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Eﬁﬂiﬁ'ﬁﬁlﬁm Chapter 1 Introduction

1 INTRODUCTION

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

The San Jose to Merced Project Section geographically overlaps with the previously approved
Merced to Fresno Project Section at the Central Valley Wye, where the north/south and east/west
legs of the HSR system connect. The San Jose to Merced Project Section comprises three
extents, as shown in Figure 1 below: (1) the San Jose to Central Valley Wye Project Extent from
Scott Boulevard in Santa Clara to Carlucci Road in Merced County, the western terminus of the
Central Valley Wye (Project); (2) the Central Valley Wye, which connects the east-west portion of
HSR from the San Francisco Bay Area (Bay Area) to the Central Valley with the north-south
portion from Merced to Fresno; and (3) the Ranch Road to Merced Project Extent, which is the
northernmost portion of the Merced to Fresno Project Section, from the northern limit of the
Central Valley Wye (Ranch Road) to the Merced Station.

a

SCOTT BLYD e
SAN JOSE
(o} MERCED

o

= Proposed HSR

O  Proposed HSR Stations FRESNO
San Jose to Merced Project Section 53]

= San Jose to Central Valley Wye Project Extent n

Central Valley Wye Project Extent A

—— Ranch Road to Merced Project Extent 0 s 1 T

Miles KlNGSITULARE

HSR = high-speed rail
Figure 1 San Jose to Merced Project Section Geographic Context

The Authority approved the Preferred Alternative for the Merced to Fresno Project Section,
inclusive of the Ranch Road to Merced Project Extent, in May 2012, following certification of the
Final California High-Speed Train Project Environmental Impact Report/Environmental Impact
Statement and Final Section 4(f) Statement and Draft General Conformity Determination—
Merced to Fresno Section (Merced to Fresno Section Final EIR/EIS) (Authority and FRA 2012).
The Authority approved the Preferred Alternative for the Central Valley Wye, inclusive of the

California High-Speed Rail Authority May 2022
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Central Valley Wye Project Extent, in September 2020, following the certification of the Merced to
Fresno Section: Central Valley Wye Final Supplemental EIR/EIS (Authority 2020a).

The Authority has therefore focused the San Jose to Merced Project Section EIR/EIS on the San
Jose to Central Valley Wye Project Extent that connects to the already-approved extents at
Carlucci Road in Merced County and ends at Scott Boulevard in Santa Clara (the Project). While
the northern service limit of the Project will be the San Jose Diridon Station, the engineering design
and evaluation includes infrastructure and train operations north to Scott Boulevard to serve the
San Jose Diridon Station. The Project is an approximately 90-mile portion of the entire 145-mile-
long San Jose to Merced Project Section.

This ROD approves Alternative 4 as described in the San Jose to Merced Project Section Final
Environmental Impact Report/Environmental Impact Statement (Final EIR/EIS) dated February
25, 2022 (Authority 2022). As set forth in this ROD, the Selected Alternative is Alternative 4,
which includes the San Jose Diridon Station as modified by the Diridon design variant (DDV),
existing rail corridor upgrades between San Jose and Gilroy, a Downtown Gilroy Station, the
South Gilroy maintenance of way facility (MOWF), dedicated HSR infrastructure through the
Pacheco Pass as modified by the tunnel design variant (TDV), and dedicated HSR infrastructure
continuing across the San Joaquin Valley to connect to the Central Valley Wye, and a
maintenance of way siding (MOWS) west of Turner Island Road in the Central Valley, which best
serves the purpose and need for this Project and minimizes economic, social, and environmental
impacts.

The Authority proposes to construct and operate the Project after receiving the required
approvals from the appropriate federal agencies. These agencies include the federal cooperating
agencies—the U.S. Army Corps of Engineers (USACE), the U.S. Department of the Interior,
Bureau of Reclamation (Reclamation), and the Surface Transportation Board (STB). Other
federal agencies with specific review or permitting roles include the U.S. Environmental
Protection Agency (USEPA), the U.S. Fish and Wildlife Service (USFWS), the National Marine
Fisheries Service (NMFS), and the Advisory Council on Historic Preservation.

To comply with NEPA and CEQA, the Authority issued a joint Draft Environmental Impact Report/
Environmental Impact Statement (Draft EIR/EIS) for the Project in April 2020 (Authority 2020b)
and a Revised Draft EIR/Supplemental Draft EIS in April 2021 (Authority 2021a) generally limited
to new information about certain federal and state candidate species under federal and state
Endangered Species Acts. Following public review of the Draft EIR/EIS and the Revised Draft
EIR/Supplemental Draft EIS, the Authority considered and responded to public comments,
revised the EIR/EIS to address public comments, and published a Final EIR/EIS on February 25,
2022. Consistent with 40 Code of Federal Regulations (C.F.R.) Section 1506.2, the Final
EIR/EIS is one document that covers both state and federal environmental requirements.
However, because this ROD contains the decision of the Authority under its assigned
responsibilities for NEPA, the documents are referred to as the “Draft EIS,” “Supplemental Draft
EIS,” and “Final EIS.” In making its decision, the Authority considered the information and
analysis contained in the 2020 Draft EIS, the 2021 Supplemental Draft EIS, and the 2022 Final
EIS (collectively, “EIS Documents”). The Authority also considered public and agency comments
received on the EIS Documents.

1 The Council on Environmental Quality (CEQ) issued new regulations, effective September 14, 2020, updating the
NEPA implementing procedures at 40 C.F.R. Parts 1500—-1508. However, because this Project initiated the NEPA
process before September 14, 2020, it is not subject to the new regulations. The Authority is relying on the regulations
as they existed prior to September 14, 2020. Therefore, all citations to CEQ regulations in this document refer to the
1978 regulations, pursuant to 40 C.F.R. Section 1506.13 (2020) and the preamble at 85 Federal Register (Fed. Reg.)
43340.

May 2022 California High-Speed Rail Authority
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Table 1 summarizes major NEPA milestones and completion dates for the EIS Documents.

Table 1 Summary of Major NEPA Milestones

Milestone Date

Notice of Intent Published in Federal Register March 2009

Public Scoping March 2009

Public and Agency Meetings' September 2009-September 2013
Public and Agency Meetings? October 2013-February 2016
Letters of Concurrence on Preliminary LEDPA Determination March 2020

Notice of Availability Published and Issuance of Draft EIS and Section 4(f) April 24, 2020
Evaluation

Public Hearing to Receive Public Comment May 27, 2020

Public and Agency Meetings? May 2016-September 2021
Issuance of Supplemental Draft EIS April 23, 2021

National Marine Fisheries Service Biological Opinion issued June 24, 2021

U.S. Fish and Wildlife Service Biological Opinion Issued December 22, 2021
Publication of Draft General Conformity Determination November 26, 2021

Draft Individual Section 4(f) Evaluation of Two Parks in Santa Clara County | January 7, 2022

Notice of Availability and Issuance of Final EIS and Section 4(f) Evaluation February 25, 2022

Approval of Final General Conformity Determination March 24, 2022
End of Waiting Period for Final EIS and Section 4(f) Evaluation March 28, 2022

' See Chapter 9, Table 9-2, in the Final EIS for organizational/individual meetings and dates held.
2See Chapter 9, Table 9-3, in the Final EIS for organizational/individual meetings and dates held.
3See Chapter 9, Table 9-4, in the Final EIS for organizational/individual meetings and dates held.
EIS = environmental impact statement

LEDPA = least environmentally damaging practicable alternative

The San Jose to Merced Project Section will connect to the already-approved portions of the HSR
system running the length of the Central Valley between Merced and Palmdale, extending the
approved HSR from Santa Clara County to Los Angeles County. This decision document outlines
all relevant information used by the Authority as the NEPA lead agency for approval of the
Selected Alternative—Alternative 4, with the DDV and TDV, the San Jose Diridon and Downtown
Gilroy Stations, the MOWF in the Gilroy area, and an MOWS west of Turner Island Road in the
Central Valley. As described further in Section 4.2, Alternatives Carried Forward for Study in the
EIS, the Authority considered the following project alternatives: Alternatives 1, 2, 3, and 4, which
follow the same general corridor with a few exceptions. Alternatives 1, 2, and 3 are on viaduct
through San Jose Diridon Station and cross over State Route (SR) 87 in the San Jose Diridon
Station Approach Subsection. While Alternatives 2 and 4 follow the same general alignment in
the Monterey Corridor Subsection, Alternative 2 is on embankment and in new, dedicated HSR
right-of-way all the way to Gilroy. In the Morgan Hill and Gilroy Subsection, Alternatives 1 and 3
are on viaduct and venture farther east north of San Martin. South of San Martin, Alternative 3
traverses to a more eastern station and MOWF location. All of the project alternatives converge
again near Casa de Fruta.

California High-Speed Rail Authority May 2022
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As depicted on Figure 2 and described in further detail in Chapter 2, Alternatives, of the Final EIS,
the Selected Alternative spans approximately 90 miles between Santa Clara and Merced County.
The alignment of the Selected Alternative begins at Scott Boulevard in Santa Clara and ends at
Carlucci Road in Merced County. The Selected Alternative includes at-grade design options for
the San Jose Diridon Station Approach Subsection, the Monterey Corridor Subsection, and the
Morgan Hill and Gilroy Subsection and tunnel design options in the Pacheco Pass Subsection
and the San Joaquin Valley Subsection. The Selected Alternative comprises 15.2 miles on
viaduct, 30.3 miles at grade, 25.9 miles on embankment, 2.3 miles in trench, and two tunnels
totaling 15.0 miles. The Selected Alternative extends blended electric-powered passenger
railroad infrastructure from the southern limit of Caltrain’s Peninsula Corridor Electrification
Project through Gilroy. South and east of Gilroy, HSR will operate on a dedicated guideway.

In making its decision, the Authority considered the information and analysis contained in the EIS
Documents and the associated administrative record and input received from the public, tribes,
and other agencies.

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

Specifically, this ROD:

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

e States and reaffirms the Project’s Purpose and Need.

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

e Discusses agency roles and responsibilities.
¢ Identifies the project alternatives considered in the EIS Documents.

¢ Identifies Alternative 4, with the DDV and TDV, the San Jose Diridon and Downtown Gilroy
Stations, the MOWF south of Gilroy, and an MOWS west of Turner Island Road in the Central
Valley, as the Selected Alternative.

¢ Identifies the Environmentally Preferable Alternative.
e Summarizes environmental benefits and adverse effects.

o Discusses and makes determinations required under other relevant laws and guidance,
including:

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

— Section 4(f) of the Department of Transportation Act of 1966 (49 U.S.C. § 303)
— Section 7 of the Endangered Species Act of 1973 (16 U.S.C. §§ 1531-1544)
— Section 404 of the Clean Water Act (CWA) (33 U.S.C. §§ 1251-1387)

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

— U.S. Presidential Executive Order 11988 (Floodplain Management)

— FRA’s General Conformity Determination pursuant to the Clean Air Act (42 U.S.C. §§
7401-7671q)

May 2022 California High-Speed Rail Authority

1-4 | Page San Jose to Merced Project Section Final Record of Decision




CALIFORNIA

High-Speed Rail Authority

Chapter 1 Introduction

SAN JOSE DIRIDON
STATION APPROACH
San Jose

Diridon
Station

W%,
A

G,
S

MONTEREY
CORRIDOR

Caltrain Capitel Station

= Park
101
SANTA CLARA
COUNTY
Morgan Hill
SANTA CRUZ
COUNTY

MONTEREY
COUNTY

Coyote Creek

San Martin

\ fon

STANISLAUS
COUNTY
MERCED COUNTY
Y CENTRAL VALLEY WYE
hd @ STUDY AREA
e “ /’/ g i
PACHECO PASS — 2 <
MORGAN HILL i SAN JOAQUINVALLEY £
AND GILROY ‘ oantn 5
Nella
Yolta
R e o
Gilroy Doan?;,n % HYS T

 Station

LEGEND

San Jose to Merced Proposed Alignments

Alternative 4

e Acrial Tunnel

s Embankment Trench
s At-Grade

SAN BENITO

COUNTY nnnn San Francisco to San Jose Alignments

= (entral Valley Wye Alignments
() HSR Stations

0 25 5 . 10
I W Viles . o
_:U_ Kilometers m Maintenance Facilities
0 5 1

HSR = high-speed rail; |- = Interstate.

JULY 2019

Note: The SR 152 (North) to Road 11 Wye Alternative is the Selected Alternative for the Merced to Fresno Section: Central Valley Wye. This figure shows the Wye alignments as they were analyzed in
the Merced to Fresno Section: Central Valley Wye Supplemental EIR/EIS (Authority 2020a).

California High-Speed Rail Authority

Figure 2 Selected Alternative for the San Jose to Merced Project Section

May 2022

San Jose to Merced Project Section Final Record of Decision

Page | 1-5



CALIFORNIA
Chapter 1 Introduction High-Speed Rail Authority

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

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

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

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

— Appendix A, Final Federal General Conformity Determination, March 24, 2022

— Appendix B, USFWS Biological Opinion, December 22, 2021

— Appendix C, Mitigation Monitoring and Enforcement Plan (MMEP)

— Appendix D, State Historic Preservation Officer (SHPO) Section 106 Concurrence
Letter and Memorandum of Agreement (MOA), March 11, 2022

— Appendix E, NMFS Biological Opinion, June 24, 2021

— Appendix F, USACE Preliminary LEDPA Concurrence Letter, March 20, 2020, and
USEPA Preliminary LEDPA Concurrence Letter, March 18, 2020

— Appendix G, Section 4(f) Concurrence Letters

— Appendix H, Comments Received Between the Publication of the Final EIS and the
April 28, 2022, Board Meeting

— Appendix |, Errata for Final EIS

— Appendix J, Final Individual Section 4(f) Evaluation of Two Parks in Santa Clara
County

1.1  California HSR System

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

The California HSR System will provide intercity, high-speed service on more than 800 miles of
track throughout California, connecting the major population centers of Sacramento, the San
Francisco Bay Area, the southern Central Valley, Los Angeles, the Inland Empire, Orange
County, and San Diego, as shown on Figure 3. The Authority and FRA prepared three
programmatic (Tier 1) EIR/EIS documents to select preferred alignments and station locations to
advance for project-level analysis in Tier 2 EIR/EISs. See Chapter 1, Project Purpose, Need, and
Objectives, of the Final EIS for a detailed description of the HSR system and the history of Tier 1
documents. The HSR system will use state-of-the-art, electrically powered, high-speed, steel-
wheel-on-steel-rail technology, including contemporary safety, signaling, and automatic train-
control systems that will incorporate positive train control infrastructure and be compliant with the
requirements of 49 C.F.R. Part 236 Subpart |, with trains capable of operating up to 220 miles per
hour (mph) over a fully grade-separated, dedicated guideway alignment.

May 2022 California High-Speed Rail Authority
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CALIFORNIA HIGH-SPEED RAIL
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Figure 3 Statewide California High-Speed Rail System
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The Authority plans two phases of California HSR System development. The California HSR
Program 2020 Business Plan describes in detail how the California HSR System will be
implemented and recognizes current budgetary and funding realities. The California HSR System
Phase 1, as approved through Tier 1 decisions, has been divided into eight individual project
sections for site-specific, Tier 2 analysis. The Authority and the FRA defined HSR project sections
such that they will have independent utility or independent significance (i.e., be usable even if
later sections of the HSR system are not completed). As of February 2022, Tier 2 environmental
reviews have been completed for the following project sections.

o Fresno to Bakersfield (completed April 2012)
e Merced to Fresno (completed May 2012)
¢ Merced to Fresno: Central Valley Wye (completed September 2020)

e Fresno to Bakersfield: Locally Generated Alternative (Bakersfield Station) (completed
November 2019)

o Bakersfield to Palmdale (completed August 2021)
e Burbank to Los Angeles (completed January 2022)
1.2 San Jose to Merced Project Section

With the completion of a programmatic review of the California HSR System in 2005, the
Authority and the FRA, as joint lead agencies for NEPA, commenced the Tier 2 environmental
review process for the Project in late 2008. In 2008, the Authority and FRA selected a Pacheco
Pass connection, with corridors and station locations for further examination in Tier 2
environmental reviews. Between San Jose and Merced, the corridor advanced for Tier 2 study
was the Pacheco Pass via Henry Miller Road (Union Pacific Railroad [UPRR] Connection) from
San Jose to the Central Valley. The station locations advanced for Tier 2 study were a downtown
San Jose Diridon Station and a Downtown Gilroy/Caltrain station, with no station between Gilroy
and Merced. The Authority and FRA held scoping meetings for the Project in March 2009. Public
and agency involvement for the Draft EIS started in 2009 and continued through publication of the
Draft EIS, Supplemental Draft EIS, and Final EIS. From 2010 through 2013, the Authority
conducted an alternatives analysis for the Project. As a result of litigation, the Authority prepared
additional programmatic environmental review for the Bay Area and the Central Valley project
sections and again selected the Pacheco Pass connection (Authority 2012a). During the
development of the Draft EIS, between 2016 and 2019, input was solicited from the pubilic,
stakeholders, and agencies about project alternatives and to consider refinements of the prior
alternatives or the addition of new alternatives responsive to their concerns.

As detailed in Chapter 9, Public and Agency Involvement, of the Final EIS, the Authority has held
more than 500 meetings, briefings, and conversations to date with community stakeholders,
businesses, local agencies, and elected officials to gather, confirm, and understand key
community concerns so that these concerns are incorporated both into the development of
alternatives and during the environmental process. As detailed in Chapter 5 of the Final EIS and
related appendices, the Authority conducted general and specific outreach efforts to potentially
affected minority populations and low-income populations and representative public entities
between August 2016 and September 2021 throughout the San Jose to Merced Project Section
with the objectives of raising awareness about the Project and gathering input regarding project
impacts and benefits to inform the identification of the Preferred Alternative and assessment of
impacts and mitigation measures in the Draft EIS and Final EIS. The Authority advertised and
conducted select meetings in English, Spanish, and Viethamese, based on request from and
needs of the participants and provided the same language accommodation for materials
distributed.
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At its September 17, 2019, meeting, the Authority Board concurred with Authority staff that
Alternative 4 is the Authority’s Preferred Alternative for the San Jose to Merced Project Section
(Authority 2019a). The Draft EIS identified Alternative 4 as the Preferred Alternative, which the
Authority confirmed in the Final EIS. This identification was based on balancing the impacts of the
project alternatives on the natural environment and community resources presented in the Draft
EIS and Final EIS in the context of CEQA, NEPA, CWA, stakeholder preferences, and capital
construction costs. The Authority worked closely with federal, state, and regional agencies to
meet regulatory requirements by refining the Selected Alternative to avoid and minimize impacts
and, where necessary, to reach agreement on mitigation measures for impacts that cannot be
avoided.

The Draft EIS was released on April 24, 2020, for an initial 45-day public comment period that
closed on June 8, 2020. On May 15, 2020, the Authority notified USEPA that the review and
comment period was being extended to end on June 23, 2020, due to the uncertainty surrounding
the COVID-19 pandemic. The USEPA published the revised notice in the Federal Register on
May 22, 2020. The Authority held a virtual public hearing on May 27, 2020, to receive oral
testimony on the Project and the Draft EIS. The traditional in-person format of the public hearing
was changed to a virtual public hearing held online and via telephone to comply with the
Governor of California’s directives and to protect public health during the COVID-19 pandemic.
The Draft EIS presented the purpose and need for the Project; a reasonable range of alternatives
for rail alignment, station site, and maintenance facilities; the existing setting; alternative effects
(both beneficial and adverse) from construction and operation; and project design features and
mitigation measures to avoid, reduce, or eliminate adverse environmental effects.

Following public review of the Draft EIS, a Supplemental Draft EIS was circulated in April 2021.
The Supplemental Draft EIS was generally limited to new information about certain federal and
state candidate species under the federal Endangered Species Act (FESA) and the California
Endangered Species Act.

In February 2022, the Authority published the Final EIS.

The Authority received 747 comment submissions on the Draft EIS, 16 comment submissions on
the Supplemental Draft EIS, and comment submissions on the Final EIS and Draft ROD. The
Authority considered the information presented in the comments received. The Final EIS includes
responses to all substantive comments on the EIS Documents. This ROD includes responses to
all substantive comments received during the Final EIS waiting period.
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2 AGENCY ROLES AND RESPONSIBILITIES

The Authority is the NEPA lead agency, pursuant to the NEPA Assignment MOU. The STB,
Reclamation, and the USACE are NEPA cooperating agencies.

Multiple other federal agencies have been involved with and contributed to the environmental
review, including the USEPA, USFWS, NMFS, National Park Service, Federal Emergency
Management Agency, U.S. Department of Veterans Affairs, and the Advisory Council on Historic
Preservation. Additionally, consultation with the Natural Resources Conservation Service was
conducted to evaluate conversion of farmland to other uses.

2.1 Federal Railroad Administration

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

As required by law and the NEPA Assignment MOU, the FRA has retained responsibility for
making air quality conformity determinations under the Clean Air Act (42 U.S.C. § 7506) and
government-to-government consultation with Indian tribes (23 C.F.R. § 773.105(b)(4)). FRA
issued the final air quality General Conformity Determination on March 24, 2022(see Appendix
A). FRA has carried out its government-to-government responsibilities, as described in the
attached Section 106 MOA (see Appendix D).

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

Additionally, FRA maintains authority over railroad safety under 49 U.S.C. Section 20103. As
such, FRA may exercise certain regulatory authority over the Project. FRA also administers
certain grant funds provided to the Authority under the American Recovery and Reinvestment Act
of 2009 (Public Law 111-5) and oversees the Authority’s compliance with a grant agreement for
the HSR system.

2.2 Surface Transportation Board

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

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

2.3 U.S. Department of the Interior, Bureau of Reclamation

The HSR alignment crosses Reclamation lands and facilities. Reclamation may issue rights of
entry permits for pedestrian surveys and ground-disturbing investigations, such as geotechnical
investigations, or other information-gathering activities. It may grant temporary construction
permits for the relocation of facilities and equipment such as pipes, canals, and pumps. If the
facilities are relocated outside of Reclamation’s ownership, the Authority will acquire any needed
land rights necessary for future operations and maintenance needs and/or relocated Reclamation
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features. After construction, the Authority will transfer to Reclamation necessary land rights.
Reclamation will grant or transfer land rights as appropriate to the Authority. The Final EIS
Appendix 3.6-A, Public Utilities and Energy Facilities, depicts all existing major utilities and
energy facilities, including those on Reclamation-managed lands, within the footprint of the San
Jose to Merced Project Section project alternatives. Reclamation has participated as a
cooperating agency in the environmental review process for the San Jose to Merced Project
Section.

24 U.S. Army Corps of Engineers

USACE is responsible for issuing permits under the CWA Section 404 (33 U.S.C. § 1344)
(Section 404) and authorizations under the Rivers and Harbors Act of 1899, Section 14 (33
U.S.C. § 408) (Section 408).

The Authority, FRA, USACE, and USEPA executed an MOU (NEPA/404/408 MOU) in November
2010 (FRA et al. 2010) to ensure coordination between NEPA environmental review and
regulatory processes under Section 404 and Section 408. Through the NEPA/404/408 MOU
process, the “preliminary least environmentally damaging practicable alternative” is identified
pursuant to the Section 404(b)(1) Guidelines.

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

The project alternatives that were considered in the EIS Documents incorporated various
combinations of a range of design options for each of the five subsections of the Project. In
September 2017, the USEPA and the USACE concurred with the decision to carry forward the
three project alternatives presented in Checkpoint B Addendum 3 (Authority and FRA 2017). In
January 2019, the USACE concurred with and, in February 2019, the USEPA agreed with the
decision to carry forward a fourth project alternative presented in Checkpoint B Addendum 4
(Authority 2019c¢). All four of these project alternatives are evaluated in the Final EIS.

The San Jose to Merced Project Section will require review from the USACE under Section 408
where the subsection will include modifications or alterations of federal flood control facilities to
ensure that its usefulness is not impaired. The Selected Alternative will pass through federal flood
control projects along Guadalupe River and Llagas Creek near San Martin and east Gilroy and
will thus require permission from USACE under Section 14 of the Rivers and Harbors Act (33
U.S.C. § 408) for work proposed at Guadalupe River as well as Llagas Creek near San Martin.
Therefore, during the design phase, the Authority will be required to coordinate with the SCVWD,
now known as Valley Water, to obtain Section 408 review for the Guadalupe River crossing in
San Jose and the Llagas Creek crossing near San Martin. As noted above, USACE has
concurred that the overall project purpose is acceptable as the basis for the USACE 404(b)(1)
alternatives analysis. Pursuant to Section 404, USACE and USEPA concurred in March 2020 that
the Authority’s Selected Alternative is the preliminary LEDPA. USACE also provided a preliminary
recommendation that the Authority is advancing appropriate design for the future application for
authorization to modify USACE flood control facilities under Section 408.

USACE is required to comply with NEPA and issue its own NEPA decision before it can issue a
permit under Section 404 or permission under Section 408. The information contained in the Final
EIS will provide information that will facilitate USACE’s consideration and issuance of any
necessary permits and approvals. Further, any USACE documents produced using information
from the Final EIS can be used to assess proposed alterations/modifications of federal flood risk
management facilities and any associated operation and maintenance activities.
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2.5 U.S. Fish and Wildlife Service and National Marine Fisheries Service

Concurrently with the NEPA process, the Authority initiated consultations under FESA Section 7
(16 U.S.C. § 1536), pursuant to 50 C.F.R. Part 402, and regarding Essential Fish Habitat (EFH)
pursuant to 50 C.F.R. Part 600. Section 7 of FESA requires federal agencies to consult with
USFWS and/or NMFS, depending on the type of species or habitat affected, to ensure that
actions they authorize, fund, or carry out are not likely to jeopardize the continued existence of
threatened or endangered fish, wildlife, or plant species or result in the destruction or adverse
modification of designated critical habitat for any such species. Impacts associated with
threatened and endangered species and habitat are addressed through a consultation process
with USFWS and/or NMFS that is outlined under Section 7 of FESA and the implementing
regulations. The Magnuson-Stevens Fisheries and Conservation Management Act (16 U.S.C. §
1801 et seq.) requires federal agencies to consult with NMFS on activities that may adversely
affect EFH for species that are managed under federal fishery management plans in U.S. waters.
Impacts associated with EFH are addressed through a coordination process with NMFS that may
be combined with FESA Section 7 consultation.

If an action may affect a threatened or endangered species, under Section 7 a study that
describes the effects, known as a biological assessment (BA), is generally required to be
submitted to the appropriate agency with jurisdiction over the resource (USFWS and/or NMFS).
After the appropriate agency has accepted the BA, the agency will render a biological opinion
(BO). A BO is the agency’s opinion as to whether a project is likely to jeopardize the continued
existence of a FESA-listed species or result in the destruction or adverse modification of a
species’ critical habitat.

Because the Project may affect threatened or endangered species, the Authority prepared a BA
for the Project and consulted with the USFWS and NMFS, as required. The Authority submitted
the BA with a request to initiate Section 7 consultation to USFWS and NMFS in June 2020. The
BA evaluates the potential adverse effects of the Project on species listed as endangered or
threatened, as well as effects on designated critical habitat. NMFS issued its BO on the Project
on June 24, 2021, concluding that the Project is not likely to jeopardize the continued existence of
the federally listed threatened Central California Coast steelhead (Oncorhynchus mykiss) distinct
population segment (DPS) or South Central California Coast steelhead (O. mykiss) DPS or
destroy or adversely modify their critical habitat. NMFS also reviewed the proposed action for its
effects on the federally listed threatened California Central Valley steelhead (O. mykiss) DPS and
concurred with the Authority’s conclusion that the Project is not likely to adversely affect the
California Central Valley steelhead DPS. The Section 7 consultation with NMFS also included
consultation on adverse effects to Essential Fish Habitat pursuant to the amended Magnuson-
Stevens Act. USFWS issued a BO on December 22, 2021. Appendix B of this ROD contains the
USFWS BO, and Appendix E contains the NFMS BO.

2.6 Advisory Council on Historic Preservation

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

3.1 Purpose of the High-Speed Rail System

As established in the 2005 Statewide Program EIR/EIS for HSR (Authority and FRA 2005), the
purpose of the California HSR System is to provide a reliable high-speed electric-powered train
system that links the major metropolitan areas of California, delivering predictable and consistent
travel times. A further objective is to provide an interface with commercial airports, mass transit,
and the highway network and to relieve capacity constraints of the existing transportation system
as increases in intercity travel demand in California occur, in a manner sensitive to and protective
of California’s unique natural resources.

3.2 Purpose of the San Jose to Merced Project Section

The purpose of this Project is to implement the San Jose to Merced Project Section of the
California HSR System: to provide the public with electric-powered HSR service that provides
predictable and consistent travel times between major urban centers and connectivity to airports,
mass ftransit systems, and the highway network in the south San Francisco Bay Area and Central
Valley and to connect the northern and southern portions of the statewide HSR system.

The purpose and need for the San Jose to Merced Project Section was developed through a
process established by the Authority, FRA, USACE, and USEPA pursuant to a November 2010
MOU that was intended to facilitate the integration of NEPA, Section 404 of the CWA, and
Section 14 of the Rivers and Harbor Act (NEPA/404/408 MOU). The parties reached agreement
on the purpose and need in August 2011.

3.3 Statewide and Regional Need for the High-Speed Rail System in the
San Jose to Merced Project Section

The approximately 145-mile-long San Jose to Merced Project Section is an essential component
of the statewide HSR system. The San Jose to Merced Project Section will provide access to a
new transportation mode, contribute to increased mobility throughout California, and connect the
Bay Area to the rest of the statewide HSR system via four counties: Santa Clara, San Benito,
Merced, and Madera, as illustrated on Figure 1-3 of the Final EIS. As major population and
economic centers for California, the South Bay and Central Valley regions contribute significantly
to the statewide need for a new intercity transportation service that will connect San Francisco
with the Central Valley and Los Angeles.

The capacity of California’s intercity transportation system, including the southern Bay Area and
Central Valley systems, is insufficient to meet existing and future travel demand. The current and
projected future system congestion will continue to result in deteriorating air quality, reduced
reliability, increased travel times, more highway accidents, and increasing greenhouse gas
emissions. The system has not kept pace with the tremendous increase in population, economic
activity, and tourism in the state, including in the Bay Area and Central Valley.

The interstate highway system, commercial airports, and the conventional passenger rail system
serving the intercity travel market are operating at or near capacity and will require large public
investments in maintenance and expansion to meet existing demand and future growth over the
next 25 years and beyond. Moreover, the feasibility of expanding many major highways and key
airports is uncertain; some needed expansions may be impractical or may be constrained by
physical, regulatory, environmental, political, and other factors.

The need for improvements to intercity travel in California, including intercity travel between the
Bay Area and the Central Valley, relates to the following issues:

e Future growth in demand for intercity travel, including the growth in demand in the Bay Area
and Central Valley regions

e Capacity constraints that will result in increasing congestion and travel delays, including
those in the South Bay and Central Valley regions
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¢ Unreliability of travel stemming from congestion and delays, weather conditions, accidents,
and other factors that affect the quality of life and economic well-being of residents,
businesses, and tourists in California, including in the South Bay and Central Valley regions

e Reduced mobility as a result of increasing demand on limited modal connections among
major airports, transit systems, and passenger rail in the state, including in the South Bay and
Central Valley regions

e Poor and deteriorating air quality and pressure on natural resources and agricultural lands
due to expansion of highways and airports, as well as continued urban development,
including in the Bay Area and Central Valley

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

As major population and economic centers, the southern San Francisco Bay Area and Central
Valley regions contribute significantly to the statewide need for a new intercity transportation
service that will connect these regions to each other and to other major population and economic
centers of the state. The following sections provide additional information about the factors
contributing to the need for the San Jose to Merced Project Section.
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4 ALTERNATIVES CONSIDERED

This section summarizes the alternatives analysis process and the project alternatives evaluated
in the EIS Documents and describes the Selected and Environmentally Preferable Alternatives.

4.1 Alternatives Analysis Process and Alternatives Considered but
Eliminated from Detailed Study

At the conclusion of the 2005 Statewide Program EIR/EIS (Authority and FRA 2005), the Authority
and FRA identified selected preferred corridors for most of the statewide system to be studiedin
more detail in Tier 2 EIR/EISs. At the time, the Authority deferred selection of preferred corridors
for Bay Area to Central Valley to a second Tier 1 EIR/EIS process.

The Authority and FRA undertook an extensive, public screening process to identify and refine
alternatives for study in the EIS. The initial project-level alternatives were presented in the San
Jose to Merced Preliminary Alternatives Analysis (PAA) Report (Authority and FRA 2010). After
the 2010 PAA report, the Authority prepared two Supplemental Alternatives Analysis (SAA)
reports in May and July 2011 (Authority and FRA 2011a, 2011b), which presented a refined range
of alternatives addressing multiple criteria and emphasizing the project objective of maximizing
the use of existing transportation corridors and available right-of-way. Following the 2011 SAA
reports, the Authority continued to refine the alternatives by responding to stakeholder, agency,
and public comments; performing additional engineering and environmental review; and
maintaining consistency with the Authority’s design objectives. In 2013, the Authority and FRA
developed a Checkpoint B Summary Report (Authority and FRA 2013), largely drawn from the
work completed for the PAA and SAA reports between June 2010 and July 2011, for review by
the USACE and USEPA. The USACE and USEPA concurred in August and September 2014,
respectively, with the alternatives recommended for inclusion in the Draft EIS. Following the
completion of the Checkpoint B analysis in 2013, work on the San Jose to Merced Project Section
was suspended.

In late 2015, the Authority reinitiated work on the Project. The additional analysis began with, and
built upon, the range of alternatives that had been documented in the Checkpoint B Summary
Report (Authority and FRA 2013) for the San Jose to Merced Project Section. The 2016 Business
Plan (Authority 2016) included updated ridership forecasts and operational planning undertaken
since the 2012 Business Plan (Authority 2012b). As such, the Authority identified certain new
alternatives (such as a viaduct alternative between San Jose and Gilroy and blended operation
north of San Jose Diridon Station) and also reconsidered the formerly dismissed at-grade
alignment for the San Jose Diridon Station Approach Subsection. With Project reinitiation, the
Authority and FRA reached out to the public, stakeholders, and agencies to solicit their input and
concerns about project alternatives and to consider refinements of the prior alternatives or the
addition of new alternatives responsive to those concerns. The reconsideration of alternatives in
2016 and 2017 used a two-phase screening process to evaluate the direct and relative
performance of conceptual alternatives. The Authority and FRA (2017) developed a Checkpoint B
Summary Report Addendum 3 to narrow the range of alternatives to three of the end-to-end
project alternatives evaluated in the Draft EIS.

In light of operational planning undertaken since the 2016 Business Plan, the Authority
reconsidered the formerly dismissed at-grade alignment for the San Jose Diridon Station
Approach Subsection and extending blended service proposed for the San Francisco to San Jose
Project Section from San Jose to Gilroy as part of the 2018 Business Plan (Authority 2018). The
Authority and FRA developed a Checkpoint B Summary Report Addendum 4 (Authority 2019c) to
review the preliminary effects of this alternative and assess whether to evaluate a new alternative
in the Draft EIS. The alternatives analysis process is further summarized in Chapter 2 and
Appendix 2-I of the Final EIS.

Potential alternatives considered over the course of project development either failed to
adequately meet the project purpose and need/project objectives, failed to offer a substantial
environmental advantage over other alternatives studied, and/or were deemed not to be feasible
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from a cost, technical, or engineering perspective. These potential alternatives were eliminated

from analysis in the EIS Documents.

4.2 Alternatives Carried Forward for Study in the EIS

As a result of a comprehensive alternative analysis process, the EIS evaluated four alignment
alternatives and two design options that could be used with any alternative: Alternatives 1, 2, 3,
and 4; the DDV design option; and the TDV design option. To more clearly describe the location
of environmental resources and project impacts, all four project alternatives are divided into five
geographic subsections. Figure 4 and Table 2 show the design options of each project alternative

by subsection. The DDV is illustrated on Figure 5.

Table 2 Design Options by Subsection

Subsection/Design Options
San Jose Diridon Station Approach

Alternative 1

Alternative 2 | Alternative 3 | Alternative 4

Viaduct to Scott Blvd

Viaduct to -880

Blended, At-Grade

Monterey Corridor

Viaduct

At-Grade

Blended, At-Grade

Morgan Hill and Gilroy

Embankment to downtown Gilroy

Viaduct to downtown Gilroy

Viaduct to east Gilroy

Blended, At-Grade to downtown Gilroy

Pacheco Pass

Tunnel

San Joaquin Valley

Henry Miller Rd

Source: Authority 2019d
I- = Interstate; X = present; — = absent
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The Project is an approximately 90-mile portion of the 145-mile-long San Jose to Merced Project
Section. It comprises mostly dedicated HSR system infrastructure, HSR station locations at San
Jose Diridon and Gilroy, an MOWF in the Gilroy area, and an MOWS west of Turner Island Road
in the Central Valley. HSR stations at San Jose Diridon and Gilroy will support transit-oriented
development, provide an interface with regional and local mass transit services, and provide
connectivity to the South Bay and Central Valley highway network.? The Project begins at Scott
Boulevard in Santa Clara. The HSR infrastructure and operations transition from the blended
system between San Francisco and Santa Clara to a fully dedicated system north of the San
Jose Diridon Station, either at Scott Boulevard in Santa Clara (Alternatives 2 and 3) or near
Interstate (I-) 880 (Alternative 1); or, in the case of Alternative 4, the blended system extends to
downtown Gilroy. The Project continues south and east from Gilroy, continuing east through the
Pacheco Pass to the Central Valley, to end at Carlucci Road, the western limit of the Central
Valley Wye. As shown in Figure 4, the Project comprises the following five subsections:

e San Jose Diridon Station Approach—Extends approximately 6 miles from north of San Jose
Diridon Station at Scott Boulevard in Santa Clara to West Alma Avenue in San Jose. This
subsection includes San Jose Diridon Station.

o Monterey Corridor—Extends approximately 9 miles from West Alma Avenue to Bernal Way in
the community of South San Jose. This subsection is entirely within the city of San Jose.

¢ Morgan Hill and Gilroy—Extends approximately 30 miles from Bernal Way in the community
of South San Jose to Casa de Fruta Parkway/SR 152 in the community of Casa de Fruta in
Santa Clara County.

e Pacheco Pass—Extends approximately 25 miles from Casa de Fruta Parkway/SR 152 to
east of I-5 in unincorporated Merced County.

e San Joaquin Valley—Extends approximately 20 miles from I-5 to Carlucci Road in
unincorporated Merced County.

The four end-to-end project alternatives illustrated in Figure 4 share many common elements.
Because all four project alternatives follow the same general corridor, they address many of the
same concerns regarding local infrastructure. All four project alternatives are identical in the
Pacheco Pass and San Joaquin Valley Subsections; Alternatives 2 and 3 use the same design
options in the San Jose Diridon Station Approach Subsection; Alternatives 1 and 3 use the same
design options in the Monterey Corridor Subsection; and all four project alternatives use different
design options in the Morgan Hill and Gilroy Subsection. The No Project Alternative (synonymous
with the No Action Alternative) was also analyzed in the EIS Documents. The project alternatives
analyzed in the EIS are the alternatives that the Authority identified as reasonable and feasible and
capable of meeting the Project’s purpose and need. All project alternatives include a station in San
Jose. A second station will be constructed in either downtown Gilroy or east Gilroy, depending upon
the project alternative selected.

The following sections describe the four project alternatives, two design options, two design
variants, stations, and the maintenance facilities evaluated in the EIS Documents. All of these
project alternatives and options are described in detail in Chapter 2 of the Final EIS.

4,21 Alternative 1

As discussed in Chapter 2, Alternatives, of the Final EIS, Alternative 1 would begin at Scott
Boulevard in blended service with Caltrain at grade. Beginning at I-880 on the southbound
approach to West Hedding Street, Caltrain tracks would be realigned to accommodate the HSR
tracks. Dedicated HSR tracks would diverge from the Caltrain Mainline Track (MT) 2 and MT3
and continue south along the north side of the existing Caltrain corridor, crossing under West
Hedding Street. Southeast of West Hedding Street, the dedicated HSR tracks would transition
from a two-track at-grade configuration to retained fill and finally to a two-track aerial profile. The

2 South Bay refers to Santa Clara County.
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HSR alignment would rise on embankment to an approximately 70-foot-high aerial structure.
Continuing on an aerial structure, the alignment would diverge from the Caltrain right-of-way
south of the San Jose Diridon Station HSR platforms by turning sharply east at the Park Avenue
overcrossing. The HSR aerial structure would cross over Los Gatos Creek and San Carlos Street,
then over Royal Avenue and the intersection of Bird Avenue and Auzerais Avenue, then over the
[-280/SR 87 interchange. Continuing south along the east side of SR 87, the HSR aerial structure
would cross over West Virginia Street and the Guadalupe River Trail, then over the Caltrain rail
bridge, the Guadalupe River, and Willow Street. The HSR aerial structure would continue south
over the Caltrain Tamien Station on an alignment between Tamien Station and the SR 87
freeway, transitioning to the Monterey Corridor Subsection at West Alma Avenue.

Alternative 1 would continue predominantly on viaduct in the median of Monterey Road for 9
miles within San Jose city limits and remain on viaduct via the Morgan Hill Bypass to downtown
Gilroy approximately 30 miles, from Bernal Way in South San Jose to Casa de Fruta. This
alternative is distinguished by an alignment around downtown Morgan Hill and a low viaduct
approach to an aerial Downtown Gilroy Station. Alternative 1 would include an MOWF south of
Gilroy on the east side of the alignment. The alignment would continue predominantly on viaduct
and embankment across the Soap Lake floodplain before entering a 1-mile tunnel (Tunnel 1)
west of Casa de Fruta.

From Casa de Fruta, the alignment would generally follow the existing SR 152 corridor east for
approximately 17 miles, then diverge north around the Cottonwood Creek ravine of the San Luis
Reservoir for approximately 8 miles before transitioning to the San Joaquin Valley Subsection
near I-5 in Merced County.

The alignment and guideway in the Pacheco Pass Subsection would be the same for all four
project alternatives, entailing a 13.5-mile tunnel through Pacheco Pass to avoid any
encroachment into the San Luis Reservoir or surficial encroachment into the Cottonwood Creek
Wildlife Area.

The alignment would continue around the northern arm of the San Luis Reservoir and viaducts
over the California Aqueduct, Delta-Mendota Canal, and I-5. East of the I-5 overcrossing, the
guideway would be predominantly on embankment along the south side of Henry Miller Road to
Carlucci Road, traveling on several mile-plus-long sections of viaduct over major watercourses,
the UPRR alignment, and Ingomar Grade Road. The guideway would also be on viaduct through
several sections of the Grasslands Ecological Area (GEA) to allow for wildlife movement. Wildlife
crossings are also provided via culverts where the guideway is on embankment in this
subsection. Several local roadways—Delta Road, Turner Island Road, and Carlucci Road—would
be relocated on bridges over the HSR embankment. An MOWS would be located near Turner
Island Road.

Overall, the HSR guideway under this alternative would comprise two tunnels totaling 15.0 miles,
45 .4 miles of viaduct, 21.9 miles of embankment, 2.3 miles in trench, and 4.3 miles at grade in an
excavated hillside cut. Figure 2-53 of the Final EIS illustrates the primary design features of
Alternative 1.

4.2.2 Alternative 2

As discussed in Chapter 2, Alternatives, of the Final EIS, Alternative 2 would begin at Scott
Boulevard at grade in blended service with Caltrain. Approximately 300 feet south of Scott
Boulevard, the HSR tracks would separate from the Caltrain tracks and begin ascending to
embankment and then to the 50-foot-tall, dedicated viaduct at Main Street. Alternative 2 would
use a longer viaduct than Alternative 1, ascending to aerial structure near Scott Boulevard rather
than ascending to aerial structure south of I-880. A result of the longer viaduct is that blended
service with Caltrain would occur north of Scott Boulevard. The long viaduct under Alternative 2
would have a wider footprint than the short viaduct to 1-880 under Alternative 1, requiring more
curve straightening of the Caltrain tracks north of I-880. South of Santa Clara Station, the three
relocated UPRR tracks would cross under the HSR viaduct so that all Caltrain and UPRR tracks
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would be west of the HSR viaduct. The viaduct would then ascend to approximately 68 feet to
cross over |-880.

Between West Alma Avenue and the northern base of Communications Hill, Alternative 2 would
be the same as Alternative 1, but it would begin the viaduct transition to the Monterey
Road/UPRR corridor approximately 400 feet north of the transition under Alternative 1. The
alignment would be generally at grade through the Monterey Corridor Subsection. On the
approach to Monterey Road, the aerial structure would cross over the UPRR tracks and the
Caltrain Capitol Station. Continuing south, the alignment would descend into a trench beneath a
widened Capitol Expressway bridge before ascending to grade at Skyway Drive. Branham Lane
and Roeder Road/Chynoweth Avenue would be lowered to be separated from the HSR and
existing railroad crossings. The alignment would continue south at grade under SR 85/West
Valley Freeway, with modifications to the existing highway bridge to allow HSR to pass
underneath. Under Alternative 2, one left turn lane would be removed south of Senter Street and
one left turn lane would be removed south of Roeder Road where Monterey Road would be
depressed and grade-separated from adjacent properties. Alternative 2 differs from Alternative 1
by shifting all Monterey Road travel lanes and median east of their current locations.

From the southern limit of the Monterey Corridor Subsection, Alternative 2 would be at grade on
retained fill between the UPRR right-of-way and Monterey Road in South San Jose. Alternative 2
would require construction of new roadway grade separations to maintain east-west connectivity
across Monterey Road. South along the UPRR alignment through Morgan Hill, the alignment
would cross over Monterey Road on a clear-span bridge and then on embankment along the east
side of the UPRR alignment, crossing over Main, East/West Dunne, San Pedro, and Tennant
Avenues on short bridges over the roadways, which would be depressed to maintain east-west
connections. The existing bridge at Butterfield Boulevard would be extended to cross over the
realigned Railroad Avenue and at-grade HSR alignment, and the Butterfield canal would be
relocated to the east to accommodate the HSR alignment adjacent to the UPRR alignment.

Continuing south, the HSR alignment would ascend onto embankment, and West Little Llagas
Creek would flow through a new culvert. Monterey Road and the UPRR alignment would be
realigned westward between East Middle Avenue and Roosevelt Avenue. HSR would cross over
San Martin Avenue and Oak Street, which would be below grade. HSR would continue south at
grade adjacent to the east side of the UPRR alignment, while numerous roads would be raised
onto bridges, realigned, or depressed to accommodate HSR and the UPRR alignment.

Continuing south into Gilroy, the alignment would shift east for the approach to the Downtown
Gilroy Station. HSR and the UPRR alignment would be on embankment (approximately 15 to 25
feet high) and cross over several roads on bridges before arriving at the Downtown Gilroy Station
on embankment (approximately 16 feet high). The HSR alignment would continue on
embankment south from the Downtown Gilroy Station and descend into a trench under Luchessa
Avenue and U.S. Highway 101. Alternative 2 would include an MOWF south of Gilroy on the east
side of the alignment. The remainder of this subsection—to Casa de Fruta—would be the same
as under Alternative 1. As described in Alternative 1, an MOWS would be located near Turner
Island Road.

Overall, this alternative would comprise 20.9 miles on viaduct, 8.5 miles at grade, 41.0 miles on
embankment, two tunnels totaling 15.0 miles, and 3.2 miles in trench. Figure 2-59 of the Final EIS
illustrates Alternative 2.

4.2.3 Alternative 3

As discussed in Chapter 2, Alternatives, of the Final EIS, Alternative 3 was designed to minimize
the project footprint through the use of viaduct and by going around downtown Morgan Hill, much
like Alternative 1. Alternative 3 would bypass downtown Gilroy to an East Gilroy Station, further
minimizing interface with the UPRR corridor in comparison to Alternative 1. Like Alternative 2,
Alternative 3 would use the viaduct to Scott Boulevard design option, requiring less disruption of
UPRR track than the shorter viaduct to 1-880 option. Alternative 3 would incorporate the same
alignment and profile as Alternative 1 in the Monterey Corridor, Pacheco Pass, and San Joaquin
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Valley Subsections, and the same alignment and profile as Alternative 2 in the San Jose Diridon
Station Approach Subsection.

The primary difference between Alternative 3 and Alternative 1 is in the Morgan Hill and Gilroy
Subsection. From Bernal Way in South San Jose, the alignment through Morgan Hill and San
Martin would be the same as described for Alternative 1. South of the Monterey Corridor
Subsection, Alternative 3 would diverge east from Alternative 1 north of Gilroy, near the
intersection of Monterey Road and Church Avenue. Beginning at Church Avenue, a new freight
track would diverge off the UPRR mainline to provide a freight connection to the MOWF. The
aerial alignment would cross over Denio Avenue and Buena Vista Avenue on viaduct before
descending onto embankment. On the north end of the East Gilroy Station site, the alignment
would cross beneath Las Animas Avenue; on the south end of the station site, Leavesley Road
would be raised on bridges over the HSR embankment. The alignment would cross Llagas Creek
on a low viaduct, and Levee Road would be realigned north of Llagas Creek. Continuing south,
the alignment would ascend to approximately 25 feet above grade on embankment approaching
the East Gilroy MOWF site on the south side of the more eastern alignment. SR 152 would be
grade-separated and realigned, crossing over the MOWF on a bridge. Both Frazier Lake Road
and Holsclaw Road would connect to the grade-separated SR 152. Continuing on a 40-foot-high
embankment and then on viaduct, the alignment would cross the Pajaro River, Millers Canal,
Lake Road, Pacheco Creek, Lovers Lane, San Felipe Road, and SR 152 before entering the west
portal of Tunnel 1. The Alternative 3 alignment would converge a short distance west of Tunnel 1
with the alignments of the other project alternatives. The alignment and guideway in the Pacheco
Pass and San Joaquin Valley Subsections would be the same under all four project alternatives.
As described in Alternative 1, an MOWS would be located near Turner Island Road.

Overall, this alternative would comprise 43.2 miles on viaduct, 1.8 miles at grade, 24.9 miles on
embankment, 2.4 miles in trench, and two tunnels totaling 15.0 miles.

424 Alternative 4

As discussed in Chapter 2, Alternatives, of the Final EIS, development of Alternative 4 was
intended to extend blended electric-powered passenger railroad infrastructure from the southern
limit of Caltrain’s Peninsula Corridor Electrification Project through Gilroy. Additionally, Alternative
4 was intended to modernize and electrify the rail corridor, which encompasses the addition of
tracks, rebuilding infrastructure, and electrifying the corridor as described below and in Section
2.6.2.7, Alternative 4 of the Final EIS. The alternative is distinguished from the other three project
alternatives by a blended, at-grade alignment that will operate on two electrified passenger tracks
and one conventional freight track predominantly within the existing Caltrain and UPRR rights-of-
way to Gilroy. As a result, it includes numerous at-grade crossings that will require four-quadrant
gates and other modifications between Santa Clara and Gilroy.

Alternative 4 will begin at Scott Boulevard in blended service with Caltrain on an at-grade profile
following Caltrain MT2 and MT3 south along the east side of the existing Caltrain corridor. The
existing Lafayette Street pedestrian overpass will remain in place, as will the De La Cruz
Boulevard and West Hedding Street roadway overpasses. New UPRR track east of Caltrain MT1
will start just south of Emory Street to maintain freight movement capacity north of San Jose
Diridon Station. The existing Santa Clara Station will remain, and the existing College Park
Caltrain Station will be reconstructed. A new bridge will be built over Taylor Street for the UPRR
alignment to tie into the Lenzen Wye.

The blended at-grade alignment will continue along MT2 and MT3 to enter new dedicated HSR
platforms at grade at the center of San Jose Diridon Station (Final EIS Figure 2-66).

Continuing south, the blended at-grade three-track alignment will remain in the Caltrain right-of-
way through the Gardner neighborhood. The existing underpass at Park Avenue and the existing
overpass at San Carlos Street will remain in place. Four-quadrant gates with channelization will
be built at Auzerais Avenue and West Virginia Street. A new bridge for the blended HSR/MT3
track over 1-280 will be constructed. The existing underpasses at Bird Avenue and Delmas
Avenue will be reconstructed, as will the rail bridge overpasses. New standalone rail bridges over
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Prevost Street, SR 87, the Guadalupe River, and Willow Street will be built for MT3. MT1 and
MT2 will remain on the existing structures. The existing Tamien Caltrain Station will remain in
place.

From West Alma Avenue the alignment will extend southeast to Bernal Way (Final EIR/EIS Figure
2-65) and will be in blended service with Caltrain on an at-grade profile within the Caltrain and
UPRR right-of-way. The Michael Yard will be reconfigured to a double-ended facility and relocated
to the east side of the corridor. A new standalone bridge over West Alma Avenue will be
constructed for MT3 and a maintenance track, with MT1 and MT2 remaining on the existing
structure. A new bridge over Almaden Road will be constructed for MT2 and MT3, while MT1 will
remain on the existing structure. Capitol Caltrain Station and Blossom Hill Caltrain Station will be
reconstructed. Four-quadrant barrier gates with channelization will be built at Skyway Drive,
Branham Lane, and Chynoweth Avenue.

From Bernal Way in South San Jose, the alignment will extend through Morgan Hill and San
Martin to the Downtown Gilroy Station, then curve generally east across the Pajaro River
floodplain and through a portion of northern San Benito County before entering Tunnel 1 at the
base of the Diablo Range. In this subsection, three private road crossings will be eliminated and
alternate access will be provided to those properties. The existing Bailey Avenue overpass will
remain in place. The Monterey Road underpass will be reconstructed to accommodate the future
widening of Monterey Road to four lanes. The Morgan Hill Caltrain Station will be reconstructed
with two new side platforms built outside MT2 and MT3. The platform will be reached by a new
pedestrian underpass built at the north end of the platform. The existing Butterfield Boulevard
overpass will remain in place. Upper Llagas Creek bridge will be reconstructed.

The San Martin Caltrain Station will be reconstructed—the existing platform will be removed, and
a new center platform will be built between MT2 and MT3. The platform will be reached by a new
pedestrian overpass constructed at the south end of the platform. The existing bridge at Miller
Slough will be replaced with a triple-cell box.

The Downtown Gilroy Station approach will be at grade with dedicated HSR tracks to the west of
the UPRR alignment between Old Gilroy Street/7th Street and 9th Street (Final EIS Figure 2-68).
A new HSR station will be built south of the existing Caltrain station. The Alternative 4 MOWF will
be similar to the facility described in Alternative 1. South and east of Gilroy, HSR will operate on a
dedicated guideway similar to that of Alternatives 1 and 2 into Tunnel 1 and then through the
Pacheco Pass and San Joaquin Valley Subsections, which are the same for all four project
alternatives. As described in Alternative 1, an MOWS will be located near Turner Island Road.

Overall, this alternative will comprise 15.2 miles on viaduct, 30.3 miles at grade, 25.9 miles on
embankment, 2.3 miles in trench, and two tunnels with a combined length of 15.0 miles.

4.2.5 Diridon and Tunnel Design Variants

The Authority developed two design variants intended to optimize train speed: the DDV and the
TDV. As shown on Figure 4, the DDV will be located north and south of San Jose Diridon Station
and at the station platforms and, if adopted, will apply only to the Selected Alternative, Alternative
4. The TDV will be located at the two tunnels east of Gilroy and through the Pacheco Pass and
applies to all four project alternatives.

The DDV will allow for higher speeds in the approaches and through San Jose Diridon Station
than the preliminary design for the Selected Alternative will provide. The preliminary design is
based on the Peninsula Corridor Electrification Project track geometry and restricts speeds
approaching and through the station to 15 mph. The DDV will reduce the curvature in the
alignment to the north of the station between Julian Street and Santa Clara Street and from the
south of the station to San Carlos Street. The design variant will also modify the preliminary
design for the Selected Alternative of the ends of the platforms, providing for increased speeds of
40 mph, comparable to the design speeds provided by Alternatives 1, 2, and 3.

The tunnel design variant consists of alterations to all the alternatives (i.e., as compared to the
base preliminary designs in Volume 3) of the tunnel and tunnel approaches in the Morgan Hill and
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Gilroy Subsection (Tunnel 1) and the tunnel and tunnel approaches in the Pacheco Pass
Subsection (Tunnel 2) to accommodate an operating speed of 220 mph. Figure 6 depicts the
extent of the TDV. The Tunnel 1 design variant will be in the same horizontal and vertical location
as the preliminary design, but it will have a greater super elevation3 in the curves providing for
increased speeds up to 220 mph in the tunnel and tunnel approaches. The Tunnel 2 design
variant will be in the same horizontal location as the preliminary design, and the tunnel will be
slightly deeper below the surface. It will also have a greater super elevation in the curves,
providing for increased speeds up to 220 mph in the tunnel and tunnel approaches.

4.3 Description of the Selected Alternative

The Authority has identified Alternative 4, which includes the San Jose Diridon Station as
modified by the DDV, existing rail corridor upgrades between San Jose and Gilroy, a Downtown
Gilroy Station, the South Gilroy MOWF, dedicated HSR infrastructure through the Pacheco Pass
as modified by the TDV, and dedicated HSR infrastructure continuing across the San Joaquin
Valley to connect to the Central Valley Wye, and a MOWS west of Turner Island Road in the
Central Valley, as the Selected Alternative. The Selected Alternative extends from Scott
Boulevard in Santa Clara and ends at Carlucci Road in Merced County. Figure 2 shows the
Selected Alternative. As described above, the Selected Alternative will be comprised of 15.2
miles on viaduct, 30.3 miles at grade, 25.9 miles on embankment, 2.3 miles in trench, and two
tunnels totaling 15.0 miles. The Selected Alternative is intended to extend blended electric-
powered passenger railroad infrastructure from the southern limit of Caltrain’s Peninsula Corridor
Electrification Project through Gilroy. South and east of Gilroy, HSR will operate on a dedicated
guideway.

The Selected Alternative will begin at Scott Boulevard in blended service with Caltrain on an at-
grade profile following Caltrain MT2 and MT3 south along the east side of the existing Caltrain
corridor. The Authority has developed a DDV that will allow for higher speeds in the approaches
and through Diridon Station than the preliminary design for Alternative 4 will provide. As originally
designed, Alternative 4 was based on the Peninsula Corridor Electrification Project track
geometry and restricts speeds approaching and through the station to 15 mph. The DDV wiill
improve the curvature in the alignment described above to the north of the station between Julian
Street and Santa Clara Street and from the south end of the station to San Carlos Street. The
design variant will also modify the preliminary design of the ends of the platforms, providing for
increased speeds of 40 mph, comparable to the design speeds provided by Alternatives 1, 2, and
3.

The existing Lafayette Street pedestrian overpass will remain in place, as will the De La Cruz
Boulevard and West Hedding Street roadway overpasses. New UPRR track east of Caltrain MT1
will start just south of Emory Street to maintain freight movement capacity north of San Jose
Diridon Station. The existing Santa Clara Station will remain, and the existing College Park
Caltrain Station will be reconstructed. A new bridge will be built over Taylor Street for the UPRR
alignment to tie into the Lenzen Wye.

The blended at-grade alignment will continue along MT2 and MT3 to enter new dedicated HSR
platforms at grade at the center of San Jose Diridon Station (Final EIS Figure 2-66). The DDV will
be located north and south of San Jose Diridon Station and at the station platforms and will
reduce the curvature in the alignment to the north of the station between Julian Street and Santa
Clara Street and from the south of the station to San Carlos Street. Continuing south, the blended
at-grade three-track alignment will remain in the Caltrain right-of-way through the Gardner
neighborhood. The existing underpass at Park Avenue and the existing overpass at San Carlos

3 Super elevation is the vertical distance between the height of the inner and outer rails at a curve. Super elevation is
used to partially or fully counteract the centrifugal force acting radially outward on a train when it is traveling along the
curve.
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Street will remain in place. Four-quadrant gates with channelization will be built at Auzerais
Avenue and West Virginia Street. A new bridge for the blended HSR/MT3 track over 1-280 will be
constructed. The existing underpasses at Bird Avenue and Delmas Avenue will be reconstructed,
as will the rail bridge overpasses. New standalone rail bridges over Prevost Street, SR 87, the
Guadalupe River, and Willow Street will be built for MT3. MT1 and MT2 will remain on the
existing structures. The existing Tamien Caltrain Station will remain in place.

From West Alma Avenue the alignment will extend southeast to Bernal Way (Final EIR/EIS
Figure 2-65) and will be in blended service with Caltrain on an at-grade profile within the Caltrain
and UPRR right-of-way. The Michael Yard will be reconfigured to a double-ended facility and
relocated to the east side of the corridor. A new standalone bridge over West Alma Avenue will
be constructed for MT3 and a maintenance track, with MT1 and MT2 remaining on the existing
structure. A new bridge over Almaden Road will be constructed for MT2 and MT3, while MT1 will
remain on the existing structure. Capitol Caltrain Station and Blossom Hill Caltrain Station will be
reconstructed. Four-quadrant barrier gates with channelization will be built at Skyway Drive,
Branham Lane, and Chynoweth Avenue.

From Bernal Way in South San Jose, the alignment will extend through Morgan Hill and San
Martin to the Downtown Gilroy Station, then curve generally east across the Pajaro River
floodplain and through a portion of northern San Benito County before entering Tunnel 1 at the
base of the Diablo Range. In this subsection, three private road crossings will be eliminated and
alternate access will be provided to those properties. The existing Bailey Avenue overpass will
remain in place. The Monterey Road underpass will be reconstructed to accommodate the future
widening of Monterey Road to four lanes. The Morgan Hill Caltrain Station will be reconstructed
with two new side platforms built outside MT2 and MT3. The platform will be reached by a new
pedestrian underpass built at the north end of the platform. The existing Butterfield Boulevard
overpass will remain in place. Upper Llagas Creek bridge will be reconstructed. Twelve wildlife
crossings or jump-outs will be built in this subsection and wildlife intrusion deterrents will be
constructed for at-grade crossings at Blanchard Road, Palm Avenue, Live Oak Avenue, and
Bloomfield Avenue.

The Downtown Gilroy Station approach will be at grade with dedicated HSR tracks to the west of
the UPRR alignment between Old Gilroy Street/7th Street and 9th Street (Final EIS Figure 2-68).
A new HSR station will be built south of the existing Caltrain station. The MOWF south of Gilroy
on the east side of the alignment. The alignment will continue predominantly on viaduct and
embankment across the Soap Lake floodplain before entering a 1.5-mile tunnel (Tunnel 1) west
of Casa de Fruta.

From there, the alignment will generally follow the existing SR 152 corridor east from Casa de
Fruta for approximately 17 miles, then diverge north around the Cottonwood Creek ravine of the
San Luis Reservoir for approximately 8 miles before transitioning to the San Joaquin Valley
Subsection near I-5 in Merced County. The alignment and guideway in the Pacheco Pass
Subsection includes a 13.5-mile tunnel (Tunnel 2) through Pacheco Pass to avoid any
encroachment into the San Luis Reservoir or surficial encroachment into the Cottonwood Creek
Wildlife Area. The TDV consists of alterations of the tunnel and tunnel approaches in the Morgan
Hill and Gilroy Subsection (Tunnel 1) and the tunnel and tunnel approaches in the Pacheco Pass
Subsection (Tunnel 2). The alignment will continue around the northern arm of the San Luis
Reservoir and viaducts over the California Aqueduct, Delta-Mendota Canal, and I-5. East of the I-
5 overcrossing, the guideway will be predominantly on embankment along the south side of
Henry Miller Road to Carlucci Road, traveling on several mile-plus-long sections of viaduct over
major watercourses, the UPRR alignment, and Ingomar Grade Road. Four wildlife crossing
culverts will be provided west of the California Aqueduct, with an additional two between the
California Aqueduct and the Delta-Mendota Canal and one between the Delta-Mendota Canal
and I-5. Three wildlife crossings will be provided between I-5 and Santa Nella Road, and three
more between Santa Nella Road and Fahey Road. Viaducts will also function as wildlife
movement areas in this subsection. The guideway will also be on viaduct through several
sections of the GEA to allow for wildlife movement. Wildlife crossings will also be provided via
culverts where the guideway is on embankment in this subsection. Several local roadways—Delta
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Road, Turner Island Road, and Carlucci Road—will be relocated on bridges over the HSR
embankment. An MOWS will be located near Turner Island Road.

4.4 Environmentally Preferable Alternative

The CEQ NEPA regulations require that the ROD identify all alternatives that were considered,
“...specifying the alternative or alternatives which were considered to be environmentally
preferable” (40 C.F.R. § 1505.2).

In determining an environmentally preferable alternative, the Authority considered all San Jose to
Merced Project Section project alternatives as well as the No Action Alternative. The Authority
weighed and balanced the physical environmental effects associated with the project alternatives
as well as those associated with the No Action Alternative. The Authority determined that the
adverse environmental effects associated with the Selected Alternative were less substantial than
the environmental consequences associated with the No Action Alternative in terms of air quality
and traffic, and thus identified the Selected Alternative as environmentally preferable. The
Authority identified the environmentally preferable alternative by balancing the adverse and
beneficial impacts of the project alternatives on the human and natural environment. As
discussed in Section 2.4, U.S. Army Corps of Engineers, of this ROD, the USACE and USEPA
concurred in March 2020 that the Authority’s Selected Alternative is the preliminary LEDPA,
consistent with USACE’s permit program (33 C.F.R. Parts 320-331) and USEPA’s Section
404(b)(1) Guidelines (40 C.F.R. Parts 230—-233). Additionally, as identified in Section 8.4.5,
Identification of the Preferred Alternative, and Section 8.6, Environmentally Preferable Alternative,
of the Final EIS, and in accordance with 40 C.F.R. Section 1505.2, Alternative 4, including the
DDV and TDV, the San Jose Diridon and Downtown Gilroy Stations, the MOWF south of Gilroy,
and an MOWS west of Turner Island Road in the Central Valley, is the environmentally preferable
alternative for the following reasons:

e Alternative 4 will have the lowest overall impacts because it will result in the fewest
displacements of residences, businesses, community facilities, and agricultural structures;
will result in the least conversion of agricultural farmland to nonagricultural uses (and thus
lowest impact on agricultural employment); and will cause the least change in aesthetics and
visual quality. Alternative 4 will have the most noise impacts (with noise barrier mitigation
only) but the lowest impacts on Monterey Road travel times. While Alternative 4 will
potentially have the most impact on emergency vehicle response times, this could be
mitigated by the Authority working with local jurisdictions to construct and operate new fire
stations and install new responder equipment at existing stations. The other project
alternatives would have greater impacts than Alternative 4 in terms of key community
resources, with the exception of noise.

e Alternative 4 will result in the lowest impacts on key natural environmental factors of the four
project alternatives, such as wetlands and other aquatic habitats providing high-value habitat
for a diverse array of species. Alternative 4 is also the project alternative most likely to
receive support for permitting by the USACE under the CWA (see Section 8.7, Least
Environmentally Damaging Practicable Alternative, of the Final EIS). Alternative 4 will have
the lowest impacts of the four project alternatives on high-value aquatic habitats and habitat
for special-status plant and wildlife species.

e Alternative 4 will result in the lowest impacts from permanent use of Section 4(f) parks and
National Register of Historic Places (NRHP)-listed or -eligible built environment historic
resources.

o Alternative 4 is the lowest capital cost project alternative.

Table 8-1 and Section 8.4, Preferred Alternative, in the Final EIS provide a detailed comparison
of the various criteria evaluated for the San Jose to Merced Project Section project alternatives.

When compared to Alternatives 1, 2, and 3, Alternative 4, with the DDV and TDV, the San Jose
Diridon and Downtown Gilroy Stations, the MOWF south of Gilroy, and an MOWS west of Turner
Island Road in the Central Valley, will result in the fewest impacts related to the number of
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displacements, biological resources, Section 4(f)/6(f) resources, aesthetics and visual quality,
agricultural farmland, and built environment resources. Alternative 4 will have the most alignment
in proximity to existing transit corridors, and Alternative 4 is the only alternative that will provide
the opportunity to extend electrified Caltrain service to Gilroy.

In accordance with 40 C.F.R. Section 1505.2, the Authority identifies Alternative 4, with the DDV
and TDV, the San Jose Diridon and Downtown Gilroy Stations, the MOWF south of Gilroy, and an
MOWS west of Turner Island Road in the Central Valley, as the environmentally preferable
alternative.
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5 SUMMARY OF POTENTIAL EFFECTS

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

The Selected Alternative will not result in impacts in the following resource areas: electromagnetic
fields and electromagnetic interference; public utilities and energy; geology, soils, seismicity, and
paleontology; hazardous materials and waste; socioeconomics and communities; and regional
growth. Additionally, some resource sections have adverse impacts under NEPA under some of
the project alternatives but not for the Selected Alternative: station planning, land use, and
development, as well as parks, recreation, and open space. These resources have also been
excluded from this decision document. In determining that the Selected Alternative will not result
in impacts on these resources, implementation of IAMFs, mitigation measures, and best
management practices (BMPs) are presumed and will be required as part of project
implementation as described further in Section 6, Mitigation Commitments and Monitoring, of this
ROD.

Although adverse impacts on biological resources are resolved with mitigation, this document
also includes a discussion of impacts on these resources due to the strong public and agency
interest in these issues throughout the process.

Although adverse impacts on hydrology and water resources are resolved with mitigation, this
document also includes a discussion of impacts on these resources to support the floodplains
determination in Section 9.6.

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

5.1 Transportation

As discussed in Section 3.2, Transportation, of the Final EIS, operation of the Selected
Alternative will result in increased traffic adjacent to stations in San Jose and Gilroy and
increased gate-down time at the at-grade crossings, which will adversely affect intersections in
the San Jose Diridon Station Approach, Monterey Corridor, and Morgan Hill and Gilroy
Subsections but will have adverse effects at fewer intersections than the other project
alternatives. Temporary road closures and realignments will result in increases in travel times,
delays, and inconvenience to the traveling public under all four project alternatives, with the
Selected Alternative having the least disruption during construction due to fewer proposed
modifications of existing roadways than the other project alternatives.

Construction of the Selected Alternative will lead to temporary impacts on major roadways,
freeways, and intersections from temporary road closures and relocations during construction.
Construction will also result in permanent road closures and realignments that will have
permanent impacts on intersection operations. Operation of the Selected Alternative will also
result in permanent effects on intersection operations.

Some public parking may require temporary closure during construction, but temporary effects on
parking at the San Jose Diridon Station and SAP Center under the Selected Alternative will be
smaller than with the other project alternatives. Operation of the Selected Alternative will
permanently displace parking at and adjacent to the San Jose Diridon Station, the SAP Center,
and the Downtown Gilroy Station, but the Selected Alternative includes construction of
replacement parking on a 1:1 basis under TR-IAMF#9, so there will be no permanent reduction of
available parking at these locations. The demand for parking for HSR riders in the area
surrounding the San Jose Diridon Station can be accommodated through public and private
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parking venues and offset through the existing and planned expansion in transit access to the
station.

Construction of the Selected Alternative will involve the temporary closure of bus stops, parking
areas, transit stations, and roadway travel lanes. Operation of the Selected Alternative will result
in continuous permanent impacts on bus services. Construction of the Selected Alternative will
also result in temporary impacts on pedestrian and bicycle access from the temporary closure or
removal of pedestrian facilities, bicycle lanes, and paths.

Construction of the Selected Alternative would contribute to temporary interference with
passenger rail transit. Construction of the Selected Alternative will result in temporary impacts on
freight rail operations from temporary closure or relocation of tracks, and disruption and delay will
last hours or days. Operation of the Selected Alternative will not result in continuous permanent
impacts on freight rail capacity because there will be no limiting of freight service from sharing of
tracks in portions of different project alternatives. Freight operation hours will be constrained
during operation of the Selected Alternative, which will cause changes in freight operations and
inconvenience to operators, but freight operations overall will be maintained.

To minimize potential effects on transportation, the Authority will implement numerous strategies
and design features (set forth in IAMFs) to avoid or minimize effects during construction, such as
the adoption of a construction transportation plan and contractor requirements to avoid or
minimize circulation impacts due to road closures. Project features to address parking impacts
include identification of employee parking locations, off-street parking for construction-related
vehicles, and replacement for temporary displacement of special event parking at the SAP
Center. Project features to address nonmotorized travel impacts include providing and
maintaining pedestrian and bicycle accessibility across the HSR corridor, to and from stations,
and on station property.

In addition to these IAMFs, the Authority will require numerous mitigation measures that will
further minimize and/or compensate for adverse effects of the Selected Alternative. The
mitigation measures include installation, modification, and/or optimization of signals; widening
and reconfiguring of specific approaches and intersections; restriping to address traffic delay
impacts; installation of transit signal priority to address both construction and operational effects
on transit delays; and a railway disruption control plan. The Selected Alternative’s overall impact
on transportation resources in the region and state will be beneficial through substantial
reductions in vehicle miles traveled, increased transit connectivity, and reduction in the need to
expand freeways and airports.

5.2  Air Quality and Greenhouse Gases

As discussed in Section 3.3, Air Quality and Greenhouse Gases, of the Final EIS, annual
construction emissions of the Selected Alternative will exceed the General Conformity de minimis
threshold in the San Joaquin Valley Air Basin (SJVAB) for nitrogen oxide (NOx) for all years of
construction between 2022 and 2028 even with implementation of IAMFs. NOx emissions
associated with construction of the Selected Alternative will also exceed the General Conformity
de minimis threshold in the San Francisco Bay Area Air Basin (SFBAAB) between 2023 and 2025
even with implementation of IAMFs. All other pollutants will be below applicable de minimis
thresholds. Construction of the Selected Alternative will lead to new violations of the PM10 and
PM2.5 CAAQS and NAAQS, as well as potentially contribute to existing PM10 and PM2.5
violations through exceedances of the SIL. The Selected Alternative will also violate the 1-hour
NO2 NAAQS and CAAQS. Construction of the Selected Alternative will generate GHG emissions.
However, these emissions will be temporary and will be offset from the emissions benefit that will
occur during the operations period. As a result, the Selected Alternative will not result in global
climate change impacts from greenhouse gas emissions.

The Selected Alternative, as well as any of the other project alternatives, will avoid localized
impacts from asbestos and lead-based paint exposure. To reduce impacts on the environment,
construction of the Selected Alternative will include project features to avoid and minimize
impacts on air quality. Specifically, the Selected Alternative will employ measures to reduce
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fugitive dust emissions, use renewable diesel fuel in construction diesel equipment and on-road
diesel trucks, and reduce criteria exhaust emissions from both on-road construction vehicles and
heavy-duty off-road construction equipment. The Selected Alternative will reduce the potential
impact of concrete batch plants through siting and control measures. The Authority will require
mitigation measures that will further minimize and/or compensate for adverse effects of the
Selected Alternative. These mitigation measures include additional on-site emissions controls to
reduce fugitive dust and requirements for the use of zero emission and/or near-zero emission
vehicles and off-road equipment. The Authority will also offset project construction emissions in
the SFBAAB and the SJVAB. The Authority will enter into an agreement with the Bay Area Air
Quality Management District (BAAQMD) to reduce NOx to the required levels by acquiring
emissions offsets. The Authority and the San Joaquin Valley Air Pollution Control District
(SJVAPCD) will enter into a Voluntary Emissions Reduction Agreement (VERA) to cover the
portion of the Project approved and funded for construction within the SUIVAB. Through the
VERA, the Authority will fund emission reduction projects that will achieve the necessary
emission reductions.

Operation of the Selected Alternative, as well as any of the other project alternatives, will provide
statewide and regional air quality benefits. This will result in a permanent net benefit to air quality
during operations because it will lower emissions of mobile source air toxics, greenhouse gases,
volatile organic compounds, NOx, sulfur dioxide, carbon monoxide, PM1o, and PMzs by diverting
trips from travel modes with higher emissions (e.g., commercial air flights and automobile trips) to
HSR, which has lower emissions.

5.3 Noise and Vibration

As discussed in Section 3.4, Noise and Vibration, of the Final EIS, the Selected Alternative will
have similar noise impacts related to construction activities near sensitive receptors at night as
the other project alternatives. Construction vibration impacts will also occur during rail corridor
construction for the Selected Alternative and the other project alternatives. The Selected
Alternative will result in the most vibratory compaction at embankments and at-grade portions of
all project alternatives; construction in existing right-of-way will require more nighttime work to
minimize service disruptions.

Operation of the Selected Alternative will generate intermittent noise above ambient levels
primarily from train passbys throughout the project section and also from horn sounding at at-
grade crossings and stations between San Jose and Gilroy. Without mitigation, the elevated
noise levels will result in adverse impacts from the exposure of sensitive receptors to severe
noise. The other project alternatives would be grade-separated and would have fewer operational
noise impacts. Operation of the Selected Alternative will also generate traffic and associated
noise at HSR stations as well as additional noise associated with train movements in and out of
the MOWF near Gilroy. Operation of all project alternatives will also generate additional noise
associated with traction power facilities, and the Selected Alternative will have the greatest
number of these impacts prior to mitigation due to the higher level of noise impacts due to train
horn sounding. All project alternatives will have limited operations impacts associated with human
and livestock startle. Operation of the Selected Alternative will cause intermittent permanent
vibration annoyance impacts at sensitive receptors. The Selected Alternative will result in the
most vibration impacts prior to mitigation, and Alternative 1 would result in the least.

To avoid or minimize potential noise and vibration effects associated with construction and
operation, the Authority will adhere to all applicable state and federal regulations, including
Federal Highway Administration (FHWA) and FRA guidelines for noise from transportation
sources and the abatement of excessive noise; Occupational Safety and Health Administration
(OSHA) regulations that protect workers from hazardous noise exposure; FHWA and OSHA
guidelines regarding modeling and mitigating noise from construction sources for both
construction workers and sensitive receptors in proximity to construction; and the California
Department of Transportation methodology for evaluating construction and traffic noise and for
evaluating the effectiveness and feasibility of different sound abatement methods.
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Additionally, the Authority has developed project-specific design strategies that will further reduce
the potential for adverse effects associated with construction and operation of the Selected
Alternative to levels below those that will be achieved through regulatory compliance alone.
However, even with implementation of regulatory requirements and these project-specific design
strategies, the Selected Alternative will still have the potential to result in adverse impacts. To
further reduce project-related construction and operations noise and vibration, the Authority has
developed mitigation measures that include sound barriers, building sound insulation, and noise
easements; requiring preparation and adherence to a construction noise mitigation and
monitoring program; conducting subsequent noise and vibration environmental analysis during
final design; ensuring that train vehicle procurement meets pertinent federal noise regulations for
locomotives and rail cars; and ensuring stations, MOWFs, and traction power substations are
designed to reduce noise. In addition, where local jurisdictions decide to apply to the FRA for
establishment of a quiet zone, the Authority will support that effort, which may result in reduction
of horn sounding at the at-grade crossings within any established quiet zones.

5.4 Biological and Aquatic Resources

As discussed in Section 3.7, Biological and Aquatic Resources, of the Final EIS, the Selected
Alternative will reduce adverse impacts on biological and aquatic resources after IAMFs and
mitigation measures are implemented. Although adverse impacts on biological resources are
resolved with mitigation, this document includes a discussion of impacts on these resources due
to the strong public and agency interest in these issues throughout the process.

The Selected Alternative will have the fewest impacts on most biological and aquatic resources
compared to other project alternatives, as summarized below:

e The Selected Alternative will disturb or remove special-status species (plants and wildlife) or
their habitats during construction, but it will have the lowest overall impact on special-status
species among the project alternatives. Operations impacts on special-status species are
expected to be similar among all project alternatives, including the Selected Alternative.

o The Selected Alternative will disturb non-special-status species during construction, including
the disturbance or removal of habitats for these common species but will have the lowest
overall impact on non-special-status species among the project alternatives. The Selected
Alternative will also affect habitat for waterfowl and shorebirds within the GEA; however, the
impacts with the GEA are identical among the project alternatives. Operations impacts are
primarily associated with wildlife movement and are discussed further below.

e The Selected Alternative will disturb or remove special-status plant communities during
construction, but it will have the lowest overall impact on special-status plant communities
among the project alternatives. Operations impacts will include the intermittent disturbance or
degradation of special-status plant communities during maintenance of the right-of-way;
however, operations impacts from the Selected Alternative are expected to be similar to the
other project alternatives.

e The Selected Alternative will disturb or remove aquatic resources during construction, but it
will have the lowest overall impact on aquatic resources among the project alternatives.
Operations impacts will include the intermittent disturbance or degradation of aquatic
resources during maintenance of the right-of-way; however, operations impacts from the
Selected Alternative are expected to be similar to the other project alternatives.

e The Selected Alternative will result in the removal of protected trees during construction, but it
will have the lowest overall impact on protected trees among the project alternatives.
Operations impacts on protected trees are not expected.

e The Selected Alternative will affect wildlife movement and wildlife movement corridors during
construction. The Selected Alternative will have the least impact because it will be located
within the existing UPRR right-of-way in Coyote Valley and will therefore require a smaller
project footprint. Outside of the Coyote Valley area and UPRR right-of-way, the Selected
Alternative will have identical effects to other project alternatives related to other wildlife
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movement corridors, including effects from noise, light, and visual disturbance. Operations
impacts will result from intermittent noise, vibration, visual disturbance, lighting, and strike but
are expected to be similar among the project alternatives.

e The Selected Alternative will affect conservation areas, but it will have the lowest impact in
terms of the number of acres affected and the number of conservation areas affected, among
the project alternatives. Operations impacts on conservation areas are expected to be minor,
primarily indirect effects on conservation areas adjacent to the right-of-way and are expected
to be similar among all project alternatives.

o The Selected Alternative will affect habitat conservation plans, but it will have similar impacts
to the other project alternatives. Operations are not expected to result in any conflicts with
habitat conservation plans.

To avoid and minimize potential effects on biological resources and aquatic resources during
construction and operation of the Selected Alternative, the Authority will implement numerous
strategies and design features (termed IAMFs). These IAMFs include incorporation of viaduct
wildlife undercrossings into the project design to maintain opportunities for wildlife movement,
designated areas for staging, access, and construction; biological monitors; bird-safe design
features to prevent bird collision and electrocution, and the establishment of protocols to further
avoid or minimize impacts. In addition to these IAMFs, the Authority will implement numerous
mitigation measures that will further minimize and/or compensate for adverse effects of the
Selected Alternative. These include broad and species-specific mitigation strategies designed to
minimize impacts through the establishment of environmentally sensitive areas and
nondisturbance zones; installation of wildlife exclusion fencing; installation of dedicated wildlife
crossings; installation of innovative noise/visual barriers or structures at important wildlife
movement areas, including an opaque guideway enclosure extending for 3.5 miles in the GEA to
avoid bird collision and noise/lighting effects on wildlife habitat; and compensating for impacts
through habitat restoration, enhancement, and preservation and management of habitat

As a result of extensive coordination and input received from the fish and wildlife agencies and
stakeholders, the Authority refined twenty-two mitigation measures and added eleven mitigation
measures to further reduce impacts. The refinements and additions adopted as a result of this
coordination will greatly benefit species. For instance, the size of protective nest buffers for fully
protected raptor species was increased five-fold, additional funnel fencing and lighting restrictions
were added to maintain wildlife movement opportunities during construction in the Pacheco Pass,
additional measures were adopted for in-water construction in fish habitat, and measures to
control operational and intermittent light sources were strengthened. In addition, the Authority
restated the program-level commitment to acquire agricultural, open space or conservation
easements over 10,000 acres. And to address the regional cumulative condition for wildlife
movement, the Authority added a measure to ensure that a dedicated overcrossing is constructed
over SR-152, which is currently a substantial source of wildlife mortality and a major contributor to
the significant cumulative effect on wildlife movement in the region.

The Authority will also implement the requirements set forth in FESA incidental take statements
and CESA incidental take permits to further reduce adverse effects of the Selected Alternative.

5.5 Hydrology and Water Resources

As discussed in Section 3.8, Hydrology and Water Resources, of the Final EIS, the Selected
Alternative will not have adverse effects on hydrology and water resources. To support the
findings in Section 9.6 of this ROD, this section addresses impacts to floodplains from the
Selected Alternative. Construction of the Selected Alternative will place new structures and/or
modify existing structures within 100-year floodplains regulated by the Federal Emergency
Management Agency, which will result in changes to channel geometry and flood flow characteristics
and have the potential to result in permanent impacts on floodplain hydraulics. However, with
implementation of IAMFs, which will require flood protection measures that minimize effects on
100-year floodplain water surface elevations and coordination with the U.S. Army Corps of
Engineers, no permanent effects on designated floodplains from construction will occur. In
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addition to having minimal impacts on the hydraulics of the Soap Lake floodplain, the Selected
Alternative will have minimal impacts on the hydrology of the Soap Lake floodplain. The project
will increase the peak 100-year flow rate by 0.25 percent from the existing condition, and
preliminary hydraulic analysis indicates there will be negligible impacts on downstream
floodplains and floodways as a result of this minimal increase in peak flow rates. Construction of
the Selected Alternative in the Soap Lake floodplain will not have substantial downstream
impacts.

The design of the Selected Alternative with IAMFs minimizes impacts to floodplains. As a result,
the Authority does not need to implement mitigation measures for floodplain impacts.

5.6 Safety and Security

Of the safety and security topics described in Section 3.11 Safety and Security (i.e., emergency
services, wildfire hazards, community safety, and security), of the Final EIS, only the area of
emergency vehicle response delays have adverse effects after the implementation of IAMFs,
mitigation measures, and BMPs. Through effective implementation of roadway improvements,
project features will minimize permanent construction impacts on the exposure of motor vehicle
drivers, pedestrians, and bicyclists to traffic hazards, and these users will benefit from overpasses
and underpasses, local street widening, traffic restrictions, new traffic signals, and intersection
improvements that are part of the Project.

Construction of the Selected Alternative, as well as any of the other project alternatives, will result
in temporary closures of and modifications to certain roadways during construction, which will
result in temporary delay to emergency vehicle response in certain areas, with the Selected
Alternative having the least amount of roadway closure during construction. Alternatives 1, 2, and
3 would narrow Monterey Road during construction, which would result in delays to emergency
vehicle response. The Selected Alternative will not entail narrowing Monterey Road, but there will
be temporary delays caused by temporary detours and closures associated with construction.

To address these impacts, the Authority will, in collaboration with construction contractors and/or
local jurisdictions, prepare and implement plans to maintain emergency vehicle access during
construction and to establish procedures for implementing temporary road and lane closures. The
Authority will coordinate efforts between the construction contractor and local jurisdictions to
minimize conflicts and maintain pedestrian, bicycle, and transit access.

Construction of the Selected Alternative, as well as any of the other project alternatives, will result
in increased traffic around the San Jose Diridon Station, which will result in emergency vehicle
response delays. Operations of the Selected Alternative will result in increased gate-down time at
at-grade crossings, which will result in delays to emergency response in certain locations. To
reduce this impact, emergency vehicle priority at traffic signals will be installed. Mitigation for the
Selected Alternative will also include additional emergency response improvements, such as
emergency vehicle bypass lanes, provision of additional equipment to emergency providers,
increase in emergency services, and construction of new fire stations, among other options as
necessary to address adverse emergency response delays due to implementation of the Selected
Alternative. This mitigation will fully mitigate the Selected Alternative’s impacts on emergency
vehicle response time, if implemented. While the Authority can provide funding for these
improvements, it cannot compel the City of San Jose, Santa Clara County, the City of Morgan
Hill, or the City of Gilroy to construct and operate the improvements. If local jurisdictions do not
implement emergency vehicle response improvements with the Authority funding for construction,
proposed site-specific traffic mitigation measures that address peak-hour delays at intersections
adjacent or nearby to locations with significant emergency vehicle response time effects due to
gate-down time (TR-MM#1e, TR-MM#1t, TR-MM#1u, TR-MM#1w, TR-MM#1x.6, TR-MM#1x.8,
TR-MM#1x.9, and TR-MM#1x.10) will help to reduce congestion near at-grade crossings but will
not eliminate delays at the at-grade crossings themselves.
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5.7 Agricultural Farmland

As discussed in Section 3.14, Agricultural Farmland, of the Final EIS, construction of the Selected
Alternative will have direct and indirect impacts on Important Farmland. Direct impacts will include
the temporary use of Important Farmland during construction, in addition to the permanent
conversion of Important Farmland to nonagricultural use.

Indirect impacts on Important Farmland by the Selected Alternative will include permanent
creation of remnant parcels of Important Farmland during construction, as well as temporary and
permanent disruption of agricultural infrastructure affecting Important Farmland during
construction. The Selected Alternative will result in the temporary use of 461 acres of Important
Farmland, which is the least impact of the project alternatives.

The Selected Alternative will also result in the permanent conversion of Important Farmland to
nonagricultural use caused by direct use of the land. Construction of the Selected Alternative and
other project alternatives, including acquisition of land for the construction of the HSR right-of-
way, access easement, stations, and maintenance facilities, will require the long-term use of
Important Farmland, resulting in direct permanent impacts or the conversion of Important
Farmland to a nonagricultural use. Construction of the Selected Alternative will result in
permanent conversation of 1,033 acres of Important Farmland, which is the least impact of the
project alternatives.

Included in the 1,033 acres of Important Farmland permanently converted to nonagricultural use
by construction of the Selected Alternative, 17.8 acres are within agricultural conservation
easements. This is more than Alternative 1 and less than Alternatives 2 and 3.

The Selected Alternative will result in indirect permanent conversion of 147 acres of Important
Farmland through the creation of remnant parcels. This will have the least impact among the
project alternatives proposed. From the standpoint of access and the disruption of agriculture
infrastructure, the Selected Alternative will result in the permanent closure of 12 roads and in 3
permanent farm road modifications. This is the least impact among the four project alternatives,
because the Selected Alternative will be built where possible within an existing railroad right-of-
way.

Construction of the Selected Alternative will have the least temporary disruption of electrical lines
and pipelines or canals serving Important Farmland.

During operations, HSR trains will generate wind along the sides and at the rear of the train
(known as wake); however, the impact from wind will be minimal and will not lead to the indirect
permanent conversion of Important Farmland to nonagricultural use. Operations and
maintenance activities associated with the electrical transmission facilities will be the same for all
project alternatives as under existing conditions. The electrical transmission facilities will not
generate any wind and will not lead to the indirect permanent conversion of Important Farmland
to nonagricultural use.

The Authority has developed IAMFs to avoid or minimize the Selected Alternative’s impacts on
Important Farmland (refer to Appendix C). However, even with adherence to these IAMFs, the
Selected Alternative will still result in the permanent conversion of Important Farmland to a
nonagricultural use. To offset these impacts, the Authority will, through an agreement with the
California Department of Conservation, fund the California Farmland Conservancy Program’s
work to identify suitable agricultural land for mitigation of impacts and to fund the purchase of
agricultural conservation easements from willing sellers at a replacement ratio of 1:1 for lands
that are directly permanently converted to nonagricultural use by the Project. This agreement
provides for the purchase of agricultural conservation easements to preserve Important Farmland
in an amount commensurate with the quantity and quality of converted farmlands. Additionally, to
mitigate impacts, the Authority will minimize the area of Important Farmland converted near aerial
guideways near Casa de Fruta, which will also result in minor localized beneficial effects for
wildlife. Also, prior to construction, the Authority will coordinate with property owners to evaluate
potential for modified access to remnant parcels, to allow continued use of agricultural lands and
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facilities, and to determine drainage facility relocations so that relocations will reduce impacts on
continued operations of the drainage facilities. Mitigation to reduce impacts on Important
Farmland will benefit the agricultural community by preserving land for agricultural uses.

5.8  Aesthetics and Visual Quality

As discussed in Section 3.16, Aesthetics and Visual Quality, of the Final EIS, construction of the
Selected Alternative will cause temporary impacts on visual character and quality by introducing
construction activities and equipment into the viewsheds of all viewer groups, including worker
parking and equipment and materials storage areas. Impacts will be greater where there are
sensitive viewers or where larger portions of the Selected Alternative will be visible. Construction
will be visible from some locations with scenic vistas, such as from elevated roadways and
bridges that cross or parallel the existing rail corridors or from adjacent multilevel buildings,
degrading visual quality where sensitive viewers are present.

During construction of the Selected Alternative, construction staging areas, precast yards, tunnel
portals, maintenance facilities, station sites, and other HSR buildings would have temporary
nighttime lighting for security and safety that would create a new source of light that would
adversely affect nighttime views. Operation of the Selected Alternative will result in permanent
direct visual impacts from the increase in lighting levels at HSR facilities in rural agricultural
settings where existing nighttime light levels are low, including an MOWF south of Gilroy and an
MOWS in the San Joaquin Valley. In these locations near HSR facilities, project features will
reduce impacts on nighttime light levels through visually sensitive lighting design, but they will not
eliminate the presence of nighttime light. Unlike Alternatives 1, 2, and 3, the Selected Alternative
will not have adverse effects from nighttime operation of trains because spillover light from
passing trains will be similar to existing light from passenger and freight trains. The Selected
Alternative will have less train light spillover compared to the other project alternatives because it
will run at grade, and the light spillover will be contained by existing vegetation and noise barriers.
Also, the Selected Alternative will operate in blended service with Caltrain in urbanized areas,
with lights from HSR similar to lights from existing passenger and freight service, resulting in the
least impact of the four project alternatives. In other locations, the overall impact from light
spillover will be the same under all four project alternatives.

Construction of the Selected Alternative will cause direct permanent impacts on visual character
and quality resulting from physical changes of the landscape that alter the existing visual
character or that block, screen, obstruct, or interfere with views of scenic resources and important
visual landmarks, resulting in degraded visual quality. In general, permanent construction impacts
will be greater where the HSR is on viaduct and the scale of the infrastructure dominates the
existing landscape. The Selected Alternative will have the lowest operations impact on aesthetics
and visual quality because the at-grade alignment will be mostly within the Caltrain right-of-way,
both within the San Jose Diridon Station Approach Subsection and the Monterey Corridor
Subsection, and it will be at grade mostly within the UPRR right-of-way within the Morgan Hill and
Gilroy Subsection.

To avoid or lessen other visual impacts of the Selected Alternative, the Authority has developed
IAMFs, which include adherence to the Authority’s aesthetic guidelines and review process for
non-station structures. The application of station area development principles will help to maximize
the performance of the transportation investment, enhance the livability of the communities it
serves, create long-term value, and sensitively integrate the Project into the communities along the
HSR system corridor. The Authority will encourage context-sensitive designs by working with local
governments to enhance the public benefits of HSR station development so that they meet the
needs of the local communities.

To further reduce potential adverse visual effects associated with construction of the Selected
Alternative, the Authority has developed mitigation measures that will require contractors to
minimize and/or screen construction areas and to minimize or avoid nighttime light disturbance.
These measures will also require the Authority to engage with local communities to help inform
the design of elevated guideways so that they are more visually harmonious with the local
context. Landscape treatments and other plantings after construction will also help enhance
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visual quality. Mitigation measures also include ensuring the prompt treatment of graffiti on new
infrastructure.

5.9 Cultural Resources

As discussed in the San Jose to Merced Project Section 106 Finding of Effect Report (Authority
2020d) and Section 3.17, Cultural Resources, of the Final EIS, the Selected Alternative will affect
pre-contact and historic-era archaeological resources and historic built environment resources
and may affect presently unknown or undiscovered cultural resources. Construction of the
Selected Alternative will adversely affect the fewest historic built resources (5) compared to
Alternatives 1 and 3 (7), and Alternative 2 (11). The Selected Alternative will have an adverse
effect on five built environment historic properties, including three that will be demolished (the
Madrone Underpass, Live Oak Creamery, and the Cozzi Family Property). Additionally,
construction of new HSR station facilities will remove character-defining features and alter historic
setting characteristics of the Southern Pacific Depot in San Jose and diminish the agricultural
setting of the Negra Ranch.

Mitigation is available to address impacts, including: relocation of an historic property to avoid
demolition (CUL-MM#4), preparation and submittal of additional recordation and documentation
(CUL-MM#6) should design changes result in expansion of the area of potential effects,
preparation of interpretive or educational materials (CUL-MM#7), and station design consistent
with the Secretary of the Interior’s Standards for the Treatment of Historic Properties (36 C.F.R.
Part 68) (CUL-MM#10).

Because of limited access to private lands within the area of potential effects during development
of the EIS, all project alternatives have the potential to damage previously unidentified
archaeological sites prior to construction or buried sites found during construction. The Selected
Alternative has the fewest archaeologically sensitive acres, including land in the existing right-of-
way and new acquisition areas.

To avoid or minimize cultural resources impacts, the Authority will incorporate IAMFs, including
requirements for additional surveys; training sessions for construction personnel to be able to
identify cultural resources; a monitoring plan; a discovery plan; a procedure to be followed if
unanticipated discoveries are made during ground-disturbing activities; and plans to protect and
to avoid or minimize damage to historic properties. Additionally, the Selected Alternative will
incorporate mitigation measures concerning both archaeological resources and built environment
resources. Mitigation includes phased identification of archaeological and built environment
resources, allowing for the potential discovery of previously unidentified resources once access to
all properties within the construction area is secured.

Surveys for such resources will be conducted on all properties that have not been subject to prior
surveys before construction begins. Should any resources be identified, the Authority will consult
with Section 106 consulting parties and agree upon appropriate mitigation measures, which may
include preservation in place, data recovery, or other appropriate steps outlined in the Built
Environment Treatment Plan (Authority 2021b) or Archaeological Treatment Plan (Authority
2021c). Archaeological mitigation will set forth protocols and standards to ensure that any
unanticipated discoveries are properly evaluated, avoided if possible, and treated and that will
halt construction work in the area while such discoveries are evaluated.

5.10 Cumulative Impacts

As discussed in Section 3.19, Cumulative Impacts, of the Final EIS, adherence to IAMFs and/or
mitigation measures will avoid or minimize most impacts associated with construction and
operation of the Selected Alternative. However, when combined with other past, present, and
reasonably foreseeable projects, the Selected Alternative, even with adherence to IAMFs and
mitigation measures as appropriate, will contribute to cumulative construction and operations
impacts in the following resource areas:

e Construction—Transportation, air quality, safety and security, agricultural farmland,
aesthetics and visual quality, and cultural resources
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o Operations—Noise, safety and security, and parks and recreation resources

Under the Selected Alternative, roadway closures and construction traffic associated with
construction of the San Jose Diridon and Gilroy Stations will result in temporary effects on traffic
networks, including bus transit. Operation of the Selected Alternative will result in localized
increases in traffic levels in the San Jose Diridon and Gilroy Station areas. Operation of the
Selected Alternative will also contribute to cumulative intersection delays due to increased gate-
down time at existing at-grade crossings in downtown San Jose, along the Monterey Corridor,
and in Morgan Hill and Gilroy. Even with the mitigation measures identified in Appendix C, the
Selected Alternative will result in a cumulative impact under NEPA.

Construction of the Selected Alternative, in combination with cumulative projects, will increase
emissions of carbon monoxide, nitrogen dioxide, PMz.s, and PM1o. Even with mitigation, emissions
will not be reduced below thresholds. Therefore, the Selected Alternative, in combination with
cumulative projects, will result in a cumulative impact under NEPA.

Operation of the Selected Alternative, in combination with cumulative projects, will result in
cumulative noise impacts. Even with the implementation of mitigation measures identified in
Appendix C, the Selected Alternative will result in a cumulative impact under NEPA. However, the
Authority will also incorporate certain offsetting mitigation measures into the Preferred Alternative,
as discussed in Chapter 5 of the Final EIR/EIS. In particular, offsetting mitigation measures
GWG-OMM#1 and GWG-OMM#2, related to noise mitigation in the form of sound walls or noise
treatments for the Gardner/Willow Glen community south of downtown San Jose, will reduce
cumulative noise effects from existing highway traffic; offsetting mitigation measure SC/NSJ-
OMM#1, related to noise mitigation in the form of noise treatments for the Santa Clara and North
San Jose community, will reduce cumulative noise effects from existing highway traffic; offsetting
mitigation measure SJD-OMM#2, related to noise mitigation in the form of noise treatments for
the San Jose Diridon community, will reduce cumulative noise effects from existing highway
traffic; offsetting mitigation measures WGTA-OMM#3 and WGTA-OMM#4, related to noise
mitigation in the form of noise treatments for the Washington/Guadalupe, Tamien, and
Alma/Almaden community, will reduce cumulative noise effects from existing highway traffic and
existing airplane noise; offsetting mitigation measure SSJ-OMM#3, related to noise mitigation in
the form of noise treatments for the South San Jose community, will reduce cumulative noise
effects from existing highway traffic; offsetting mitigation measure MH-OMM#3, related to noise
mitigation in the form of noise treatments for the Morgan Hill community, will reduce cumulative
noise effects from existing highway traffic; and offsetting mitigation measure G-OMM#6, related to
noise mitigation in the form of noise treatments for the Gilroy community, will reduce cumulative
noise effects from existing highway traffic. Therefore, although the incremental effect of
operations for the Preferred Alternative will result in cumulative noise impacts for the corridor as a
whole, the contribution of the project to cumulative operational noise impacts in the
Gardner/Willow Glen; Santa Clara and North San Jose; San Jose Diridon;
Washington/Guadalupe, Tamien, and Alma/Almaden; South San Jose; Morgan Hill; and Gilroy;
communities would be reduced through the project’s mitigation contribution towards sound walls
or noise treatments.

With respect to emergency response and services, the Selected Alternative and other cumulative
projects will result in temporary closures of and modifications to certain roadways during
construction, which will result in temporary delay to emergency vehicle response in certain areas,
with the Selected Alternative having the least amount of roadway closure during construction.
Mitigation will provide funding for the City of San Jose, the City of Morgan Hill, and the City of
Gilroy to implement emergency vehicle priority at traffic signals along Monterey Road, which will
reduce the contribution to emergency vehicle delays during construction.

During operations, the Selected Alternative will also result in increased traffic around the San
Jose Diridon Station and the Downtown Gilroy Station, which will result in emergency vehicle
response delays. Mitigation will provide funding for the City of San Jose and the City of Gilroy to
implement emergency vehicle priority at traffic signals near the stations, which will reduce the
contribution to emergency vehicle delays during operation. The Selected Alternative will also
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result in increased gate-down time at at-grade crossings, which will result in delays to emergency
response in certain locations. Where monitoring identifies or forecasts impacts relative to at-grade
crossings, the Authority will develop an Emergency Vehicle Priority Treatment Plan in conjunction
with local agencies and will fund the necessary emergency vehicle response improvements that
will be implemented by local jurisdictions. These improvements will reduce the Project’s
contribution to increased emergency response times. If the local jurisdictions are not able to
implement all the necessary mitigation, the Selected Alternative in combination with planned and
foreseeable projects will result in a cumulative impact under NEPA during operations.

The Selected Alternative, in combination with cumulative projects in the cumulative RSA, will
result in a cumulative impact on agricultural farmland because construction will permanently
convert large areas of agricultural farmland to nonagricultural uses or indirectly by creating
remnant parcels, despite project features. To mitigate this impact, the Authority will fund the
California Farmland Conservancy Program’s work to identify suitable agricultural land for
mitigation of impacts and to fund the purchase of agricultural conservation easements from willing
sellers. The Authority will also minimize the area required to operate and maintain the aerial
guideway.

Operation of the Selected Alternative, in combination with cumulative projects, will result in
cumulative impacts on parks, recreational facilities, open space resources, or school district play
areas. Even with adherence to the mitigation measures identified in Appendix C, the operation of
the Selected Alternative will result in a cumulative impact under NEPA.

Construction of the Selected Alternative and other project features, combined with other
cumulative projects, will result in permanent cumulative aesthetic impacts because the visual
quality and setting will be degraded. The Selected Alternative includes aesthetic guidelines and
an aesthetic review process to integrate HSR infrastructure into the surrounding landscape and
local context. Mitigation will include incorporating aesthetic design preferences into final design,
providing vegetation screening adjacent to residential areas, replanting unused portions of land,
and screening traction power facilities and radio towers. Nonetheless, the Selected Alternative
will result in a cumulative impact under NEPA.

Construction of the Selected Alternative, in combination with cumulative projects, will result in
cumulative impacts on built historic resources. Even with the mitigation measures identified in
Appendix C, the Selected Alternative will result in a cumulative impact under NEPA.
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6 MITIGATION COMMITMENTS AND MONITORING

The Authority will supervise construction and require implementation of mitigation measures for
the Selected Alternative. The Authority is responsible for ensuring that these commitments are
implemented, and the Authority has a full oversight role for this Project. It is also expected that
USACE, the State Water Resources Control Board, and the California Department of Fish and
Wildlife will make frequent compliance reviews to ensure that all conditions of their respective
permits are satisfied. Consistent with 40 C.F.R. Section 1505.2(c), all practicable means to avoid
or minimize environmental harm caused by the Selected Alternative have been identified and
incorporated as IAMFs. Further means to reduce and/or compensate for environmental impacts
have been identified and included as mitigation measures included in the MMEP (Appendix C).
The Authority will monitor the implementation of environmental commitments in the MMEP
consistent with the NEPA Assignment MOU and with CEQ regulations and guidance.

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

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

All IAMFs and mitigation measures are included within the MMEP. The Authority is required to
comply with all mitigation measures adopted with this ROD. The MMEP, as incorporated into this
ROD, is a formal commitment by the Authority to carry out all of the measures identified therein
as a condition of project approval. Therefore, in designing, constructing, and operating the
Selected Alternative, the Authority is required to adhere to and provide appropriate funding for all
IAMFs and mitigation measures in the MMEP.

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

California High-Speed Rail Authority May 2022

San Jose to Merced Project Section Final Record of Decision Page | 6-1




CALIFORNIA
Chapter 6 Mitigation Commitments and Monitoring High-Speed Rail Authority

This page intentionally left blank

May 2022 California High-Speed Rail Authority

6-2 | Page San Jose to Merced Project Section Final Record of Decision




CALIFORNIA . .
High-Speed Rail Authority Chapter 7 Summary of Comments Received after release of the Final EIS

7  SUMMARY OF COMMENTS RECEIVED AFTER RELEASE OF THE
FINAL EIS

Following publication of the Final EIS, the Authority received 54 written comment submittals prior
to the April 28, 2022, Board meeting. Staff reached out to individual commenters throughout the
waiting period and until the Board meeting and provided responses. No issues were identified in
the comments that were not previously addressed.

The range and types of comments received by the Authority during the waiting period included
concerns and questions on the following topics:

e General opposition to the project

e General support of the project

e Property acquisition process and timing

e Project impacts to specific properties

e Grade crossings

¢ Wildlife movement

e Environmental Justice community improvements

e Requests for assistance interpreting Volume 3, Preliminary Engineering for Project Design
Record

e Requests for copies of the environmental document(s) or supporting technical studies

The public verbal comments provided at the April 27, 2022, Board meeting, covered the following
topics:

e Project impacts on the Grasslands Ecological Area and related mitigation
e General support for the project

e Appreciation for environmental justice offsetting mitigation measures

e Readiness of Gilroy Transit Center for the project

e Priorities for infrastructure to support high-speed rail including electrification, crossings,
stations, and platforms

At the April 28, 2022, Board meeting the Board received a presentation with information in
response to public comments as well as several topics or questions raised by Board members
during the April 27, 2022, Board meeting. These topics included the following:

¢ Emergency vehicle response delay
e  Gardner community impacts and mitigation
e Vierra Ranch property displacements and mitigation

e Grasslands Ecological Area impacts, mitigation, and development of a cooperative
agreement

Summaries of and responses to all written correspondence received are included in Appendix H,
Comments Received Between the Publication of the Final EIR/EIS and the April 28, 2022, Board
meeting.

In issuing this ROD, the Authority has considered all comments received following the publication
of the Final EIS, the Draft ROD, as well as the comments previously received on the Draft EIS
and Revised/Supplemental Draft EIR/EIS.
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8 CORRECTIONS TO FINAL EIS

As a part of the Authority’s review of the San Jose to Merced Project Section Final EIS, several
minor corrections and clarifications were identified. Corrections are identified in Appendix | of this
document. The corrections and clarifications are not considered significant new information and
do not change the analysis or conclusions of the EIS. These corrections and clarifications
address items already covered in the Final EIS. These clarifications do not trigger the need to
prepare a supplement, per the CEQ NEPA regulations (40 C.F.R. § 1502.9(c)(1)). The errata
described within Appendix | are herewith corrected in the Final EIS and associated technical
reports for the San Jose to Merced Project Section of the California HSR System.
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9 DECISION

The Authority finds that Alternative 4, with the DDV and TDV, the San Jose Diridon and
Downtown Gilroy Stations, the MOWF south of Gilroy, and an MOWS west of Turner Island Road
in the Central Valley—with the specific limits extending from Scott Boulevard in Santa Clara to
Carlucci Road in Merced County—identified in the Final EIS as the Preferred Alternative is the
Selected Alternative. In making this finding, the Authority concludes that, among the alternatives
considered, the Selected Alternative best fulfills the purpose and need and objectives for the
Project while balancing impacts on the natural and human environment.

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

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

9.1 Section 106

Section 106 of the NHPA (16 U.S.C. § 470f) requires that any federal agency having direct or
indirect jurisdiction over a proposed federal or federally assisted undertaking take into account
the effect of the undertaking on any district, site, building, structure, or other object that is listed or
eligible for listing on the NRHP. The FRA, SHPO, the Authority, and the Advisory Council on
Historic Preservation executed the Programmatic Agreement among the Federal Railroad
Administration, the Advisory Council on Historic Preservation, the California State Historic
Preservation Officer, and the California High-Speed Rail Authority Regarding Compliance with
Section 106 of the National Historic Preservation Act, As It Pertains to the California High-Speed
Train Project (Section 106 PA) in 2011 (FRA et al. 2011) and extended the Section 106 PA by
executing a First Amendment on July 21, 2021 (FRA et al. 2021). The Section 106 PA sets forth
numerous requirements intended to ensure appropriate treatment of historic resources during
ground-disturbing activities associated with project construction. The Section 106 PA also
provides protocols for how and when formal eligibility determinations will be made. Eligibility
determinations will be made by the appropriate agency based on information presented in the
appropriate, completed state site records forms. Moreover, the Section 106 PA sets forth
requirements for tribal monitoring of construction activities to help ensure protection of cultural
resources that may be encountered. Adherence to the terms of the Section 106 PA will fulfill all
obligations under Section 106.

In accordance with the Section 106 PA, an MOA for the treatment of adverse effects on historic
properties in the San Jose to Merced Project Section of the California HSR System was executed
by the SHPO and the Authority on March 11, 2022. The following entities were invited to sign the
MOA as concurring parties:

Amah Mutsun Tribal Band

Amah Mutsun Tribal Band of Mission San Juan Bautista
Indian Canyon Mutsun Band of Costanoan

North Valley Yokuts Tribe

Tamien Nation

City of San Jose

City of Gilroy

San Jose Historical Landmarks Commission

Santa Clara Valley Transportation Authority

Additionally, the STB is an invited signatory to the MOA. The MOA summarizes the results of the
Section 106 process and the treatment measures for both aboveground and below-ground
cultural resources.
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The assessment of adverse effects required under Section 106 of the NHPA was documented in
the San Jose to Merced Project Section, Section 106 Finding of Effect Report (Authority 2020d)
that was approved by SHPO on March 27, 2020, in a Concurrence Letter (see Appendix D).

9.2 Section 4(f)/6(f)

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

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

As described in Chapter 4, Final Section 4(f)/6(f) Evaluations, of the Final EIS, Section 4(f)
properties were considered throughout the planning and alternatives development and analysis
process to avoid and minimize impacts on resources protected by Section 4(f). During this
process, the Selected Alternative was designed to avoid direct adverse effects on parks,
recreational areas, and historic resources, including Reed Street Dog Park; Los Gatos Creek Trall
and Park; Guadalupe River Trail, Reach 6; Sunlite Baking Company; Coyote Creek Trail;
Stevens/Fisher House; Barnhart House; Morgan Hill Community and Cultural Center; IOOF
Orphanage Home; and Cottonwood Creek Wildlife Area. The Final EIS contains the Authority’s
evaluation of whether the San Jose to Merced Project Section project alternatives will result in
any of the following “uses” of properties protected under Section 4(f):

e Permanent use (which encompasses permanent easements or temporary easements that
exceed limits for temporary occupancy),

e Temporary occupancy, and
e Constructive use.

Impacts were then evaluated to see if the criteria for a de minimis impact determination were met,
and appropriate coordination with officials having jurisdiction over each resource was conducted.
There are 84 Section 4(f) properties in the Selected Alternative’s RSA for recreational and cultural
resources. Of the 84 properties evaluated, 1 park/recreational resource (Fuller Park) was
determined to have de minimis impacts, 2 parks (Coyote Creek Parkway County Park and Field
Sports County Park) were determined to have a temporary occupancy, 1 park (Coyote Creek
Parkway County Park) was determined to have a permanent use, 4 historic properties (Southern
Pacific Depot [Diridon Station/Hiram Cahill Depot], Cozzi Family Property, Madrone Underpass,
and Live Oak Creamery) were determined to have a permanent use, and 1 historic property (San
Martin Winery) was determined to have a de minimis impact. The remaining properties did not
have a Section 4(f) use. The Authority issued its Draft Section 4(f) Evaluation in the Draft EIS.
The Authority prepared a draft individual Section 4(f) assessment for Coyote Creek Parkway
County Park and Field Sports County Park and provided it to Santa Clara County Parks and
Recreation Department on January 7, 2022 for a 45-day review period, which concluded on
February 22, 2022. The Authority received comments from Santa Clara County Parks and
Recreation Department on February 22, 2022. The Section 4(f) Evaluation was finalized in the
Final EIS, and the final individual Section 4(f) assessment for Coyote Creek Parkway County
Park and Field Sports County Park is presented as Appendix J to this ROD. The analysis and
information in the Section 4(f) Evaluation included with the Final EIS is incorporated herein by
reference, as is the analysis in Appendix J.
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9.21 Measures to Minimize Harm/Mitigation

The Authority developed measures to minimize harm to Southern Pacific Depot [Diridon
Station/Hiram Cahill Depot], Cozzi Family Property, Madrone Underpass, Live Oak Creamery,
Coyote Creek Parkway County Park, and Field Sports County Park resources during project
planning to avoid or minimize impacts, as well as mitigation measures to compensate for
unavoidable project impacts. Table 4-10 of the Final EIS, which is incorporated herein by
reference, lists the measures identified by the Authority to minimize harm, as required by 49
U.S.C. 303(c)(2). The measures identified in Table 4-10 of the Final EIS that are applicable to the
Selected Alternative are now incorporated into the Selected Alternative. The Authority is
continuing ongoing coordination, as appropriate, with the officials with jurisdiction over the
Section 4(f) properties. During the Authority’s consideration of its decision and during final design,
the Authority, in consultation with the officials with jurisdiction, may identify and implement
additional measures to further reduce potential impacts on the Southern Pacific Depot (Diridon
Station/Hiram Cahill Depot), Cozzi Family Property, Madrone Underpass, Live Oak Creamery,
Coyote Creek Parkway County Park, and Field Sports County Park.

9.2.2 Section 4(f)/6(f) Determination

Section 4(f) requires the selection of an alternative that avoids the use of a Section 4(f) property if
that alternative is deemed feasible and prudent and the use does not qualify for a finding of de
minimis impact. After making a Section 4(f) determination and identifying measures to minimize
harm, if there is more than one alternative that results in the use of a Section 4(f) property, the
Authority must also compare the alternatives to determine which alternative has the potential to
cause the least overall harm in light of the preservationist purpose of the statute.

As described in Chapter 4 of the Final EIS, the Authority has made a de minimis determination
under 49 U.S.C. 303(d) for Fuller Park. The Director of the City of San Jose Department of Parks,
Recreation, and Neighborhood Services, the official with jurisdiction over Fuller Park, concurred
in writing with this finding on September 21, 2021 (see Appendix G).

As described in Chapter 4 of the Final EIS and in Appendix J, the Authority has made a
determination that the Selected Alternative will result in a temporary occupancy of land that is
adverse in terms of the Section 4(f) statute's preservation purpose and a permanent use under
Section 4(f) for Coyote Creek Parkway County Park. As noted above, the Authority came to this
determination after undertaking an evaluation to conclude that there are no feasible or prudent
avoidance alternatives to the Selected Alternative, the Selected Alternative includes all possible
planning to minimize harm to these Section 4(f) properties resulting from such use, and the
Selected Alternative will cause the least overall harm in light of Section 4(f)’s preservation
purpose.

As described in Chapter 4 of the Final EIS and in Appendix J, the Authority has made a
determination that there is a temporary occupancy of land that is adverse in terms of the statute's
preservation purpose for Field Sports County Park. As noted above, the Authority came to this
determination after undertaking an evaluation to conclude that there are no feasible or prudent
avoidance alternatives to the Selected Alternative, the Selected Alternative includes all possible
planning to minimize harm to these Section 4(f) properties resulting from such use, and the
Selected Alternative will cause the least overall harm in light of Section 4(f)’s preservation
purpose.

As described in Chapter 4 of the Final EIS and in Appendix J, the Authority has made a
determination that the Selected Alternative will result in a permanent use of land that is adverse in
terms of the Section 4(f) statute's preservation purpose and a permanent use under Section 4(f)
for Coyote Creek Parkway County Park. As noted above, the Authority came to this determination
after undertaking an evaluation to conclude that there are no feasible or prudent avoidance
alternatives to the Selected Alternative, the Selected Alternative includes all possible planning to
minimize harm to these Section 4(f) properties resulting from such use, and the Selected
Alternative will cause the least overall harm in light of Section 4(f)’'s preservation purpose.
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As described in Chapter 4 of the Final EIS, the Authority has made a de minimis determination
under 49 U.S.C. 303(d) for San Martin Winery. The California SHPO, the official with jurisdiction
over San Martin Winery, concurred in writing with the no adverse effect finding on March 27, 2020
(see Appendix G).

As described in Chapter 4 of the Final EIS, the Authority has made a determination that there is a
permanent use under Section 4(f) for four historic properties: Southern Pacific Depot (Diridon
Station/Hiram Cahill Depot), Cozzi Family Property, Madrone Underpass, and Live Oak
Creamery. As described in Chapter 4 of the Final EIS, the Authority came to this determination
after undertaking an evaluation to conclude that there are no feasible or prudent avoidance
alternatives to the Selected Alternative, the Selected Alternative includes all possible planning to
minimize harm to these Section 4(f) properties resulting from such use, and the Selected
Alternative will cause the least overall harm in light of Section 4(f)’s preservation purpose.

Among all of the San Jose to Merced Project Section project alternatives, the Selected Alternative
will result in the least overall harm to resources protected by Section 4(f) because the Selected
Alternative will have an impact on the fewest Section 4(f) resources of all of the project
alternatives analyzed in the Draft EIS and Final EIS. Thus, the Selected Alternative will cause the
least overall harm to Section 4(f) resources.

There are four Section 6(f) properties within the RSA: Guadalupe River Park, Guadalupe
Gardens (part of Guadalupe River Park), San Luis Dinosaur Development (part of San Luis
Reservoir State Recreation Area), and the Cottonwood Creek Wildlife Area (NPS 2016). The
Selected Alternative will not require permanent or temporary acquisition of land from any of the
Section 6(f) properties. In addition, construction activities will not occur within any of the
resources. While construction of the tunnel underneath Cottonwood Creek Wildlife Area may
result in the lowering of groundwater due to tunnel inflows, Mitigation Measures BIO-MM#9 and
HYD-MM#1 will avoid affecting wildlife function. Therefore, no impacts on Section 6(f) resources
will occur.

9.3 General Conformity Determination

As part of the environmental review of the San Jose to Merced Project Section, the Authority
conducted and FRA approved a general conformity evaluation pursuant to 40 C.F.R. Part 93,
Subpart B. The Authority conducted the general conformity evaluation following all regulatory
criteria and procedures and in coordination with the USEPA, BAAQMD, SJVAPCD, and the
California Air Resources Board. As a result of this review, the FRA concluded, because project-
generated emissions will either be fully offset (for construction phase) or less than zero (for
operational phase), that the Project’'s emissions can be accommodated in the state
implementation plan for the SFBAAB and SJVAB.

The FRA has determined that the Project as designed will conform to the approved state
implementation plan based on the following:

e The Authority will commit that construction-phase NOx emissions will be offset consistent with
the applicable federal regulations by entering into an agreement with BAAQMD and through
the Authority’s existing commitments in its June 2014 MOU and VERA with the San Joaquin
Valley Unified Air Pollution Control District (Authority and SJVAPCD 2014), respectively.

e The Authority will enter into a contractual agreement with BAAQMD and has executed a
contractual agreement with SUIVAPCD to mitigate the Project’'s NOx emissions by providing
funds to BAAQMD and SJVAPCD to fund grants for projects that achieve the necessary
emission reductions.

e BAAQMD and SJVAPCD will seek and implement the necessary emission reduction
measures, using Authority funds.

o BAAQMD and SJVAPCD will serve as administrators of the emissions reduction projects and
verifiers of the successful mitigation effort.
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Therefore, the FRA has concluded that the proposed Project, as designed, conforms to the
purpose of the approved state implementation plan and is consistent with all applicable general
conformity requirements. The Final General Conformity Determination is included with this ROD
as Appendix A.

9.4 Section 7 Endangered Species Finding

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

Metcalf Canyon jewelflower (endangered)

Santa Clara Valley dudleya (endangered)

Bay checkerspot butterfly (threatened)

Vernal pool fairy shrimp (threatened)

Vernal pool tadpole shrimp (threatened)

Valley elderberry longhorn beetle (threatened)
Steelhead—central California coast DPS (threatened)
Steelhead—south-central California coast DPS (threatened)
California red-legged frog (threatened)

California tiger salamander (threatened)

Least Bell’s vireo (endangered)

The Authority developed and submitted the BA, which evaluated direct, indirect, and cumulative
effects of the Project on federally listed species and their designated critical habitat, to the NMFS
and USFWS in early 2020 and requested the initiation of formal Section 7 consultation. The BA
was subsequently revised and resubmitted in October 2020 to address NMFS comments. The
Authority’s informal and formal Section 7 consultation with USFWS and NMFS has been ongoing
and was instrumental in scoping the biological resource analysis for the EIS Documents, as well
as for the BA. The Authority held numerous meetings with USFWS and NMFS following submittal
of the BA to each agency. The Authority consulted with both agencies regarding effects on listed
species, conservation measures, and overall findings in each agency’s BO.

NMFS issued its BO and completed consultation on June 24, 2021 (Appendix E). USFWS issued
its BO and completed consultation on December 22, 2021 (Appendix B). In the BOs, USFWS and
NMFS concurred with the determinations made by the Authority regarding federally listed species
that would not be adversely affected and for species that would be affected, determined that the
proposed action is not likely to jeopardize the continued existence of any federally listed species.
The BOs each contain an Incidental Take Statement, and, consistent with Section 7
requirements, the BOs also stipulate several reasonable and prudent measures to avoid or
minimize potential incidental take of listed species. The Authority will implement the measures
identified in the USFWS and NMFS BOs.

The Coyote hydrologic unit (18050003) within the Santa Clara Valley region contributes to the
EFH watershed historically utilized by both coho and Chinook salmon. The Authority also
consulted with NMFS in accordance with the Magnuson-Stevens Fishery Conservation and
Management Act (16 U.S.C. § 1855(b)) for this action. NMFS concluded that the Project will
adversely affect the EFH of coho and Chinook salmon in the action area and included EFH
Conservation Recommendations in the BO. As required by Section 305(b)(4)(B) of the
Magnuson-Stevens Fishery Conservation and Management Act, the Authority provided a detailed
response to NMFS regarding its ability to implement the EFH Conservation Recommendations
within 30 days of receipt of the BO (Appendix E).
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9.5 Wetlands Finding

In addition to NEPA and other environmental laws, the federal lead agency is also required to
make findings pursuant to U.S. Executive Order 11990, Protection of Wetlands (May 24, 1977),
and the DOT Wetlands Order, DOT Order 5660.1A, Preservation of the Nation’s Wetlands
(August 24, 1978).

Aquatic resources in the vicinity include several types of wetlands as well as other waters (i.e.,
streams, lakes, and other open water features) as verified by the USACE under a preliminary
jurisdictional determination issued on December 5, 2019. The Project will require authorization
under Section 404 of the CWA. Construction of the Selected Alternative will have direct and
indirect impacts on aquatic resources. Portions of the project extent that cross or abut aquatic
resources will result in placement of fill (e.g., for construction of bridge supports), installation of
culverts, and associated in-channel work. Construction of track and systems could also alter
surface and subsurface hydrology that supplies or drains aquatic features. Additional effects on
aquatic resources may result from groundwater reduction during tunnel construction and the
associated disruption of hydrologic cycles of surface water resources. Though impacts on waters
of the United States may occur as part of the Selected Alternative, in April 2020, the USEPA and
the USACE provided letters on the preliminary LEDPA determination by the Authority. Both
agencies concurred that Alternative 4 represents the preliminary LEDPA for the San Jose to
Merced Project Section. Design requirements and permit conditions will require contractors to
avoid impacts on jurisdictional waters wherever feasible. The requirements identified in the
MMEP, incorporated as part of this document (Appendix C), will minimize the destruction, loss, or
degradation of wetlands and preserve and enhance the natural and beneficial values of wetlands.

To the maximum extent practicable, the Authority will implement pre- and post-construction BMPs
for sediment and erosion control. The measures and features included in the MMEP will reduce
and offset impacts on wetlands to a level sufficient to achieve no net loss. However, if determined
to be necessary by USACE or the State Water Resources Control Board, these measures may
be increased through their respective permitting processes, or additional measures may be
recommended and reflected in other project permits and authorizations.

Based upon USACE findings and the Authority’s evaluation, the Authority determines that the
Project is consistent with U.S. Executive Order 11990 and DOT Order 5660.1A.

9.6 Floodplains Finding

DOT Order 5620.2 implements U.S. Executive Order 11988, Floodplain Management (May 24,
1977). These orders state that the federal lead agency may not approve an alternative involving a
significant encroachment unless the agency can make a finding that the proposed encroachment
is the only practicable alternative. The major purposes of U.S. Executive Order 11988 are to
avoid federal support for floodplain development; to prevent uneconomic, hazardous, or
incompatible use of floodplains; to restore and preserve the natural and beneficial floodplain
values; and to be consistent with the standards and criteria of the National Floodplain Insurance
Program.

Construction of the Selected Alternative will place new structures and/or modify existing
structures within 100-year floodplains regulated by the Federal Emergency Management Agency,
which will result in changes to channel geometry and flood flow characteristics and have the potential
to result in permanent impacts on floodplain hydraulics. However, with implementation of IAMFs,
which will require flood protection measures that minimize effects on 100-year floodplain water
surface elevations, no permanent effects on designated floodplains from construction will occur.
As indicated in Section 3.8, Hydrology and Water Resources, of the Final EIS, the Authority, as
the federal lead agency under the NEPA Assignment MOU, concludes that the Selected
Alternative will not result in any substantial adverse impacts on floodplains, will not result in a
substantial change in flood risks, and will not substantially affect access to the facilities for
maintenance and other activities at either the new bridge located upstream from existing railroad
bridges over the Guadalupe River or the reconstructed bridge over Llagas Creek.
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Design of the Selected Alternative also includes effective measures to avoid or minimize the
potential for exposure of HSR passengers and employees to flooding, and new or additional
exposure to flooding risks and hazards from the failure of a levee or dam will not occur. Based
upon these findings, the Authority determines that the proposed action is consistent with
requirements of U.S. Executive Order 11988.

9.7 Environmental Justice Finding

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

The San Jose to Merced Project Section project alternatives, including the Selected Alternative,
will result in adverse effects on all populations, including low-income populations or minority
populations, residing or conducting business at certain locations along the project corridor in
Santa Clara, parts of San Jose, Morgan Hill, Gilroy, and the San Joaquin Valley. The Authority
has held more than 250 meetings, briefings, and outreach activities to date with community
stakeholders, businesses, local agencies, and elected officials in environmental justice
communities to gather, confirm, and understand key community concerns so that these concerns
are considered both in the development of project alternatives and during the environmental
process. As discussed in Chapter 5 of the Final EIS, the Authority has determined that the
Selected Alternative will not result in disproportionately high and adverse environmental effects
on low-income and/or minority populations, after implementation of mitigation measures, IAMFs,
and benefits.

As discussed in Chapter 5 of the Final EIS, the Selected Alternative will include the application of
IAMFs and all practicable direct mitigation measures to avoid or eliminate disproportionately high
and adverse effects on low-income populations and minority populations (see the MMEP,
Appendix C).

The low-income and/or minority populations in the study area would benefit from the transit
improvements the San Jose to Merced Project Section would provide, including increased
statewide accessibility to jobs, goods, and services; reduced vehicle miles traveled; long-term air
quality improvements; reduction in greenhouse gas emissions; public safety benefits realized
through new safety and signaling systems; and new employment opportunities during
construction and operations. HSR stations can also become a focal point of economic activity as
public and private investment seeks to capture the travel benefits of increased intercity
accessibility. Localized beneficial effects are anticipated in the area surrounding the San Jose
Diridon and Downtown Gilroy Stations, where minority populations and low-income populations
are present.

The Authority identified offsetting mitigation measures for the Selected Alternative, which were
developed through a 21-month community improvement planning process that included three
rounds of community engagement to identify and evaluate potential community improvements
with potential to offset residual disproportionately high and adverse project effects. Most of the
community improvements evaluated were initially identified by members of the affected
communities or by representative entities such as cities or through review of prior community
assessments of unmet needs. In determining whether mitigation measures sufficiently offset
disproportionate effects on environmental justice communities, the Authority considered input
from individuals, organizations, and representatives of minority communities and low-income
communities on the value of the offsetting mitigation measures. The Authority is committed to
funding the specific identified offsetting mitigation measures identified in the MMEP by working in
concert with local implementing partners.
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After consideration of direct mitigation, project benefits, offsetting mitigation measures, and the
input of environmental justice communities, the Authority has determined that the Selected
Alternative will not have disproportionately high and adverse effects on minority populations or
low-income populations.
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10 CONCLUSION

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

For the San Jose to Merced Project Section, the Authority approves Alternative 4, with the DDV
and TDV, the San Jose Diridon and Downtown Gilroy Stations, the MOWF south of Gilroy, and an
MOWS west of Turner Island Road in the Central Valley, with the specific limits extending from
Scott Boulevard in Santa Clara to Carlucci Road in Merced County. The Authority has selected
this alternative because: (1) it best satisfies the Purpose, Need, and Objectives for the proposed
action; and (2) it minimizes impacts on the natural and human environment by utilizing an existing
transportation corridor where practicable and incorporating mitigation measures. Accordingly,
Alternative 4 with the DDV and TDV, the San Jose Diridon and Downtown Gilroy Stations, the
MOWEF south of Gilroy, and an MOWS west of Turner Island Road in the Central Valley, with the
specific limits extending from Scott Boulevard in Santa Clara to Carlucci Road in Merced County,
has been selected and approved for project implementation.

Brian P. Kelly June 1, 2022

Brian P. Kelly Date
Chief Executive Officer
California High-Speed Rail Authority
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The environmental review, consultation, and other actions required by applicable
CA L | FO R N IA federal environmental laws for this project are being or have been carried out by
the State of California pursuantto 23 U.S.C. 327 and a Memorandum of
High-Speed Rail Authority Understanding dated July 23, 2019, and executed by the Federal Railroad
Administration and the State of California.
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This Final General Conformity Determination has been prepared by the Federal Railroad Administration
(FRA), pursuant to Section 176(c) of the Federal Clean Air Act, 42 U.S.C. 7506(c)(1), and its
implementing regulations (“General Conformity Rule”). Specifically, this Final General Conformity
Determination documents FRA’s finding that the California High-Speed Rail System, San Jose to Merced
Section will comply with the General Conformity Rule, provided that any construction emissions
exceeding de minimis levels will be offset though agreements between the California High-Speed Rail
Authority and the applicable air districts.
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EXECUTIVE SUMMARY

The California High-Speed Rail (HSR) system, proposed by the California High-Speed Rail
Authority (Authority), will provide intercity, high-speed service on more than 800 miles of
guideway throughout California, connecting the major population centers of Sacramento, the San
Francisco Bay Area, the Central Valley, Los Angeles, the Inland Empire, Orange County, and
San Diego. The San Jose to Central Valley Wye Project Extent (Project)?, which is the focus of
this General Conformity Determination, is a critical link connecting San Jose to the Central Valley
portion of the HSR system at the Central Valley Wye in Merced County, which in turn connects to
the portion of the system running north to Merced and south to Fresno and southern California.2

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

FRA prepared a Draft General Conformity Determination, pursuant to 40 C.F.R. part 93, subpart
B, which establishes the process for complying with the General Conformity requirements of the
Clean Air Act. FRA published a notice in the Federal Register on November 26, 2021 advising the
public of the availability of the Draft Conformity Determination for a 30-day review and comment
period. The draft Conformity Determination was published at http://www.regulations.gov, Docket
No. FRA-2021-0100. The comment period of the Draft Conformity Determination closed on
December 27, 2021. FRA received two comments expressing support for the project.

This Final General Conformity Determination documents the FRA'’s finding that the Project
complies with the General Conformity Rule and that it conforms to the purposes of the area’s
approved State Implementation Plan and is consistent with all applicable requirements. The Final
General Conformity Determination is available at http://www.regulations.gov, Docket No. FRA-
2021-0100, and on FRA’s website at https://railroads.dot.gov/environment/environmental-
reviews/clean-air-act-california-general-conformity-determinations. This Final General Conformity
Determination is based on the impact avoidance and minimization features and mitigation
measures described in Appendix 2-E and Section 3.3.7, respectively, of the San Jose to Merced
Project Section Final Environmental Impact Report/Environmental Impact Statement (Authority
2022) and that will be implemented for the Project. This compliance is demonstrated as follows:

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

¢ While emissions generated during construction of the Project would exceed the General
Conformity thresholds for nitrogen oxides in the San Francisco Bay Area Air Basin and San
Joaquin Valley Air Basin, these emission increases would be offset through a new agreement
with BAAQMD and an existing Memorandum of Understanding and Voluntary Emission
Reduction Agreement with the San Joaquin Valley Air Pollution Control District, respectively.

1 The Project Section has been evaluated in three extents: from San Jose to the western limit of the Central Valley Wye;
the Central Valley Wye itself; and from the northern limit of the Central Valley Wye to Merced (i.e., the northern portion of
the Merced to Fresno Project Section).

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

This Final General Conformity Determination for the San Jose to Central Valley Wye Section of the
California High-Speed Rail (HSR) System (Project) (a portion of the San Jose to Merced Project Section
[Project Section]) and was prepared consistent with the implementing regulations of Section 176 of the
Clean Air Act (CAA). Section 176(c)(1) of the CAA prohibits federal agencies from engaging in,
supporting, or providing financial assistance for licensing, permitting or approving any activities that do
not conform to an approved CAA implementation plan. That approved plan may be a federal, state, or
tribal implementation plan.

The CAA defines nonattainment areas as geographic regions that have been designated as not meeting
one or more of the national ambient air quality standards (NAAQS)The CAA requires that each state
prepare a State Implementation Plan (SIP) A maintenance plan must be prepared for each former
nonattainment area that subsequently demonstrated compliance with the standards. The SIP is a state’s
plan for how it will meet the NAAQS by the CAA deadlines established by the CAA.

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

FRA prepared this Final General Conformity Determination after the release of the San Jose to Merced
Final Environmental Impact Report/Environmental Impact Statement (FEIR/FEIS), which complies with
the National Environmental Policy Act (NEPA) and the California Environmental Quality Act (CEQA).
Because the analysis used for the EIR/EIS also generated the information necessary for the General
Conformity Determination, specific analysis may be incorporated herein by reference.

1.1 Regulatory Status of Resource Study Area

In November 1993, the U.S. Environmental Protection Agency (USEPA) two sets of regulations to
implement section 176(c) of the CAA. The final transportation conformity regulations were approved on
November 24, 1993 to address transportation plans, programs, and projects developed, funded, or
approved under title 23 United States Code (U.S.C.) or the Federal Transit Act, 49 U.S.C Section 1601 et
seq. (40 C.F.R. § 93 Subpart A). These regulations have been revised several times since they were first
issued. While the Transportation Conformity regulations do not apply to the Project, many of the
transportation planning documents developed under those regulations are helpful in understanding the
regional air quality and planning status of the resource study area (RSA). The final general conformity
regulations were approved on November 30, 1993. Because of the federal funding and potential safety
and other approvals, the Project is subject to the general conformity regulations. The final general
conformity regulations were approved on November 30, 1993. Because of the federal funding and
potential safety and other approvals, the Project is subject to the general conformity regulations.

The RSA for the Project is the San Francisco Bay Area Air Basin (SFBAAB) San Joaquin Valley Air Basin
(SJVAB), and the North Central Coast Air Basin (NCCAB). Figure 1 shows the Project footprint as it is
situated in the three air basins. Planning documents for pollutants for which the RSA is classified as
federal nonattainment or maintenance are developed by the Bay Area Air Quality Management District
(BAAQMD), Monterey Bay Air Resources District (MBARD), San Joaquin Valley Air Pollution Control
District (SJVAPCD), and the California Air Resources Board (CARB) and approved by the USEPA. Table
1 lists the planning documents relevant to the Project’'s RSA.
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Table 1 Planning Documents Relevant to the Resource Study Area

San Francisco Bay Area Air Basin

2001 San Francisco Bay Area
Ozone Attainment Plan for the 1-
Hour National Ozone Standard

In a March 30, 2001, Federal Register notice (66 Fed. Reg. 17379), the
USEPA proposed to make a finding that the Bay Area has not attained the
national 1-hour O3 standard. The USEPA proposed partial approval and partial
disapproval of the 1999 Ozone Attainment Plan. On August 28, 2001, the
USEPA took final action on its March 2001 notice, triggering a CAA
requirement that a new plan be submitted within 1 year of the effective date of
the USEPA's final action.

The revised 2001 Ozone Attainment Plan included the necessary changes to
address the USEPA’s disapproval of the prior plan. In addition, to address the
requirements triggered by the USEPA’s finding of failure to attain, the plan
included a new emissions inventory and commitments to adopt and implement
additional control measures to attain the standard by 2006, the attainment
deadline. It also included additional contingency measures in the event the
Bay Area did not attain the standard by 2006.

2017 Clean Air Plan

Although not a federal planning document, the Bay Area 2017 Spare the Alr,
Cool the Climate (Clean Air Plan) provided a comprehensive plan to improve
Bay Area air quality and protect public health. The Clean Air Plan defined a
control strategy that the BAAQMD and its partners is implementing to: (1)
attain all state and national ambient air quality standards; (2) eliminate
disparities among Bay Area communities in cancer health risk from toxic air
contaminants; and (3) reduce GHG emissions to protect the climate.

North Central Coast Air Basin

2005 Report on Attainment of the
California Particulate Matter
Standards in the Monterey Bay
Region

Although not a federal planning document, the plan fulfilled the requirements
of Senate Bill 656 to reduce public exposure to PM. The plan outlines readily
available, feasible, and cost-effective control measures for PM within the
MBARD.

2007 Federal Maintenance Plan
for Maintaining the National
Ozone Standard in the Monterey
Bay Region

This plan presents the strategy for maintaining the NAAQS for O in the
NCCAB. The NCCAB attained the 8-hour NAAQS in 2014.

2012-2015 Air Quality
Management Plan

Although not a federal planning document, the Air Quality Management Plan is
prepared triennially by the MBARD to document the region’s continued
progress toward meeting the state 8-hour O3 standard.

San Joaquin Valley Air Basin

2007 PM1o Maintenance Plan and
Request for Redesignation

On September 25, 2008, the USEPA redesignated the San Joaquin Valley to
attainment for the PM1o NAAQS and approved the 2007 PM1o Maintenance
Plan.

2007 8-Hour Ozone Plan

On May 5, 2010, the USEPA reclassified the 8-hour O3 nonattainment status
of the San Joaquin Valley from “serious” to “extreme.” The reclassification
required the state to incorporate more stringent requirements, such as lower
permitting thresholds, and implement reasonably available control
technologies at more sources.

The 2007 8-hour Ozone Plan contained a comprehensive and exhaustive list
of regulatory and incentive-based measures to reduce emissions of O3 and PM
precursors throughout the San Joaquin Valley. On December 18, 2007, the
SJVAPCD Governing Board adopted the plan with an amendment to extend
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the rule adoption schedule for organic waste operations. On January 8, 2009,
the USEPA found that the motor vehicle budgets for 2008, 2020, and 2030
from the 2007 8-hour Ozone Plan were not adequate for transportation
conformity purposes. The next plan will address the USEPA’s 2008 8-hour O3
standard of 75 parts per billion.

2013 Plan for the Revoked 1- On September 19, 2013, the USEPA approved the San Joaquin Valley's 2013
Hour Ozone Standard Plan for the Revoked 1-Hour Ozone Standard. Effective June 15, 2005, the
USEPA revoked the federal 1-hour O3 standard for areas including the SJVAB.
2015 Plan for the 1997 PMs On April 30, 2008, the SIVAPCD adopted the 2008 PM25 Plan satisfying all
Standard federal implementation requirements for the 1997 federal PM2s standard. Per

guidance from the USEPA, the plan addressed the 1997 PM25 standard under
Subpart 1 of federal CAA Title 1, Part D (Subpart 1). Subsequently, in 2013,
the D.C. Circuit Court ruled that the USEPA erred by solely using CAA Subpart
1 in establishing its PM2.s implementation rule, without consideration of the
PM-specific provisions in CAA Title 1, Part D, Subpart 4 (Subpart 4). In June
2014, the USEPA classified the SIVAB as a “moderate” nonattainment area
under Subpart 4. The USEPA recently reclassified the Valley as “serious”
nonattainment effective May 7, 2015. The 2015 PM2s Plan addresses the
federal mandates for a “serious” nonattainment area related to the 1997 PMzs
standard.

2016 Moderate Area Plan for the | The 2016 Moderate Area Plan addresses the federal mandates for areas
2012 PM25 Standard classified as “moderate” nonattainment for the 2012 PM2 federal annual air
quality standard of 12 micrograms per cubic meter

2016 Plan for the 2008 8-Hour The District adopted the 2016 Plan for the 2008 8-Hour Ozone Standard in
Ozone Standard! June 2016. This plan satisfies CAA requirements and ensures expeditious
attainment of the 75 parts per billion 8-hour Os standard.

2018 PM25 Plan The 2018 PM25 Plan provides a single integrated plan to attain the federal
health-based 1997, 2006, and 2012 NAAQS. The plan builds upon
comprehensive strategies already in place from previously adopted SJVAPCD
attainment plans and measures.

Sources: BAAQMD 2001, 2017, MBUAPCD 2005, 2007, 2017; SJVAPCD 2007a, 2007b, 2013, 2015, 2016a, 2016b, 2018

BAAQMD = Bay Area Air Quality Management District 03 = ozone

Bay Area = San Francisco Bay Area PMyo = particulate matter 10 microns or less in diameter
CAA = Clean Air Act PM25 = particulate matter 2.5 microns or less in diameter
CARB = California Air Resources Board SFBAAB = San Francisco Bay Area Air Basin

CO = carbon monoxide SIP = State Implementation Plan

GHG = greenhouse gases SJVAB = San Joaquin Valley Air Basin

MBARD = Monterey Bay Air Resources District SJVAPCD = San Joaquin Valley Air Pollution Control District
NAAQS = national ambient air quality standards USEPA = U.S. Environmental Protection Agency

NCCAB = North Central Coast Air Basin

1.2 General Conformity Regulations

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

During the applicability analysis, the federal agency determines the following:

Whether the action will occur in a nonattainment or maintenance area

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

Whether the federal agency has included the action on its list of presumed-to-conform actions
Whether the total direct and indirect emissions are below or above the de minimis levels

Where a facility has an emissions budget approved by the state or tribe as part of the SIP or
Tribal Implementation Plan, the federal agency determines that the emissions from the
Project are within the budget

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

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

Obtaining a written statement from the entity responsible for the implementation plan that the
total indirect and direct emissions from the action, along with other emissions in the area, will
not exceed the total implementation plan emission budget

Fully offsetting the total direct and indirect emissions by reducing emissions of the same
pollutant in the same nonattainment or maintenance area

California High-Speed Rail Authority Project Environmental Document April 2022
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2  CALIFORNIA HIGH-SPEED RAIL PROJECT
2.1 California High-Speed Rail System

The Authority, is responsible for planning, designing, constructing, and operating the HSR
system. Its mandate is to develop an HSR system connecting the state’s major population
centers and coordinate with the state’s existing transportation network, which includes intercity
rail and bus lines, regional commuter rail lines, urban rail and bus transit lines, highways, and
airports.

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

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

In April 2012 and May 2014, respectively, the FRA and the Authority published the Merced to
Fresno Section Final EIR/EIS (Merced to Fresno Final EIR/EIS) (Authority and FRA 2012) and
Fresno to Bakersfield Section Final EIR/EIS (Fresno to Bakersfield Final EIR/EIS) (Authority and
FRA 2014). The FRA issued the Record of Decision (ROD) for the Fresno to Bakersfield Project
in June 2014. Both projects are within the SIVAB, and a General Conformity Determination was
prepared as part of the environmental processes to comply with the CAA. The Merced to Fresno
and Fresno to Bakersfield General Conformity Determinations include the Authority’s commitment
to offset all emissions to net zero through a Voluntary Emissions Reduction Agreement (VERA)
between the Authority and the SIVAPCD. Although the San Jose to Merced Project Section of
the HSR system is independent of the other HSR system project sections for purposes of NEPA
and CEQA analysis, certain construction activities may occur concurrently with construction
activities for other project sections within the SFBAAB and SJVAB. Therefore, estimates of
cumulative emissions, where available, have been presented in Section 13, Estimated Emission
Rates and Comparison to de minimis Thresholds—Cumulative Analysis, of this document. These
future emissions estimates have been included in this document in the interest of full disclosure of
future construction emissions that may occur in the SFBAAB and SJVAB from other sections of
the HSR system; each of these sections would undergo separate conformity determinations later.

2.2 California High-Speed Rail System—San Jose to Central Valley Wye
Project Extent

The Project will provide HSR service between San Jose Diridon Station in downtown San Jose,
with a Gilroy station in either downtown Gilroy or east Gilroy, and a station in downtown Merced.
It will connect San Jose to the Central Valley portion of the HSR system at the Central Valley
Wye in Merced County, which in turn would connect to the portion of the system running north to
Merced and south to Fresno and southern California.

The Project is designed to allow trains to and from the Bay Area to transition smoothly from north-
south to east-west travel with a minimum reduction in speed to achieve the Proposition 1A travel
time requirement. Proposition 1A requires that the HSR system be designed to achieve a nonstop

California High-Speed Rail Authority Project Environmental Document April 2022
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service travel time of 2 hours and 10 minutes between San Jose and Los Angeles Union Station.3
The Project follows existing transportation corridors to the extent feasible, as directed by
Proposition 1A.4

The Project corridor is between Scott Boulevard and Carlucci Road and constitutes approximately
91 miles of the approximately 145-mile-long Project Section, which includes dedicated HSR track
and systems, and station locations at San Jose Diridon and Gilroy; an MOWF in the Gilroy area,
and an MOWS near Turner Island Road in the Central Valley. HSR stations at San Jose Diridon
and Gilroy would support transit-oriented development, provide an interface with regional and
local mass transit services, and provide connectivity to the South Bay and Central Valley highway
network.® The Project begins at Scott Boulevard in Santa Clara. The HSR infrastructure and
operations transition from the blended system between San Francisco and Santa Clara to a fully
dedicated system north of the San Jose Diridon Station, either at Scott Boulevard in Santa Clara
or near |-880; or, in the case of Alternative 4, the blended system extends to downtown Gilroy.
The Project continues south and east from Gilroy, continuing east through the Pacheco Pass to
the Central Valley to its end at Carlucci Road, the western limit of the Central Valley Wye.

The Project comprises the following five subsections:

o San Jose Diridon Station Approach—Extends approximately 6 miles from north of the San
Jose Diridon Station at 1-880 in San Jose or Scott Boulevard in Santa Clara to West Alma
Avenue in San Jose. This subsection includes San Jose Diridon Station and overlaps the
southern portion of the San Francisco to San Jose Project Section.

¢ Monterey Corridor—Extends approximately 9 miles from West Alma Avenue to Bernal Way
in the community of South San Jose. This subsection is entirely within the city of San Jose.

¢ Morgan Hill and Gilroy—Extends 30-32 miles from Bernal Way in the community of South
San Jose to Casa de Fruta Parkway/State Route (SR) 152 in the community of Casa de
Fruta in Santa Clara County.

e Pacheco Pass—Extends approximately 25 miles from Casa de Fruta Parkway/SR 152 to I-5
in Merced County.

e San Joaquin Valley—Extends approximately 18 miles from I-5 to Carlucci Road in
unincorporated Merced County.

The Authority has developed four end-to-end alternatives for the Project: Alternative 1, Alternative
2, Alternative 3, and Alternative 4. Each alternative consists of a variety of alignment and station
options. It is estimated that construction of the Project would take approximately 7 years, with
initiation of construction in 2022 and completion in 2028.

3 Proposition 1A requires that the HSR system be designed to achieve a nonstop service travel time of 2 hours and 40
minutes between San Francisco and Los Angeles Union Station, including a 30-minute ride between San Francisco and
San Jose (§ 2704.09(b)(4)).

4 Proposition 1A requires that the HSR system be designed to operate on an alignment that follows existing transportation
and utility corridors to the extent feasible (§ 2704.09(g)).

5 South Bay refers to Santa Clara County.
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3  AIRQUALITY CONDITIONS IN THE RESOURCE STUDY AREA
3.1  Meteorology and Climate

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

Elevation and topography can affect localized air quality. The Project extent crosses the
SFBAAB, NCCAB, and SJVAB. Within the SFBAAB, temperatures in the Santa Clara Valley are
warm on summer days and cool on summer nights, and winter temperatures are mild. Winds in
the valley are greatly influenced by the terrain, resulting in a prevailing flow that roughly parallels
the valley's northwest-southeast axis. Within the NCCAB, the semi-permanent high-pressure cell
in the eastern Pacific, known as the Pacific High, is the basic controlling factor in the climate. The
generally northwest-southeast orientation of mountainous ridges tends to restrict and channel the
summer onshore air currents. In the fall and winter, the surface winds become weak, which can
lead to pollutant transport from the SFBAAB and SJVAPCD into the NCAAB. Within the SIVAB,
summer temperatures often exceed 100 degrees Fahrenheit, and the surrounding mountain
ranges restrict air movement through and out of the valley. Air pollutants often tend to collect,
leading to higher concentrations of emitted pollutants.

3.2 Ambient Air Quality in the Resource Study Area

The CARB maintains ambient air monitoring stations for criteria pollutants throughout California.
There are three monitoring stations in the vicinity of the HSR alignment alternatives in Santa
Clara County, and one relevant monitoring station in both San Benito and Merced Counties.
These stations provide representative ambient criteria pollutant concentrations. The addresses
and distances of the stations to the HSR alignment are summarized below.

e San Jose—Jackson Street (156B Jackson Street, San Jose, CA 95110): Approximately 1
mile northeast.

e San Martin—Murphy Avenue (13030 Murphy Ave., San Martin, CA 95046):
Approximately 0.25 mile east.

e Gilroy—9th Street (9th and Princeville, Gilroy, CA 95020): Approximately 0.5 mile west.

e Hollister—Fairview Road (1979 Fairview Rd., Hollister, CA 95023): Approximately 9 miles
south.

e Merced—S. Coffee Avenue (385 S. Coffee Avenue, Merced, CA 95340): Approximately
18 miles northeast.

Table 2 summarizes the results of ambient monitoring at these stations for the most recent 3
years of available data. Some stations only monitor ozone (O3), whereas others monitor carbon
monoxide (CO), nitrogen dioxide (NOz2), and particulate matter less than or equal to 10 microns in
diameter (PM1o)and PM less than or equal to 2.5 microns in diameter (PM2.s).

Between 2016 and 2018, monitored CO, sulfur dioxide (SO2) NO2 concentrations did not exceed
any federal or state standards at any of the stations that reported monitoring data for these
pollutants. However, the state and federal standards for O3, PM10, and PM2.5 were exceeded at
one or more stations that reported monitoring data for these pollutants. Using violations of the
ambient air quality standards as a proxy for air quality, Os and PM conditions tend to be poorest
in the vicinity of the eastern portion of the Project in Merced County, with air quality improving
westward toward the SFBAAB.

3.3 Resource Study Area Emissions

The CARB maintains an annual emission inventory for each county and air basin in the state. The
inventories for Santa Clara, San Benito, and Merced Counties consist of data submitted to CARB
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by the local air districts plus estimates for certain source categories, which are provided by CARB
staff.

The most recent published inventory data for Santa Clara, San Benito, and Merced Counties is
summarized in Table 3. Based on the 2012 air pollutant inventory data, except for San Benito
County, mobile source emissions represent most of the volatile organic compounds (VOC), NOx,
and CO emissions. In San Benito County, area sources represent most VOC emissions, and
mobile source emissions represent the majority of NOx and CO. Area sources represent the
majority of PM+1o and PM25 emissions in all three counties.
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Table 2 Ambient Criteria Pollutant Concentration Data at Air Quality Monitoring Stations along the Project Extent

San Jose—Jackson Street San Martin—Murphy Avenue Gilroy—9th Street Hollister—Fairview Road Merced—S. Coffee Avenue

Pollutant and Standards

Ozone (03)

Maximum 1-hour concentration (ppm) 0.087 0.121 0.078 0.096 0.096 0.092 0.079 0.096 0.097 0.073 0.078 0.077 0.097 0.093 0.104
Maximum 8-hour concentration (ppm) 0.066 0.098 0.061 0.071 0.086 0.080 0.070 0.084 0.065 0.060 0.072 0.063 0.086 0.084 0.082
Number of days standard exceeded'
CAAQS 1-hour (>0.09 ppm) 0 3 0 1 1 0 0 1 1 0 0 0 2 0 4
NAAQS 8-hour (>0.070 ppm) 0 4 0 1 3 1 0 1 0 0 1 0 28 16 21
CAAQS 8-hour (>0.070 ppm) 0 4 0 1 3 1 0 1 0 0 1 0 29 17 23
Carbon Monoxide (CO) b
Maximum 8-hour concentration (ppm) 1.4 1.8 21
Maximum 1-hour concentration (ppm) 1.9 21 25
Number of days standard exceeded'
NAAQS 8-hour (>9 ppm) 0 0 0 Station does not monitor CO Station does not monitor CO Station does not monitor CO Station does not monitor CO
CAAQS 8-hour (>9.0 ppm) 0 0 0
NAAQS 1-hour (>35 ppm) 0 0 0
CAAQS 1-hour (>20 ppm) 0 0 0
Nitrogen Dioxide (NO2)2
National maximum 1-hour concentration (ppm) 51.1 67.5 86.1 35.4 38.9 45.8
State maximum 1-hour concentration (ppm) 51 67 86 35 38 45
State annual average concentration (ppm) 1 N/A 12 6 7 7
Number of days standard exceeded
NAAQS 1-hour (98th Percentile>0.100 ppm) 0 0 0 Station does not monitor NO2 Station does not monitor NO2 Station does not monitor NO 0 0 0
CAAQS 1-hour (0.18 ppm) 0 0 0 0 0 0
Annual standard exceeded?
NAAQS annual (>0.053 ppm) No No No No No No
CAAQS annual (>0.030 ppm) No No No No No No
Particulate Matter (PM0)2 2
National® maximum 24-hour concentration (mg/m3) 40.0 69.4 155.8 443 80.9 95.9
National® second-highest 24-hour concentration (mg/ms3) 35.2 67.3 1154 43.2 4.7 84.1
State* maximum 24-hour concentration (mg/m3) 41.0 69.8 121.8 N/A N/A N/A

Station does not monitor PM1q Station does not monitor PM1o
State? second-highest 24-hour concentration (mg/m3) 375 67.6 118.5 N/A N/A N/A Station does not monitor PMo
National annual average concentration (mg/m3) 17.5 20.7 23.0 16.5 19.6 204
State annual average concentration (mg/m?3)® 18.3 21.3 23.1 N/A N/A N/A
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Pollutant and Standards

Number of days standard exceeded'

2018

2016

2017

2018

2016

2017

San Jose—Jackson Street San Martin—Murphy Avenue Gilroy—9th Street Hollister—Fairview Road Merced—S. Coffee Avenue

2018

NAAQS 24-hour (>150 mg/m3)® 0 0 3 0 0 0

CAAQS 24-hour (>50 mg/m?)s 0 19 12 N/A N/A N/A

Annual standard exceeded?

CAAQS annual (>20 mg/m3) No Yes Yes N/A N/A N/A

Particulate Matter (PM2:) 2

National® maximum 24-hour concentration (mg/m3) 226 49.7 133.9 16.0 484 97.5 204 42.0 52.7 43.0 69.3 88.2
National® second-highest 24-hour concentration (mg/ms3) 21.8 46.5 130.5 15.8 40.7 84.0 17.2 34.3 494 43.0 60.6 81.7
State* maximum 24-hour concentration (mg/m3) 227 49.7 133.9 16.0 48.4 97.5 204 42.0 52.7 43.0 69.3 88.2
State? second-highest 24-hour concentration (mg/m3) 21.8 46.5 130.5 15.3 40.7 84.0 17.2 34.3 494 43.0 60.6 81.7
National annual average concentration (mg/m3) 8.3 95 12.7 5.6 54 7.7 43 5.0 7.1 11.9 13.2 15.1
State annual average concentration (mg/m?)5 8.4 N/A 12.9 Station does not monitor PMz.5 N/A N/A 79 N/A 5.1 72 1.9 13.2 15.1
Number of days standard exceeded'

NAAQS 24-hour (>35 mg/m?) 0 6 16 0 2 13 0 1 11 5 19 21
Annual standard exceeded?

NAAQS annual (>12.0 mg/m3) No No Yes No No No No No No No Yes Yes
CAAQS annual (>12 mg/m3) No No Yes No No No No No No No Yes Yes
Sulfur Dioxide (SO2)

Maximum 1-hour concentration (ppm) 0.0018 0.0036 0.0069

Number of days standard exceeded' ) . . . ) . ) .

NAAQS 1-hour (>0.0075 ppm) 0 0 0 Station does not monitor SO Station does not monitor SO2 Station does not monitor SO Station does not monitor SO
CAAQS 1-hour (>0.25 ppb) 0 0 0

Sources: @ CARB 20200 USEPA 2020

1 An exceedance of a standard is not necessarily a violation because of the regulatory definition of a violation.
2 National statistics are based on standard conditions data. In addition, national statistics are based on samplers using federal reference or equivalent methods.

3 State statistics are based on local conditions data, except in the South Coast Air Basin, for which statistics are based on standard conditions data. In addition, state statistics are based on California-approved samplers.

4Measurements usually are collected every 6 days.

5 State criteria for ensuring that data are sufficiently complete for calculating valid annual averages are more stringent than national criteria.
6 Mathematical estimate of how many days’ concentrations would have been measured as higher than the level of the standard had each day been monitored. Values have been rounded.

CAAQS = California ambient air quality standards
mg/m3 = milligrams per cubic meter

NAAQS = national ambient air quality standards
ppm = parts per million

> = greater than

N/A = not applicable or there was insufficient or no data available to determine the value
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Table 3 Estimated Annual Average Emissions for Santa Clara, San Benito, and Merced Counties (2012 data published in 2017) (tons per

day)
Santa Clara County San Benito County Merced County

Source Category VOC | CO | NOx | SOx | PMy | PM2s | VOC | CO | NOx | SOx | PMio | PM2s | VOC | CO | NOx | SOx | PMiw | PM2s

Stationary Sources
Fuel Combustion 1 7 10 3 1 1 <1 <1 1 0 <1 <1 <1 2 2 <1 <1 <1
Waste Disposal 1 <1 <1 <1 <1 <1 <1 0 0 0 0 0 2 <1 <1 <1 0 0

Cleaning and Surface 7 0 0 0 0 0 <1 0 0 0 <1 <1 1 0 0 0 <1 <1
Coatings

Petroleum Production 2 0 0 0 0 0 <1 0 0 0 0 0 <1 0 0 0 0 0
& Marketing

Industrial Processes 2 <1 1 <1 1 1 <1 <1 <1 0 1 <1 2 <1 <1 <1 1 <1

Area-Wide Sources
Solvent Evaporation 15 0 0 0 0 0 1 0 0 0 0 0 4 0 0 0 0 0

Miscellaneous 2 15 3 <1 14 4 1 2 <1 <1 6 1 18 5 1 <1 26 5
Processes

Mobile Sources

On-Road Motor 17 133 34 <1 3 1 1 8 5 0 <1 <1 4 30 18 <1 1 1
Vehicles
Other Mobile Sources 9 81 12 <1 1 1 <1 3 1 0 <1 <1 2 12 8 <1 <1 <1
Grand Total (all 55 238 61 3 20 7 4 13 6 0 8 1 32 48 29 <1 29 6
sources)

Source: CARB 2017

CO = carbon monoxide

NOx = nitrogen oxide

PMz5 = particulate matter smaller than or equal to 2.5 microns in diameter
PMyo = particulate matter smaller than or equal to 10 microns in diameter
VOC = violate organic compounds

SOx = sulfur oxide
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4 RELATIONSHIP TO NEPA

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

The General Conformity regulations establish certain procedural requirements that must be
followed when preparing a General Conformity evaluation and are similar, but not identical, to
those for conducting an air quality impact analysis under NEPA regulations. NEPA requires that
the air quality impacts of the Project’s implementation be analyzed and disclosed. For purposes
of NEPA, the air quality impacts of the Project were determined by identifying the Project’s
associated incremental emissions and air pollutant concentrations and comparing them,
respectively, to emissions thresholds and to the CAAQS and NAAQS. The air quality impacts of
the Project under future Plus Project conditions were also compared in the Final EIR/EIS to the
future No Project conditions for NEPA purposes, and they were compared to existing conditions.
The General Conformity Determination process and proposed general findings are discussed in
Sections 3.3.4.4, 3.3.6.1, and 3.3.8 of the EIR/EIS.

To appropriately document the identification and offset, where necessary, of the emissions
resulting from the Project, the FRA is issuing this Final General Conformity Determination. The
Authority has entered into a memorandum of understanding (MOU) with the SUIVAPCD that
establishes the framework for fully mitigating to net-zero construction emissions of NOx, volatile
organic compounds (VOC), PM1o, and PM2s. For the SFBAAB and in coordination with the
BAAQMD, the Authority will commit to purchase of additional offsets to net all criteria pollutant
emissions to levels that are below the General Conformity de minimis level for each calendar year
that exceedances occur. Refer to Section 11.2, Compliance with Conformity Requirements, for
details on the Authority’s commitments.
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5 PROJECT FEATURES TO REDUCE EMISSIONS

To reduce impacts on the environment, the construction of the Project will include Project
features to avoid and minimize impacts on air quality. These Project features will be included in
the Mitigation Monitoring and Enforcement Program, which would be issued concurrently with the
Final EIR/EIS and ROD for the Project and are enforceable commitments undertaken by the
Authority. Construction of the Project is anticipated to occur through contract. The Authority will
include all Project features in the construction contract, which would create binding and
enforceable commitments to implement.

The Authority would be responsible for implementing and overseeing a mitigation monitoring
program so the contractor meets all air quality design features.

Project design features as part of the Project include the following:
AQ-IAMF#1: Fugitive Dust Emissions

During construction, the Contractor shall employ the following measures to minimize and control
fugitive dust emissions. The Contractor shall prepare a fugitive dust control plan for each distinct
construction segment. At a minimum, the plan shall describe how each measure will be employed
and identify an individual responsible for ensuring implementation. At a minimum, the plan shall
address the following components unless alternative measures are approved by the applicable air
quality management district.

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

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

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

e Limit vehicle travel speed on unpaved roads to 15 miles per hour (mph).
e Suspend any dust-generating activities when average wind speed exceeds 25 mph.

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

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

o Apply water to or presoak all areas where land clearing, grubbing, scraping, excavation, land
leveling, grading, cut-and-fill, and demolition activities are carried out.

e For buildings up to six stories tall, wet all exterior surfaces of buildings during demolition.

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

e After the addition of materials to or the removal of materials from the surface or outdoor
storage piles, apply sufficient water or a chemical stabilizer/suppressant.
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AQ-IAMF#2: Selection of Coatings
During construction, the contractor will use:

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

e Super-compliant or Clean Air paint that has a lower VOC content than that required by Bay
Area Air Quality Management District Regulation 8, Rule 3, Monterey Bay Unified Air
Pollution Control District Rule 426, and San Joaquin Valley Unified Air Pollution Control
District Rule 4601, when available. If not available, the contractor will document the lack of
availability, recommend alternative measure(s) to comply with Regulation 8, Rule 3, Rule
426, and Rule 4601 or disclose absence of measure(s) for full compliance, and obtain
concurrence from the Authority.

AQ-IAMF#3: Renewable Diesel

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

AQ-IAMF#4: Reduce Criteria Exhaust Emissions from Construction Equipment

Prior to issuance of construction contracts, the Authority will incorporate the following construction
equipment exhaust emissions requirements into the contract specifications:

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

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

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

e The contractor will provide the Authority with monthly reports of equipment operating hours
(through the Environmental Mitigation Management and Assessment [EMMA] system) and
annual reports documenting compliance.

AQ-IAMF#5: Reduce Criteria Exhaust Emissions from On-Road Construction Equipment

Prior to issuance of construction contracts, the Authority will incorporate the following material-
hauling truck fleet mix requirements into the contract specifications:

e All diesel on-road trucks used to haul construction materials, including fill, ballast, rail ties,
and steel, shall use a model year 2010 or newer engine.

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

e The contractor will keep a written record of equipment usage during Project construction for
each piece of equipment and provide the Authority with monthly reports of vehicle miles
traveled (VMT) (through EMMA) and annual reports documenting compliance.
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AQ-IAMF#6: Reduce the Potential Impact of Concrete Batch Plants

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

The General Conformity regulations establish certain procedural requirements that must be
followed when preparing a General Conformity evaluation. The procedures required for the
General Conformity evaluation are similar, but not identical, to those for conducting an air quality
impact analysis pursuant to NEPA. The draft General Conformity Determination was released for
public and agency review pursuant to 40 C.F.R. Section 93.156, and this Final General
Conformity Determination is being published concurrently with the ROD for the Project.

The Authority identified the appropriate emission estimation techniques and planning
assumptions in close consultation with the state entities charged with regulating air pollution in
the SFBAAB, NCCAB, and SJVAB.

6.1 Use of Latest Planning Assumptions

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

The emission estimation techniques, which were slightly different from those used in establishing
the applicable SIP emissions budgets, have been approved by the BAAQMD, MBARD, and
SJVAPCD. The traffic data used in the air quality analysis are based on the level of ridership as
presented in Connecting and Transforming California, 2016 Business Plan (2016 Business Plan)
(Authority 2016).6 Further, the traffic data are consistent with the most recent estimates made by
the MPOs for traffic volume growth rates, including forecast changes in VMT and vehicle hours
traveled. The MPO developed these estimates from their traffic assignment models based on
current and future population, employment, and travel and congestion information. These
assumptions are consistent with those in the current conformity determinations for the regional
transportation plans and transportation improvement programs.

6.2 Use of Latest Emission Estimation Techniques

The General Conformity regulations require the use of the latest and most accurate emission
estimation techniques available, unless such techniques are inappropriate (40 C.F.R. §
93.159(b)). Emissions from construction activities were calculated using a combination of
emission factors and methodologies from the California Emissions Estimator Model (CalEEMod2,
the CARB’s EMFAC2017 model, and the USEPA’s AP-42 Compilation of Air Pollutant Emission
Factors (AP-42) based on Project-specific construction data (e.g., schedule, equipment, truck
volumes) provided by the Project design team (Scholz pers. comm.). CalEEMod provides the
latest emission factors for construction off-road equipment. It accounts for lower fleet population
and growth factors because of the economic recession and updated load factors based on
feedback from engine manufacturers. The use of emission rates from CalEEMod reflects the
recommendation of the CARB to capture the latest off-road construction assumptions. CalEEMod
default load factors (the ratio of average equipment horsepower utilized to maximum equipment
horsepower) and useful life parameters were used for emission estimates. CalEEMod default
load factors (the ratio of average equipment horsepower utilized to maximum equipment
horsepower) and useful life parameters were used for emission estimates.

Construction exhaust emissions from equipment; fugitive dust emissions from earthmoving
activities; and emissions from worker trips, deliveries, and material hauling were calculated and

6 As described in Volume 2, Appendix 3.3-C, Changes to Project Benefits Based on 2018 Business Plan of the EIR/EIS,
the Authority Board adopted the 2018 Business Plan on May 15, 2018. The 2018 Business Plan assumes an opening
year of 2033 for Phase 1 and presents different ridership forecasts for 2029 and 2040 than were assumed in this EIR/EIS.
Under the 2018 Business Plan ridership forecasts, the HSR project would achieve the same benefits described in this
section, but they would occur at different times and may be less than those presented in Section 3.3.6, Environmental
Consequences. Nonetheless, HSR would ultimately afford a more energy-efficient choice for personal travel that would
help alleviate highway congestion, provide greater capacity for goods movement, and reduce criteria pollutant and GHG
emissions.
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compiled in a spreadsheet tool specific to the Project for each year of construction. Mobile source
emission burdens from worker trips and truck trips were calculated using VMT estimates and
appropriate emission factors from EMFAC2017. Fugitive dust from re-entrained road dust was
calculated using emission factors from USEPA’s AP-42, Sections 13.2.1 and 13.2.2. Refer to
Chapter 9, Construction Activities Considered, for further detail on the emissions estimation
techniques.

6.3 Major Construction-Phase Activities

Project-specific data, including construction equipment lists and the construction schedule, were
used for the analysis. Calculations were performed for each year of construction for the Project
using default emission factors, as described further in Section 9, Construction Activities
Considered.

Maijor activities were grouped into the following categories:

Viaduct
Embankment
At grade
Trench
Tunnel

Cut and fill

Construction activities associated with each component included demolition, excavation, utilities,
roadwork, concrete forming, and other rail work. Each of these activities was considered to
evaluate the regional and localized air quality effects during the construction phase. Analysts also
quantified emissions from reconductoring approximately 11.1 miles of the existing single-circuit
Spring to Llagas and Green Valley to Llagas 115-kilovolt power lines. Refer to Section 9,
Construction Activities Considered, for further detail on the construction schedule.

6.4 Emission Scenarios

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

o Emissions generated during the operational phase of the Project would meet the emission
requirements for the years associated with Items 1 and 3 because the emissions generated
during the operational phase would be less than those emitted in the No Project scenario. In
addition, microscale analyses conducted for the EIR/EIS demonstrate that the operational
phase of the Project would not cause or exacerbate a violation of the NAAQS for all
applicable pollutants (see Final EIR/EIS, Section 3.3.6.1).

e Emissions generated during the Project’s construction phase, which would include the year
with the greatest amount of total direct and indirect emissions (2025, as identified in Item 2),
may be subject to General Conformity regulations because they would increase regional
emission rates and, as such, have the potential to cause or exacerbate an exceedance of the
NAAQS. Therefore, analyses were conducted to estimate the amounts of emissions that
would be generated during the construction phase (for comparison with the General
Conformity applicability rates) and the potential impacts of these emissions on local air quality
levels. Emissions generated at the construction sites (e.g., tailpipe emissions from the on-site
heavy-duty diesel equipment and fugitive dust emissions generated by vehicles traveling
within the construction sites) and on the area’s roadways by vehicles traveling to and from
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these sites (by vehicles transporting materials and the workers traveling to and from work)
were considered.

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

Annual emissions were estimated for each year of the Project’s construction period. These
emissions, which are the maximum values for the Project, are described in more detail in Section
10, Estimated Emission Rates and Comparison to de minimis Thresholds, of this report.
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7  APPLICABILITY ANALYSIS

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

7.1  Attainment Status of Resource Study Area

The USEPA designates each county (or portions of counties) within California as attainment,
maintenance, or nonattainment based on the area's ability to maintain ambient air concentrations
below the air quality standards. Areas are designated as attainment if ambient air concentrations
of a criteria pollutant are below the ambient standards. Areas are designated as nonattainment if
ambient air concentrations are above the ambient standards. Areas previously designated as
nonattainment that subsequently demonstrated compliance with the standards are designated as
maintenance. Table 4 summarizes the attainment status of the SFBAAB, NCCAB, and SJVAB
with regard to the NAAQS and CAAQS.

Table 4 Federal Attainment Status of the SFBAAB, NCCAB, and SJVAB

Pollutant | SFBAAB | NCCAB | SIVAB

0s Marginal Nonattainment Attainment Extreme Nonattainment

PM1o Attainment Attainment Serious Maintenance

PM2s Moderate Nonattainment Attainment Serious/Moderate Nonattainment!
(60) Attainment Attainment Attainment

NO; Attainment Attainment Attainment

SOz Attainment Attainment Attainment

Source: USEPA 2018

CO = carbon monoxide

NCCAB = North Central Coast Air Basin

NO2 = nitrogen dioxide

03 = ozone

PM25 = particulate matter smaller than or equal to 2.5 microns in diameter
PMo = particulate matter smaller than or equal to 10 microns in diameter
SFBAAB = San Francisco Bay Area Air Basin

SJVAB = San Joaquin Valley Air Basin

SO; = sulfur dioxide

1The SJVAB is serious nonattainment for the 2006 PM2s standard and moderate nonattainment for the 2012 PM s standard.

Under federal designations, the RSA is currently designated as extreme and marginal
nonattainment for 8-hour Os” in the SJVAB and SFBAAB, respectively; moderate/serious
nonattainment for PM2s in the SFBAAB and SJVAB; and maintenance for PM1o in the SUIVAB. As
such, the FRA is required to demonstrate project-level compliance with the General Conformity
Rule for NOx and VOCs (Os precursors), PM2s, PM1o, and SO2 (PM2s precursord), if Project-
related emissions of these pollutants in the SFBAAB or SJVAB would exceed the General
Conformity de minimis thresholds.

7 |t should be noted that because O; is a secondary pollutant (i.e., it is not emitted directly into the atmosphere, but is
formed in the atmosphere from the photochemical reactions of VOCs and NOx in the presence of sunlight), its de minimis
threshold is based on primary emissions of its precursor pollutants, NOx and VOCs. If the net emissions of either NOx or
VOCs exceeds the de minimis applicability thresholds (USEPA 1994), the Project is subject to a general conformity
evaluation for Os.

8 Ammonia is also a precursor to PM,s. However, neither construction nor operation of the Project would result in material
emissions of ammonia.
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As shown in Table 4, the portion of the RSA in the NCCAB is in attainment for all criteria
pollutants. As outlined in Section IIl.A of the General Conformity Rule, “only actions which cause
emissions in designated nonattainment and maintenance areas are subject to the regulations.” As
such, a General Conformity analysis is not required for the portion of the Project within the
NCCAB. There are no applicable de minimis thresholds, and no further discussion of Project
activities in the NCCARB is provided in this General Conformity Determination.

7.2 Exemptions from General Conformity Requirements

As noted previously, the General Conformity requirements apply to a federal action if the net
Project emissions equal or exceed certain de minimis emission rates. The only exceptions to this
applicability criterion are if the activity is on the federal agency’s presumed-to-conform list (40
C.F.R. § 93.153(f)), meets the narrow exemption for federal actions in response to an emergency
or disaster (40 C.F.R. § 93.153(e)), or is one of the following topical exemptions:

e Actions that would result in no emissions increase or an increase in emissions that is clearly
below the de minimis levels (40 C.F.R. § 93.153(c)(2)). Examples include administrative
actions and routine maintenance and repair.

e Actions where the emissions are not reasonably foreseeable (40 C.F.R. § 93.153(c)(3))

e Actions which implement a decision to conduct or carry out a conforming program (40 C.F.R.
§ 93.153 (c)(4))

e Actions which include major new or modified sources requiring a permit under the New
Source Review program (40 C.F.R. § 93.153(d)(1))

e Actions in response to emergencies or natural disasters (40 C.F.R. § 93.153(d)(2))

¢ Actions which include air quality research not harming the environment (40 C.F.R. §
93.153(d)(3))

e Actions which include modifications to existing sources to enable compliance with applicable
environmental requirements (40 C.F.R. § 93.153(d)(4))

e Actions which include emissions from remedial measures carried out under the
Comprehensive Environmental Response, Compensation and Liability Act that comply with
other applicable requirements (40 C.F.R. § 93.153(d)(5)).

However, the Project does not meet any of the exemption categories described above. In
addition, the FRA has not established a presumed-to-conform list of activities at the time of this
evaluation, and the Project does not meet the requirements of 40 C.F.R. Section 93.153(e).

7.3  Applicability for Project

After determining that the Project is not otherwise exempt, the applicability of the General
Conformity requirements to the Project is evaluated by comparing the total of direct and indirect
emissions for the calendar year of greatest emissions to the General Conformity de minimis
thresholds. Where the total of direct and indirect emissions attributable to the Project is found to
be below the de minimis emission rates for a pollutant, that pollutant is excluded from General
Conformity requirements, and no further analysis is required. However, when the emissions of an
applicable pollutant are at or above a de minimis threshold, that pollutant must undergo a General
Conformity evaluation.

7.4 De Minimis Emission Rates

The General Conformity requirements would apply to the Project for each pollutant for which the
total of direct and indirect emissions caused by the Project equal or exceed the de minimis
emission rates shown in Table 5. These emission rates are expressed in units of tons per year
(tpy) for the Project in each air basin for the calendar year. The applicable threshold levels for the
pollutants for which General Conformity is required in the RSA are shown in Table 5.
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Table 5 De Minimis Rates for Determining Applicability of General Conformity
Requirements to Federal Actions

Annual Air Pollutant Emissions in Tons per Year

San Francisco Bay Area Air Basin' 100 100 None None 100 100
San Joaquin Valley Air Basin? 10 10 None 100 70 70
North Central Coast Air Basin? None None None None None None

Source: 40 C.F.R. Section 93.153

CO = carbon monoxide

NOx = oxides of nitrogen

03 = ozone

PMg5 = particulate matter 2.5 microns in diameter or less

PM+ = particulate matter 10 microns in diameter or less

VOC = violate organic compounds

SO; = sulfur dioxide

1The General Conformity de minimis thresholds for criteria pollutants are based on the federal attainment status of the RSA in the SFBAAB. The
RSA is considered a marginal nonattainment area for the O3 NAAQS and a moderate nonattainment area for the PM2s NAAQS. Although the RSA is
in attainment for SO, because SO is a precursor for PMzs, the PM25 General Conformity de minimis thresholds are used.

2The General Conformity de minimis thresholds for criteria pollutants are based on the federal attainment status of the RSA in the SJVAB. The RSA
is considered an extreme nonattainment area for the O3 NAAQS, a serious/moderate nonattainment area for the PM25 NAAQS, and a serious
maintenance area for the PM1o NAAQS. Although the RSA is in attainment for SO2, because SO: is a precursor for PMzs, the PM2s General
Conformity de minimis thresholds are used. For PMzsand SO, the de minimis threshold for projects located in serious nonattainment areas are used
because this threshold is lower than the 100 tons per year threshold for projects exclusively in moderate nonattainment areas.

3The NCCAB is in attainment for all criteria pollutants (see Table 4).
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8 CONSTRUCTION ACTIVITIES CONSIDERED

As shown in Section 3.3.6.1 of the Final EIR/EIS, the results of the regional analyses conducted
for the Project demonstrate that emissions generated during the operational phase would be less
than those emitted in the No Project and existing conditions scenarios and that the microscale
analyses demonstrate that the Project would not cause or exacerbate a violation of the NAAQS
for these pollutants. As such, no further analysis of the operational period emissions is necessary
for this General Conformity Determination. This section focuses on the emissions generated from
the construction period emissions for the Project.

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

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

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

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

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

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

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

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

e The number and type of construction equipment to be used

e HP and utilization rates (hours per day) for each piece of equipment

e The quantities of construction/demolition material produced and removed from each site

e The number of truck trips needed to remove construction and demolition material and to bring
the supply materials to each site

The following is a discussion of the construction analysis methodology. A full list of assumptions
can be found in the EIR/EIS, Appendix C to the San Jose to Merced Project Section Air Quality
and Greenhouse Gases Technical Report (Authority and FRA 2019).

8.1  Models and Methods for Emissions Modeling

Construction of the Project would generate emissions of VOC, NOx, CO, sulfur oxide (SOx) PMo,
and PMzs. Emissions would originate from off-road equipment exhaust, employee and haul truck
vehicle exhaust (on-road vehicles) site grading and earth movement, concrete batching,
demolition, paving, architectural coating, and helicopters (for reconductoring work). These
emissions would be temporary (i.e., limited to the construction period) and would cease when
construction activities are complete.

9ltis possible changes in VMT, speeds, or idle times resulting from traffic detours during construction could result in
additional emissions. However, it is unknown to what extent motorists will change their driving patterns as a result of traffic
detours and impediments, and, as such, it would be speculative to quantify the impact of temporary roadway restrictions
on criteria pollutant emissions.
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Combustion exhaust, fugitive dust (PM10 and PM2.5), and fugitive off-gassing (VOCs) were
estimated using a combination of emission factors and methodologies from CalEEMod, version
2016.3.2; the CARB’s EMFAC2017 model, and the USEPA’s AP-42 Compilation of Air Pollutant
Emission Factors based on Project-specific construction data (e.g., schedule, equipment, truck
volumes) provided by the Project design team (Scholz pers. comm.).

o Off-road equipment—Emission factors for off-road construction equipment (e.g., loaders,
graders, bulldozers) were obtained from the CalEEMod (version 2016.3.2) User’'s Guide
appendix, which provides values per unit of activity (in grams per horsepower-hour) by
calendar year (Trinity Consultants 2016. Analysts estimated criteria pollutants by multiplying
the CalEEMod emission factors by the equipment inventory provided by the Project
engineering team (Scholz pers. comm.).

¢ On-road vehicles—On-road vehicles (e.g., pickup trucks, flatbed trucks) would be required
for material and equipment hauling, on-site crew and material movement, and employee
commuting. The analysis estimated exhaust emissions from on-road vehicles using the
EMFAC2017 emissions model and activity data (miles traveled per day) provided by the
Project engineering team (Scholz pers. comm.). Emission factors for haul trucks are based
on aggregated-speed emission rates for EMFAC’s T7 Single vehicle category. Factors for on-
site dump, water, boom, and concrete trucks were based on 5 mph emission rates for the T6
Heavy category. Factors for employee commute vehicles were based on a weighted average
for all vehicle speeds for EMFAC’s light-duty automobile/light-duty truck vehicle categories.
CARB'’s (2019) Safer Affordable Fuel-Efficient [SAFE] Vehicles Rule adjustment factors were
applied to the emission factors for gasoline-powered vehicles. Fugitive re-entrained road dust
emissions were estimated using the USEPA’s Compilation of Air Pollutant Emission Factors
(AP-42), Sections 13.2.1 and 13.2.2 (USEPA 2006, 2011).

o Site grading and earth movement—Fugitive dust emissions from earth movement (e.g.,
site grading, bulldozing, and truck loading) were quantified using emission factors from
CalEEMod and USEPA (1998) AP-42cut-and-fill material were provided by the Project
engineering team (Scholz pers. comm.).

e Concrete batching—Fugitive dust emissions from concrete batching at the three new
temporary batch plants were quantified using emission factors from BAAQMD'’s (2016) Permit
Handbook and USEPA’s AP-42. Daily and annual batch quantities (cubic yards) were
provided by the Project engineering team (Scholz pers. comm.

¢ Demolition—Fugitive dust emissions from building demolition were based on the anticipated
amount of square feet to be demolished and calculation method from the CalEEMod User’s
Guide (Trinity Consultants 2016).

o Paving—Fugitive VOC emissions associated with paving were calculated using activity data
(e.g., square feet paved) provided by the Project engineer and the CalEEMod default
emission factor of 2.62 pounds of VOC per acre paved (Scholz pers. comm.).

e Architectural coating—Fugitive VOC emissions associated with architectural coatings of the
stations were calculated using activity data (e.g., square feet coated) provided by the Project
engineering team and methods contained in the CalEEMod User’s Guide (Scholz pers.
comm.). Emissions calculations assume a VOC content of 150 grams per liter (g/L),
consistent with BAAQMD’s Regulation 8, Rule 3, Section 301.

¢ Helicopters—Helicopters would be required for the reconductoring work. Exhaust emissions
were calculated using emission factors and assumptions derived from a review of guidance
manuals published by USEPA (1978) The Climate Registry (2018).

8.2 Ballast and Subballast Hauling

Ballast and subballast materials could be transported from multiple quarry locations throughout
Northern California and the Central Valley. Analysts estimated emissions from ballast and
subballast material hauling by trucks and locomotives based on the travel distances and
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transportation method (by rail or by truck) from the locations where ballast materials would be
available. Analysts used heavy-duty truck emission factors (T7 Single) from EMFAC2017 to
estimate emissions from haul trucks and rail emission factors from the USEPA (2009 to estimate
the locomotive emissions. to estimate the locomotive emissions.

Analysts identified up to 11 potential quarries that could provide ballast material. All quarries are
within the SFBAAB, MBARD, and SJVAPCD, with the furthest quarry located 37 rail miles and 89
highway miles from the Project footprint. Ballast and subballast quantities for the Project were
provided by the Project engineering team and distributed equally among the identified quarries
(Scholz pers. comm.). Scenario 1 assumed ballast and subballast would be hauled to the Project
footprint using a combination of trucks and locomotives, and Scenario 2 assumed ballast and
subballast would be hauled to the Project footprint using only trucks.

8.3 Annual Emissions Estimates

As discussed in Section 7.3, Major Construction-Phase Activities, up to six construction activities
(viaduct, embankment, at grade, trench, tunnel, and large cut and fill) would be constructed,
depending on the subsection and alternative. The analysis assumes that each component would
be constructed over multiple phases between 2022 and 2028.10

8.4 Emissions by Air Basin

Activities occurring within the SFBAAB and SJVAB were quantified and analyzed separately to
compare emissions to appropriate de minimis thresholds. Emissions generated by construction of
subsections that would occur exclusively within one air basin (e.g., San Jose Diridon Station
Approach in the SFBAAB) were wholly assigned to that air basin. Emissions estimates for
alternatives that span more than one air district were apportioned based on the location of
construction activity. For example, construction of the Pacheco Pass Subsection would occur in
both the SFBAAB and SJVAB. Accordingly, the emissions estimates were apportioned to the
SFBAAB and SJVAB based on the number of rail miles constructed within each air basin. Table 6
summarizes the location of each subsection and the air basin scaling factors used in the analysis,
as appropriate. All reconductoring work would occur in the SFBAAB.

10 Construction is expected to take place later than the dates assumed in the air quality analysis. The construction
emissions estimates are therefore conservative, as future emissions rates will be lower due to the implementation of
cleaner and newer equipment.
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Table 6 Track Miles and Construction Scaling Factors by Air Basin

_ Alternative 1 Alternative 2 Alternative 3 Alternative 4

Subsection SFBAAB SJVAB SFBAAB SJVAB SFBAAB SJVAB SFBAAB SJVAB

Constructed Rail Miles

San Jose Diridon Station 3 0 3 0 3 0 3 0
Approach

Monterey Corridor 4 0 4 0 4 0 4 0
Morgan Hill and Gilroy 14 0 14 0 13 0 14 0
Pacheco Pass 5 7 5 7 5 7 5 7
San Joaquin Valley 0 9 0 9 0 9 0 9
Emission Scaling Factors

22;;(’)‘;30‘; Diridon Station 100% 0% 100% 0% 100% 0% 100% 0%
Monterey Corridor 100% 0% 100% 0% 100% 0% 100% 0%
Morgan Hill and Gilroy 85%! 0% 85%! 0% 87%! 0% 85% 0%
Pacheco Pass 43% 57% 43% 57% 43% 57% 43% 57%
San Joaquin Valley 0% 100% 0% 100% 0% 100% 0% 100%

Sources: Authority 2017; CARB 2012

SFBAAB = San Francisco Bay Area Air Basin

SJVAB = San Joaquin Valley Air Basin

1 The remaining 13-15 percent of track miles would be constructed in the NCCAB. However, as discussed in Section 8.1, Attainment Status of Resource Study Area, the portion of the RSA in the NCAAB is in attainment for
all criteria pollutants. As such, a general conformity analysis is not required, and no further discussion of Project activities in the NCCAB is provided in this General Conformity Determination.
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8.5 Project Design Features

The Authority has developed IAMFs to reduce air quality effects. Because IAMFs are included as
part of the Project design, they are not considered mitigation, and are included as part of the
Project construction emissions estimate. Specifically, the following emissions benefits achieved
by AQ-IAMF#1 through AQ-IAMF#6 were assumed in the modeling. estimate. Specifically, the
following emissions benefits achieved by AQ-IAMF#1 through AQ-IAMF#6 were assumed in the
modeling.

o Fugitive dust reductions from earthmoving best management practices (AQ-IAMF#1)
(Countess Environmental 2006).

— PM from ground disturbance (i.e., scraping and grading activities), 75 percent (BAAQMD
2017a)

— PM from unpaved vehicle travel (i.e., re-entrained road dust), 75 percent"

— PM from demolition, 36 percent (Countess Environmental 2006)
e VOC reductions (93 percent) from application of architectural coatings (AQ-IAMF#2).12
e Criteria pollutant and greenhouse gas (GHG) Lovegrove and Tadross 2017))

— CO, 10 percent (Tier 2 tunneling equipment)

— NOx, 10 percent (Tier 2 tunneling equipment)

— PM, 30 percent (all engines)

e Criteria pollutant and GHG reductions from use of Tier 4 off-road engines (AQ-IAMF#4).
Emissions reductions vary by pollutant and equipment type. Emissions were modeled using
Tier 4 emission rates from CalEEMod.

e  Criteria pollutant and GHG reductions from use of model year 2010 or newer on-road engines
in heavy-duty, diesel powered trucks (AQ-IAMF#5). Emissions reductions vary by pollutant,
analysis year, and air basin. Emissions were modeled using emission rates for model year
2010 or newer engines derived from the CARB’s EMFAC2017 model. The emissions rates
for model year 2010 and newer engines reflect implementation of EPA’s December 2000
Control of Air Pollution from New Motor Vehicles: Heavy-Duty Engine and Vehicle Standards
and Highway Diesel Fuel Sulfur Control Requirements.

e Fugitive dust reductions from implementation of typical control measures at new concrete
batch plants, such as water sprays, enclosures, and hoods (AQ-IAMF#6). Emissions were
modeled using USEPA AP-42 controlled emission factors for concrete batch plants

" Among other controls, this IAMF requires watering unpaved roads three times daily and limiting vehicle speeds. The 75
percent efficacy is based on a 55 percent reduction for watering and a 44 percent reduction for vehicle speed limits (1-
(.55%.44)) = 0.75% (Countess Environmental 2006).

12 Assumes an uncontrolled VOC content of 150 g/L per BAAQMD Regulation 8, Rule 3, Section 301 and a controlled
VOC content of 10 g/L per AQ-IAMF#2.
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9 ESTIMATED EMISSION RATES AND COMPARISON
TO DE MINIMIS THRESHOLDS

Total annual estimated emissions generated within the SFBAAB and SJVAB during the
construction period, as presented in the EIR/EIS, are provided in Tables 7 and 8. These values
are the peak on-site emissions during each analysis year, plus maximum annual off-site
emissions. The modeling accounts for implementation of AQ-IAMF#1 through AQ-IAMF#6 and
reflects the impact of the SAFE Vehicle Rule (CARB 2019Emissions for each Project alternative,
including the Preferred Alternative 4, are presented and analyzed in this General Conformity
Determination.

As shown in the tables, annual construction emissions of all Project alternatives would exceed the
General Conformity de minimis threshold in the SJVAB for NOx for all years of construction
between 2022 and 2028. NOx emissions would also exceed the General Conformity de minimis
threshold in the SFBAAB in 2024 under Alternatives 1 and 3, and between 2023 and 2025 under
Alternatives 2 and 4. All other pollutants would be below applicable de minimis thresholds.
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Table 7 San Jose to Central Valley Wye Annual Construction Emissions in the SFBAAB
(tons per year)’

Alternative/Year 2 vVoC ([0)% co SOz PM1o PM2.s
Alternative 1

2022 4 50 145 <1 28 6
2023 6 79 200 1 46 10
2024 7 106 * 245 1 66 15
2025 6 85 205 1 49 11
2026 3 37 89 <1 18 4
2027 2 35 53 <1 12 3
2028 1 1 28 <1 3 1
Alternative 2

2022 6 76 192 1 41 10
2023 7 118 * 255 1 67 16
2024 9 155 * 304 1 93 21
2025 7 112* 241 1 63 15
2026 4 56 125 <1 29 7
2027 3 69 76 <1 29 6
2028 1 14 38 <1 5 1
Alternative 3

2022 5 51 173 <1 27 6
2023 7 89 244 1 50 11
2024 8 114* 293 1 69 15
2025 7 85 233 1 47 11
2026 3 41 116 <1 19 4
2027 2 41 54 <1 15 3
2028 1 12 30 <1 4 1
Alternative 4

2022 5 77 177 1 47 11
2023 7 113* 222 1 70 17
2024 8 156 * 272 1 95 23
2025 7 139* 241 1 79 19
2026 3 62 109 <1 34 8
2027 3 84 70 <1 37 7
2028 1 13 29 <1 5 1
De minimis threshold 100 100 - 100 - 100

Sources: Trinity Consultants 2016; USEPA 1998, 2006, 2009, 2011; BAAQMD 2016; The Climate Registry 2018; Scholz pers. comm.
Exceedances of the de minimis thresholds are shown in bolded underline with an asterisk (*).
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CO = carbon monoxide PMyo = particulate matter 10 microns in diameter or less
NOx = oxides of nitrogen SFBAAB = San Francisco Bay Area Air Basin
PG&E = Pacific Gas and Electric Company S02 = sulfur dioxide
PMaz5 = particulate matter 2.5 microns in diameter or less VOC = volatile organic compound

Emissions results include implementation of air quality IAMFs, as described in Section 6.

2 Construction is expected to take place later than the dates assumed in the air quality analysis. The construction emissions estimates are therefore
conservative, as future emissions rates will be lower due to the implementation of cleaner and newer equipment.

3 Although the RSA is in attainment for SO, because SO is a precursor for PMzs, the PM2s General Conformity de minimis thresholds are used.

Table 8 San Jose to Central Valley Wye Annual Construction Emissions in the SUIVAB
(tons per year)’

Alternative/Year 2 VoC NOx co S0z PM1o PM2.s
Alternatives 1, 2, 3, or 45

2022 6 42* 218 1 18 5
2023 6 55* 226 1 24 6
2024 6 56 * 220 1 23 5
2025 6 54* 209 1 21 5
2026 4 45* 131 <1 17 4
2027 2 50* 49 <1 17 3
2028 1 10* 22 <1 2 1
De minimis threshold 10 10 - 70 100 70

Sources: Trinity Consultants 2016; USEPA 1998, 2006, 2009, 2011; BAAQMD 2016; The Climate Registry 2018; Scholz pers. comm.
Exceedances of the de minimis thresholds are shown in bolded underline with an asterisk (*).

CO = carbon monoxide SJVAB = San Joaquin Valley Air Basin
NOx = oxides of nitrogen SO2 = sulfur dioxide
PMz5 = particulate matter 2.5 microns in diameter or less VOC = volatile organic compound

PM1o = particulate matter 10 microns in diameter or less

"Emissions results include implementation of air quality IAMFs, as described in Section 6.

2 Construction is expected to take place later than the dates assumed in the air quality analysis. The construction emissions estimates are therefore
conservative, as future emissions rates will be lower due to the implementation of cleaner and newer equipment.

3 Although the RSA is in attainment for SO, because SO is a precursor for PMzs, the PM2s General Conformity de minimis thresholds are used.

4 Construction activities and associated emissions are the same among the four alternatives in the SJVAB.
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10 REGIONAL EFFECTS

As shown in Section 3.3.6.1 of the Final EIR/EIS, the total reg