLAMS/SPM 2 2
MSA/CBSA; Modesto Instrument Type Monitor Type
County: Stanislaus FRM FEM SLAMS | SPM
Site Name

Modesto-14" Street i 1

Turlack 1 1

Total SLAMS/SPM 2

MSA/CBSA: Visalia - Porterville Instrument Type Monitor Type
County: Tulare FRM | FEM | sLAMS | sPm

Site Name

Visalia-Church

1

1

Total SLAMS/SPM

1

County: Kings FRM FEM SLAMS SPM
Site Name

12 1
Corcoran-Patterson 1 ]
Hanford-rwin ! y ! p
Santa Rosa Rancheria® Tribal Monitor
Total SLAMS/SPM 2 | 2
MSA/CBSA: Madera Instrument Type Monitor Type
County: Madera FRM | FEM SLAMS | SPM
Site Name
Madera-City [ 1 \

Total SLAMS/SPM

! ]

MSA/CBSA: Merced

Instrument Type Monitor Type

County: Merced FRM ] FEM SLAMS SPM
Site Name
Merced-M Street 1 1

Total SLAMS/SPM

1

2011 Air Monitoring Network Plan

22

Temporary monitor QA Collocated monitors

PM2.5 Monitors in the Valley

? Status of this Tribal monitor is not known,

The San Joaquin Valiey is designated nonattainment for PM2.5. Table 13 shows the
minimum number of PM2.5 sites required per MSA. The minimum number of PM2.5
sites required per MSA is shown in Table 13 and the PM2.5 monitoring requirements for
the San Joaquin Valley are shown in Table 14. Tables 15&, 15b, and 16 summarize the
Valley’'s SLAMS and SPM PM2.5 monitoring stations, respectively.

2011 Air Monitoring Netwark Plan

23
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San Joaquin Valley Unified Air Pollution Control District San Joaguin Valley Unified Air Pollution Control District

Table 15a_San Joaquin Valley PM2.5 SLAMS monitor information

MSA/CBSA: Fresno
- T . County: Fresno
Table 13 Minimum PM2.5 Monitoring Requirements
Most recent 3-year design Most recent 3-year design ’ | ; MR w g Sampling
value 285% of any PM2.5 value <85% of any PM2.5 S Nams Sl Slte Type MepiotingOnectivs Schedule
. NAAQS (equivalent to an annual | NAAQS (equivalent to an annual Fresno- ] ] Standards/Strale:
MSA population design value 2 12.8 pg/m*ora | design value < 12.8 ug/m3 or a Pacific Neighborhood Population Research Suppo?_:' Seasonal
B i 2 - 1
24-hour deﬁlgg/;\;)alue 229.8 24 Zgg)r i?sr:g:i\éiliui 553.8 Research Support 1-Hour
e : i ° Fresno-First Neighborhood High Timely/Public
> 1,000 000 3 2 rs eignborno Goncenlration Standards/Strategy Daily
500,000 —