
Richmond Rail Connector Project

Located between Parr Boulevard and Richmond Parkway
City of Richmond, California

Project No. 0000020789

Environmental Assessment
With Finding of No Significant Impact

January 2013



General Information About This Document

What’s in this document?
This document contains a Finding of No Significant Impact and an Environmental
Assessment (EA), which examines the environmental effects of the proposed rail project
in Contra Costa County.

The Environmental Assessment was circulated to the public from September 14, 2012
to October 16, 2012. Comment letters were received on the draft document and are
shown in the Comments and Responses section of this document, which has been
added since the draft document circulation. Elsewhere throughout this document, a line
in the margin indicates a change made since the draft document circulation.

For individuals with sensory disabilities, this document is available in Braille, in large print, on
audiocassette, or on computer disk. To obtain a copy in one of these alternate formats, please call or
write to California Department of Transportation, District 4, Office of Environmental Analysis, Attn: Ms.
Valerie Shearer at P.O. Box 23660, Oakland, CA 94623-0660 or by phone at 510-286-5594.
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CHAPTER 1 Proposed Project

1.1 Introduction

The proposed project would construct an at-grade connection track and related signal
improvements between the BNSF Railway Company’s (BNSF) Stockton Subdivision and Union
Pacific Railroad’s (UPRR) Martinez Subdivision. This approximate 1.25-mile rail track connector
would be located in the northern portion of the City of Richmond and an unincorporated portion
of Contra Costa County (North Richmond), California (see Figure 1). The two track systems
parallel each other in this area and are located approximately one-quarter mile apart. A
connector would allow BNSF’s intermodal freight trains to access the Port of Oakland without
having to travel through downtown Richmond. Refer to an aerial view of the project location on
Figure 2.

The proposed site of the Richmond Rail Connector is on the rail corridor that connects the Port
of Oakland to all points east of the Port - Northern California, the Central Valley, Southern
California and the nation. It encompasses the BNSF rail lines from the Port to Barstow, and the
Union Pacific rail lines from the Port south to Mojave or northeast to Nevada.

The corridor also serves as a major passenger corridor. Existing Amtrak passenger service
includes the Capitol Corridor and the San Joaquin Corridor routes. The Capitol Corridor
provides intercity rail service to eight northern California counties. It had 1.7 million passengers
in 2008 and is the third busiest Amtrak-operated route in the nation with 32 daily trains. The
San Joaquin intercity passenger rail service operates between Bakersfield, Oakland and
Sacramento and has the fifth highest ridership of any Amtrak service in the country. The current
operating schedule includes eight daily intercity Amtrak trains. In addition, Amtrak runs four
long-distance Amtrak passenger trains over the project alignment. In total, 44 passenger trains
use this corridor.

The Federal Highway Administration (FHWA) will serve as the Lead Agency for the National
Environmental Policy Act (NEPA) for this project. FHWA is serving as the NEPA lead instead of
the Federal Railroad Administration because part of the funding for this project is from the
Congestion Mitigation and Air Quality Improvement (CMAQ) Program, which is administered by
FHWA. The project sponsor is BNSF Railway Company (BNSF). Separate documents are
being prepared to comply with the California Environmental Quality Act (CEQA) and NEPA.
This document contains solely the NEPA Environmental Assessment (EA), which evaluates the
environmental effects of the proposed project.

The proposed connector track and support infrastructure is a public works project that was
originally envisioned to be funded entirely through State funds. However, based on a recently
established Memorandum of Understanding between the California Department of
Transportation (Caltrans) and BNSF, this project will be funded using State funds, federal funds
and BNSF funds. The estimated total cost of the proposed connector track and support
infrastructure project is $21,760,000. Funding has been allocated as follows: $10,880,000 from
the Trade Corridors Improvement Fund; $5,440,000 from BNSF Railway Company; and
$5,440,000 from federal CMAQ funding through the Metropolitan Transportation Commission.
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1.2 Purpose and Need

1.2.1 Purpose of Project

The primary purpose of this project is to provide more efficient operations along the BNSF
Stockton Subdivision and UPRR Martinez Subdivision north of downtown Richmond.

Currently, BNSF trains have to travel through downtown Richmond to reach the Port of Oakland
because there is no connector to the UPRR tracks, which provide a more direct route to the
Port. A connector track allowing BNSF trains to access UPRR’s Martinez subdivision without
going through downtown Richmond would improve the efficiency and competitiveness of goods
movement along this corridor. By substantially reducing the number of slow-moving intermodal
trains in the center of the city, a connector would also relieve traffic congestion at fourteen at-
grade crossings in downtown Richmond. At-grade crossings over both the BNSF and UPRR
tracks for the area of interest are shown on Figures 3a and 3b.

The project would benefit the residents of Richmond by reducing air emissions and noise from
train air horns and warning signals at the fourteen at-grade crossings on the BNSF track. The
new, shorter route along the UPRR tracks has only three at-grade crossings and no speed
restrictions. In addition, it would reduce the need for BNSF trains to use tracks north of
Richmond on the Martinez Subdivision, freeing up capacity and reducing conflicts for both
UPRR and Amtrak and Capitol Corridor passenger trains.

1.2.2 Need for Project

For the past several years, BNSF voluntarily ran its intermodal freight trains serving the Port of
Oakland on the UPRR track between Sacramento and Stege to avoid BNSF’s own circuitous
route through the center of Richmond. In May 2008, a federal Surface Transportation Board
(STB) ruling stated that BNSF does not have the authority to operate its intermodal trains on this
segment of the UPRR route. The STB ruling required BNSF intermodal trains to travel through
the center of Richmond accessing UPRR’s Martinez Subdivision south of Richmond at Stege.

As shown on Figure 3a, the BNSF Stockton Subdivision swings west through downtown
Richmond to the BNSF rail yard on the west side of the city. Then, the BNSF tracks swing back
east and traverse the length of the city from west to east. At a location called Stege, the BNSF
tracks intercept the UPRR Martinez Subdivision, which continues south into the Port of Oakland.

Trains using BNSF tracks through Richmond must travel at low train speeds (less than 20 miles
per hour (mph)) that often result in blocking traffic for extended periods of time at the fourteen
closely-spaced grade crossings within Richmond. The longer route and slow speeds increase
the amount of time it takes BNSF trains to reach the Port of Oakland. The slow-moving BNSF
trains accessing the Martinez Subdivision at Stege also impact Capital Corridor and San
Joaquin passenger trains and UPRR freight trains, reducing their on-time performance and
reliability.

Failure to implement the proposed BNSF and UPRR connection track would have a negative
effect because train traffic congestion along this segment would continue to occur. Further, if
train operations increase in the future, the slower train movement in this segment from north
Richmond to the Port of Oakland would cause greater accumulations of traffic, which would in
turn result in related increases in air emissions, noise and congestion on the local circulation
system.
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1.2.3 Logical Termini and Independent Utility

Both BNSF and UPRR freight rail operations currently serve the Port of Oakland. As a result of
the decision by the STB, BNSF was directed to use its own tracks on the Stockton Subdivision
from Stege east. The long intermodal freight trains were redirected through the core of the city
of Richmond as shown on Figure 3a. With installation of the proposed connector track as
shown on Figure 2, the BNSF intermodal freight trains from the Port of Oakland will again be
able to avoid the downtown Richmond track alignment and not conflict with UPRR and
passenger rail operations on UPRR’s Martinez Subdivision north of the proposed connector
track. No other improvements are required to achieve the project purpose, which is to avoid
intermodal freight train traffic through downtown Richmond. This discrete project fully
accomplishes the project purpose.

The specific location for the Richmond Rail Connector was selected based on a review of the
alignment of the two railroad tracks. Specifically, once the tracks cross Parr Boulevard in the
city of Richmond, the whole alignment to the south is developed and would require
displacement of existing development in order to connect the UPRR and BNSF tracks at the
desired speed. Also, once north of Richmond Parkway there is no area available with sufficient
length (approximately 1.25 miles) to install the rail connector and maintain track speed, before
the rails begin to diverge. This is shown on the aerial photo provided in Figure 4. Both railroads
conducted an evaluation of alternative locations and the project site located between Richmond
Parkway and Parr Boulevard is the only location available that met all of the connector site
selection criteria.

1.2.4 Decision Needed

This EA will provide the necessary information to determine if further environmental analyses
are needed to fulfill NEPA requirements. This EA evaluates the potential effects on the human
environment, physical environment, and biological environment from construction and operation
of the proposed improvements in order to support federal funding through FHWA. Once the EA
is completed, FHWA will either issue a Finding of No Significant Impact (FONSI) based on the
findings in this document, or decide to prepare an Environmental Impact Statement to comply
with NEPA. Only after the procedure outlined above is completed can a decision be finalized to
proceed with project implementation.

1.3 Project Description

This section describes the proposed action and the design alternatives that were developed by
a multi-disciplinary team to achieve the project purpose and need while avoiding or minimizing
environmental impacts.

The proposed project would construct an at-grade connector track and related signal improve-
ments between the BNSF Stockton Subdivision and UPRR’s Martinez Subdivision.

BNSF and UPRR identify all points along their tracks by the distance from the point where the
track originates. For this project, the installation of the connector track, upgrade of existing
siding, and related improvements will begin on the BNSF rail line approximately 364 feet south
of the Giant Road-John Road intersection, at about Milepost (MP) 1185.9. The new construc-
tion and other proposed improvements will extend southwest, a distance of approximately
1.25 miles, to UPRR MP 14.2, just north of the at-grade intersection of the UPRR tracks and
Parr Boulevard, in Richmond.
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The project is located within Richmond and an unincorporated portion of Contra Costa County.
Figure 1 shows the regional location of the project and it also shows the entire proposed
alignment on the pertinent U.S. Geological Survey 7.5’ topographic map. Caltrans and BNSF
propose to install the rail connector track as part of a program to improve goods movement into
the Port of Oakland. In turn this would reduce congestion, air emissions and noise in downtown
Richmond.

1.3.1 Alternatives

The alternatives for the project are the Build Alternative and the No-Build Alternative. The Build
Alternative has been selected as the Preferred Alternative for this project.

1.3.1.1 Build Alternative

The entire length of railway to be improved as part of the BNSF and UPRR Richmond
Connection Track Project is located within Contra Costa County. The project improvements are
best illustrated on the aerial photo of the connector track alignment, Figure 2, and the
Conceptual Track Alignment Schematic (Track Chart, Figure 5a & b).

The location of the Build Alternative was selected based on the proximity of the two tracks and
minimal development along the segment proposed for the rail connector. This will help achieve
the purpose of the project, while avoiding or minimizing environmental impacts.

The proposed project features include the following:

a. Installing a new connection track with 15-foot centers adjacent to both BNSF and UPRR
existing tracks

b. Extending or upgrading existing sidings
c. Upgrading track structure and special track work
d. Upgrading signal systems
e. Improving an at-grade crossing at John Avenue
f. Constructing a bridge over Rheem Creek
g. Installing a culvert along the south side of the UPRR and proposed connector track
h. Realigning the UPRR tracks within the existing right-of-way to accommodate the connector

track.

The proposed BNSF and UPRR connection track closely follows the existing BNSF track at the
north end of the alignment and closely follows the existing UPRR track at the south end of the
alignment. The proposed alignment curves west across several industrial parcels for approxi-
mately 0.75 miles from just south of John Avenue and converges with the existing UPRR line at
about UPRR MP 14.2. Refer to Figures 6a and 6b for an aerial of the land parcels and the
proposed property acquisition. The proposed connection track is being designed for a
maximum allowable speed of 50 miles per hour (mph) for passenger trains and 45 mph for
freight trains.

All connections to sidings and spur tracks from the new track will be made using minimum
No. 24 turnouts. The type #24 turnout is the most durable/heavy duty switch used on BNSF that
allows a train to move from one track to another. Speed through the diverging side is 50 mph
and is 79 mph on the straight side. The proposed connection track will use BNSF standard
mono-block concrete ties with a resilient fastening system. Running rail will be 136
Continuously Welded Rail (CWR, 136 lbs per foot of rail) on tangents and curves flatter than



Richmond Rail Connector Environmental Assessment — Page 5

one degree. Sharper curves will be laid with 141# CWR rail. Cross ties through grade
crossings, as well as transition ties, will be 10-foot-long wood ties.

The project will include the upgrade of approximately 0.2 mile of the BNSF siding and the
upgrade of approximately 0.3 mile of the UPRR siding. Signal improvements, for train flow on
the tracks, and the upgrade of turnouts will be installed along the whole approximate 1.25-mile
alignment of the project. A feature required to install the new track within the UPRR alignment
is a “Turnout Pad” that will be constructed to allow equipment to lift and move the UPRR tracks
to meet the new configuration. The Turnout Pad will be retained after construction is completed
to facilitate future maintenance activities.

Other Project Aspects

Land Acquisition
The existing BNSF and UPRR rights-of-way vary between approximately 100 feet and 125 feet
in width along the Richmond connector track segment. A segment of the proposed connector
track alignment is located outside of the existing BNSF and UPRR rights-of-way, as shown on
the Figures 6a and 6b. . Approximately 8.32 acres of industrial land will be acquired for the
project.

Utility Crossings
There are utility lines that may be affected by construction of the project. Any utility lines
located within the alignment will either be left in place and avoided by construction, or relocated
within the BNSF or UPRR right-of-way. In a few instances, a utility line may no longer be in use
and it will either be removed within the BNSF right-of-way or it will be closed and left in place.
All utility relocations or closures will be implemented after close coordination with the owner of
the utility line.

Staging Areas
The proposed project will have a number of staging areas to accommodate storage of
equipment and material, and to provide parking for employees. The staging areas will occur
along the BNSF and UPRR track rights-of-way at least 25 feet from the closest track. Any
needed staging areas outside the railroad's right-of-way will be the responsibility of the
contractor and cannot be identified at this time. The Turnout Pad will serve as one staging area
and another staging area will be located at the terminus of Collins Road, which parallels Giant
Avenue in the project area. The Turnout Pad will also be constructed in order to install the
crossover train tracks within the UPRR alignment just prior to placing the new track into
operation. Where permits (entitlements or regulatory permits) are required for staging areas,
such permits will be obtained by the contractor and any subsequent environmental
documentation, if required, will be prepared and processed on a case-by-case basis by the
contractor.

Construction Activities
The proposed project will be built in two phases and should be completed within 12 to
18 months. The first phase in the construction process will be to install the fill to elevate the new
track surface an average of about 8 feet above existing ground level. Approximately 13,300
cubic yards of fill and aggregate material will be imported to create the fill for the proposed track.
Assuming 15 cubic yards per truck delivery, a total of about 900 truck trips will be required to
import the required fill material. This equates to an estimated 100 truck trips per day for
material import over a 2-week (10-day) period of time. Completion of the engineered fill is
expected to require approximately 3 to 6 months from the date construction begins.
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During the same period that the fill is being installed, a separate work crew will be installing the
proposed bridge over Rheem Creek, drainage pipes, and other support facilities for the track
(shown on the Conceptual Track chart, Figures 5a & 5b). In addition, pipelines (such as water,
natural gas, etc.) located under the railroad rights-of-way will have to be protected, either by
encasement, relocation or other similar measures. It is anticipated that these facilities will be
completed within 5 to 9 months. As part of this phase of the project, existing telephone poles
within the BNSF and UPRR alignments will be removed by a contractor and the materials
removed will be recycled for other uses.

The "Turnout Pad" will require about 4,000 cubic yards of fill material or 270 truck trips. This
material will be delivered over a 5-day period, which equates to 54 truck trips per day.
Construction of this feature is expected to require about 30 days from start to finish. The
"Turnout Pad" will not be constructed concurrent with the new high fill to limit the maximum
number of truck trips to 100 per day. It is anticipated that at the end of the project, the "Turnout
Pad" will be retained for maintenance purposes.

The second and final phase of construction has been allocated 3 to 5 months for completion.
This stage involves laying the new track and installing the new track signal system to ensure
safety along the new track. Track laying is carried out by BNSF personnel with material
delivered by rail. On top of the fill, concrete rail cross ties and ballast rock will be installed.
Then, the new rails will be installed on top of this new base. The new 136 lbs rail (the rail
weighs 136 lbs per meter of rail) can be installed at a rate of approximately one mile per day
once the track base has been completed. At the same time new signals required for operations
and safety will be installed and hooked up to the BNSF and UPRR electrical system that
parallels the existing track. Maximum depth of excavation associated with installation of the
new signals is approximately 8 feet. Once the new track is installed, the road crossings will be
installed. When the track is completed and tested and the signals have been installed and
tested, the new track will be available to support operations.

Contracts for construction of new track are typically awarded on an incremental basis. Each
construction phase or function may be awarded by separate contracts.

1.3.1.2 No-Build Alternative

In the No-Build Alternative, the existing conditions in the project alignment would remain. No
upgrades to the existing rail corridor would occur. No signal or safety improvements would be
made and traffic flow would not be improved. The number of trains using the rail corridor
segment would remain the same or increase as determined by future economic conditions, but
without the addition of the connector track improvements in this segment of the rail corridor to
improve efficiency. BNSF intermodal freight trains would continue to travel through downtown
Richmond and the benefits of reduced air emissions, elimination of traffic delays, and better
overall flow of train traffic through this segment would not be achieved.

IDENTIFICATION OF A PREFERRED ALTERNATIVE

As described in Section 1.2.1, the primary purpose of this project is to provide more efficient
operations along the BNSF Stockton Subdivision and UPRR Martinez Subdivision north of
downtown Richmond. The project is needed because trains using BNSF tracks through
Richmond must travel at low train speeds that often result in blocking traffic for extended
periods of time at 14 closely-spaced grade crossings within Richmond. The longer route and
slow speeds increase the amount of time it takes BNSF trains to reach the Port of Oakland.
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By installing a connector track, the Build Alternative would allow BNSF’s freight trains to reach
the Port of Oakland without having to travel through downtown Richmond. This would improve
train operations and relieve traffic congestion at the 14 at-grade crossings. In addition, the
connector would free up capacity and reduce conflicts for both passenger and freight trains.

The project would benefit Richmond residents and businesses by reducing air emissions from
traffic bottlenecks caused by slow-moving trains. The shorter route has only three at-grade
crossings and no speed restrictions.

The No-Build Alternative does not meet the project’s purpose and need. With the No-Build
Alternative, trains would continue to travel slowly through downtown Richmond. Rail inefficiency,
traffic congestion and air emissions would not be improved and could worsen if there is a future
increase in trains on this corridor. Based on these findings and after considering comments
from state, regional and local agencies, the Build Alternative has been identified as the
Preferred Alternative.

1.3.2 Alternatives Considered But Eliminated From Further Discussion

The project stakeholders (Caltrans, BNSF and UPRR) examined alternative locations for
installation of the connector track between the BNSF and UPRR tracks. The primary criterion
for selection of the connector track was a location that would allow BNSF intermodal trains to
access the UPRR tracks at a location that would allow these trains to avoid traversing
downtown Richmond and to not utilize capacity on the UPRR Martinez Subdivision east of the
City of Richmond. Other criteria included a site within the urbanized portion of the Bay Area
where the two tracks are close together and a site with no occupied structures. Since these
three selection criteria for the connector site could not be met at any other location, a decision
was made to eliminate alternative locations and limit the analysis to the Build Alternative and the
No-Build Alternative in this document. As previously discussed, there are no other locations
north of Stege (the location in southeastern Richmond where the BNSF and UPRR tracks
converge) where a connector track can be installed that meets the site selection criteria
described under the Independent Utility discussion presented above. One additional site was
considered north of the proposed site, west of the intersection of Giant Road and Banks Drive.
However, a portion of this site is included in the Point Pinole Regional Shoreline Park and it
does not have sufficient space to install a connector track. Therefore, this site was rejected
from further consideration.

1.3.3 Permits and Approvals Needed

At this stage of the review it is anticipated that the project will be required to obtain several
permits including, but not necessarily limited to those shown on Table 1.3.3-1.
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Table 1.3.3-1
PERMITS REQUIRED

Agency Permit / Approval

U.S. Army Corps of Engineers  Section 404 Permit

Readiness Branch of the U.S. Army Corps of
Engineers, San Francisco Branch

 Encroachment permit and approval for activities in the rights of
way of Rheem Creek flood control channel

Regional Water Quality Control Board
 Section 401 Water Quality Certification

 SWPPP Enforcement

California Department of Fish and Game  1601 Streambed Alteration Agreement

State Water Resources Control Board  Construction NPDES Permit

Contra Costa County Flood Control and Water
Conservation District

 Drainage Modification Permit

 Flood Control Encroachment Permit, Land Transactions,
Agreements and Easements involving the Flood Control
District’s facilities

City of Richmond  Roadway encroachment permit and business licenses

Various encroachment or construction permits from the County, UPRR, BNSF, the City of
Richmond, and business licenses in the local jurisdictions may also be required.
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Regional Location



FIGURE 2
Site Location (Aerial Photo)



FIGURE 3a
Location of At-Grade Crossings



FIGURE 3b
Location of At-Grade Crossings



FIGURE 4 
Aerial View of City of Richmond and Vicinity 

Site Location 



DESIGNED BY

APPROVED BY

DRAWN BY

CHECKED BY

DATE

P
H

Y
S
I

C
A

L

E
N

T
I

T
Y

C
O

N
T

R
A

C
T

D
E

S
I

G
N

A
T

O
R

I
T

E
M

L
I

N
E

C
O

S
T

E
L

E
M

E
N

T
N

U
M

B
E

R

P
R

O
J

E
C

T
W

O
R

K
 

E
L

E
M

E
N

T

ORANGE, CA  92868

SUITE 300

725 TOWN & COUNTRY RD

SUB
BY

APPDATEREV DESCRIPTION

Santa Fe Railway

with the Burlington Northern

not provided for in agreements

not be used for any purpose

confidential; and shall

Railway and shall be held

Burlington Northern Santa Fe

remain the property of the

furnished herewith shall

cations, and/or information

all plans, drawings, specifi-

Information confidential

10
/
5
/
2
0
11

1:
3
5
:2

6
 

P
M

J
:\

P
r
o
j
e
c
t
s
\

B
N

S
F
\
4
8
_

R
h
e
e

m
\

D
r
a

w
in

g
s
\
17

0
4
8

R
P
0
1.
x
b
t

SM

SEPTEMBER 09, 2011

DRAWING NO. 

REVISION SHEET NO. 

SCALE

CONTRACT NO.

RICHMOND RAIL CONNECTION

BNSF RAILWAY

UPRR R/W

UPRR R/W

UPRR R/W

BNSF R/W

BNSF R/W

30+00

0+00

5+00

10+00

15+00

20+00

25+00

C
N

X
N
 
0
+
6
3
.
2
0

P
I

C
N

X
N
 
2
+
5
8
.
2
0

T
S

C
N

X
N
 
4
+
7
8
.
2
0S
C

C
N
X
N
 
1
7
+
7
1
.
8
2S

C

C
N

X
N
 
2
5
+
9
7
.
8
2

C
S

C
N

X
N
 
2
8
+
1
7
.
8
2

S
T

C
N

X
N
 
3
0
+
1
8
.
9
3

P
I

C
N
X
N
 
1
5
+
5
1
.
8
2T

S

C
N
X
N
 
1
3
+
5
1
.
8
2S

T

C
N
X
N
 
1
1
+
3
1
.
8
2C

S

B
N
S

D
 
2
5
+
5
1
.
3
4

C
N

X
N
 
0
+
0
0
.
0
0
 
=
 

P
O

B

B
N
S

D
 
6
5
3
+
6
2
.
2
5

P
I

B
N
S

D
 
6
5
5
+
8
0
.
1
2

P
C

B
N
S

D
 
6
5
8
+
1
8
.
6
7

P
T

B
N
S

D
 
6
7
5
+
9
8
.
8
4

E
N

D
 

R
A
I
S
E
 
T

R
A

C
K

J
O
I

N
 
E

X
I
S
I
T

N
G

B
N
S

D
 
6
5
2
+
9
9
.
0
0

(
M
P
 
1
1
8
6
.
4
4
)

P
S
 
#
2
4
 

R
H
T

O

U
P
0
2
 
3
4
2
3
+
2
9
.
7
7

(
M
P
 
1
4
.
4
6
)

P
S
 
#
2
4
 

R
H
T

O

U
P
0
2
 
3
4
2
1
+
0
1
.
2
4

C
N

X
N
 
3
0
+
8
2
.
1
8
 
=

(
M
P
 
1
4
.
4
7
)

P
S
 
#
2
4
 

R
H
T

O

+

655+00660+00665+00670+00675+00680+00685+00690+00695+00700+00705+00

3405+00

3410+00

3415+00

3420+00

3425+00

3430+00

3435+00

655+00660+00665+00670+00675+00680+00685+00690+00695+00700+00705+00 655+00660+00665+00670+00675+00680+00685+00690+00695+00700+00705+00

3404+483404+48
3405+00

3410+00

3415+00

3420+00

3425+00

3430+00

3435+00

3404+483404+48

3405+00

3410+00

3415+00

3420+00

3425+00

3430+00

3435+00

AS SHOWN

RP-01

AND PARCEL IMPACT

CONCEPTUAL TRACK LAYOUT
02 01/11 PRELIMINARY DESIGN (45 MPH)

CONCEPTUAL LAYOUT10/0801

DATEAPPROVALS

M. J. KIRSCHINGER

DATEAPPROVALS

03 02/27 REVISED TURNOUT PAD AND UPRR R/W

R. W. LEASE

R. J. BOILEAU

S. C. SEXHUS

R. D. BREDENBERG

D. L. FREEMAN

1-24-11

1-24-11

1-24-11

1-24-11

U
P

R
R
 

M
P
 
14
.2

0

P
A

R
R
 

B
L

V
D

UPRR MP 14.90

RICHMOND PKWY

J
O

H
N
 

A
V

E
N

U
E

(UP01)

UPRR MAIN TRACK 1

(UP02)

UPRR MAIN TRACK 2

Lc = 653’

Ls = 220’

Eu = 2.12" (F)(P) 

Ea = 4-1/2"

V = 45 (F)/45 (P)

Dc = 4°40’

Lc = 239’’

Ls = 0’

Eu = 1.42"(F)/1.75"(P) 

Ea = 0"

V = 45 (F)/50 (P)

Dc = 1°00’

(UPRR STD. DWG 5065A) 

PROPOSED UPRR STD. #24 T.O.

(UPRR STD. DWG 5065A)

PROPOSED UPRR STD. #24 T.O.

(UPRR STD. DWG 5065A) 

PROPOSED UPRR STD. #24 T.O.

BNSF STD. DWG. 347000

STD. #24 RHTO

PROPOSED BNSF

BNSF STD. DWG. 347000

STD. #24 RHTO

PROPOSED BNSF

LIMIT

GRADING

R/W TAKE

PROPOSED

TRACK PLAN

CURVE CNXN-01

Lc = 826’

Ls = 220’

Eu = 2.12" (F)(P) 

Ea = 4-1/2"

V = 45 (F)/45 (P)

Dc = 4°40’

48" CMP

55’

CURVE CNXN-02

CURVE BNSD-01

Lc=100’’

Ls=100’

Eu=0.30"(P)/0.02"(F) 

Ea=1"

V=79(P)/70(F)

Dc=0°17’54"

CURVE UP01-01

Lc=100’’

Ls=100’

Eu=0.27"(P)/0.00"(F) 

Ea=1"

V=79(P)/70(F)

Dc=0°17’27"

CURVE UP01-02

Lc=100’’

Ls=100’

Eu=0.37"(P)/0.07"(F) 

Ea=1"

V=79(P)/70(F)

Dc=0°18’45"

CURVE UP01-03

Lc=100’’

Ls=100’

Eu=0.37"(P)/0.07"(F) 

Ea=1"

V=79(P)/70(F)

Dc=0°18’45"

CURVE UP01-03

7
+
3
7
.8

4

B
E
G
IN
 
B
R
ID

G
E

7
+
9
6
.1
5

E
N
D
 
B
R
ID

G
E

U
P
0
1
 
3
4
2
8
+
5
1
.
7
4

(
M
.
P
.
 
1
4
.
3
6
)

P
S
 
#
2
4
 

R
H
T

O

PAD

TURNOUT

NOT FOR CONSTRUCTION

04 09/09 REVISED ALIGNMENT

BRIDGE 1186.3

STEEL ROLLED BEAM

PROPOSED 58’-4"

Chris
Text Box
FIGURE 5a



DESIGNED BY

APPROVED BY

DRAWN BY

CHECKED BY

DATE

P
H

Y
S
I

C
A

L

E
N

T
I

T
Y

C
O

N
T

R
A

C
T

D
E

S
I

G
N

A
T

O
R

I
T

E
M

L
I

N
E

C
O

S
T

E
L

E
M

E
N

T
N

U
M

B
E

R

P
R

O
J

E
C

T
W

O
R

K
 

E
L

E
M

E
N

T

ORANGE, CA  92868

SUITE 300

725 TOWN & COUNTRY RD

SUB
BY

APPDATEREV DESCRIPTION

Santa Fe Railway

with the Burlington Northern

not provided for in agreements

not be used for any purpose

confidential; and shall

Railway and shall be held

Burlington Northern Santa Fe

remain the property of the

furnished herewith shall

cations, and/or information

all plans, drawings, specifi-

Information confidential

10
/
5
/
2
0
11

1:
3
5
:2

6
 

P
M

J
:\

P
r
o
j
e
c
t
s
\

B
N

S
F
\
4
8
_

R
h
e
e

m
\

D
r
a

w
in

g
s
\
17

0
4
8

R
P
0
1.
x
b
t

SM

SEPTEMBER 09, 2011

DRAWING NO. 

REVISION SHEET NO. 

SCALE

CONTRACT NO.

RICHMOND RAIL CONNECTION

BNSF RAILWAY

UPRR R/W

UPRR R/W

UPRR R/W

BNSF R/W

BNSF R/W

30+00

0+00

5+00

10+00

15+00

20+00

25+00

C
N

X
N
 
0
+
6
3
.
2
0

P
I

C
N

X
N
 
2
+
5
8
.
2
0

T
S

C
N

X
N
 
4
+
7
8
.
2
0S
C

C
N
X
N
 
1
7
+
7
1
.
8
2S

C

C
N

X
N
 
2
5
+
9
7
.
8
2

C
S

C
N

X
N
 
2
8
+
1
7
.
8
2

S
T

C
N

X
N
 
3
0
+
1
8
.
9
3

P
I

C
N
X
N
 
1
5
+
5
1
.
8
2T

S

C
N
X
N
 
1
3
+
5
1
.
8
2S

T

C
N
X
N
 
1
1
+
3
1
.
8
2C

S

B
N
S

D
 
2
5
+
5
1
.
3
4

C
N

X
N
 
0
+
0
0
.
0
0
 
=
 

P
O

B

B
N
S

D
 
6
5
3
+
6
2
.
2
5

P
I

B
N
S

D
 
6
5
5
+
8
0
.
1
2

P
C

B
N
S

D
 
6
5
8
+
1
8
.
6
7

P
T

B
N
S

D
 
6
7
5
+
9
8
.
8
4

E
N

D
 

R
A
I
S
E
 
T

R
A

C
K

J
O
I

N
 
E

X
I
S
I
T

N
G

B
N
S

D
 
6
5
2
+
9
9
.
0
0

(
M
P
 
1
1
8
6
.
4
4
)

P
S
 
#
2
4
 

R
H
T

O

U
P
0
2
 
3
4
2
3
+
2
9
.
7
7

(
M
P
 
1
4
.
4
6
)

P
S
 
#
2
4
 

R
H
T

O

U
P
0
2
 
3
4
2
1
+
0
1
.
2
4

C
N

X
N
 
3
0
+
8
2
.
1
8
 
=

(
M
P
 
1
4
.
4
7
)

P
S
 
#
2
4
 

R
H
T

O

+

655+00660+00665+00670+00675+00680+00685+00690+00695+00700+00705+00

3405+00

3410+00

3415+00

3420+00

3425+00

3430+00

3435+00

655+00660+00665+00670+00675+00680+00685+00690+00695+00700+00705+00 655+00660+00665+00670+00675+00680+00685+00690+00695+00700+00705+00

3404+483404+48
3405+00

3410+00

3415+00

3420+00

3425+00

3430+00

3435+00

3404+483404+48

3405+00

3410+00

3415+00

3420+00

3425+00

3430+00

3435+00

AS SHOWN

RP-01

AND PARCEL IMPACT

CONCEPTUAL TRACK LAYOUT
02 01/11 PRELIMINARY DESIGN (45 MPH)

CONCEPTUAL LAYOUT10/0801

DATEAPPROVALS

M. J. KIRSCHINGER

DATEAPPROVALS

03 02/27 REVISED TURNOUT PAD AND UPRR R/W

R. W. LEASE

R. J. BOILEAU

S. C. SEXHUS

R. D. BREDENBERG

D. L. FREEMAN

1-24-11

1-24-11

1-24-11

1-24-11

U
P

R
R
 

M
P
 
14
.2

0

P
A

R
R
 

B
L

V
D

UPRR MP 14.90

RICHMOND PKWY

J
O

H
N
 

A
V

E
N

U
E

(UP01)

UPRR MAIN TRACK 1

(UP02)

UPRR MAIN TRACK 2

Lc = 653’

Ls = 220’

Eu = 2.12" (F)(P) 

Ea = 4-1/2"

V = 45 (F)/45 (P)

Dc = 4°40’

Lc = 239’’

Ls = 0’

Eu = 1.42"(F)/1.75"(P) 

Ea = 0"

V = 45 (F)/50 (P)

Dc = 1°00’

(UPRR STD. DWG 5065A) 

PROPOSED UPRR STD. #24 T.O.

(UPRR STD. DWG 5065A)

PROPOSED UPRR STD. #24 T.O.

(UPRR STD. DWG 5065A) 

PROPOSED UPRR STD. #24 T.O.

BNSF STD. DWG. 347000

STD. #24 RHTO

PROPOSED BNSF

BNSF STD. DWG. 347000

STD. #24 RHTO

PROPOSED BNSF

LIMIT

GRADING

R/W TAKE

PROPOSED

TRACK PLAN

CURVE CNXN-01

Lc = 826’

Ls = 220’

Eu = 2.12" (F)(P) 

Ea = 4-1/2"

V = 45 (F)/45 (P)

Dc = 4°40’

48" CMP

55’

CURVE CNXN-02

CURVE BNSD-01

Lc=100’’

Ls=100’

Eu=0.30"(P)/0.02"(F) 

Ea=1"

V=79(P)/70(F)

Dc=0°17’54"

CURVE UP01-01

Lc=100’’

Ls=100’

Eu=0.27"(P)/0.00"(F) 

Ea=1"

V=79(P)/70(F)

Dc=0°17’27"

CURVE UP01-02

Lc=100’’

Ls=100’

Eu=0.37"(P)/0.07"(F) 

Ea=1"

V=79(P)/70(F)

Dc=0°18’45"

CURVE UP01-03

Lc=100’’

Ls=100’

Eu=0.37"(P)/0.07"(F) 

Ea=1"

V=79(P)/70(F)

Dc=0°18’45"

CURVE UP01-03

7
+
3
7
.8

4

B
E
G
IN
 
B
R
ID

G
E

7
+
9
6
.1
5

E
N
D
 
B
R
ID

G
E

U
P
0
1
 
3
4
2
8
+
5
1
.
7
4

(
M
.
P
.
 
1
4
.
3
6
)

P
S
 
#
2
4
 

R
H
T

O

PAD

TURNOUT

NOT FOR CONSTRUCTION

04 09/09 REVISED ALIGNMENT

BRIDGE 1186.3

STEEL ROLLED BEAM

PROPOSED 58’-4"

Chris
Text Box
FIGURE 5b



DESIGNED BY

APPROVED BY

DRAWN BY

CHECKED BY

DATE

P
H

Y
S
I

C
A

L

E
N

T
I

T
Y

C
O

N
T

R
A

C
T

D
E

S
I

G
N

A
T

O
R

I
T

E
M

L
I

N
E

C
O

S
T

E
L

E
M

E
N

T
N

U
M

B
E

R

P
R

O
J

E
C

T
W

O
R

K
 

E
L

E
M

E
N

T

ORANGE, CA  92868

SUITE 300

725 TOWN & COUNTRY RD

SUB
BY

APPDATEREV DESCRIPTION

Santa Fe Railway

with the Burlington Northern

not provided for in agreements

not be used for any purpose

confidential; and shall

Railway and shall be held

Burlington Northern Santa Fe

remain the property of the

furnished herewith shall

cations, and/or information

all plans, drawings, specifi-

Information confidential

3
/
5
/
2

0
1
2

2
:3

6
:3

1
 
P

M

J
:\

P
r
o
j
e
c
t
s
\

B
N

S
F
\

4
8

_
R

h
e
e

m
\

D
r
a

w
in

g
s
\

1
7

0
4

8
y
a
0
1
.x

b
t

FEBRUARY 14, 2012

SM

UNION PACIFIC
RAILROAD

AND THEREFORE ARE APPROXIMATIONS. REQUIRES VERIFICATION.

RIGHT-OF-WAY BOUNDARIES ARE BASED SOLELY ON STATION AND RIGHT-OF-WAY MAPS1.

NOTES:

PLAN

PROFILE

DRAWING NO. 

REVISION SHEET NO. 

SCALE

CONTRACT NO.

RICHMOND RAIL CONNECTION

BNSF RAILWAY

PARCEL#408-070-012-5

CITY OF RICHMOND PROP.-->

PARCEL#408-060-017-6

PARCEL"A"

PARCEL#408-060-017-6

PARCEL#408-060-015-0

PARCEL"C"

PARCEL"B"

PARCEL#408-060-017-6

P
R

O
P
E

R
T

Y
 
L
I

N
E

PARCEL#408-070-014

PARCEL#408-070-011

P
R

O
P
E

R
T

Y
 
L
I

N
E

P
R

O
P
E

R
T

Y
 
L
I

N
E

P
R

O
P
E

R
T

Y
 
L
I

N
E

PROPERTY LINE

PARCEL#408-070-013

PARCEL#408-070-012-5

F
L

O
O

D
 

C
O

N
T

R
O
L
 

C
H

A
N

N
E
L
 
E

A
S
E

M
E

N
T

PARCEL#408-060-018-4

P
R

O
P
E

R
T

Y
 
L
I

N
E

PARCEL#408-060-019

PARCEL#408-060-006

PARCEL#408-060-XXX

CITY OF RICHMOND PROP.

0.39 ACRES

0.62 ACRES

2.40 ACRES

0.92 ACRES

0.35 ACRES

1.03 ACRES

0.79 ACRES

0.81 ACRES

0.18 ACRES

0.81 ACRES

UPRR R/W

UPRR R/W

UPRR R/W

BNSF R/W

BNSF R/W

2.98 ACRES TOTAL

5.34 ACRES TOTAL 

3405+00

3410+00

3415+00

3420+00

3425+00

3430+00

3435+00

655+00660+00665+00670+00675+00680+00685+00690+00695+00700+00705+00 655+00660+00665+00670+00675+00680+00685+00690+00695+00700+00705+00

3405+00

3410+00

3415+00

3425+00

3430+00

3435+00

AS SHOWN

RIGHT OF WAY EXHIBIT

YA-01

AND PARCEL IMPACT

CONCEPTUAL TRACK LAYOUT
02 01/11 PRELIMINARY DESIGN (45 MPH)

CONCEPTUAL LAYOUT10/0801

DATEAPPROVALS

M. J. KIRSCHINGER

DATEAPPROVALS

03 02/27 REVISED TURNOUT PAD AND UPRR R/W

R. W. LEASE

R. J. BOILEAU

S. C. SEXHUS

R. D. BREDENBERG

D. L. FREEMAN

1-24-11

1-24-11

1-24-11

1-24-11

U
P

R
R
 

M
P
 
1
4
.2

0

P
A

R
R
 

B
L

V
D

UPRR M
P 14.90

RICHM
O
ND PKW

Y

J
O

H
N
 

A
V

E
N

U
E

(UP01)

UPRR MAIN TRACK 1

(UP02)

UPRR MAIN TRACK 2

PAD

TURNOUT

04 09/09 REVISED ALIGNMENT

48" CMP

PROPOSED

NOT FOR CONSTRUCTION
EXHIBIT ONLY

Chris
Text Box
FIGURE 6a



DESIGNED BY

APPROVED BY

DRAWN BY

CHECKED BY

DATE

P
H

Y
S
I

C
A

L

E
N

T
I

T
Y

C
O

N
T

R
A

C
T

D
E

S
I

G
N

A
T

O
R

I
T

E
M

L
I

N
E

C
O

S
T

E
L

E
M

E
N

T
N

U
M

B
E

R

P
R

O
J

E
C

T
W

O
R

K
 

E
L

E
M

E
N

T

ORANGE, CA  92868

SUITE 300

725 TOWN & COUNTRY RD

SUB
BY

APPDATEREV DESCRIPTION

Santa Fe Railway

with the Burlington Northern

not provided for in agreements

not be used for any purpose

confidential; and shall

Railway and shall be held

Burlington Northern Santa Fe

remain the property of the

furnished herewith shall

cations, and/or information

all plans, drawings, specifi-

Information confidential

3
/
5
/
2

0
1
2

2
:3

6
:3

1
 
P

M

J
:\

P
r
o
j
e
c
t
s
\

B
N

S
F
\

4
8

_
R

h
e
e

m
\

D
r
a

w
in

g
s
\

1
7

0
4

8
y
a
0
1
.x

b
t

FEBRUARY 14, 2012

SM

UNION PACIFIC
RAILROAD

AND THEREFORE ARE APPROXIMATIONS. REQUIRES VERIFICATION.

RIGHT-OF-WAY BOUNDARIES ARE BASED SOLELY ON STATION AND RIGHT-OF-WAY MAPS1.

NOTES:

PLAN

PROFILE

DRAWING NO. 

REVISION SHEET NO. 

SCALE

CONTRACT NO.

RICHMOND RAIL CONNECTION

BNSF RAILWAY

PARCEL#408-070-012-5

CITY OF RICHMOND PROP.-->

PARCEL#408-060-017-6

PARCEL"A"

PARCEL#408-060-017-6

PARCEL#408-060-015-0

PARCEL"C"

PARCEL"B"

PARCEL#408-060-017-6

P
R

O
P
E

R
T

Y
 
L
I

N
E

PARCEL#408-070-014

PARCEL#408-070-011

P
R

O
P
E

R
T

Y
 
L
I

N
E

P
R

O
P
E

R
T

Y
 
L
I

N
E

P
R

O
P
E

R
T

Y
 
L
I

N
E

PROPERTY LINE

PARCEL#408-070-013

PARCEL#408-070-012-5

F
L

O
O

D
 

C
O

N
T

R
O
L
 

C
H

A
N

N
E
L
 
E

A
S
E

M
E

N
T

PARCEL#408-060-018-4

P
R

O
P
E

R
T

Y
 
L
I

N
E

PARCEL#408-060-019

PARCEL#408-060-006

PARCEL#408-060-XXX

CITY OF RICHMOND PROP.

0.39 ACRES

0.62 ACRES

2.40 ACRES

0.92 ACRES

0.35 ACRES

1.03 ACRES

0.79 ACRES

0.81 ACRES

0.18 ACRES

0.81 ACRES

UPRR R/W

UPRR R/W

UPRR R/W

BNSF R/W

BNSF R/W

2.98 ACRES TOTAL

5.34 ACRES TOTAL 

3405+00

3410+00

3415+00

3420+00

3425+00

3430+00

3435+00

655+00660+00665+00670+00675+00680+00685+00690+00695+00700+00705+00 655+00660+00665+00670+00675+00680+00685+00690+00695+00700+00705+00

3405+00

3410+00

3415+00

3425+00

3430+00

3435+00

AS SHOWN

RIGHT OF WAY EXHIBIT

YA-01

AND PARCEL IMPACT

CONCEPTUAL TRACK LAYOUT
02 01/11 PRELIMINARY DESIGN (45 MPH)

CONCEPTUAL LAYOUT10/0801

DATEAPPROVALS

M. J. KIRSCHINGER

DATEAPPROVALS

03 02/27 REVISED TURNOUT PAD AND UPRR R/W

R. W. LEASE

R. J. BOILEAU

S. C. SEXHUS

R. D. BREDENBERG

D. L. FREEMAN

1-24-11

1-24-11

1-24-11

1-24-11

U
P

R
R
 

M
P
 
1
4
.2

0

P
A

R
R
 

B
L

V
D

UPRR M
P 14.90

RICHM
O
ND PKW

Y

J
O

H
N
 

A
V

E
N

U
E

(UP01)

UPRR MAIN TRACK 1

(UP02)

UPRR MAIN TRACK 2

PAD

TURNOUT

04 09/09 REVISED ALIGNMENT

48" CMP

PROPOSED

NOT FOR CONSTRUCTION
EXHIBIT ONLY

Chris
Text Box
FIGURE 5a

Chris
Text Box
FIGURE 6b



Richmond Rail Connector Environmental Assessment — Page 18

CHAPTER 2 Affected Environment, Environmental Consequences,
and Avoidance, Minimization and/or Mitigation
Measures

This chapter explains the impacts that the project would have on the human, physical, and
biological environments in the project area. It describes the existing environment that could be
affected by the project, potential impacts from each of the alternatives, and proposed
avoidance, minimization and/or mitigation measures. Any indirect effects are also included in
the general impacts analysis and discussions that follow.

As part of the scoping and environmental analysis conducted for this project, the following
environmental issues were considered, but no adverse impacts were identified. Consequently,
there is no further discussion regarding these issues in this document.

Human Environment

 Land Use/Coastal Zone: The proposed Richmond Rail Connector track alignment is not
located within a coastal zone and therefore it has no potential to adversely affect any
coastal zone resources or values. (City of Richmond General Plan)

 Land Use/Wild and Scenic River: The proposed track alignment is not located on or
near a stream designated as a Wild and Scenic River. Therefore, it has no potential to
adversely impact any Wild or Scenic River resources or values. (City of Richmond
General Plan)

 Land Use/Parks and Recreation: The proposed track alignment is not located in an area
designed for park or recreation uses and no such uses occur within the project area.
Therefore, it has no potential to adversely impact any park or recreation resources or
values. In addition, no publicly-owned public parks, recreational areas, or wildlife or
waterfowl refuges protected under Section 4(f) of the Department of Transportation Act
of 1966, as amended, are in the project area. Please see Chapter 3 for comments
submitted by the East Bay Regional Park District concerning Point Pinole Regional
Shoreline and the proposed Breuner Marsh Restoration and Public Access Project.
Responses immediately follow the comments.

 Growth: The proposed project will not increase population or demand for track capacity.
No aspect of the project has any identified potential to cause or contribute to growth or
growth inducement if implemented.

 Land Use/Farmlands/Timberlands: The project site is designated in the City General
Plan for industrial uses. It has been used for industrial purposes for more than 60 years
based on a review of the historic aerial photographs in the Phase 1 Environmental Site
Assessment. The project site does not and has not supported any farmland or
timberland uses that would qualify the proposed track alignment as farmland. (City of
Richmond General Plan and Phase 1 Environmental Site Assessment)

 Visual/Aesthetics: The connector track site is located within a highly urbanized area that
does not have any significant visual resources or aesthetic values. The new connector
track will be integrated into an industrial visual setting that already contains two mainline
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railroad track corridors, BNSF and UPRR. The new track will not substantially modify
the visual setting and will not block any sensitive or important scenic vistas. (Site visits
and City of Richmond General Plan.)

 Acquisitions: The proposed track alignment will require acquisition of approximately 8.30
acres. This will consist of three partial property acquisitions from two property owners as
follows: 1.82 acres will be acquired from Assessor Parcel Number (APN) 408-070-13;
1.16 acre will be acquired from APN 408-070-012-5; and 5.32 acres will be acquired
from APN 408-060-017-6. All property consists of open fields or outdoor storage areas,
except for the small property acquisition that encompasses Rheem Creek channel.
BNSF will purchase the properties required to support the Richmond connector track.
Each owner will be offered fair market value for his/her property based on a formal
appraisal of the property’s value. If necessary BNSF has the power of eminent domain
to acquire property that is essential to interstate rail operations. Please refer to
Figures 6a and 6b which show the proposed properties to be acquired. The properties
that are proposed to be acquired do not have any occupied structures. Therefore,
implementation of the proposed project does not have any potential to require the
relocation of any residents or the replacement of any structures.

Physical Environment

 Paleontology: The proposed track alignment will not excavate material at the project
site. All grading activities will be carried out as fill activities. Therefore, it does not have
any potential to adversely impact any paleontological resources at the project site.

 Geology/Soils/Seismic/Topography: The proposed project will not alter site geology or
topography. Site soils have already been heavily modified by past development and
remediation activities. The connector track alignment is not located near any known
active faults and the proposed project does not include any human occupancy
structures. Therefore, no adverse effect on geology/soils/seismic/topographic
characteristics of the site will result from project implementation. The site geology
information was obtained from the City of Richmond General Plan, General Plan EIR
and the Geotechnical Phase 1 Environmental Site Assessment.

2.1 Human Environment

2.1.1 Existing and Future Land Use

Affected Environment

Contra Costa County
The Contra Costa County General Plan Land Use Element provides the goals and policies for
addressing land use issues within the unincorporated areas of the county. None of the policies
apply specifically or exclusively to the rail corridors that traverse the county. The basis for
planning is an “urban center” concept model. The urban centered concept is directed at utilizing
cities and unincorporated communities or centers to accomplish anticipated urban expansion in
an orderly manner, based on the ability of these communities to furnish public services along
with land needs based on population demands and in balance with employment-generating land
uses.
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City of Richmond
The City of Richmond General Plan Land Use Element provides the goals and policies for
addressing land use issues within the city. None of the policies apply specifically or exclusively
to the rail corridors that traverse the city. Similar to the County, the basis for planning is an
“urban center” concept model. The proposed track alignment is designated for industrial use on
the City General Plan and zoned for industrial use in the City Development Code. Regarding
relevant land use issues, both the City and County General Plans acknowledge the BNSF and
UPRR rail corridors through their jurisdictions and indicate support for alternative modes of
travel to on-road vehicular transportation systems, including rail.

The project area is characterized by light industrial uses surrounded by a mix of heavy
industrial, commercial, and some residential uses. The existing railroad tracks and the major
roadways, Giant Road and Richmond Parkway, constitute a major transportation corridor
through the project area. The project area is within the City of Richmond and an unincorporated
portion of the county. As noted above, the whole alignment of the Richmond Rail Connector is
designated for industrial use.

Environmental Consequences: Build Alternative
Under the Build Alternative the Richmond Rail Connector is being installed to connect two
existing rail corridors, BNSF and UPRR, within the project area to allow trains to move from one
set of tracks to another. These rail corridors have been in place for 100 years or more, and the
intervening land between the two track corridors at the project location have historically been
used for industrial uses. The property on which the connector track will be installed is also
designated for industrial uses. Thus, the railroad operations already exist in the project area
and the installation of the new connector track will not add a new or different use at the project
location. The proposed rail connector project is consistent with existing land uses within the
project area and it is also consistent with the existing land use designations under the City’s
General Plan and zoning.

No-Build Alternative
The No-Build Alternative would result in no land use impacts as conditions within the proposed
project alignment would remain in their existing condition. An indirect effect of this alternative
would be to continue impacts from the conflicts between BNSF intermodal train operations in
downtown Richmond and local circulation, including noise, air pollutants, and substantial delays
where trains and vehicles intersect at at-grade locations in the city.

Avoidance, Minimization and/or Mitigation Measures
The implementation of the Build Alternative will not cause any adverse land use or zoning
impacts. Therefore, no measures are required to avoid, minimize or mitigate land use impacts.

2.1.2 Consistency with State, Regional and Local Plans

Affected Environment
The project alignment occurs within an area that is designated and used for industrial purposes;
serves as a major transportation corridor; and does not contain any sensitive biological or
cultural resources. The California Transportation Commission, in conjunction with the regional
Metropolitan Transportation Commission, selected the proposed project to reduce congestion
within the local area and to support goods movement from the Port of Oakland to eastern
destinations. The project has been assigned Transportation Implementation Plan (TIP)
ID CC-090032 and a Caltrans CTIPS ID of 20600004415. These IDs acknowledge the
proposed project’s inclusion in regional transportation planning documents. City of Richmond
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and Contra Costa County planning documents acknowledge and support efficient goods
movement as well as the alternative mode of transportation afforded by the passenger trains
(36 per day) that utilize this corridor.

During the comment period on the Environmental Assessment, the East Bay Regional Parks
District submitted comments regarding the implementation of the “Breuner Marsh Restoration
and Public Access Project” (Breuner Marsh Project). This project is located approximately one-
quarter mile to the northwest of the proposed Richmond Rail Connector project alignment. The
Rheem Creek channel functions as the approximate southern boundary of the Breuner Marsh
restoration site. This project envisions the following activities: remove existing site facilities;
excavate new channels; regrade the site; restore habitat; install two new trails; establish public
access to the property; and provide long-term recreation. Demolition and mass grading
(approximately 110,000 cubic yards) are expected to start in the summer of 2013 and the
project will be completed and open to the public in 2015.

Environmental Consequences: Build Alternative
The proposed project is fully consistent with all state, regional and local plans, including the
Richmond General Plan, the San Pablo General Plan 2030 and the Contra Costa General Plan
2005-202 0. The local plans (County and City) acknowledge the importance of rail operations
through the proposed corridor. As noted above, the project is listed in the Federal
Transportation Improvement Program for 2011/2012.

San Pablo General Plan
Although the proposed Richmond Connector project will not be implemented in the City of San
Pablo, the city is located on the west side of Giant Road adjacent to the project area. The City
General Plan 2030 was reviewed and several applicable policies were evaluated. Giant Road is
identified as an Auto Arterial in the General Plan Transportation Element and is scheduled for
safety improvements and a Class 3 bikeway. Giant Road is also identified as a truck route
within the city. Policy C-G-8 identifies that the City will seek to balance goods movement with
health and quality of life priorities in the community. By relocating an estimated 2.4 BNSF trains
per day approximately 600 feet to the west of the existing BNSF track, actual noise in the City of
San Pablo will be slightly reduced. Thus, the proposed project is consistent with Policy C-G-8.

The San Pablo General Plan also contains Policy SN-1-41 regarding control of noise sources,
including trains and construction activities. By slightly reducing relative train noise on the city,
the proposed project is consistent with this policy and mitigation measures in Section 2.2.5
ensure that construction noise impacts do not exceed FTA guidelines. . Policy SN-1-42 requires
exploring the possibility of establishing Railroad Quiet Zones. The railroads do not control
implementation of Railroad Quiet Zones. The City of San Pablo should coordinate with the City
of Richmond to confer with the State Public Utilities Commission if it wishes to establish quiet
zones where at-grade crossings occur along the boundary between the two cities. Regardless,
by shifting the 2.4 BNSF trains to the west, the horn noise generated where at-grade crossings
occur adjacent to the city will be slightly reduced. Based on this review, the proposed project is
consistent with the City’s General Plan.

Breuner Marsh Project
The goals of the Breuner Marsh Project are to restore a part of the San Pablo Bay shoreline to a
healthy, biologically diverse natural community, to encourage public access along the shore and
to fill a gap in the San Francisco Bay Trail for pedestrians and bicycles. As part of the
restoration of the shoreline, the project plans to increase and improve wetland habitats in the
project area.
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The Richmond Rail Project is located to the east and south of Breuner Marsh, on the other side
of the UPPR tracks. Future rail operations will not be altered on the UPRR tracks adjacent to
Breuner Marsh. The proposed rail connector joins the UPPR tracks south of Rheem Creek,
which is the southern boundary of the Breuner Marsh Project. While Rheem Creek does flow
through the Richmond Rail Connector site to the Breuner Marsh site, the rail project will not
change the capacity or flow of the creek. Therefore, the rail project will not prevent the
restoration of wetlands proposed by the Breuner Marsh Project.

In addition, the new connector would not affect access to Breuner Marsh during or after
construction. The proposed Breuner Marsh construction activities will overlap with the Richmond
Rail Connector construction, but the connector track will be completed about a year before the
Marsh is opened to the public.

As described in Section 2.4, there are also no cumulative impacts that would make the
Richmond Rail Project inconsistent with the Breuner Marsh Project. Therefore, the Richmond
Rail Project is consistent with the goals of the Breuner Marsh Project.

No-Build Alternative
The No-Build Alternative would result in no direct conflicts with any of the reference plans that
affect the project area. An indirect effect of implementing this alternative would be to continue
the impacts from conflicts between BNSF intermodal train operations in downtown Richmond
and local circulation, including noise, air pollutants, and substantial delays where trains and
vehicles intersect at at-grade locations in the city. The state and regional planning objective of
eliminating these conflicts and enhancing the flow of goods from the Port of Oakland would not
be achieved by implementing the No-Build Alternative.

Avoidance, Minimization and/or Mitigation Measures
The implementation of the Build Alternative will not cause any conflicts or inconsistencies with
any State, regional or local plans. Therefore, no measures are required to avoid, minimize or
mitigate such impacts.

2.1.3 Community Impacts

2.1.3.1 Community Character and Cohesion

Regulatory Setting
The National Environmental Policy Act (NEPA) of 1969 established that the federal government
use all practicable means to ensure for all Americans safe, healthful, productive, and
aesthetically and culturally pleasing surroundings [42 U.S.C. 4331(b)(2)]. Final decisions
regarding projects are to be made in the best overall public interest. This requires taking into
account adverse environmental impacts, such as, destruction or disruption of human-made
resources, community cohesion and the availability of public facilities and services.

Affected Environment
This issue concerns the human environment, in terms of defining a community in regards to
boundaries and neighborhoods. Local businesses, homes and activity centers also play a part
in defining a community, as well as demographic characteristics, economic base, locations of
community facilities and other relevant characteristics. The railroad tracks have existed within
the community surrounding the connector track alignment for more than 100 years. Industrial
uses have been conducted on the property between the two track corridors for at least 50 years.
The project site is bounded by two major arterials, Giant Road on the east and Parr Boulevard
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on the south. Industrial uses occur on the west side of the UPRR tracks. The north end of the
project area is bounded by the elevated Richmond Parkway and a storage facility. Residential
uses are located on the east side of Giant Road in the City of San Pablo. Thus, the community
can be considered an industrial neighborhood bounded by major transportation corridors on all
sides.

Both the BNSF and UPRR tracks pass through Richmond. BNSF tracks (refer to Figure 3a)
turn southwest near Triangle Court where the tracks ultimately enter the BNSF classification
yard in Richmond. A single BNSF track then traverses through the downtown portion of
Richmond south of Cutting Boulevard and Interstate 580 until this track connects to the UPRR
line at Stege. Stege is the railroad name for the location where the BNSF and UPRR tracks
converge in the southeastern portion of the City of Richmond. Refer to Figure 3. The UPRR
and BNSF tracks parallel each other until approximately Triangle Court where the UPRR line
crosses the BNSF tracks and heads generally south-southeast until Stege, where the two
railroads again converge. The proposed project will not alter any of these existing tracks. The
only change will be a shift of several BNSF intermodal freight trains onto the UPRR line
between Stege and the project site once the connector track is installed. All other train
operations will remain as they are or as future demand will support.

Environmental Consequences: Build Alternative
The construction and operation of the proposed project will not result in the acquisition of any
residential property. The proposed alignment is situated within an area designated for industrial
land use and which has historically been used for industrial activities. The existing housing
areas in the project vicinity are located outside of the proposed project area, east of Giant Road.
These developments were built long after the BNSF and UPRR tracks were in operation and
were installed with the awareness in each community of the housing proximity to the tracks and
rail operations within the rail corridor. The proposed project will not alter the existing physical
conditions for these residences.

The proposed project would not have any identifiable adverse long-term effect on the affected
communities or neighborhoods. In fact, there would likely be a positive effect on these
communities as the connector track project and improvements to signals and train control along
with improvements to roads will make it less likely for trains to be delayed, resulting in less
waiting and fewer interruptions in the flow of traffic where roads intersect with railroad tracks at
at-grade crossings. The only road improvement will occur where the existing BNSF track
crosses John Avenue. The new connector track lead will begin north of John Avenue, which will
result in improvement of the existing at-grade crossing on John Avenue to accommodate two
tracks instead of the existing single track. The new at-grade crossing will be concrete and much
smoother than the existing asphalt track crossing on John Avenue.

This will improve the flow of traffic on local streets within the City of Richmond. Additionally, air
quality effects of freight trains near the rail corridor should be reduced as fewer train delays
result in less idling of trains and lower adverse air quality emissions from vehicles idling at these
at-grade crossings. Noise from idling trains would also be reduced. Based on the above
information, the Build Alternative would not affect community character and cohesion.

No-Build Alternative
The No-Build Alternative would result in no changes in community character or cohesion at the
project site. An indirect effect of implementing this alternative would be to continue impacts
from conflicts between BNSF intermodal train operations in downtown Richmond and the
neighborhoods along the BNSF track and Stege, including noise, air pollutants, and substantial
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delays where trains and vehicles intersect at at-grade locations in the city. The state and
regional planning objective of eliminating these conflicts and enhancing the flow of goods from
the Port of Oakland would not be achieved by implementing the No-Build Alternative.

Avoidance, Minimization and/or Mitigation Measures
The implementation of the Build Alternative will not cause or contribute to substantial changes in
community character and cohesion. Therefore, no measures are required to avoid, minimize or
mitigate such impacts.

2.1.3.2 Environmental Justice

Regulatory Setting
All projects involving a federal action (funding, permit, or land) must comply with Executive
Order (EO) 12898, Federal Actions to Address Environmental Justice in Minority Populations
and Low-Income Populations, signed by President Clinton on February 11, 1994. This EO
directs federal agencies to take the appropriate and necessary steps to identify and address
disproportionately high and adverse effects of federal projects on the health or environment of
minority and low-income populations to the greatest extent practicable and permitted by law. As
documented in the preceding section, the City of Richmond contains a high percentage of
minority and low-income populations.

All considerations under Title VI of the Civil Rights Act of 1964 and related statutes have also
been included in the project. The California Department of Transportation’s commitment to
upholding the mandates of Title VI is evidenced by its Title VI Policy Statement, signed by the
Director, which can be found in Appendix 3 of this document.

Affected Environment
According to the Contra Costa County General Plan Housing Element, the county had a
relatively high median household income in 2000 of $79,000. In 2009, the city’s median
household income was identified as $50,346, with per capita income at $23,349. By contrast
the City of Richmond General Plan indicates that approximately 50% of the households within
the city were considered lower-income households. For 2011, Health and Human Services
defined the poverty level for a family of four as $22,350. In “City Facts,” last updated in July
2009, the City provides the following data on household income:

 Less than $10,000 = 9.2%
 $10,000-$14,999 = 5.4%
 $15,000-$24,999 = 10.9%
 $25,000-34.999 = 10.3%
 $35,000-$49,999 = 13.9%
 $50,000-$74,999 = 17.1%
 $75,000-$99,999 = 14.2%
 $100,000-$149,999 = 12.5%
 $150,000 -$199,999 = 4.2%
 $200,000 or greater = 2.2%
 Median Income in the City of Richmond (50% above and 50% below) = about $50,000
 Median Income in Contra Costa County = about $78,385

“City Facts” identifies the percentage of populations in Richmond as follows:
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 Hispanic or Latino = 33.5%
 Black or African American = 30.0%
 White = 19.4%
 Asian = 14.4%
 Other = 2.7%

Contra Costa County QuickFacts from the US Census Bureau identifies percentage of
populations in Contra Costa County as follows:

 Hispanic or Latino = 24.8%
 Black or African American = 9.7%
 White = 47.3%
 Asian = 15.2%
 Other = 3%

The City has a substantially higher proportion of minority residents (80.6%) compared to the
County (52.7%). Since the minority community in Richmond is substantially greater than that
which occurs in the County, and since a substantial portion of the City population is below the
current household poverty level (25.5%) when compared to the County (9%), the proposed
project occurs within an environmental justice community.

Environmental Consequences: Build Alternative
The following issues were evaluated to determine if they would affect environmental justice
populations:

 Community Character & Cohesion – The proposed project would be constructed in an
industrial area between two railroad tracks. No residences would be acquired and no
neighborhood would be divided by the project. The industrial property proposed for
acquisition contains one small storage structure and no other structures. A portion of the
property to be acquired contains a capped contaminated site that has been properly closed.
No existing businesses will be acquired; therefore no adverse effects on the environmental
justice community in Richmond will result from project implementation. Access to residential
and community industrial resources would not change. More information is included in
Section 2.1.3.1.

 Air Quality – The detailed evaluation of air quality issues in Section 2.2.4 indicates that the
project-related emissions of criteria pollutants will not exceed regional levels established by
the Bay Area Air Quality Management District and project-related emissions will meet the
Federal conformity levels of the Clean Air Act. A review of the potential for localized impacts
(such as fugitive dust, Carbon Monoxide hotspots or diesel particulate concentration)
indicates that the project will not expose the local population to project-specific or nuisance
hazards from air pollutants with the implementation of minimization measures during
construction.

 Noise – As a consequence of shifting an average of 2.4 freight trains to the UPRR tracks per
day (this value is based on the total number of trains over the 12-month period from May1,
2011 to June 1, 2011) over the proposed Richmond Rail Connector, the noise environment
between the proposed rail connector and Stege, where the new trains will operate, will be
altered by a slight increase in train noise and horn noise. The increase in train noise relative
to the existing noise environment will add one decibel within the rail corridor and the
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increase in horn noise will add one decibel at three existing at-grade track/road crossings.
The rail corridor from the rail connector is bounded by industrial uses except at one at-grade
road crossing location where the increased horn noise between the current condition and
the modeled future condition is approximately 1 decibel. This increase in sound level is
undetectable. However, because of the existing noise levels, Federal Railroad Admini-
stration guidelines consider this is a moderate impact. Noise minimization or attenuation
measures were evaluated and determined to be infeasible for the affected residences.
Please refer to the detailed noise discussion in Section 2.2.5.

 Transportation/Traffic – The proposed project will have no adverse effect on any trans-
portation or traffic issues. The project will benefit goods movement through the community
of Richmond and will enhance the flow of local traffic in downtown Richmond by re-routing
the slow-moving BNSF intermodal trains that presently traverse the community from Stege
to the BNSF yard and then from the yard back to the project area on the existing BNSF
mainline track. Refer to Figures 3a and 3b.

 Hazardous Materials – The connector track alignment will be constructed on top of a capped
contaminated soil site. Specific measures will be implemented to prevent disturbance of this
cap and no exposure of the remediated contaminated site will occur from implementing this
project. No other substantial exposure of the local community to hazardous conditions will
occur from implementing the proposed project.

 Construction Impacts – All construction activities, other than delivery of material to the
project site, will occur within the proposed connector track alignment and adjacent property.
The project will generate fugitive dust, but with implementation of dust control measures,
such as application of water and covering trucks, the fugitive dust can be prevented from
leaving the project site. No other potential air emissions were identified that could affect
people in the area to during construction. Noise effects from construction will be controlled
by limiting construction activities to daylight hours and implementing other noise
minimization measures during construction. Access exists to the project site from both Parr
Boulevard and Giant Road and the maximum of approximately 150 vehicle trips, including
truck delivery of fill material, can occur without any adverse effect on the local circulation
system. Traffic controls on the local access roads will be used when trucks access and
leave the construction area. No on-road detours are anticipated, but if required for short
periods during the day, such detours will be coordinated with the local emergency service
providers through implementation of a construction traffic management plan approved by
the local police, fire and other emergency service providers.

Based on the above discussion and analyses in this document, the Build Alternative will not
cause disproportionately high or adverse effects on any minority or low-income populations as
per EO 12898 regarding environmental justice.

No-Build Alternative
No direct environmental justice impacts would occur from the No-Build Alternative as conditions
would remain the same as under existing conditions. Indirectly, failure to improve the
movement of BNSF’s Port of Oakland intermodal trains would allow adverse effects on the local
circulation system, and related adverse air and noise impacts, to continue to occur in Richmond.

Avoidance, Minimization and/or Mitigation Measures
No measures are required.
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2.1.3.3 Utilities and Emergency Services

Affected Environment

Utilities
Kinder Morgan has two high pressure natural gas pipelines within the UPRR right-of-way, an
8” pipeline on the east side of the tracks and a 12” pipeline on the west side of the tracks. A
fiber optic line is located within BNSF right-of-way.

Fire Protection
The proposed project area is not in a wildland fire area. The Contra Costa County Fire
Protection District administers and provides suppression personnel. Support personnel are
Contra Costa County employees. The District is a full service fire department providing
emergency services to all unincorporated areas of the county through a network of fire stations,
personnel, and equipment. The District’s headquarters is located at 2010 Geary Road, in
Pleasant Hill, California.

Fire protection services for the City of Richmond are provided by the Richmond Fire
Department, which staffs seven fire stations. The Fire Department has 89 sworn personnel and
7 non-sworn personnel.

City of Richmond Fire Stations

Station #61 140 W. Richmond Avenue
Station #62 1065 7th Street
Station #63 5201 Valley View Road
Station #64 4801 Bayview Avenue
Station #66 4100 Clinton Avenue
Station #67 1131 Cutting Blvd.
Station #68 2904 Hilltop Drive

In addition to fire suppression, the City Department provides other services such as emergency
medical services, building inspection, fire prevention, building plan review, arson investigation,
and public education.

Police Protection
The Contra Costa County Sheriff’s Department provides police protection services throughout
the county. The Contra Costa County Sheriff’s main headquarters is located at 651 Pine Street,
in Martinez, California. In the event that the Sheriff’s Department requires assistance or is
unable to respond within the unincorporated areas surrounding the cities, local Police
Departments dispatch officers as needed, upon request of the Sheriff’s Department. The
Sheriff’s Department has full law enforcement authority in the unincorporated areas of Contra
Costa County, and the California Highway Patrol also has full traffic enforcement responsibility
for state highways in the county.

Police protection services are provided to the City of Richmond by the Richmond Police
Department. The Department’s headquarters is located at 1701 Regatta Boulevard, in
Richmond, California.
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Environmental Consequences: Build Alternative
The proposed project may require the relocation of one of the Kinder Morgan pipelines and the
fiber optic line because they may conflict with installation and operation of the connector track.
The plan at this time is to encase the pipeline on the east side of the tracks, or if necessary
relocate it within the UPRR existing right-of-way. No effect is anticipated for the 12” pipeline on
the west side of the tracks, but if necessary it may also be encased. The existing fiber optic line
will also either be encased to protect it or relocated within the existing BNSF right-of-way.
Managing these utilities will not require additional work beyond that already proposed within
either railroad right-of-way.

Emergency Services
The existing rail operations place a minimal demand on fire and police protection under routine
operations. The proposed project does not alter the number of train operations, and as a result it
has a low potential to generate demand for emergency services during construction or future
operations. Closure of existing roads for certain periods is not anticipated, but if it must occur,
such closure would require development of alternative emergency response routes (detours).
Similarly, construction staging areas may experience an increase in trespass and theft activities
over the short-term, which can place additional demand on local law enforcement services.
These issues are addressed below.

Fire Protection
Along the whole construction route, a minimal potential exists to create a random demand for
emergency response services. Implementation of the measure provided in the following section
will ensure that potential adverse impacts to emergency fire response capability at the project
site and in the immediate project area are maintained.

Over the long term, the installation of the connector track and associated rail improvements will
facilitate better emergency response capabilities. The connector track will facilitate better
movement of trains along the corridor, thus reducing the amount of time that future BNSF
intermodal trains spend at any one point, such as at an existing at-grade road crossing. No
mitigation is required for the long-term emergency access and fire protection capability of the
affected fire departments. Future access will be equal to or better than the existing condition.
The proposed project is not located in or near a wildland fire area. No potential exists to
increase fire hazards in wildland areas or in the project area.

Police Protection
Police emergency responses will experience the same short-term impacts during construction of
the connector track as fire emergency response. Similar mitigation will be implemented to
ensure that police response times are maintained within each jurisdiction's response time
guidelines. Implementation of the measure provided in the following section will ensure that
potential adverse effects to emergency police response capability are minimized to a level such
that the current level of service (as of the date of construction) is maintained to the project site
and surrounding area.

Staging and equipment storage areas shall be provided with adequate protection to minimize
potential for trespass and theft. Access control shall be implemented by BNSF and the
construction contractor during construction to minimize demand for law enforcement response
during construction. Implementation of the measures provided in the following section can
ensure that potential demand for law enforcement resources during construction is minimal.
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The long-term impacts from implementing the proposed project will be beneficial for law
enforcement access throughout the city and county for the same reasons as outlined above for
fire department emergency access, i.e., fewer slow BNSF trains in downtown Richmond.

Based on the analysis presented above emergency services will not experience substantial
adverse impacts from project implementation as long as measures outlined in the next section
are implemented.

No-Build Alternative
No direct utility or service impacts would occur as a result of implementing the No-Build
Alternative as conditions for all utility and emergency services would remain the same as under
existing conditions. Indirectly, failure to improve the movement of BNSF’s Port of Oakland
intermodal trains would allow adverse effects on the local circulation system, and related
adverse air and noise impacts, to continue to occur within the City of Richmond. The
congestion created by delays at intersections in downtown creates a higher potential for impacts
to emergency response services than the Build Alternative.

Avoidance, Minimization and/or Mitigation Measures
The following measures will be implemented to avoid, minimize or mitigate project-related
effects to utilities and services, including emergency services.

 Prior to initiating relocation of any utility system located within the railroad rights-of-way,
BNSF will notify the pertinent utility of the BNSF construction plan. BNSF will work with the
utility under the terms of the utilities agreement to occupy the BNSF and UPRR's rights-of-
way to limit short-term system relocation effects and minimize outages to the degree
feasible. BNSF shall submit sufficient engineering data to verify that remaining utility
systems will function as effectively after relocation as it does before relocation.

 Prior to initiating construction of the proposed project, BNSF shall submit and have
approved an emergency response access plan for fire, ambulance and police services that
meets each affected jurisdiction's response time frame.

 Prior to initiating construction of the proposed project, BNSF shall submit and have
approved an access control plan to its staging and equipment storage areas that meets
each affected jurisdiction's crime minimization standards.

2.1.3.4 Traffic and Transportation

Regulatory Setting
The Federal Highway Administration (FHWA), directs that full consideration should be given to
the safe accommodation of pedestrians and bicyclists during the development of federal-aid
highway projects (see 23 CFR 652). It further directs that the special needs of the elderly and
the disabled must be considered in all federal-aid projects that include pedestrian facilities.
When current or anticipated pedestrian and/or bicycle traffic presents a potential conflict with
motor vehicle traffic, every effort must be made to minimize the detrimental effects on all
highway users who share the facility.

In July 1999, the U.S. Department of Transportation (USDOT) issued an Accessibility Policy
Statement pledging a fully accessible multimodal transportation system. Accessibility in
federally-assisted programs is governed by the USDOT regulations (49 CFR part 27)
implementing Section 504 of the Rehabilitation Act (29 USC 794). FHWA has enacted



Richmond Rail Connector Environmental Assessment — Page 30

regulations for the implementation of the 1990 Americans with Disabilities Act (ADA), including a
commitment to build transportation facilities that provide equal access for all persons. These
regulations require application of the ADA requirements to Federal-aid projects, including
Transportation Enhancement Activities.

Affected Environment
The proposed project is a non-standard transportation project because it focuses on the rail
transport system, not vehicular traffic on federal, state and local roadways. The County General
Plan anticipates a year 2020 buildout of Contra Costa County. The movement of people, goods
and services through various transportation modes is, and will continue to be, vitally important to
the county. Two roadways in the project area provide vehicular access to the proposed
Richmond Rail Connector alignment. Giant Road is located on the east side of the connector
rail site. It is an arterial providing north-south access in the project area. Parr Boulevard is a
two-lane arterial that provides east-west access and it is located just beyond the southern end
of the proposed connector track alignment. Richmond Parkway is a major arterial roadway with
limited access in the project area. It is located near the north end of the connector track and the
new BNSF track will cross beneath the Parkway adjacent to the existing BNSF track, in the
vicinity of the Giant Road/John Avenue intersection.

There are several alternative forms of transportation that serve county residents and
businesses. Rail and air services transporting people and freight provide access to the rest of
the state and the nation. Public transit systems help ease congestion and provide transportation
services locally. The BART system provides fixed route transit services throughout the county.

Bicycle routes make it easier for residents to use bicycles as a form of transportation and also
serve a recreational function. The Contra Costa Transportation Authority prepared the
Countywide Bicycle and Pedestrian Plan. There are no identified bicycle routes on the roads
adjacent to the project site. The future construction of bikeways will be administered by either
the Contra Costa County Department of Public Works or Caltrans, depending upon which
agency is responsible for a road with a bike route.

Two companies currently provide rail service to Contra Costa County; the UPRR and BNSF. All
lines generally traverse the county in a north-south direction. These rail lines are primarily used
for the movement of freight, although Amtrak passenger trains, including Capitol Corridor
passenger trains, currently run along a portion of both the UPRR and BNSF line. Within the
project area, BNSF currently has an average of 18-30 trains per day, all freight trains. Within
the project area, UPRR currently has an average of about 50 trains per day, with 40 of these
trains being Capitol Corridor and Amtrak passenger trains. Of the 18-30 BNSF trains, an
average of 2.4 freight trains per day are intermodal trains that would no longer take the
circuitous route through the City of Richmond where these slow-moving trains cause delays on
the local circulation system. Refer to Figure 3a which shows the BNSF route through
Richmond.

Environmental Consequences: Build Alternative
No increase in train traffic will be generated by the proposed project. The redirection of the
BNSF intermodal trains will remove an impediment to travel in downtown Richmond where
many at-grade crossings exist, particularly in the Cutting Boulevard vicinity. This would reduce
conflicts between freight trains and local traffic, improving travel in downtown Richmond. This
would also lead to increases in average rail operational speeds (not maximum speed) and less
delays for all trains, including passenger trains.
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Construction Impacts
Development of the Build Alternative as described in Chapter 1 may create short-term
circulation system impacts and generation of additional construction-related trips, which could
adversely affect the area’s circulation system.

The adverse impact will typically be limited to about a month at the intersection of Giant Road
and John Avenue where trucks transporting fill will access the construction alignment of the
proposed connector track. The maximum number of trips per day will occur during import of fill
where up to 100 deliveries per day will occur over a ten-day period. There is adequate stacking
area on Collins Road and the project staging area to ensure that trucks will not be stacked on
Giant Road. Therefore, assuming a maximum of 20 workers on site and 100 truck trips, the
proposed project is forecast to result in approximately 240 trips on the maximum day of
operation. Based on the capacity of the local circulation system to access the site, both Giant
Road and Parr Boulevard, construction of the proposed project will not cause substantial delays
on the adjacent circulation system. Bicycle and pedestrian access to the project area will be
maintained during construction. Note that the new rail will be delivered by train, not by trucks on
local roadways.

No-Build Alternative
The No-Build Alternative would result in no direct impacts to the transportation system as the
existing conditions would not be changed. However, indirectly the No-Build Alternative would
force BNSF to continue up to 2.4 train movements through downtown Richmond along the
existing BNSF tracks. With up to nine at-grade crossings, this will continue the adverse impact
that already exists on the city’s circulation system that this project is designed to eliminate.

Avoidance, Minimization and/or Mitigation Measures
Prior to initiating interconnection track construction, a construction traffic management plan shall
be submitted and approved by the City of Richmond and Contra Costa County. The standard of
review for the submitted plans shall be the provision of safe traffic flow on the local circulation
system during construction and the provision of adequate access through construction areas to
meet safety and emergency vehicle access and transit through construction areas at all times
when construction is underway for any components of the proposed project. At a minimum this
plan shall define the following:

 How to minimize disruption of vehicle and alternative modes of traffic at all times, but
particularly during periods of high traffic volumes (peak hours on local roadways);

 Adequate signage and other controls, including flagpersons, to ensure that traffic can flow
adequately during construction;

 The identification of alternative routes that can meet the traffic flow requirements of a
specific area, including communication (signs, webpages, etc.) with drivers and
neighborhoods where construction activities will occur; at the end of each construction day
roadways shall be prepared for continued utilization without any significant roadway hazards
remaining;

 Time of construction activities (e.g., off-peak hours)
 Truck/Haul routes
 Construction employee parking
 Construction equipment staging
 Potential lane closures
 Work zone traffic control
 Control of traffic at any locations where short-term hazards cannot be avoided.



Richmond Rail Connector Environmental Assessment — Page 32

2.1.3.5 Cultural and Historic Resources

The following findings and analysis are based on the Historic Property Survey Report,
approved in June 2012 and the Archaeological Survey Report approved in May 2012.

Regulatory Setting
“Cultural resources” as used in this document refers to all “built environment” resources
(structures, bridges, railroads, water conveyance systems, etc.), culturally important resources,
and archaeological resources (both prehistoric and historic), regardless of significance. Laws
and regulations dealing with cultural resources include the National Historic Preservation Act of
1966, as amended, (NHPA), which sets forth national policy and procedures regarding historic
properties, defined as districts, sites, buildings, structures, and objects included in or eligible for
the National Register of Historic Places. Section 106 of NHPA requires federal agencies to take
into account the effects of their undertakings on such properties and to allow the Advisory
Council on Historic Preservation the opportunity to comment on those undertakings, following
regulations issued by the Advisory Council on Historic Preservation (36 CFR 800). On January
1, 2004, a Section 106 Programmatic Agreement (PA) between the Advisory Council, FHWA,
State Historic Preservation Officer, and the Department went into effect for Department projects,
both state and local, with FHWA involvement. The PA implements the Advisory Council’s
regulations, 36 CFR 800, streamlining the Section 106 process and delegating certain
responsibilities to the Department.

Affected Environment
Information in this section is based on the “Archaeological Survey Report Rheem BNSF and
UPRR Connection Track, May 2012.”

The purpose of the study was to identify any archaeological resources within or immediately
adjacent to the undertaking’s Area of Potential Effects (APE). The scope of the study included a
historical/archaeological resources records search, historical background research, Native
American contacts, consultation with the local community, and an intensive-level field survey.

Throughout the course of the study, no “historic properties,” as defined by Section 106
regulations were encountered within or adjacent to the APE. However, the APE is in close
proximity to a number of known Native American shell mounds from which numerous human
burials and artifacts have been recovered. In light of those discoveries, coupled with
correspondences with the Native American tribes suggesting that similar cultural resources may
be present within or in the immediate vicinity of the APE, the potential of encountering such
subsurface cultural remains within the project boundaries cannot be overlooked.

Environmental Consequences: Build Alternative
Based on the above analysis, the proposed alignment does not have any historic or archaeo-
logical resources on the ground surface along the Richmond Rail Connector alignment. As
designed the project will be constructed with minimal excavation on the proposed alignment or
in support of the proposed action. However, a potential exists for subsurface resources to be
exposed and this potential will require active management during construction to resolve. Two
measures are provided below to address the potential for exposure of subsurface resources.

Environmental Consequences: No-Build Alternative
The No-Build Alternative would result in no direct or indirect adverse impacts to the cultural
resources of the project site nor would implementation of this project cause any offsite adverse
effects to cultural resources.
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Avoidance, Minimization and/or Mitigation Measures
 If cultural materials are discovered during construction, all earth-moving activity within and

around the immediate discovery area will be diverted until a qualified archaeologist can
assess the nature and significance of the find.

 If human remains are discovered, State Health and Safety Code Section 7050.5 states that
further disturbances and activities shall cease in any area or nearby area suspected to
overlie remains, and the County Coroner contacted. Pursuant to Public Resources Code
Section 5097.98, if the remains are thought to be Native American, the coroner will notify the
Native American Heritage Commission (NAHC) who will then notify the Most Likely
Descendent (MLD). At this time, the person who discovered the remains will contact the
District 4 Environmental Branch so that they may work with the MLD on the respectful
treatment and disposition of the remains. Further provisions of PRC 5097.98 are to be
followed as applicable.

2.2 Physical Environment

2.2.1 Hydrology/Floodplain

Regulatory Setting
Executive Order 11988 (Floodplain Management) directs all federal agencies to refrain from
conducting, supporting or allowing actions in floodplains unless it is the only practicable
alternative. The Federal Highway Administration requirements for compliance are outlined in
23 CFR 650 Subpart A. In order to comply, the following must be analyzed:

 The practicability of alternatives to any longitudinal encroachments
 Risks of the action
 Impacts on natural and beneficial floodplain values
 Support of incompatible floodplain development
 Measures to minimize floodplain impacts and to preserve/restore any beneficial floodplain

values impacted by the project.

The 100-year floodplain is defined as “the area subject to flooding by the flood or tide having a
one percent chance of being exceeded in any given year.” An encroachment is defined as “an
action within the limits of the 100-year floodplain.”

Affected Environment
According to the Contra Costa County General Plan, all of Contra Costa County's water drains
into the San Francisco Bay/Delta system. Water from the western portion of the county drains
into San Francisco Bay or San Pablo Bay, while that from the northern and eastern portions of
the county drain into Suisun Bay and the Delta river channels, which eventually flow into the
San Pablo and San Francisco Bays. Drainages in the vicinity of the proposed connector track
include Rheem Creek and San Pablo Creek. Only Rheem Creek will be affected by the
proposed project where a bridge will be placed across this concrete-lined channel. San Pablo
Creek is located just south of Parr Boulevard, which is outside the southern extent of the
connector track improvements. Please refer to Federal Emergency Management Agency’s
Flood Insurance Rate Maps (FIRM) that encompasses the project area (Panels 0226F and
0228F (see Appendix 2). The Rheem Creek channel and the western portion of the project site
(adjacent to the UPRR tracks) are located within the 100-year flood hazard area as shown on
FIRM Panel 226.
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The Contra Costa County Flood Control and Water Conservation District (FC District) maintains
several flood control facilities in the county, such as Rheem Creek. Where the FC District does
not have formed drainage area entities and does not own any flood control facilities, the FC
District only serves in an advisory capacity to the local jurisdictions on drainage and flood
control matters. The cities within the county and the County Flood Control and Water Conser-
vation District have developed regional drainage plans to guide the implementation of new
drainage systems and provide the basis for local and federal flood control projects. Adopted
drainage areas allow for the assessment of drainage fees for new developments. According to
the County’s General Plan, the proposed project area is located outside of a drainage area with
established fees.

Environmental Consequences: Build Alternative
The County Flood Damage Prevention Ordinance contains specific requirements for
development in various flood zones designated on the FIRM maps. According to the FIRM of
the project area, about one-half of the connector track alignment is located within the 100-year
floodplain. The Rheem Creek channel is proposed to be bridged with a clear span bridge over
the channel, and the remainder of the alignment will be elevated above the 1-2 foot flood
elevation adjacent to UPRR tracks along the southern portion of the connector track alignment.

In general, the majority of the project alignment is topographically compatible with all of the
proposed project facilities identified in the project description. The topography of the proposed
track alignment is essentially flat and drainage from the BNSF and UPRR rights-of-way are
already established. Both currently flow into Rheem Creek at different locations. The new track
will occupy a portion of the existing rail rights-of-way as well as currently undeveloped industrial
properties to be acquired for the proposed connector track alignment. Unlike a paved roadway,
the new track high fill (the elevated earthen fill beneath the steel rail concrete ties and rock
ballast) is not impervious to precipitation and the high fill combined with adjacent drainage
swales ensure that the base floodplain elevation will not be increased as a result of installing the
new connector track. Thus, the project is not forecast to substantially increase runoff or cause
any major modifications in discharge of runoff from the existing rights-of-way or acquired lands.

No long-term adverse effects to surface or groundwater hydrology is anticipated to result from
installing and using the connector track. Permeability will remain relatively the same where the
new track replaces the compacted ground within BNSF and UPRR rights-of-way. The new
connector track will continue to discharge runoff to the same regional drainage system that
presently serves the project alignment. All existing drainage culverts or boxes will be installed
at the same or comparable size as the existing culverts.

Drainage from the project site and adjacent properties presently follows an existing drainage
swale located on the east side of the UPRR tracks. This drainage will continue to function, but
where fill is placed to connect the new rail connector to the UPRR track, the existing swale will
be replaced by a 48” culvert. This culvert will convey the existing flows upstream of the fill area
to the existing swale downstream of the fill area. No change in the existing drainage pattern will
result from this onsite drainage system modification. Consequently, no substantial effect to
downstream surface water hydrology is anticipated.

Implementation of the proposed project will place some of the proposed facilities (the western
portion of the alignment adjacent to the UPRR tracks) in areas exposed to 100-year flood
hazards, as outlined in the existing setting discussion above. Portions of the existing railroad
track and facilities already lie within the 100-year flood hazard area as identified on the
referenced FIRM panels (0226F and 0228F) (see Appendix 2). The western portion of the new
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connector track will be similarly exposed. However, the new track is not forecast to impede or
redirect flood flows in any different manner than the existing environmental setting. Further, due
to the high fill elevating the tracks above the flood hazard elevation on the property, the new
connector track will not be exposed to significant flood hazards.

The new bridge over Rheem Creek will clear span the Creek channel (no bridge structures will
be placed in the channel) and be placed above the 100-year flood flow elevation within the
channel with adequate freeboard to protect the new rail bridge.

The proposed project does not have facilities that will expose people or structures to a
significant risk of loss, injury or death involving flooding, including flooding as a result of the
failure of a levee or dam.

Based on all geologic studies and maps for the region, the location of the BNSF alignment is
sufficiently distant from the Bay, such that a seiche or tsunami is unlikely to affect the new
connector track.

Construction
A memo to file has been prepared that explains that construction of the project will not change
the floodplain based on the following information:

 The track high fill elevates the new track above the 100-year floodplain shown on Flood
Insurance Rate Maps from the Federal Emergency Management Agency.

 The high fill would not increase runoff or the elevation of the 100-year floodplain since it is
partially pervious to storm water and the connector track property is essentially flat.

 The project would not change the site hydrology because culverts (two) will carry flows from
the south end of the project area to the north end, where the surface runoff will continue to
flow into the Rheem Creek channel. This flow pattern has functioned successfully in the
area for more than 100 years since both BNSF and UP tracks were constructed.

Local effects on drainage would result primarily from the construction activities associated with
the proposed action, such as removal of vegetative cover, grading, filling, and re-contouring the
surface soil. During construction of the new track high fill, BNSF plans to grade a temporary
crossing through the Rheem Creek channel (downstream of the concrete portion of the channel)
to facilitate delivery of the fill material along the connector track alignment. Once the
construction activities are completed, the channel will be restored to its original condition.

No-Build Alternative
The No-Build Alternative would result in no short- or long-term impacts to existing hydrology or
the floodplain.

Avoidance, Minimization and/or Mitigation Measures
Where new track facilities are constructed in a flood zone, the facility will be installed to convey
stormwater runoff flows through the track high fill to existing drainage facilities, and the new
track shall be a minimum of one foot above the 100-flood hazard elevation or otherwise
hardened against flood-related impacts. Bridge structures over Rheem Creek shall safely pass
the 100-year design storm for the watershed with adequate freeboard. Storm flows downstream
of new track facilities shall not be increased and shall convey flows in essentially the same
manner as those leaving the present BNSF and UPRR alignments.
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2.2.2 Water Quality and Stormwater Runoff

Regulatory Setting

Federal Requirements: Clean Water Act
In 1972 Congress amended the Federal Water Pollution Control Act, making the addition of
pollutants to the waters of the United States (U.S.) from any point source unlawful unless the
discharge is in compliance with a National Pollutant Discharge Elimination System (NPDES)
permit. Known today as the Clean Water Act (CWA), Congress has amended it several times.
In the 1987 amendments, Congress directed dischargers of storm water from municipal and
industrial/construction point sources to comply with the NPDES permit scheme. Important CWA
sections are:

 Sections 303 and 304 require states to promulgate water quality standards, criteria, and
guidelines.

 Section 401 requires an applicant for a federal license or permit to conduct any activity,
which may result in a discharge to waters of the U.S., to obtain certification from the State
that the discharge will comply with other provisions of the act. (Most frequently required in
tandem with a Section 404 permit request. See below.)

 Section 402 establishes the NPDES, a permitting system for the discharges (except for
dredge or fill material) of any pollutant into waters of the U.S. Regional Water Quality
Control Boards (RWQCB) administer this permitting program in California. Section 402(p)
requires permits for discharges of storm water from industrial/construction and municipal
separate storm sewer systems (MS4s).

 Section 404 establishes a permit program for the discharge of dredge or fill material into
waters of the U.S. This permit program is administered by the U.S. Army Corps of
Engineers (USACE).

The objective of the CWA is “to restore and maintain the chemical, physical, and biological
integrity of the Nation’s waters.”

USACE issues two types of 404 permits: Standard and General permits. There are two types
of General permits, Regional permits and Nationwide permits. Regional permits are issued for a
general category of activities when they are similar in nature and cause minimal environmental
effect. Nationwide permits are issued to authorize a variety of minor project activities with no
more than minimal effects.

There are two types of Standard permits: Individual permits and Letters of Permission.
Ordinarily, projects that do not meet the criteria for a Nationwide Permit may be permitted under
one of USACE’s Standard permits. For Standard permits, the USACE decision to approve is
based on compliance with U.S. EPA’s Section 404 (b)(1) Guidelines (U.S. EPA CFR 40 Part
230), and whether permit approval is in the public interest. The Section 404(b)(1) Guidelines
were developed by the U.S. EPA in conjunction with USACE, and allow the discharge of
dredged or fill material into the aquatic system (waters of the U.S.) only if there is no practicable
alternative which would have less adverse effects. The Guidelines state that USACE may not
issue a permit if there is a least environmentally damaging practicable alternative (LEDPA), to
the proposed discharge that would have lesser effects on waters of the U.S., and not have any
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other significant adverse environmental consequences. Per Guidelines, documentation is
needed that a sequence of avoidance, minimization, and compensation measures has been
followed, in that order. The Guidelines also restrict permitting activities that violate water quality
or toxic effluent standards, jeopardize the continued existence of listed species, violate marine
sanctuary protections, or cause “significant degradation” to waters of the U.S. In addition every
permit from the USACE, even if not subject to the Section 404(b)(1) Guidelines, must meet
general requirements. See 33 CFR 320.4. A discussion of the LEDPA determination, if any, for
the document is included in the Wetlands and Other Waters section.

State Requirements: Porter-Cologne Water Quality Control Act
California’s Porter-Cologne Act, enacted in 1969, provides the legal basis for water quality
regulation within California. This Act requires a “Report of Waste Discharge” for any discharge
of waste (liquid, solid, or gaseous) to land or surface waters that may impair beneficial uses for
surface and/or groundwater of the state. It predates the CWA and regulates discharges to
waters of the state. Waters of the state include more than just waters of the U.S., like
groundwater and surface waters not considered waters of the U.S. Additionally, it prohibits
discharges of “waste” as defined and this definition is broader than the CWA definition of
“pollutant.” Discharges under the Porter-Cologne Act are permitted by Waste Discharge
Requirements (WDRs) and may be required even when the discharge is already permitted or
exempt under the CWA.

The State Water Resources Control Board (SWRCB) and RWQCBs are responsible for
establishing the water quality standards (objectives and beneficial uses) required by the CWA,
and regulating discharges to ensure compliance with the water quality standards. Details
regarding water quality standards in a project area are contained in the applicable RWQCB
Basin Plan. In California, Regional Boards designate beneficial uses for all water body
segments in their jurisdictions, and then set criteria necessary to protect these uses.
Consequently, the water quality standards developed for particular water segments are based
on the designated use and vary depending on such use. In addition, the SWRCB identifies
waters failing to meet standards for specific pollutants, which are then state-listed in accordance
with CWA Section 303(d). If a state determines that waters are impaired for one or more
constituents and the standards cannot be met through point source controls (NPDES permits or
WDRs), the CWA requires the establishment of Total Maximum Daily Loads (TMDLs). TMDLs
specify allowable pollutant loads from all sources (point, non-point, and natural) for a given
watershed.

State Water Resources Control Board and Regional Water Quality Control Boards
The SWRCB administers water rights, sets water pollution control policy, and issues water
board orders on matters of statewide application, and oversees water quality functions
throughout the state by approving Basin Plans, TMDLs, and NPDES permits. RWCQBs are
responsible for protecting beneficial uses of water resources within their regional jurisdiction
using planning, permitting, and enforcement authorities to meet this responsibility.

National Pollution Discharge Elimination System (NPDES) Program

Construction General Permit
Construction General Permit (Order No. 2009-009-DWQ), adopted on September 2, 2009,
became effective on July 1, 2010. The permit regulates storm water discharges from
construction sites which result in a Disturbed Soil Area (DSA) of one acre or greater, and/or are
smaller sites that are part of a larger common plan of development. By law, all storm water
discharges associated with construction activity where clearing, grading, and excavation results

http://www.dot.ca.gov/ser/vol1/sec1/ch1fedlaw/chap1.htm#Ch1CERCLA
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in soil disturbance of at least one acre must comply with the provisions of the General
Construction Permit. Construction activity that results in soil disturbances of less than one acre
is subject to this Construction General Permit if there is potential for significant water quality
impairment resulting from the activity as determined by the RWQCB. Operators of regulated
construction sites are required to develop storm water pollution prevention plans; to implement
sediment, erosion, and pollution prevention control measures; and to obtain coverage under the
Construction General Permit.

The 2009 Construction General Permit separates projects into Risk Levels 1, 2, or 3. Risk levels
are determined during the planning and design phases, and are based on potential erosion and
transport to receiving waters. Requirements apply according to the Risk Level determined. For
example, a Risk Level 3 (highest risk) project would require compulsory storm water runoff pH
and turbidity monitoring, and before construction and after construction aquatic biological
assessments during specified seasonal windows. For all projects subject to the permit,
applicants are required to develop and implement an effective Storm Water Pollution Prevention
Plan (SWPPP). In accordance with the Department’s Standard Specifications, a Water Pollution
Control Plan (WPCP) is necessary for projects with DSA less than one acre.

Section 401 Permitting
Under Section 401 of the CWA, any project requiring a federal license or permit that may result
in a discharge to a water of the U.S. must obtain a 401 Certification, which certifies that the
project will be in compliance with state water quality standards. The most common federal
permits triggering 401 Certification are CWA Section 404 permits issued by USACE. The 401
permit certifications are obtained from the appropriate RWQCB, dependent on the project
location, and are required before USACE issues a 404 permit.

In some cases the RWQCB may have specific concerns with discharges associated with a
project. As a result, the RWQCB may issue a set of requirements known as Waste Discharge
Requirements (WDRs) under the State Water Code (Porter-Cologne Act) that define activities,
such as the inclusion of specific features, effluent limitations, monitoring, and plan submittals
that are to be implemented for protecting or benefiting water quality. WDRs can be issued to
address both permanent and temporary discharges of a project.

Affected Environment
Contra Costa County is bordered by San Francisco Bay and San Pablo Bay to the west, and by
Suisun Bay and the channels of the Sacramento and San Joaquin rivers on the north.
Groundwater is a significant source of water supply in the proposed project area and throughout
the San Francisco Bay region. Surface water within the San Francisco Bay Area is primarily
supplied by the Sacramento and San Joaquin rivers, which enter the Bay system through the
Delta at the eastern end of Suisun Bay. Many small rivers and streams also convey fresh water
to the Bay system.

According to the San Francisco Bay Regional Water Quality Control Board’s “San Francisco
Bay Basin Water Quality Control Plan,” flows in the region are highly seasonal, with more than
90 percent of the annual runoff occurring during the winter rainy season between October and
April, while many streams go dry during the middle or late summer. Some of this surface runoff
percolates into the ground to replenish groundwater aquifers. Rheem Creek enters the property
from the east in a concrete channel, but the channel reverts to a natural channel within the
proposed project alignment. Surface flows in Rheem Creek provide limited recharge of the local
groundwater table in the vicinity of the connector track alignment.



Richmond Rail Connector Environmental Assessment — Page 39

According to Volume Two of the City of Richmond General Plan, groundwater within Richmond
is a limited resource that is found in flatland areas with alluvial soils. The Richmond area is
underlain by clay rich soils known as bay mud. According to the EIR prepared for the West
Contra Costa Sanitary Landfill’s Bulk Materials Processing Center and Related Actions, bay
mud is composed primarily of inter-fingering alluvial fan/stream channel and estuarine deposits,
which are divided into young bay mud and old bay mud within the project area. Young bay mud
has a higher clay content and lower strength than the old bay mud. The young bay mud
generally occurs between the surface and depths of about 50 to 70 feet below mean sea level
(msl), while old bay mud occurs at depths ranging from 50 to 70 feet below msl to a depth of
about 100 feet. Sand layers up to 20 feet thick occur below the old bay mud.

Due to the presence of bay mud deposits, drainage within the city is poor. As a result, the
groundwater basin is very shallow and susceptible to pollution. According to the City of
Richmond General Plan, groundwater use is primarily limited to irrigation. Potable water for the
city is supplied by the East Bay Municipal Utility District.

Environmental Consequences: Build Alternative
Development of the proposed project will not alter the permanent activities associated with the
project area (rail and surface transportation activities), but it will alter their configuration. The
RWQCB and the Contra Costa County Flood Control and Water Conservation District have
established municipal stormwater discharge standards for surface runoff that apply along the
project alignment. The stormwater discharged from the modified track alignment must meet
these discharge standards in order to ensure that water quality degradation will not occur.
Minimization measures are provided below to ensure that future surface water runoff from the
project alignment does not cause substantial water quality degradation from stormwater
discharged by BNSF and UPRR facilities over the long term.

Stormwater runoff is not forecast to increase by a measureable amount because the track
ballast and the high fill material are not impervious and do not generate substantial additional
runoff from the project site. This project will require modifications to existing storm drain facilities
and the construction of new stormwater drainage facilities beyond those which currently exist.
These systems were designed to convey the same volumes of flows as the existing culverts and
channels that occur along the alignment. The aerial photo in Figure 5 shows all of the locations
where drainage facilities will be extended within the BNSF and UPRR rights-of-way and
proposed connector track alignment. These new stormwater runoff facilities will enhance
removal of stormwater from the project site into the Rheem Creek channel.

The Contra Costa County Flood Control and Water Conservation District (District) submitted
comments and expressed concerns regarding future maintenance of Rheem Creek channel,
primarily related to access. Please refer to comment letter #7 and the response to the Flood
Control District’s comments found in Chapter 3, Comments and Coordination. A mitigation
measure has been added to ensure access for maintenance of the channel.

Construction Impacts
The process of constructing the connector track has a potential to cause erosion, sedimentation
and accidental release of pollutants that could violate water quality standards. A SWPPP that
includes best management practices (BMPs) will be compiled that will be applicable for all
project activities within the connector track alignment. The goal of these BMPs is to protect
overall water quality during the installation of the new connector track and support infrastructure.
A performance standard for reducing pollutants in stormwater runoff is included in the measures
below to ensure that local water quality standards are protected.
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The California State Water Resources Control Board (SWRCB) has established a statewide
construction General Permit applicable to the project. Under this general permit, it is the
responsibility of the project proponent to submit a Notice of Intent to the SWRCB, prepare and
implement the SWPPP, and revise the SWPPP BMPs as necessary as construction conditions
change. Copies of the SWPPP will be made available to the San Francisco Bay Regional
Water Quality Control Board (Region 2 RWQCB). The BMPs must include both structural and
non-structural measures, where applicable, and the assignment of long-term maintenance
responsibilities. The RWQCB has responsibility for overseeing compliance with the General
Permit. These agencies oversee the implementation of the SWPPP and ensure that the BMPs
are fully implemented and effective through routine monitoring and enforcement actions.

Over the long term no change in the quality of surface runoff will occur from implementing the
proposed project.

No-Build Alternative
Under the No-Build Alternative there will be no change in surface runoff or any new potential for
water quality degradation from continued runoff from the project site.

Avoidance, Minimization and/or Mitigation Measures
The following measures shall be implemented to minimize water quality degradation from
project construction.

 A Storm Water Pollution Prevention Plan (SWPPP) will be prepared for the project. The best
management practices (BMPs) identified in the SWPPP will be used to minimize the
potential for accidental releases of any chemicals or materials on the site that could degrade
water quality, including solid waste, and require that any spill be cleaned-up, contaminated
material properly disposed of and the site returned to pre-discharge condition, or in full
compliance with regulatory limits for the discharged material. The portion of the SWPPP
that addresses erosion and related sediment discharge shall specify that the measures shall
achieve pollutant removal of sediment and other pollutants from disturbed areas to the
maximum extent practicable.

 For long-term site disturbances, all areas not covered by structures shall be covered with
hardscape (concrete, asphalt, gravel, etc.) or areas re-seeded with native vegetation to
minimize potential erosion within the alignment, particularly from concentrated flows (rills,
gully, etc.) and sediment transport from the alignment will be minimal as part of future
surface runoff.

 Typical best management practices that may be implemented along the rail connector
alignment include but are not limited to the following:

o Add protective covering of mulch, straw or synthetic material (erosion control blankets,
tacking will be required).

o Limit the amount of area disturbed and the length of time slopes and barren ground are
left exposed. After construction, soil shall be compacted to a level similar to pre-
construction conditions.

o Construct diversion dikes and interceptor ditches to divert water away from construction
areas.



Richmond Rail Connector Environmental Assessment — Page 41

o Install slope drains (conduits) and/or water-velocity-control devices to reduce concen-
trated high-velocity streams from developing.

o Apply provisions of erosion and sediment control measures that reduce volume and
velocity of flows and content of sediment to levels that do not cause major rill or gully
erosion in susceptible areas. In addition, provide for restoration of areas that do become
eroded.

o BNSF shall maintain and facilitate access for Contra Costa Flood Control and Water
Conservation District to all areas of Rheem Creek channel located between the existing
BNSF track on the east and the UPRR tracks on the west.

These are typical best management practices but the specific measures that will be
implemented during construction will be defined when specific construction methods are defined
by the construction contractor.

2.2.3 Hazardous Waste/Materials

The following findings and analysis are based on the Phase 1 Environmental Site
Assessment.

Regulatory Setting
Hazardous materials including hazardous substances and wastes are regulated by many
federal laws. Statutes govern the generation, treatment, storage and disposal of hazardous
materials, substances, and waste, and the investigation and mitigation of waste releases, air
and water quality, human health, and land use.

The primary federal laws regulating hazardous wastes/materials are the Comprehensive
Environmental Response, Compensation and Liability Act of 1980 (CERCLA) and the Resource
Conservation and Recovery Act of 1976 (RCRA). The purpose of CERCLA, often referred to as
“Superfund,” is to identify and clean up abandoned contaminated sites so that public health and
welfare are not compromised. RCRA provides for “cradle to grave” regulation of hazardous
waste generated by operating entities. Other federal laws include:

 Community Environmental Response Facilitation Act (CERFA) of 1992
 Clean Water Act
 Clean Air Act
 Safe Drinking Water Act
 Occupational Safety & Health Act (OSHA)
 Atomic Energy Act
 Toxic Substances Control Act (TSCA)
 Federal Insecticide, Fungicide, and Rodenticide Act (FIFRA)

In addition to the acts listed above, Executive Order (EO) 12088, Federal Compliance with
Pollution Control Standards, mandates that necessary actions be taken to prevent and control
environmental pollution when federal activities or federal facilities are involved.

Worker and public health and safety are key issues when addressing hazardous materials that
may affect human health and the environment. Proper management and disposal of hazardous
material is vital if it is encountered, disturbed during, or generated during project construction.

http://www.dot.ca.gov/ser/vol1/sec1/ch1fedlaw/chap1.htm#Ch1CERCLA
http://www.dot.ca.gov/ser/vol1/sec1/ch1fedlaw/chap1.htm#Ch1CERCLA
http://www.dot.ca.gov/ser/vol1/sec1/ch1fedlaw/chap1.htm#Ch1RCRA1976
http://www.dot.ca.gov/ser/vol1/sec1/ch1fedlaw/chap1.htm#Ch1RCRA1976
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In addition to the above regulatory agencies, BNSF and UPRR maintain their own internal
teams to manage hazardous materials and wastes and to respond to train accidents that result
in the spill of hazardous or toxic materials into the environment along their rail corridors.
Management of hazardous and toxic materials being shipped by rail includes maintaining
records of such materials being shipped on each train and standard response procedures and
trained personnel to deal with accidental spills when they occur.

Affected Environment
A variety of land uses, including industrial, commercial, and limited residential, are adjacent to
the existing right-of-way of the BNSF and UPRR main line tracks within the proposed project
segment of rail. The existing rail lines have been present since at least 1915, the earliest
historical record reviewed. In between these two existing rail lines, the proposed rail connector
crosses the vacant LJR Property, Rheem Creek and a portion of the North Richmond
commercial/industrial property. The LJR Property has always been vacant land; however,
recent grading activities have been conducted at the property, resulting in the placement of fill
materials on the order of 8 feet thick, within much of the proposed railway alignment.

A detailed Phase I examination of the proposed Richmond Rail Connector alignment has been
compiled to provide data on historic contamination of the alignment. This document is titled
“Phase I Environmental Site Assessment BNSF Railway Proposed Richmond Rail Connector
Richmond Contra Costa County, California, August 2009.”

The North Richmond property, at 2801 Giant Road (the former Cooper Chemical Company
brownfield site), has been commercial/industrial since 1946. Past environmental practices at
this property have lead to localized soil and groundwater contamination. The contamination at
this property was addressed by placing and confining the contaminated soil into a deed-
restricted area, called “Site R,” and covering it with a 1-foot cap of soil. The proposed rail
connector route passes over a portion of the “Site R” deed-restricted property at 2801 Giant
Road. The Phase 1 site assessment recommends a comprehensive survey be conducted to
determine if monitoring wells are within the proposed rail alignment and the amount of grading
or ground disturbance that will be required within the “Site R” deed-restricted property. In
addition, before acquiring any deed restricted property, BNSF should investigate (Health Hazard
Evaluation) for potential health hazards during grading and construction.

Environmental Consequences: Build Alternative
The Phase 1 site assessment revealed recognized environmental conditions associated with
some of the properties along the proposed connector track alignment. See Table 2.2.3-1 below.
The past releases within the alignment consist of heavy metals and petroleum hydrocarbons.

The contamination associated with these properties has been addressed and there are no
current reported releases; therefore, no adverse environmental conditions should be
encountered along the proposed alignment. However, that portion of the proposed alignment
that crosses over Site “R” will need the approval of the Department of Toxic Substances Control
(DTSC) prior to any change in ownership or current land use. Any existing groundwater
monitoring wells within the proposed alignment will also need to be addressed, i.e., possibly
abandoned, relocated, or replaced.



Richmond Rail Connector Environmental Assessment — Page 43

Table 2.2.3-1
HAZARDOUS WASTE HISTORY

Facility Name,

Address, Direction

Relative to the Site

Listed

Database(s)

Current Agency Status Recognized

Environmental

Condition (REC)

Potential

Cooper Chemical,

2801 Giant Road

(Within proposed

alignment)

Cortese Soil and groundwater contamination

from heavy metals and petroleum

hydrocarbons. Capped with 1 foot of

soil. Land Use Restrictions, Certified

Operations & Maintenance (O&M)

Low, depending

on proposed

grading

CA Bond Exp.

Plan

Remedial Investigation/Feasibility Study

(RI/FS) investigation completed by

Responsible Party

See above

Response Certified O&M, 5-year review approved,

Continue Monitoring of groundwater

annually and quarterly site inspections

See above

Deed Certified O&M See above

EMI Bay Area AQMD, Listing for Total

Hydrocarbon Gases, 0.015 ton/year

(2005)

Low, no reported

violations

Envirostor Certified O&M, Prohibited uses, notify

DTSC with changes in use, property

owner, prior to development

Low, depending

on proposed

grading

Hist. Cal-Sites Certified O&M, All planned activities

implemented, Remediation continues

See above

Triple A Machine,

2801 Giant Road

(Adjacent to the east)

HAZNET Hazardous Waste Generator: waste oil

and mixed oil, unspecified oil-containing

waste, unspecified organic liquid waste,

liquid waste with pH less than 2 with

metals

Low, based on

no reported

violations

Earthquake Protection

Systems, 2801 Giant

Road (Adjacent to the

east)

FINDS National Emissions Inventory Database,

No details were provided

Low, based on

no reported

violations

EMI EMI, Bay Area AQMD, Listing for Total

Hydrocarbon Gases, 1 ton/year (2002-

2003)

Low, based on

no reported

violations

Golden State Steel and

Stair, Inc., 2801 Giant

Road (Adjacent to the

east)

Contra Costa

County Site

List

Hazardous Materials Management

Program (HMMP), regulates businesses

that store 55 gals. of hazardous

materials liquid, 500 pounds of

hazardous materials solid, or 200 cubic

feet of hazardous materials as a gas,

No reported violations

Low, based on

no reported

violations
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Facility Name,

Address, Direction

Relative to the Site

Listed

Database(s)

Current Agency Status Recognized

Environmental

Condition (REC)

Potential

Western Intermodal

Services, 2801 Giant

Road (Adjacent to the

east)

Contra Costa

County Site

List

Same as above Low, based on

no reported

violations

Richmond Machine and

Fabricating, 2801 Giant

Road (Adjacent to the

east)

ERNS Emergency Response and Notification

System, for 6 gallon spill of anhydrous

ammonia from a valve at an

aboveground tank in 1991

Low, spill to soil

was cleaned up

HAZNET Unspecified oil-containing waste Low, based on

no reported

violations

Utility Aerial Inc., 2801

Giant Road (Adjacent to

the east)

Contra Costa

County Site

List

HMMP and Aboveground Tank, No

reported violations

Low, based on

no reported

violations

HAZNET Other organic solids, waste oil, and

mixed oil.

See above

Historical

Cortese

No data provided See above

RBJ Steel Fabricating,

Inc., 2801 Giant Road

(Adjacent to the east)

Contra Costa

County Site

List

HMMP, No reported violations Low, based on

no reported

violations

Michael Bondi Metal

Design, Inc., 2801 Giant

Road (Adjacent to the

east)

Contra Costa

County Site

List

HMMP, No reported violations Low, based on

no reported

violations

North Richmond

Properties, Inc., 2801

Giant Road (Adjacent to

the east)

FINDS National Emissions Inventory Database,

No details were provided

Low, based on

no reported

violations

Weigmann & Rose

International, 2801

Giant Road (Adjacent to

the east)

FINDS Other pertinent environmental activity

identified at site

Low, based on

lack of data

RCRA-

NonGen

Hazardous materials handler, Generator

violations 1986, Achieved compliance

1991

Low, based on

achieving

compliance

Unspecified Facility

Name, 2801 Giant Road

(Adjacent to the east)

CHMIRS 2002, Two 2.5-inch natural gas lines

were hit during an excavation in the

road, and were repaired

None, based on

incident
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Facility Name,

Address, Direction

Relative to the Site

Listed

Database(s)

Current Agency Status Recognized

Environmental

Condition (REC)

Potential

Lazy J Ranch, 3002

Giant Road (alignment

crosses over a portion

of the property)

SLIC RWQCB Spills, Leaks, Investigations,

and Cleanups, site is a cleanup

program site

Low, based on

completed

cleanup

T-Mobile West

Corporation, 2777 Giant

Road (Adjacent to the

south and east)

Contra Costa

County Site

List

HMMP, No reported violations Low, based on

no reported

violations

Brulin Company, Inc.,

2775 Giant Road

(Adjacent to the south

and east)

RCRA-SQG Small quantity generator of solvents,

more than 100 Kg and less than 1,000

Kg per month of hazardous waste

Low, based on

no reported

violations

FINDS California Hazardous Waste tracking

System, No data provided

See above

HAZNET Unspecified aqueous solution See above

Contra Costa

County Site

List

HMMP, No reported violations See above

SLIC San Francisco Bay RWQCB Spills,

Leaks, Investigations, and Cleanups,

site was a cleanup program site,

Cleanup completed in 2006

Low, based on

case completion

CA WDS The facility is listed as industrial with

continuous or seasonal discharge that is

a minor threat to water quality, under

Waste Discharge Requirements

Low, based on

waste discharge

and NPDES

requirements

American Standard,

Inc., 3002 Giant Road

(across Giant Road to

the east)

CERC-

NFRAP

Preliminary Assessment completed

1987, No further remedial action

planned

Low, no further

remedial action

status

Cortese 1997, Certified O&M, land use

restrictions

Low, based on

completed

cleanup

Ca Bond Exp.

Plan

Heavy metals discovered at the site,

Remedial plan submitted

Low, based on

completed

cleanup

Response 5 underground storage tanks (USTs)

were discovered and cleanup

completed, except under buildings,

Certified O&M, land use restrictions in

place

Low, based on

completed

cleanup

Deed Land use restrictions See Above
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Facility Name,

Address, Direction

Relative to the Site

Listed

Database(s)

Current Agency Status Recognized

Environmental

Condition (REC)

Potential

Envirostor Certified O&M, land use restrictions in

place

See Above

Hist. Cal-sites Certified O&M, land use restrictions in

place

See Above

Giant Trade Center,

3002 Giant Road

(across Giant Road to

the east)

HAZNET Waste oil and mixed oil, other empty

containers (30 gallons or more), off

specification, aged or surplus organics

Low, based on

completed

cleanup

HIST. Cortese No data provided See above

Contra Costa

County Site

List

Listed in UST program, Inactive in 1987 See above

Broadway Project,

American Standard,

3002 Giant Road

(across Giant Road to

the east)

HAZNET Disposal of off specification, aged, or

surplus organics

Low, based on

no reported

violations

SLIC UST closure, Diesel soil contamination

discovered, Case still open

Low, based on

the soil only

contamination

and distance

from alignment
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Facility Name,

Address, Direction

Relative to the Site

Listed

Database(s)

Current Agency Status Recognized

Environmental

Condition (REC)

Potential

FMC Corporation -

Richmond, 855 Parr

Boulevard (Adjacent to

the east)

Cortese Land Use Restrictions, Certified

Operations & Maintenance (O&M)

Low, remedial

work completed

Response Site Mitigation and Brownfields Reuse

Program (SMBRP), Soil and

groundwater contamination from

pesticides and other chemicals, Capped

with asphalt, Certified Operations &

Maintenance (O&M)

Low, See above

DEED Certified Operations & Maintenance

(O&M)

Low, See above

EMI 3 tons/year of organic hydrocarbon

gases emitted (1995 through 2002)

Low, No reported

violations

Envirostor Land Use Restrictions, Certified

Operations & Maintenance (O&M)

Low, remedial

work completed

Hist. CAL-

Sites

Deed restricted, Certified Operations &

Maintenance (O&M)

See above

Crown Cork & Seal, 601

Parr Boulevard

(adjacent to the west)

LUST Leaking Underground Storage tank.

Gasoline leak, site cleanup and case

closed

Low, based on

cased closed

status

CA FID UST No data reported See above

Contra Costa

County Site

List

In UST program, Inactive in 1996 See above

NPDES Construction permit, No additional data

supplied

Low, No

violations

Sweeps UST Historical listing of 3 USTs, two 8,000-

gallon and one 3,000-gallon

Low, Case

closed status

Hist. Cortese No data provided See above

Based on the above analysis, the proposed alignment does have historic contamination
constraints that will require active management during construction to resolve.

No long-term change in hazards related to continued operation of railroad transport of
hazardous materials is forecast to occur from project implementation because no new trains or
transport activities will be generated as a result of project implementation.

Measures designed to minimize, control or remediate potential accidental releases must be
implemented to prevent the creation of new contaminated areas that may require remediation in
the future and to minimize exposure of humans to public health risks from accidental releases.
Such measures are presented in the following section. These measures are provided to reduce
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the potential for such accidents to occur (use of spill prevention countermeasure practices to
minimize potential for accidental releases as part of construction activities); to immediately
collect and store or remove the primary source of contamination, including soils; and to
remediate any residual contamination to levels that do not exceed regulatory thresholds for
allowable use in the future.

Since the proposed connector track project provides for more efficient flow of rail traffic through
this segment of the rail corridor, the potential for rail accidents (which occur rarely) will be
reduced relative to the existing situation. BNSF and UPRR’s emergency response capabilities
will remain the same and the ability to respond to accidents will remain the same after
completion of the project as before. Therefore, the net effect of the proposed project is to
reduce the potential for accidents relative to the current environmental setting and provide a
comparable level of response capability should an accidental release of hazardous or toxic
substances occur during future operations.

Construction Impacts
During construction the proposed project has a potential to expose some contaminated soil.
However, the known contamination along the proposed alignment can be properly managed to
prevent adverse effects from such exposure to the community and construction employees
through the measures described below.

Inherent to the use of hazardous materials during construction, such as diesel fuel and other
petroleum products, is the risk of an accidental release. Because of this risk, federal, state and
local agencies have established regulations to minimize the likelihood of such occurrences.
During construction or maintenance activities in support of the proposed project, fuels, oils,
solvents, and other petroleum materials classified as "hazardous" will be used to support these
operations.

There are two approaches to managing hazards: (1) minimize the potential release of
hazardous or toxic substances into the environment; and (2) if released, have the resources and
techniques on hand to respond to an accidental release, including controlling a release,
managing any adverse exposure from a release; cleaning up (remediating) a release; and
properly disposing of the material contaminated by the release.

No-Build Alternative
No public health or safety impacts would occur at the project site as a result of the No-Build
Alternative.

Avoidance, Minimization and/or Mitigation Measures

 BNSF shall implement the Grading Safety Plan prepared for this project as approved by the
Department of Toxic Substances Control. The performance standard for this study and
remediation effort shall be to protect both humans and the environment from significant
exposure to contamination during remediation or construction activities that could harm
either people or the environment.

 All contaminated material encountered or exposed within the Richmond connector track
segment that exceeds regulatory standards shall be capped as in the present circumstance
or identified, collected and delivered to a licensed treatment, disposal or recycling facility
that has the appropriate systems to manage the contaminated material.



Richmond Rail Connector Environmental Assessment — Page 49

 BNSF shall identify a qualified professional industrial hygiene firm and have a professional
available to monitor all construction and remediation activities within the alignment of the
connector track. At the end of construction, a report shall be submitted to the local and state
regulatory agencies that summarizes all remediation activities and residual conditions at the
completion of connector track installation. This report shall document the findings and basis
for determining that there is no residual hazard remaining at the completion of construction.

 All spills or leakage of petroleum products during construction activities will be remediated in
compliance with applicable state and local regulations regarding cleanup and disposal of the
contaminant released. The contaminated waste will be collected and disposed of at an
appropriately licensed disposal or treatment facility. Before determining that an area
contaminated as a result of an accidental release is fully remediated, specific thresholds of
acceptable clean-up shall be established and sufficient samples shall be taken within the
contaminated area to verify that these clean-up thresholds have been met.

2.2.4 Air Quality

The following findings and analysis are based on the Air Quality and GHG Impact
Analyses, approved in June 2012.

Regulatory Setting
The Federal Clean Air Act (FCAA) as amended in 1990 is the federal law that governs air
quality. The California Clean Air Act of 1988 is its companion state law. These laws, and related
regulations by the U.S. Environmental Protection Agency (U.S. EPA) and California Air
Resources Board, set standards for the quantity of pollutants that can be in the air. At the
federal level, these standards are called National Ambient Air Quality Standards (NAAQS).
NAAQS and State ambient air quality standards have been established for six transportation-
related criteria pollutants that have been linked to potential health concerns. The criteria
pollutants are: carbon monoxide (CO), nitrogen dioxide (NO2), ozone (O3), particulate matter
(PM, broken down for regulatory purposes into particles of 10 micrometers or smaller – PM10

and particles of 2.5 micrometers and smaller – PM2.5), lead (Pb), and sulfur dioxide (SO2). In
addition, State standards exist for visibility reducing particles, sulfates, hydrogen sulfide (H2S),
and vinyl chloride. The NAAQS and State standards are set at a level that protects public
health with a margin of safety, and are subject to periodic review and revision. Both State and
Federal regulatory schemes also cover toxic air contaminants (air toxics); some criteria
pollutants are also air toxics or may include certain air toxics with their general definition.

Federal air quality standards and regulations provide the basic scheme for project-level air
quality analysis under the NEPA. In addition to this type of environmental analysis, a parallel
“Conformity” requirement under the FCAA also applies.

FCAA Section 176(c) prohibits the U.S. Department of Transportation and other Federal
agencies from funding, authorizing, or approving plans, programs, or projects that are not first
found to conform to State Implementation Plan (SIP) for achieving the goals of Clean Air Act
requirements related to the NAAQS. “Transportation Conformity” takes place on two levels: the
regional, or planning and programming, level. The proposed project must conform at both levels
to be approved. Conformity requirements apply only in nonattainment and “maintenance”
(former nonattainment) areas for the NAAQS, and only for the specific NAAQS that are or were
violated. U.S. EPA regulations at 40 CFR 93 govern the conformity process.
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Regional conformity is concerned with how well the regional transportation system supports
plans for attaining the standards set for carbon monoxide (CO), nitrogen dioxide (NO2), ozone
(O3), particulate matter (PM10 and PM2.5), and in some areas, sulfur dioxide (SO2). California
has nonattainment or maintenance areas for all of these transportation-related “criteria
pollutants” except SO2, and also has a nonattainment area for lead (Pb). However, lead is not
currently required by the FCAA to be covered in transportation conformity analysis. Regional
conformity is based on Regional Transportation Plans (RTPs) and Federal Transportation
Improvement Programs (FTIPs) that include all of the transportation projects planned for a
region over a period of at least 20 years for the RTP, and 4 years for the FTIP. RTP and FTIP
conformity is based on use of travel demand and air quality models to determine whether or not
the implementation of those projects would conform to emission budgets or other tests showing
that requirements of the Clean Air Act and the SIP are met. If the conformity analysis is
successful, the Metropolitan Planning Organization (MPO), Federal Highway Administration
(FHWA), and Federal Transit Administration (FTA), make determinations that the RTP and FTIP
are in conformity with the SIP for achieving the goals of the Clean Air Act. Otherwise, the
projects in the RTP and/or FTIP must be modified until conformity is attained. If the design
concept, scope, and “open-to-traffic” schedule of a proposed transportation project are the
same as described in the RTP and FTIP, then the proposed project is deemed to meet regional
conformity requirements for purposes of project-level analysis.

Conformity at the project-level also requires “hot spot” analysis if an area is “nonattainment” or
“maintenance” for carbon monoxide (CO) and/or particulate matter (PM10 or PM2.5). A region is
“nonattainment” if one or more of the monitoring stations in the region measures violation of the
relevant standard and U.S. EPA officially designates the area nonattainment. Areas that were
previously designated as nonattainment areas but subsequently meet the standard may be
officially redesignated to attainment by the U.S. EPA, and are then called “maintenance” areas.
“Hot spot” analysis is essentially the same, for technical purposes, as CO or particulate matter
analysis performed for NEPA purposes. Conformity does include some specific procedural and
documentation standards for projects that require a hot spot analysis. In general, projects must
not cause the “hot spot”-related standard to be violated, and must not cause any increase in the
number and severity of violations in nonattainment areas. If a known CO or particulate matter
violation is located in the project vicinity, the project must include measures to reduce or
eliminate the existing violation(s) as well.

Affected Environment
The proposed project is located in the Bay Area Air Basin (BAAB). The BAAB encompasses
nine counties, including all of Contra Costa County. The Bay Area topography is characterized
by complex terrain with coastal mountains, interior valleys and various bays. The major gaps in
the Coast Range occur in the Bay Area. The Golden Gate gap facilitates the inflow of marine
air. The Carquinez Strait is the opening that allows airflow to leave the Bay Area into the
Central Valley. The proposed project is located along the primary outflow from the Bay Area
into the Central Valley.

The BAAB’s current attainment status with respect to federal standards is summarized in
Table 2.2.4-1. In general, the Bay Area experiences low concentrations of most pollutants when
compared to federal standards, except for ozone and particulate matter (PM-10 and PM-2.5),
pollutants for which standards are exceeded periodically. The Bay Area’s attainment status for
ozone has changed several times over the past decade, first from “nonattainment” to
“attainment” in 1995, then back to “unclassified nonattainment” in 1998 for the 1-hour federal
ozone standard. In June 2004, the Bay Area was designated as “marginal nonattainment” for
the 8-hour ozone standard. In 2008, the U.S. EPA lowered the 8-hour ozone standard from
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0.08 part per million (ppm) to 0.075 ppm. Whereas the air basin only marginally exceeded the
0.08 ppm standard, the 0.075 ppm standard is exceeded more frequently.

Table 2.2.4-1
STATE AND FEDERAL AMBIENT AIR QUALITY STANDARDS AND ATTAINMENT STATUS

Pollutant
Averaging

Time

(State) SAAQSa (Federal) NAAQSb

Standard
Attainment

Status Standard
Attainment

Status

Ozone (O3) 1-hour 0.09 ppm N NA See Note (c)
8-hour 0.07 ppm N 0.075 ppm N(d)

Carbon Monoxide (CO) 1 hour 20 ppm A 35 ppm A
8 hour 9.0 ppm A 9 ppm A

Nitrogen Dioxide (NO2) 1 hour 0.18 ppm A 0.100 ppm U
Annual 0.030 ppm A 0.053 ppm A

Sulfur Dioxide (SO2) 1 hour 0.25 ppm A NA NA
24 hour 0.04 ppm A 0.14 ppm A
Annual NA NA 0.03 ppm A

Particulate Matter (PM10) 24 hour 50 µg/m
3 N 150 µg/m

3
U

Annuale 20 µg/m
3 N NA NA

Fine Particulate Matter
(PM2.5)

24 hour NA NA 35 µg/m
3 N

Annual 12 µg/m
3 N 15 µg/m

3
A

Sulfates 24 hour 25 µg/m
3

A NA NA

Lead 30 day 1.5 µg/m
3

A NA NA
Quarter NA NA 1.5 µg/m

3
A

Hydrogen Sulfide 1 hour 0.03 ppm U NA NA

Notes: A = Attainment; N = Nonattainment; U = Unclassified; NA = Not Applicable or no applicable standard;
ppm = parts per million; µg/m

3
= micrograms per cubic meter.

a SAAQS = state ambient air quality standards (California). SAAQS for ozone, carbon monoxide (except Lake
Tahoe), sulfur dioxide (1-hour and 24-hour), nitrogen dioxide, particulate matter, and visibility-reducing particles
are values that are not to be exceeded. All other state standards shown are values not to be equaled or
exceeded.

b NAAQS = national ambient air quality standards. NAAQS, other than ozone and particulates, and those based
on annual averages or annual arithmetic means, are not to be exceeded more than once a year. The 1-hour
ozone standard is attained if, during the most recent three-year period, the average number of days per year with
maximum hourly concentrations above the standard is equal to or less than one. The 8-hour ozone standard is
attained when the three-year average of the fourth highest daily concentration is 0.08 ppm or less. The 24-hour
PM10 standard is attained when the three-year average of the 99th percentile of monitored concentrations is less
than the standard. The 24-hour PM2.5 standard is attained when the three-year average of 98th percentile is
less than the standard.

c The national 1-hour ozone standard was revoked by the U.S. EPA on June 15, 2005.
d In 2008, U.S. EPA lowered the 8-hour federal standard for ozone to 0.075 ppm. EPA will issue final designa-

tions based upon this standard at which point the Bay Area Air Basin is expected to be designated as non-
attainment.

e State standard = annual geometric mean; national standard = annual arithmetic mean.
Source: BAAQMD

On June 2, 2010, the U.S. EPA established a new 1-hour SO2 standard, effective August 23,
2010, which is based on the 3-year average of the annual 99th percentile of 1-hour daily
maximum concentrations. The existing 0.030 ppm annual and 0.14 ppm 24-hour SO2 NAAQS
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however must continue to be used until one year following U.S. EPA initial designations of the
new 1-hour SO2 NAAQS. EPA expects to designate areas during 2012.

With a marginal non-attainment designation of the federal 8-hour ozone standard, and with
attainment of the federal PM-10 standard, no federal attainment planning as part of a State
Implementation Plan (SIP) was required over the last several years. EPA lowered the 24-hour
PM-2.5 standard from 65 µg/m3 to 35 µg/m3 in 2006. EPA designated the Bay Area as
nonattainment of the PM-2.5 standard on October 8, 2009. The effective date of the designation
is December 14, 2009 and the Air District has three years to develop a plan, called a State
Implementation Plan (SIP) that demonstrates the Bay Area will achieve the revised standard by
December 14, 2014. The SIP for the new PM-2.5 standard must be submitted to the U.S. EPA
by December 14, 2012.

In September 2005, the BAAQMD, in cooperation with the Metropolitan Transportation
Commission and Association of Bay Area Governments, prepared the Bay Area 2005 Ozone
Strategy. The Ozone Strategy is a roadmap showing how the San Francisco Bay Area will
achieve compliance with the state 1-hour ozone standard as expeditiously as practicable, and
how the region will reduce transport of ozone and ozone precursors to neighboring air basins.
An update of the 2005 Ozone Strategy was adopted in 2010. The 2010 Clean Air Plan (CAP)
has the following objectives:

 Comply with California Clean Air Act requirements
 Develop an integrated plan that addresses multiple pollutants
 Adopt control strategies to minimize public health risk
 Achieve state standards as soon as practical
 Update previously adopted control strategies
 Reduce transport to downwind air basins
 Report on progress and update baseline and trends

The 2010 CAP and associated CEQA documents were adopted in June, 2010. The 2010 CAP
is not a SIP document and does not respond to federal requirements for PM-2.5 or ozone
planning. However, the CAP control strategies to reduce PM emissions will be mirrored in any
mandated federal planning requirements.

Because there is no current SIP for any federal non-attainment pollutants in the BAAB, for
purposes of a conformity finding with Section 176(c), it was determined that current compliance
with federal clean air standards constitutes that a maintenance plan instead of a SIP is in place.
For air basins in which a maintenance plan is valid, the following annual emissions represent a
de minimis annual emissions threshold for evaluating conformity. If a project’s emissions are
below the de minimis value, then the project is deemed to conform to the SIP and no further
analysis of air quality impacts is required.

NOx - 100 tons/year*
VOC - 100 tons/year*
CO - 100 tons/year
PM-10 - 100 tons/year
PM-2.5- 100 tons/year
Pb - 25 tons/year
*-50 tons per year if the basin is designated non-attainment for ozone
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The proposed project would improve rail efficiency and reduce both train and motor vehicle
engine idling over the long term. Operational aspects of the project are air quality positive. The
only anticipated source of potentially adverse impact would be during construction. For the
proposed connector track project, construction activity emissions that do not exceed the above
annual de minimis thresholds would be considered in conformance with Section 176 (c) of the
federal Clean Air Act. For purposes of a conservative analysis, the more restrictive level of 50
tons per year for NOx and VOC was used assuming that the BAAB will be designated as federal
non-attainment for ozone by the time project construction would occur.

Ozone, PM-10, and PM-2.5 are clearly the "problem" air pollutants in the project area, and in the
air basin as a whole. The project area is however, slightly better ventilated than locations
farther inland in the San Francisco Bay Area from marine airflow. Ozone levels are lower in
comparison to the southern counties in the basin.

If the project-related emissions from construction and operations are less than specified “de
minimis” levels, no further SIP consistency demonstration is required. The following emissions
levels are presumed evidence of SIP conformity presuming that the BAAB will be designated as
a non-attainment area for the recently revised 8-hour standard for ozone:

VOC/ROG* - 50 tons/year
NOx - 50 tons/year
PM-2.5 - 100 tons/year
PM-10 - 100 tons/year
*VOC/ROG (Volatile Organic Compounds/Reactive Organic Gas)

Environmental Consequences: Build Alternative
The proposed project consists of the installation of a connector track between the existing BNSF
track and the UPRR tracks in the northern portion of the City of Richmond. The purpose of this
connector track is to allow BNSF intermodal trains serving the Port of Oakland, which currently
must wind their way through Richmond, to transfer from the BNSF track to the UPRR tracks,
which provide a more direct route to and from the Port (refer to Figures 3a and 3b). The effect
of this rail system infrastructure improvement will be to enhance flow of freight (goods
movement). It will reduce emissions associated with the longer route through the city on the
BNSF tracks and also reduce vehicle emissions and adverse effects on the flow of traffic at
approximately fourteen at-grade crossings in Richmond. This project is not forecast to have any
effect on future train operations (number of trains) because the actual number of trains is
determined by the volume of freight arriving at the Port at any given time and because track
capacity is not presently constrained and no overall increase in track capacity will be created by
this proposed infrastructure improvement. The effect of the proposed project will be to enhance
the overall flow of train traffic through the project area.

Operational Impacts

Vehicle Idle Reduction
Operationally, the proposed connector will allow for more efficient rail operations by reducing
idle times for trains on sidings waiting for single tracks to clear. If a portion of BNSF traffic
to/from Oakland further shifts to UPRR tracks between Stege Junction and the new connector, a
number of Richmond road/rail intersections will experience less delay because almost all BNSF
mainline intersections are at-grade while most UPRR intersections south of Chesley Avenue are
grade-separated. The comparison between uses of the UPRR versus BNSF mainline in terms of
the numbers of at-grade crossings is summarized in Table 2.2.4-2:
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Table 2.2.4-2
LOCAL ROAD AND TRAIN TRACK AT-GRADE CROSSINGS IN RICHMOND

BNSF UPRR
Parr Blvd Parr Blvd

Brookside Dr. Brookside Dr.
Market St. Market St.

Chesley Ave. Chesley Ave.
Richmond Parkway Cutting Blvd

Ohio Ave
3

rd
St.

4
th

St.
Cutting Blvd.

Harbor Way/Wright Ave.*
Marina Way

Marina Bay Dr.
34

th
St.

Regatta Blvd.

*a track bisected crossing, counted as a single crossing for analysis purposes

Refer to Figure 3a and 3b. Cross-over to the UPRR tracks at the connector eliminates
approximately ten at-grade crossings where on-road traffic is delayed for each freight train.
Given that freight trains may be as long as one mile and that trains average less than 20 mph,
gates often are down for more than 4 minutes. Some of the BNSF at-grade crossings are on low
volume streets, but many are on higher volume streets with substantial idling times, such as
Cutting Boulevard. Reduction in vehicle idling times from at-grade conflicts is air quality positive.
Because freight schedules are variable, it is not possible to accurately quantify any air quality
benefit. As an order of magnitude estimate, it was assumed that 2.4 diverted freight trains would
reduce daily on-road vehicle idling by 800 minutes (2.4 trains x 10 crossings x 20 vehicles
delayed x 2 minute average delay).

The daily emissions benefit from on-road vehicle idling reduction depending upon the vehicle
type, delayed is estimated as follows (pounds/day) in Table 2.2.4-3:

Table 2.2.4-3
DAILY EMISSIONS BENEFIT FROM ON-ROAD VEHICLE IDLING REDUCTION

Vehicle Type ROG CO NOx PM-10 PM-2.5
Light duty auto 0.05 0.62 0.04 0.002 0.003
Medium duty vehicle 0.10 1.10 0.14 0.002 0.003
Heavy duty vehicle 0.24 1.69 1.08 0.004 0.004
Source: EMFAC2011 Computer Model

Although the reduction is not a substantial amount, the air pollution emissions reduction benefit
is further enhanced by an increase in BNSF freight train travel speed though Richmond, a
shorter, more direct route between the proposed connector and Stege Junction on the UPRR
mainline rather than the circuitous BNSF tracks though West Richmond, and overall rail freight
system efficiency from reduced railroad engine idling times waiting on sidings for the mainline to
clear. Some of these efficiencies cannot be quantified with reasonable accuracy. They do attest
to the fact that the proposed project is generally air quality positive during operations even if
some benefits are not directly quantifiable.
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Train Idling Reduction

There are approximately ten freight trains that may experience delay (some UPRR, some
BNSF). For purposes of calculations, it was assumed that each freight train was delayed for
fifteen minutes each (some longer, some not at all). The daily delay "penalty" because of track
conflict is 2.5 hours of train engine idling.

Idling train engines are not substantial polluters. Diesel engines emit mainly CO and NOx
whose generation rate depends upon oxidation temperature. At "cool" idle, NOx generation
rates are low. The emissions "savings" from a reduction of 2.5 idling hours were calculated
using EPA factors for Tier 1 engines and are as follows (lb/day):

CO 0.4

ROG 0.1

NOx 3.1

SOx <0.1

PM-10 <0.1

These reduced emissions are not necessarily substantial, but any reductions of ozone precursor
emissions (NOx and ROG) in a non-attainment airshed are positive.

PM-2.5 and PM-10 Hot Spot Potential
Transportation projects may cause increased levels of particulate emissions at locations where
a significant number of diesel vehicles congregate at a single location. A qualitative “hot spot”
analysis is required for “projects of air quality concern” (POAQC) located in non-attainment
areas if FHWA or Federal Transit Administration funding or approval will occur. The guidelines
that characterize a POAQC is a facility that serves 10,000 diesel-fueled trucks (or equivalent)
per day. The PM-10 emission factor for heavy duty diesel trucks is approximately
0.05 gram/mile (EMFAC2007). In one mile of travel, 10,000 diesel trucks (the POAQC level)
would generate 500 grams of PM-10 emissions per mile.

Line-haul engines average 0.2 grams of PM-10 per brake-horsepower hour (EPA-420-F-09-025,
2009). Four engines running at 500 HP each over a 50 mile stretch would generate
8 grams/mile of PM-10 per train seen as follows:

0.2 g/BHP-HR x 500 HP/engine x 4 engines/50 miles = 8 grams/mile

One four-engine train is therefore the PM-10 equivalent emitter of 160 diesel trucks. The
proposed project would allow an average of 2.4 freight trains to shift from the BNSF tracks to
the UPRR tracks between the new connector and Stege Junction. PM-10 emissions from these
2.4 trains are “new” emissions relative to the existing homes nearest the UPRR tracks. An
average of 2.4 trains is the diesel-truck equivalent of 384 trucks per day, or approximately one
truck every 4 minutes. The PM-10/PM-2.5 impact is well below the 10,000 truck per day
POAQC level.

Actually, overall regional diesel combustion emissions would be slightly reduced by substantial
reduction of idling on sidings. PM-10/PM-2.5 emissions will also be reduced from less idling of
cars and trucks at approximately ten at-grade crossings along the existing BNSF mainline. The
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proposed project is not a POAQC and thus does not require a PM-10/PM-2.5 “hot spot”
analysis.

Mobile Source Air Toxics (MSAT)

The control of transportation MSATs at the local, state, and national level has focused on on-
road sources. However, any movement of goods or people that requires combustion of fossil
fuels generates MSATs (also called hazardous air pollutants, or HAPs) in varying amounts. In
response to the Clean Air Act Amendments (CAAA), EPA regulates 188 air toxics. Seven of
these compounds are designated as carcinogenic, including acrolein, benzene, 1,3-butadiene,
formaldehyde, naphthalene, polycyclic organic matter (POM) and diesel particulate matter
(DPM). EPA and the California Air Resources Board (CARB) have long standing programs to
reduce MSATs from on-road sources. In 2008, EPA promulgated national rules for locomotives
(73 FR 37096, June 30, 2008). Newly manufactured and remanufactured locomotives must
meet standards for PM-10, VOC and NOx. The stringency of the standards depends upon the
year of original manufacture and ranges from Tier 0 (pre-2001) to Tier 4 (post-2014). For
PM-10, for example, a Tier 4 locomotive must be twenty times “cleaner” than a Tier 0 engine.
Because these standards are only triggered when engines are replaced or rebuilt, it will take a
number of years for these standards to take full effect. However, a dramatic reduction in criteria
pollutants and in MSAT’s is projected to occur seen as follows for large line-haul locomotives
shown in Table 2.2.4-4:

Table 2.2.4-4
PROJECTED LOCOMOTIVE EMISSIONS REDUCTIONS (from Year 2012 Baseline)

Year PM-10 (1) VOC (2) NOx (3)
2012 0.0% 0.0% 0.0%
2014 12.2% 14.1% 6.3%
2016 24.4% 28.2% 16.0%
2018 34.1% 40.8% 25.0%
2020 43.9% 49.3% 31.2%
2025 61.0% 63.4% 48.6%
2030 75.6% 73.2% 63.2%
2035 82.9% 81.2% 74.3%
2040 90.2% 85.9% 80.6%

(1) Including DPM (2) Including gaseous MSATs and smog precursors (3) Smog Precursor
Source: EPA-420-F-09-025 (April, 2009)

The proposed project will create a small reduction in regional MSAT emissions from decreased
idling times on sidings, from a reduction in the amount of delay for BNSF at-grade crossings in
Richmond, and an increase in travel speed on UPRR tracks for that portion of BNSF freight
traffic shifted to UPRR tracks. MSAT emissions in locomotive exhaust will be reduced near the
BNSF mainline, but slightly increased along the UPRR tracks.

Increased MSAT emissions along the UPRR tracks were calculated assuming an existing DPM
emission rate of 8 grams per mile for freight trains and 2 grams per mile for passenger service.
The fractional share of gaseous MSATs was estimated using “speciation factors” for diesel
exhaust supplied by the California ARB. If the project is completed and fully operational before
2015, there will be an increase in MSAT exposure along the UPRR tracks compared to existing
conditions. By 2015, locomotive emissions reductions will more than compensate for increased
freight traffic on the UPRR tracks seem as follows (grams/mile) in Table 2.2.4-5:
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Table 2.2.4-5
LOCOMOTIVE EMISSIONS REDUCTION BY 2015

MSAT 2012 (a) 2015 (b) 2020 (b)
DPM 160.0 124.0 83.5
Benzene 137.3 106.4 71.0
1,3-Butadiene 25.8 20.0 13.5
Acrolein 3.2 2.5 1.7
Formaldehyde 54.2 42.0 28.3

(a)=10 freight and 40 passenger trains on UPRR tracks
(b)=12.4 freight and 40 passenger trains on UPRR tracks
Source: Speciation data from “Colton Grade Crossing Separation Air Quality Analysis” LSA Associates, 2010

There is no universally accepted methodology that can accurately translate any increase in
MSAT exposure into a corresponding public health risk. The generally adopted public health risk
guideline for MSAT exposure is an individual lifetime excess cancer risk of 10 in one million
(compared to 300,000 in a million from all cancer occurrences). MSAT inhalation risk is
estimated by assuming a person remains at one specific outdoor location for 24 hours per day
for 350 days per year for 70 years, including the first three months of this exposure in utero.
The dispersion calculation that converts source emissions into receptor exposure is equally
imprecise as are the published cancer potency factors that convert exposure to risk.

Because of multiple limitations in the methodologies for forecasting health impacts for the with-
versus no-project alternatives, a health risk assessment (HRA) was not conducted for the
proposed action. It should be noted that in a regional sense, a number of small emissions
benefits will actually reduce MSAT emissions for the with-project alternative. Given the mobility
of the Bay Area population on both a daily and lifetime basis, the cumulative benefit of this
project is presumed to off-set any localized impact.

Microscale CO Hot-Spot Analysis

Transportation projects are required to demonstrate that they will not create new CO “hot spots”
or worsen existing violations. Analysis guidance documents are focused almost exclusively on
roadway CO emissions. The proposed project will not increase on-road congestion, and may
reduce vehicular delays at locations where idling or slow-moving trains currently block on-road
traffic. Although the proposed action is not a roadway project, a standard CO impact analysis
has been developed and used for well over a decade. The CO analysis flowchart was applied to
the proposed connector project. The use of the flowchart demonstrates that no detailed CO
modeling analysis is required as follows:

CO Protocol Flowchart

3.1.1 Is this project exempt from all emissions analysis?
Response: No

3.1.2 Is this project exempt from regional emissions analysis?
Response: No

3.1.3 Is this project locally defined as regionally significant?
Response: No, regionally significant projects are major roadways or fixed track transit
guideways. The proposed cross-over track is not a roadway and is not designed for
passenger service.
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3.1.9 Examine Local Impacts

Level 1: Is the project in a CO non-attainment area?
NO

Level 1: Was the area redesignated as “attainment” after the 1990 Clean Air Act?
YES

Level 1: Has “continuous attainment” been verified by the local Air District?
YES, Proceed to Level 7

Level 7: Does the project worsen air quality?
NO, the project will reduce on-road vehicular delay at existing at-grade crossings,
improve BNSF freight train travel speeds and shorten the cross-Richmond train travel
distance.

Project satisfactory, no further analysis required.

Naturally Occurring Asbestos
Naturally occurring asbestos (NOA) is a concern in some parts of California where serpentine
rock formations contain high fractions of asbestos-containing materials. However, that concern
revolves around the subsequent abrasion and release of such material from roadway paving
with NOA aggregates. There is negligible re-suspension of such material from a railroad track
bed because there is no mechanical wearing process. Even if the track bed ballast rock
contained elevated levels of NOA, there is no mechanism to affect an airborne release.

Regional Conformity

The Richmond Rail Connector project was included in the regional emissions analysis
conducted by the Metropolitan Transportation Commission for the Regional Transportation Plan
(RTP). The current RTP, which is called the Transportation 2035 Plan, was found to conform to
applicable federal air quality standards and implementation plans (Resolution 3976, October 27,
2010). The project’s design concept and scope have not changed from what was analyzed in
the Transportation 2035 Plan. This analysis found that the plan and, therefore, the individual
projects in the plan, are in conformity with the State Implementation Plan (SIP) to achieve
National Ambient Air Quality Standards.

The Richmond Rail Connector project is also included in the federal 2011 Transportation
Improvement Program (TIP), (TIP ID CC-090032). The project has no designated funding in the
4-year TIP period (2010-2014), but was considered as part of the conformity determination of
the 2011 TIP. The project is included in the current RTP, Transportation 2035 as RTP Number
22089. The project is included in the current RTP, Transportation 2035 as RTP Number 22089.
FHWA and the Federal Transit Administration found the RTP and TIP to conform to the SIP on
December 14, 2010.

A proposed 2011 TIP Amendment to reprogram existing funds to include the proposed project
has been found by MTC staff to not trigger a new air quality conformity determination given that
it was already in the conforming 2011 TIP.
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Cumulative Impacts
The proposed connection track may promote an increase in freight and passenger movement
by improved rail schedule reliability. However, transport by rail is considered more pollution-
efficient than on-road movement. Cargo movement by rail yields an average fuel efficiency of
400 net ton-miles per gallon of fuel (American Railroad Association, 2004). An on-road truck
hauling 25 tons of cargo at 5 miles per gallon has a cargo efficiency of 125 net ton-miles per
gallon. Rail would generally not induce growth of goods/passenger movement, but only
accommodate an existing possible demand. Cumulative air quality impacts are considered
incrementally positive within a regional context.

Construction Impacts
During project construction, it is anticipated that the BAAB will be in non-attainment for federal
clean air standards for ozone and for particulate matter.

Air pollution emissions during construction were calculated using the URBEMIS2007 computer
model. The following prototype construction equipment fleet was assumed as shown in Table
2.2.4-6:

Table 2.2.4-6
TYPICAL CONSTRUCTION EQUIPMENT

Track-bed Preparation

1 Grader
3 Compactors
1 Dozer
1 Roller
1 Backhoe
1 Water Truck

Bridge Construction and Utilities
Installation

2 Concrete Saws
1 Grader
2 Signal Boards
2 Backhoes
1 Crane
1 Trencher

Turn Out Pad

4 Cement Mixers
1 Paver
1 Paving Equipment
1 Roller
1 Backhoe

Track/Signal Installation

1 Crane
1 Forklift
1 Generator
2 Welders

Although bridge construction may occur concurrently with roadbed preparation, the two activities
were split to facilitate abstraction of the emissions data. The track installation activity for this
project relies on train haul delivery of materials. Utilizing the above equipment fleet the
following emissions in Table 2.2.4-7 were calculated by the URBEMIS2007 computer model:
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Table 2.2.4-7
DAILY OFF-ROAD CONSTRUCTION EQUIPMENT EMISSIONS (lbs/day)

Activity ROG NOx CO SO2
PM-10

Exhaust
PM-2.5

Exhaust
CO2

Track-bed Preparation (4.5 months)

No Minimization 3.3 25.7 15.8 0.0 1.4 1.3 2,794.5
With Minimization 3.3 19.6 15.8 0.0 0.2 1.1 -

Bridge Construction and Utilities Installation (7 months)
No Minimization 2.6 19.4 12.4 0.0 1.1 1.0 2,246.8

With Minimization 2.6 14.3 12.4 0.0 0.2 0.2 -

Turn Out Pad Construction (30 days)

No Minimization 2.6 14.8 11.1 0.0 1.3 1.2 1,543.9
With Minimization 2.6 14.8 11.1 0.0 1.3 1.2 -

Track/Signal Installation (4 months)
No Minimization 1.9 8.7 6.5 0.0 0.6 0.5 1,017.5

With Minimization 1.9 7.4 6.5 0.0 0.4 0.4 -

Truck delivery and commuting for construction crews were calculated separately using the
EMFAC2007 computer model and later added to the off-road emissions burden. The following
on-road mileage listed in Table 2.2.4-8 and Table 2.2.4-9 was utilized:

Table 2.2.4-8
ON-ROAD COMMUTING

Phase # Employees RT Distance Miles per Day
Track-bed Preparation 50 50 miles 2,500
Bridge Construction 75 50 miles 3,750
Turn Out Pad 15 50 miles 750
Track/Signal Installation 50 50 miles 2,500

Table 2.2.4-9
DAILY DELIVERY TRUCK TRIPS

Phase #Truck Trips RT Distance Miles per Day Duration
Track-bed Preparation (Fill Import) 62 20 miles 1,240 10 days
Track-bed Preparation (Deliveries) 26 20 miles 520 10 days
Bridge Construction 10 20 miles 200 130 days
Turn Out Pad 54 20 miles 1,080 5 days
Track/Signal Installation 0 - - -

Utilizing EMFAC2007, the following emissions in Table 2.2.4-10 and Table 2.2.4-11 were
calculated by activity (pounds/day):
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Table 2.2.4-10
CAR AND LIGHT TRUCK

ON-ROAD EMISSIONS FROM CREW COMMUTING (pounds/day)

Activity ROG NOx CO PM-10 PM-2.5 CO2

Track-bed Preparation 0.3 1.2 12.6 2.8 2.5 1860.3
Bridge Construction 0.5 1.7 18.7 4.1 3.7 2753.3
Turn Out Pad 0.1 0.3 3.8 0.8 0.8 558.1
Track/Signal Installation 0.3 1.2 12.6 2.8 2.5 1860.3

Table 2.2.4-11
HEAVY DUTY TRUCK

ON-ROAD EMISSIONS FROM TRUCK DELIVERY TRIPS (pounds/day)

Activity ROG NOx CO PM-10 PM-2.5 CO2

Track-bed Preparation (Import) 1.1 20.1 9.7 0.6 0.6 3985.5
Track-bed Preparation (Deliveries) 0.5 8.4 4.1 0.3 0.2 388.8
Bridge Construction 0.2 3.3 1.6 0.1 0.1 644.4
Turn Out Pad 1.0 17.5 8.5 0.6 0.5 3471.5

The combined maximum total emissions from mitigated construction equipment emissions
(URBEMIS2007), truck activity (EMFAC2007) and commuter activity (EMFAC2007) totaled for
each phase as follows in Table 2.2.4-12 with application of specified minimization measures:

Table 2.2.4-12
CONSTRUCTION, TRUCK HAUL AND EMPLOYEE COMMUTING MAXIMUM (pounds/day)

Activity ROG NOx CO PM-10 PM-2.5 CO2

Track-bed Preparation 5.2 49.3 42.2 3.9 4.4 9,029.2
Bridge Construction 3.3 19.3 32.7 4.4 4.0 5,644.5
Turn Out Pad 3.7 32.6 23.3 2.7 2.5 5,573.5
Track/Signal Installation** 2.2 8.6 19.1 3.2 2.9 2,877.8
assumes simultaneous delivery of roadbed materials and construction
figures represent maximal day when deliveries and construction both occur for indicated activity
** not including emissions from track-laying train

Rail support during track-laying would consist of maneuvering the train into place and then using
the on-board crane to place the concrete ties and continuously welded steel 30 minutes per day
at 1,000 HP power output, and deposit materials for 7.5 hours at 100 HP average power.
Although track-laying sometimes can sometimes proceed at one mile per day, one week was
assumed required for this phase. The calculated emissions for the on-track source, assuming a
Tier 2-rated locomotive engine, are shown in Table 2.2.4-13:

Table 2.2.4-13
ON-TRACK SOURCE EMISSIONS

Rail Support Emissions ROG NOx CO PM-10 PM-2.5
Daily (lb/day) 0.7 13.8 3.5 0.5 0.4
Annual (tons) <0.1 <0.1 <0.1 <0.1 <0.1

Since there are no currently applicable CEQA significance thresholds for construction,
emissions were annualized for comparison to the Section 176 (c) de minimis levels in the Clean
Air Act implementation guidelines.
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NEPA Analysis

The project, within the NEPA definition of intensity and context, represents a short-term impact
in order to achieve a long-term air quality benefit. Its limited intensity is seen in comparing the
total project emissions to the Section 176 (c) SIP conformity de minimis guidelines. All
emissions would be well below the applicable non-attainment area guideline.

The following emissions in Table 2.2.4-14 were calculated by multiplying the daily emissions
times the following time spans:

Table 2.2.4-14
ANNUAL EMISSIONS (tons/year)

Activity ROG NOx CO SO2 PM-10 PM-2.5 CO2

Track-bed Preparation (4.5 months)

0.19 1.17 1.48 <1 0.19 0.18 252.29

Bridge Construction and Utilities Installation (7 months)
0.25 1.48 2.52 <1 0.34 0.31 434.63

Turn-Out Pad (30 days)
0.06 0.51 0.36 <1 0.04 0.04 84.59

Track/Signal Installation (4 months)
0.05 0.49 0.35 <1 0.04 0.04 83.60

Total *
0.55 3.65 4.71 0 0.61 0.57 855.11

De Minimis Levels
50 50 - - 100 100 -

*unlikely that all projects would occur in same year but worst case scenario

All annual project-related construction emissions, assuming all activities occur within the same
calendar year, are well below the de minimis thresholds. Because operational air pollution
emissions will be slightly reduced through project implementation from existing conditions,
annual construction activity emissions equal maximum project total emissions. Since annual
total emissions are below de minimis levels, no SIP consistency analysis is required.

No-Build Alternative
The No-Build Alternative would result in continuation of the existing pattern of trains forced onto
sidings or only slower segments of track because of track demand conflicts. Such a pattern
delays train schedules, creates safety issues as trains change speeds where they enter of exit
the mainline, blocks surface streets, emits excess air pollutants from idling engines and creates
noise impacts at idling engine locations.

Avoidance, Minimization and/or Mitigation Measures
Project construction requires implementation of the following dust control measures to minimize
air quality impacts during construction:

 All exposed surfaces (e.g., parking areas, staging areas, soil piles, graded areas, and
unpaved access roads) shall be watered two times per day.

 All haul trucks transporting soil, sand, or other loose material off site shall be covered.
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 All visible mud or dirt track-out onto adjacent public roads shall be removed using wet power
vacuum street sweepers at least once per day. The use of dry power sweeping is prohibited.

 Vehicle speeds on unpaved areas shall be limited to 15 miles per hour.

2.2.5 Noise

The following findings and analysis are based on the “Noise and Vibration Impact
Analysis,” approved in July 2012.

Regulatory Setting
NEPA provides a broad basis for analyzing and addressing noise effects. The intent of these
laws is to promote the general welfare and to foster a healthy environment. The regulations
require that potential noise impacts in areas of frequent human use be identified during the
planning and design of projects.

FTA Guidelines
The Federal Transit Administration (FTA) has developed guidelines for noise/vibration impact
assessments from heavy rail projects. In the absence of definitive guidance for general rail
projects, the FTA’s Transit Noise and Vibration Impact Assessment (May 2006) has been
presumed applicable to the proposed project. Although the guidance is not specifically oriented
to freight rail projects, the criteria are based on research about community response to noise
and have been used to assess potential impacts for a number of rail projects.

Operational Noise: FTA guidelines define three classes of land uses where noise exposure
should be evaluated. These are shown in Table 2.2.5-1 below along with the applicable noise
metric for each category.

Table 2.2.5-1
FTA LAND USE CATEGORIES AND NOISE METRICS

Land Use
Category

Noise Metric
(dBA)

Description of Land Use Category

1 Outdoor Leq(h
)(a)

A tract of land where quiet is an essential element of their intended
purpose. This category includes lands set aside for serenity and
quiet and such land uses as outdoor amphitheaters and concert
pavilions, as well as national historic landmarks with significant
outdoor use. Also included are recording studios and concert halls.

2 Outdoor Ldn
(b)

Residences and buildings in which people sleep. This category
includes homes, hospitals, and hotels, where a nighttime sensitivity
to noise is assumed to be of utmost importance.

3 Outdoor Leq(h)
(a)

Institutional land uses with primarily daytime and evening use. This
category includes schools, libraries, and churches, where it is
important to avoid interference with such activities as speech,
meditation, and concentration on reading material. Places for
meditation or study associated with cemeteries, monuments,
museums, campgrounds, and recreational facilities can also be
considered to be in this category. Certain historical sites and parks
are also included.

(a) Leq(h) = one-hour average (equivalent) sound level
(b) Ldn = day-night average noise level
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The FTA Guidebook characterizes potential noise impacts as having no impact, moderate
impact or severe impact. The severity with a proposed rail action depends on the existing noise
exposure. In an existing very quiet environment, an increase of 10 decibels (dBA) or more
would be considered a moderate impact and increases over 15 dB would be considered severe.
As baseline levels increase, the project increment that would trigger a moderate or severe
finding becomes progressively smaller.

Construction Noise: FTA Construction Noise Assessment Guidelines state that an appropriate
impact threshold for construction noise is a 30-day average Ldn of 75 dBA or the ambient noise
plus 10 decibels, whichever is greater.

Affected Environment
A “Noise and Vibration Impact Analysis” (June 21, 2012) was prepared to assess possible noise
and vibration impacts from the project.

The study area for impacts includes the current alignment for BNSF intermodal trains, as well as
the proposed alignment. The project alignment includes Category 1 and 2 uses, as defined in
Table 2.2.5.1, within its potential noise impact corridor of 375 feet. The primary sources of noise
in the project area include traffic on major roadways and highways, railroad operations, airports,
industrial activities, and the Camp Parks Reserve Forces Training Area near San Ramon.

Roadways in the project area include Richmond Parkway, Giant Road, and Parr Boulevard.
According to the City of Richmond General Plan, Richmond Parkway is and will continue to be a
predominant source of noise within the project area. According to the County’s 2005 Noise
Contour Maps for the project area, the 24-hour average noise level (DNL) along Richmond
Parkway was measured at between 60 to 70 DNL in 2005. The County’s General Plan
indicates that future development noise levels along Richmond Parkway will be approximately
72 DNL at 100 feet when the County reaches full development. Richmond Parkway and traffic
on both Parr Boulevard and Giant Road provide some of the overall background noise
experienced within the project area.

Railroads
Railroad operations in Contra Costa County consist of high speed mainline operations on the
BNSF railway line and on the UPRR railway line. In addition, the Bay Area Rapid Transit
(BART) System, an electrically driven passenger line, operates throughout the county; however,
the BART system does not produce substantial noise levels.

Noise levels from railroad operations within the project area were identified in the Contra Costa
County General Plan and the City of Richmond General Plan.

Railroad Operations
The proposed construction of an at-grade connection railroad track will allow a portion of BNSF
intermodal freight train traffic to shift to a UPRR line. This shift will reduce the frequency of
intermodal train traffic passing though a number of at-grade intersections on the BNSF mainline
though the City of Richmond. All UPRR (roadway intersections between North Richmond and
Stege Junction through Richmond) except for one are grade-separated (at Cutting Blvd.).
Between Stege Junction and the Port of Oakland, the tracks are owned by UPRR with BNSF
having track rights.

BNSF averages 18 trains (nine each direction) per day through North Richmond. It is currently
estimated that approximately one-half of current BNSF freight activity would shift to the UPRR
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track and thus avoid fourteen at-grade intersections in Richmond. This action could, however,
increase noise levels at sensitive receivers, such as homes, located near the UPRR tracks.
Such noise increase could result both from moving trains (locomotives and freight cars) as well
as from train horns sounded near at-grade crossings. Because the UPRR tracks already carry
approximately 50 trains per day, the addition of 2.4 shifted trains will not increase single event
noise, but will increase the daily number of such activities.

Existing Noise Levels
The current railroad noise model supported by federal agencies is the “CREATE” model
(HMMH, 2006). The model is a spreadsheet model that can accommodate eleven types of
moving sources, eight types of stationary sources (cross-over’s, storage yards, and transit
centers), and four types of track conditions (joints, wheel flats, etc.) at any noise-sensitive
receivers. The model contains reference noise data for every type of source along with
adjustment factors for size, speed, duration or intervening barriers. This model was used to
calculate existing train noise along the UPRR tracks and then run again for the added
contribution from diverted BNSF freight trains.

Railroad activity levels (train speeds, number of engines/cars, horn use locations, etc.) were
provided by UPRR and/or BNSF. Sometimes these inputs can vary substantially from one day
to another or from one engineer to another. A series of noise measurements were therefore
conducted at three residences along the UPRR tracks whose noise environment may be
impacted by the increased freight train traffic. The purpose of these measurements was to
establish a real-world baseline noise level for comparison with model predictions.

Measurements were made at three locations in the Shields-Reid neighborhood of Richmond
that would be potentially impacted by the project. These receivers were selected because they
might be affected by both train movement and horn noise. Chesley Avenue is the only crossing
along the UPRR tracks that is non-grade separated and has adjacent residences. Monitoring
was conducted near the Chesley Mutual Housing complex and at the eastern dead ends of
Alamo Avenue and Duboce Avenue with the UPRR tracks. Monitoring was conducted for 24+
hours on April 16-17, 2012. The results (hourly averages and instantaneous peaks) are shown
in Table 2.2.5-2. Evidence of train activity was assumed manifested in peak noise levels over 80
dB at the Alamo Avenue monitor. The data suggest that the existing UPRR tracks had some
level of activity on 22 of 24 hours. The hours of 11-12 p.m. and 01-02 a.m. appeared to be the
only hours without any track usage.

Inspection of the duration of each noise “pulse” is an indication of whether it was a long freight
train or a short commuter rail. A few of the short pulses may be due to contamination from
perhaps a dog barking, helicopter over flight or residential activity at the last house before the
railroad tracks. The Alamo Avenue meter recorded 14 extended events and 54 short excursions
above the normally quiet background. Of the 14 longest events, in 24-hours, nine would appear
to have been freight movement by longer trains and five by either short freights or longer
passenger trains such as Amtrak.

As noted below in Table 2.2.5-2, measured noise levels were somewhat lower than those
predicted by the currently accepted railroad noise model. This may be due to a combination of
factors. Freight trains may be shorter, require fewer engines, travel slower on this segment than
maximum speed, and shielding by the industrial building north of Chesley Avenue may reduce
some noise by shielding it. The difference between model and measurement results was used
as a calibration factor to improve the analysis accuracy.
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Table 2.2.5-2
SHIELDS-REID NEIGHBORHOOD NOISE MONITORING

(Leq/Lmax, in dBA)
April 16-17, 2012

Time Chesley Ave. Alamo Ave. Duboce Ave.

18:00-19:00 72/93 70/87 62/81

19:00-20:00 69/92 69/89 63/84

20:00-21:00 71/93 68/90 63/80

21:00-22:00 71/93 71/93 70/92

22:00-23:00 68/93 64/88 62/81

23:00-24:00 56/74 45/57 53/56

0:00-1:00 64/87 66/93 60/76

1:00-2:00 56/83 50/71 54/67

2:00-3:00 64/86 66/90 59/84

3:00-4:00 68/92 67/88 59/81

4:00-5:00 59/83 59/87 54/74

5:00:6:00 63/84 60/84 56/81

6:00-7:00 68/85 69/93 57/78

7:00-8:00 70/93 71/90 65/90

8:00-9:00 68/89 71/89 62/84

9:00-10:00 75/93 73/96 64/90

10:00-11:00 72/93 65/87 63/91

11:00-12:00 69/89 66/91 58/77

12:00-13:00 75/93 65/91 59/85

13:00-14:00 73/96 69/89 63/83

14:00-15:00 71/95 72/90 58/78

15:00-16:00 69/92 70/93 59/83

16:00-17:00 70/93 67/94 52/77

17:00-18:00 67/86 66/85 58/76

Peak Hour Leq 75 73 70

Ldn 73 72 66

Distance 60 feet 70 feet 300 feet

Train Horns
Use of train horns is required near at-grade crossings as a safety measure except with very
limited exceptions. Train horn noise is a special condition that is not included in the CREATE
model because it is a localized effect affecting only limited numbers of receivers near the
crossing. Horns can, however, create noise levels exceeding the moving train contribution in
close proximity to the crossing. The Federal Railroad Administration (FRA) has supported the
development of an At-Grade Crossing Noise Model whose results can be superimposed upon
the CREATE output to generate a composite impact. The FRA model is based upon an
assumed 104 dB maximum horn noise level at 100 feet, and adjusts that reference level for
location, duration, surface conditions and possible shielding.

Environmental Consequences: Build Alternative
The proposed connector track project will generate two sources of noise along its alignment:
temporary construction activity noise and continued railroad operation noise. No increase in
railway service is forecast to occur as a result of project implementation. Any operational noise
impacts would derive from the new track alignment, from possible speed increases associated
with reduced delay at existing sidings, and from possible future rail traffic growth.
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Short-Term Impacts
Noise from construction activities would be generated by two primary sources during the
construction phase: the on-road transport of construction materials and workers driving to work,
and the off-road construction itself. Since transportation of personnel and materials will occur
on already traveled roadways, background noise conditions will mask any project on-road
contributions. Some heavy materials delivery for track improvements is proposed to be via
trains such that on-road truck noise will be limited to delivery of fill material and support
construction materials.

Construction activities occur in various steps, each of which involves different types of equip-
ment and a distinct noise characteristic. These steps would alter the character of the noise
levels surrounding the construction sites as the project is developed

FTA construction noise assessment guidelines recommend that 8-hour Leq levels should not
exceed 80 dB (Page 12-8) in residential areas. The industrial land use standard is 90 dB. Noise
levels from equipment uses for rail construction are typically slightly above 80 dB at 50 feet from
the source. Table 2.2.5-3 abstracted from the FTA guidelines (Table 12-1) lists the following
reference noise levels at 50 feet:

Table 2.2.5-3
EQUIPMENT NOISE REFERENCE LEVELS AT 50 FEET

Backhoe 80 dB
Ballast Equalizer 82 dB
Ballast Tamper 83 dB
Compactor 82 dB
Mobile Crane 83 dB
Spike Driver 77 dB
Tie Handler 80 dB

If several pieces of equipment operate in close proximity, a reference level of 85 dB at 50 feet is
a representative input analysis threshold. The short-term reference level is reduced by
intermittent usage, by distance spreading and by any intervening ground effects in determining
the 8-hour Leq. Distance spreading alone between track construction and the closest home will
be -6 dB. Worst case construction noise will be less than the 80 dB 8-hour Leq impact criterion
at the nearest residence. The industrial impact criterion of 90 dB Leq is met at less than 25 feet
from the activity. No construction activity noise impacts are associated with the proposed
project.

Construction Vibration

The primary concern from construction vibration is typically related to structural damage effects.
Track laying does not entail use of heavy equipment that has a potential for any perceptible
structural impacts. The accepted construction vibration damage criterion for walls, stucco, or
slabs is 0.2 inches/sec (peak particle velocity, or PPV). A loaded truck has a typical PPV of
0.08 inch/second at 25 feet. The damage criterion is met by 14 feet from the source.
Construction trucks or similar equipment will not operate within 14 feet of any off-site homes.
There will be no vibration impacts from project construction.
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Long-Term Impacts

Train Traffic Input Data

Train activity information was obtained from UPRR for their existing trackage. A daily average
of 2.4 BNSF freight trains was assumed to be potentially diverted. The various input parameters
required for the CREATE and train horn models were as follows for an analysis reference
distance of 50 feet from the equivalent source-receiver location:

UPRR Existing

10 freight trains (6 day, 4 night) [50 mph, 4 locomotives, 5,000 feet of cars]

40 passenger trains (30 day, 10 night) [50 mph, 1 locomotive, 5 cars]

BNSF Added by Proposed Project

2.4 freight trains (1.5 day, 0.9 night) [50 mph, 4 locomotives, 5,000 feet of cars]

No wheel flats, no jointed track (CWR), no embedded track, no aerial structures, no barriers, no
intervening homes.

Levels of Noise Impact

The Federal Transit Administration has published a comprehensive guidebook on Transit Noise
and Vibration (FTA-VA-90-1003-06) updated in May, 2006. The guidebook defines three
classes of land use that may be noise sensitive as follows:

Category 1 – Outdoor amphitheaters, national landmarks, etc.

Category 2 – Residences, hospitals/rest homes, hotels

Category 3 – Schools, libraries, theaters, churches

The UPRR trackage to which some BNSF traffic may be diverted only includes Category 2
noise sensitive uses along some segments. The noise metric that best identifies the level of
noise sensitivity for Category 2 uses is the day-night level (Ldn). Figure 3-2 of the FTA
guidebook characterizes potential noise impacts as having no impact, moderate impact or
severe impact. The severity of the difference associated with a proposed rail action depends
upon the existing noise exposure. In an existing very quiet environment, an increase of +10 dB
or more would be considered a moderate impact and increases over 15 dB would be considered
severe. As baseline levels increase, the project increment that would trigger a moderate or
severe finding becomes progressively smaller. The distribution of impact severity is shown as
follows in Table 2.2.5-4 as a function of the cumulative project contribution to the baseline (dB
Ldn):
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Table 2.2.5-4
PROJECT ONLY CONTRIBUTION TO NOISE BASELINE LEVEL

Project Only
Contribution to Noise

Baseline Level

Project Only Contribution (dB)
No Impact Moderate Impact Severe Impact

40 dB <50 <55 >55
50 dB <54 54-59 >59
60 dB <58 58-63 >63
65 dB <61 61-66 >66
70 dB <65 65-69 >69
75 dB <66 66-73 >73

>77 dB <66 66-75 >75
Source: FTA Guidebook, Table 3-1, 2006

Results

The CREATE and the train horn noise models were run for those homes closest to the Chesley
Avenue/UPRR Crossing. The model output is attached. At 60 feet from the track centerline (the
closest homes), the following day-night (Ldn) noise levels are calculated in Table 2.2.5-5 using
the FRA train noise models from the train activity scenarios shown above (dB):

Table 2.2.5-5
DAY-NIGHT (LDN) NOISE LEVELS AT 60 FEET FROM TRACK CENTERLINE

Scenario No Horns Horns Only Moving + Horns
Existing UPRR Freight 74 73 77
Existing UPRR Passengers 65 75 75
Combined Existing Total 75 77 79
BNSF Only 68 70 72
Combined UPRR + BNSF 75 78 80

Based solely on the modeling results, the addition of 68 dB Ldn from added BNSF trains
(without horns) to a calculated 75 dB Ldn UPRR baseline is considered a “moderate impact.” At
the one UPRR location where warning horns are used near residential uses (Chesley Avenue
at-grade crossing), the BNSF contribution is calculated by the computer models to add 72 dB
Ldn to a 79 dB Ldn baseline. This is again considered to be a “moderate impact.”

However, the measured existing noise levels were considerably lower than the model
predictions. The model predicts that existing UPRR noise levels from moving trains and
crossing horns should be 79 dB Ldn at 60 feet from the track centerline. If the calculated
reference noise level of 79 dB Ldn is adjusted for distance from the track, the comparison of
modeling and measurement is presented in Table 2.2.5-6:

Table 2.2.5-6
COMPARISON OF MODELED NOISE LEVEL WITH MEASURED NOISE LEVEL

Parameter Chesley Alamo Duboce
Distance to track 60 feet 70 feet 300 feet
Measured 24-hour Ldn 73 dB 72 dB 66 dB
Modeled@receiver set-back* 79 dB 78 dB 72 dB
Model – measurement -6 dB -6 dB -6 dB
*=dB Ldn for an acoustically “hard” surface
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The difference between model and measurement was 6 dB at each monitoring location. If the
entire model output is shifted by the measured calibration factor of -6 dB, the results near the
Chesley Avenue crossing would be as follows (dB Ldn):

Existing UPRR Freight (77 dB - 6 dB adj. = 71 dB)

Existing UPRR Passenger Service (75 dB – 6 dB adj. = 69 dB)

Combined Level at 50 feet (71 dB + 6 dB adj. = 73 dB)

BNSF Freight only (72 dB - 6 dB adj. = 66 dB)

Combined UPRR + BNSF (73 dB + 6 dB adj. = 74 dB)

For a baseline level near 73 dB Ldn for the existing trains (see above), an adjusted project only
contribution of 66 dB Ldn is considered a moderate impact. With the use of train horns, even the
minor addition of 2.4 trains per day generates a moderate noise impact. At all other UPRR track
locations where horns are not used near residential development, the baseline level would be
69 dB Ldn near the tracks if the same - 6 dB off-set were applicable. The adjusted BNSF
contribution of 62 dB Ldn (68 dB calculated –6 dB off-set) constitutes a “no impact” situation.
Any consideration of possible moderate impact reduction would thus only center on the
residential uses near the Chesley Avenue UPRR crossing. Any requirement to mitigate or
minimize impacts at the Chesley Avenue UPRR crossing is evaluated below under the
Avoidance, Minimization and Mitigation discussion.

Vibration Impact Assessment

The Noise Study included an evaluation of potential vibration impacts. Vibration caused by
trains is the result of wheels rolling on the rails. This energy is then transmitted through the track
support system into the ballast through the ground to the foundations of nearby buildings, and
finally throughout the remainder of the building structure. The level of vibration received at the
building is a function of the type of trains, their speeds, track system, structure, support and
condition, distance from the tracks, geological condition, and the receiving structure. Ground-
borne vibration does not typically annoy people who are outdoors.

The motion due to ground-borne vibration is described in vibration velocity levels, measured in
decibels referenced to 1 micro-inch per second. To avoid confusion with the decibel used to
describe sound levels, the abbreviation VdB is used. Typical ground-borne vibration levels are
presented in Table 2.2.5-7:

Table 2.2.5-7
TYPICAL GROUND-BORNE VIBRATION LEVELS

RMS Vibration Velocity Human or Structural Response
65 VdB Threshold of human perception
70 VdB Perceptible to most people
75 VdB Generally acceptable for residential use
80 VdB Annoying to people for frequent events
90 VdB Difficulty with motion-sensitive tasks
95 VdB Cosmetic damage to older structures

100 VdB Cracks in walls and Foundations
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The FTA has published the most recent guidance manual for the assessment of noise and
vibration impacts in transportation projects, Transit Noise and Vibration Impact Assessment,
May, 2006. It was assumed that land uses near FRA rail projects would similarly experience the
same level of vibration sensitivity as FTA transit projects.

Impacts are determined by estimating future ground-borne vibration levels and comparing those
levels to the criteria shown in Table 2.2.5-8:

Table 2.2.5-8
GROUND-BORNE VIBRATION IMPACT LEVELS

Land Use Category
Ground-Borne Vibration Impact Levels (VdB re 1 micro/in/sec)

Frequent Events (1) Occasional Events (2) Infrequent Events (3)
Category 1: Buildings where ambient
vibration is essential for interior
operations

65 VdB 65 VdB 65 VdB

Cateogry 2: Residences and buildings
where people normally sleep.

72 VdB 75 VdB 80 VdB

Category 3: Institutional land uses with
primarily daytime use

75 VdB 78 VdB 83 VdB

(1) “Frequent Events” is defined as more than 70 vibration events per day
(2) “Occasional Events” is defined as between 30 to 70 events per day
(3) “Infrequent Events” is defined as fewer than 8 vibration events per day

The UPRR tracks currently carry 10 freight trains and 40 passenger trains. The addition of 2.4
diverted BNSF trains would create 60 vibration events (50 existing and 10 added). The post-
project condition would continue to be considered “occasional events.” The applicable vibration
impact criterion for homes adjacent to the existing UPRR tracks is therefore 75 VdB.

Vibration assessment requires detailed knowledge of train speeds, train weights, suspension
system stiffness, track structure, sub-surface propagation characteristics, receiver location, and
receiver structural features. Along the length of the UPRR tracks from the proposed connector
to Stege Junction, many of these parameters are variable. Therefore, the following analysis
focuses on representative locations.

The FTA guideline shows the following generalized RMS vibration level in Table 2.2.5-9 as a
function of distance from a locomotive powered passenger or freight train traveling at 50 mph:

Table 2.2.5-9
VIBRATION LEVEL

Distance to Track Centerline RMS Vibration Level (Re: 1 microinch/sec)
14’ 95 VdB
25’ 90 VdB
45’ 85 VdB
80’ 80 Vdb

140’ 75 VdB
250’ 70 Vdb

The threshold for cosmetic damage of 95 VdB is reached at 14 feet. Any possible impact would
therefore be associated with vibration nuisance and not structural damage. Representative set-
backs from the tracks of closest homes along the UPRR tracks may vary from near 50 feet to
more than 300 feet. Their vibration level during freight train passage varies accordingly. The
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closest homes along the alignment along with the likely vibration level during freight train
passage, is shown in Table 2.2.5-10:

Table 2.2.5-10
VIBRATION LEVEL DURING FREIGHT TRAIN PASSAGE AT CLOSEST HOMES

Roadway Set-Back VdB Roadway Set-Back VdB
Chesley 83 ft 80 Gertrude 124 ft 76
Alamo 185 ft 73 Duboce 327 ft 68
Triangle Ct. 62 ft 82 Lincoln Ave. 90 ft 79
Last Ave. 180 ft 73 Portola 240 ft 70
13

th
St. 55 ft 83 Roosevelt Ave. 250 ft 70

Village Way 75 ft 80 Livingston 72 ft 81
Espee Ave 80 ft 80 22

nd
St. 117 ft 77

Carlson Blvd. 144 ft 75 S 25
th

St. 100 ft 78
S 29

th
St. 105 ft 78 Stege Ave. 230 ft 71

Based upon the above vibration significance criterion of 75 VdB, homes within 140 feet of the
tracks may experience perceptible vibration, but not at any level of possible structural effects.
However, the FTA guidelines state that if impact criteria for existing conditions are already
exceeded, receivers are considered to experience additional vibration impact “…if the project
significantly increases the number of vibration events. Approximately doubling the number of
events is required for a significant increase.” (Page 8-5, Section 8.1.2, FTA, 2006).

The number of vibration events perceptible at the closest tier of homes would increase from 50
to 52 or 53 per day from BNSF cross-over traffic. As noted above, this is not considered a
significant increase per FTA definition of “significant.” No vibration reduction measures are
considered necessary.

Construction Vibration
The primary concern from construction vibration is typically related to structural damage effects.
Track laying does not entail use of heavy equipment that has a potential for any perceptible
structural impacts. The accepted construction vibration damage criterion for walls, stucco, or
slabs is 0.2 inches/sec (peak particle velocity, or PPV). A loaded truck has a typical PPV of
0.08 inch/second at 25 feet. The damage criterion is met by 14 feet from the source.
Construction trucks or similar equipment will not operate within 14 feet of any off-site homes.
There will be no vibration impacts from project construction.

No-Build Alternative
Under the No-Build Alternative there would be no construction. Therefore, there would be no
short-term noise or vibration impacts. All long-term noise and vibration impacts would remain
the same as occurs at the present time. Under this alternative the noise from the BNSF
intermodal freight train operations in downtown Richmond would occur along the BNSF tracks
as shown on Figure 3a.

Avoidance, Minimization and/or Abatement Measures
Short-term construction activities will introduce new noise into the environment over a period of
approximately one year. Therefore, there are noise effects that require avoidance, minimization
and/or mitigation measures. Construction noise effects will be minimized by implementing the
following measures:
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 Limit construction to the hours of 7 a.m. to 7 p.m. on Mondays through Fridays, and 9 a.m.
to 6 p.m. on Saturdays. No construction will be allowed on Sundays and federal holidays,
except in emergencies.

 Utilize construction methods or equipment that will provide the lowest level of noise impact,
i.e., use newer equipment that will generate lower noise levels.

 Equip all construction vehicles and fixed or mobile equipment with properly operating and
maintained mufflers or sound attenuation devices, as specified in regulations at the time of
construction.

 Schedule the construction such that the absolute minimum number of equipment would be
operating at the same time at the same location.

 Maintain good relations with the school and community, such as keeping people informed of
the schedule, duration, and progress of the construction, to minimize the public objections of
unavoidable noise. Communities should be notified in advance of the construction and of
the expected temporary and intermittent noise increases during the construction period.

 Provide all employees that will be exposed to noise levels greater than 75 dB over an 8-hour
period with adequate hearing protection devices to ensure no hearing damage will result
from construction activities.

 Install portable noise barriers that are demonstrated to reduce noise levels below hearing
damage thresholds if equipment is being used that can cause hearing damage at adjacent
noise receptor locations (distance attenuation shall be taken into account). . This may
include erection of temporary berms or plywood barriers to create a break in the line-of-
sight, or erection of a heavy fabric tent around the noise source.

Long-Term Noise Abatement

Moderate impacts should be reduced if measures are considered reasonable and feasible.
Options to reduce moderate noise impacts can include construction of barriers, building grade
separations, or closing the at-grade crossing. However, because Chesley Avenue is an at-
grade crossing, use of noise walls is not feasible. The cost of constructing a grade separation is
perhaps 20 million or more dollars. Grade crossing closure would require a change to the
General Plan Circulation Element and would create long detours for Shields-Reid community
members. The “typical” noise mitigation options are not considered reasonable and feasible.

A more recently popular train noise reduction measure has been the creation of “quiet zones”
that eliminates the sounding of train horns except in special circumstances. Creation of quiet
zones is allowed under the final federal train horn rule that became effective on June 24, 2005.
Establishing a quiet zone must meet a wide variety of safety considerations. Every public grade
crossing in a new quiet zone must be equipped at minimum with the standard or conventional
flashing light and gate automatic warning system. A quiet zone may be established to cover a
full 24-hour period or only during the overnight period from 10:00 p.m. to 7:00 a.m. when noise
events are penalized ten-fold in the Ldn calculation.

Local governments must work in cooperation with the railroad that owns the track, and the
appropriate state transportation authority to form a diagnostic team to assess the risk of collision
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at each grade crossing where they wish to silence the horn. A determination is made about
what type of additional safety engineering improvements is necessary to effectively reduce the
risk associated with silencing the horns. The decision is based on localized conditions such as
highway traffic volumes, train traffic volumes, the accident history and physical characteristics of
the crossing, including existing safety measures.

Examples of additional safety engineering improvements that may be necessary to reduce the
risk of collisions include: medians on one or both sides of the tracks to prevent a motorist from
driving around a lowered gate; a four-quadrant gate system to block all lanes of highway traffic;
converting a two-way street into a one-way street; or use of wayside horns posted at the
crossing directed at highway traffic only.

Once all necessary safety engineering improvements are made, the local community must
certify to the FRA that the required level of risk reduction has been achieved. A quiet zone
becomes effective and train horns go silent only when all necessary additional safety measures
are installed and operational.

However, based on the limited change in Ldn along the proposed alignment with the additional
BNSF trains, the implementation of a "quiet zone" is not required of this project and no further
pursuit of a quiet zone will be carried out by the project proponents. The City may wish to
pursue this option and the above information provides the basic outline of how to implement a
quiet zone if deemed justified by the City.

2.3 Biological Environment

2.3.1 Natural Communities

The following findings and analysis are based on the “Natural Environment Study
(Minimal Impacts),” approved in February 2012. This study prepared for the associated
California Environmental Quality Act evaluation.

Regulatory Setting
This section of the document discusses natural communities of concern. The focus of this
section is on biological communities, not individual plant or animal species. This section also
includes information on wildlife corridors and habitat fragmentation. Wildlife corridors are areas
of habitat used by wildlife for seasonal or daily migration. Habitat fragmentation involves the
potential for dividing sensitive habitat and thereby lessening its biological value.

Habitat areas that have been designated as critical habitat under the Federal Endangered
Species Act are discussed below in the Threatened and Endangered Species Section 2.3.5.
Wetlands and other waters are also discussed below in Section 2.3.2.

Affected Environment
A Natural Environment Study, Minimal Impacts (November 2011) was prepared for the
associated California Environmental Quality Act evaluation and is referenced here as a
comprehensive evaluation of biological resources for the project.

The Biological Study Area (BSA) is defined as the project's proposed physical ground
disturbance footprint, plus a buffer zone where indirect impacts may result from construction.
The BSA consists of an approximately 80-foot wide, .75-mile long proposed railway right-of-way
corridor and two 0.25-mile long BNSF and UPRR railway segments at either end, located west
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of the intersection of Giant Road and the onramp of Richmond Parkway. The proposed
alignment traverses southwest-northeast through mostly open fields near a mix of residential,
light industrial and commercial buildings. The ground surface is highly disturbed and has been
recently disked. The terrain is relatively level, with elevations ranging between 15 to 25 feet
above mean sea level.

The vast majority of the alignment is disturbed and characterized by common disturbance
oriented species. There are two channels (Rheem Creek and an unnamed channel) where
riparian and wetlands habitats occur within the project alignment. The following is a discussion
of the general biological characteristics of the natural communities associated with the proposed
right-of-way.

Urban/ Disturbed
This community occurs at the top of the slopes and in disturbed areas. Typically the level of
disturbance within the connector track right of way is severe. Most of the adjacent areas along
the proposed alignment range from undisturbed native habitat to complete urbanization. The
community is characterized by storksbill (Erodium cicutarium), foxtail chess (Bromus
madritensis), wild oats (Avena barbata), ripgut brome grass (Bromus diandris), and foxtail
fescue (Vulpia myuros). Other species occurring in this community are short-pod mustard
(Brassica geniculata), barley (Hordium vulgare), Amsinckia sp., and star thistle (Centaurea
melitensis).

Due to the chronic disturbances as well as a recent burn within the proposed alignment, this
area does not support a diverse fauna. The most common animal species observed on the site
were dogs (Canis lupus familularis) and beachy ground squirrels (Otospermophilus beecheyi).
Other common species include western meadowlark (Sturnella magna), cottontail rabbits
(Sylvalegus audobonii), and mourning doves (Zenaida macroura.

Riparian/Streambed in unnamed channel
This channel is characterized as a highly disturbed drainage ditch that has spotty areas of Wild-
berry (Rubus sp.) and willow trees (Salix sp.), and then other patches of non-native grasses and
little or no vegetation.

Environmental Consequences: Build Alternative
BNSF indicates the need for the acquisition of up to about 8.32 acres (consisting of an 80-foot
right-of-way for the entire approximate 0.75 mile length of connector track). The entire acquired
right-of-way will be disturbed during construction. In addition, about 8.32 acres already within
BNSF and UPRR rights-of-way will be disturbed, for a total disturbance area of 14.5 acres. This
area includes the turnout pad that will be constructed to install the crossover train tracks within
the UPRR alignment. Most of the project area is characterized by ruderal (weedy) fields and
industrial areas. There are no sensitive biological habitats within these areas. Impacts to
wetlands and other waters in the project area are discussed below.

No-Build Alternative
The No-Build Alternative has no potential to disturb any natural communities on the project site.
There would be no indirect impacts on natural communities if this alternative is selected.

Avoidance, Minimization and/or Mitigation
No measures are required.
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2.3.2 Wetlands and Other Waters

Regulatory Setting
Wetlands and other waters are protected under a number of laws and regulations. At the federal
level, the Federal Water Pollution Control Act, more commonly referred to as the Clean Water
Act (CWA) (33 United States Code [USC] 1344) is the primary law regulating wetlands and
surface waters. One purpose of the CWA is to regulate the discharge of dredged or fill material
into waters of the United States (U.S.), including wetlands. Waters of the U.S. include navigable
waters, interstate waters, territorial seas, and other waters that may be used in interstate or
foreign commerce. To classify wetlands for the purposes of the CWA, a three-parameter
approach is used that includes the presence of hydrophytic (water-loving) vegetation, wetland
hydrology, and hydric soils (soils formed during saturation/inundation). All three parameters
must be present, under normal circumstances, for an area to be designated as a jurisdictional
wetland under the CWA.

Section 404 of the CWA establishes a regulatory program that provides that discharge of
dredged or fill material cannot be permitted if a practicable alternative exists that is less
damaging to the aquatic environment or if the nation’s waters would be significantly degraded.
The Section 404 permit program is run by the U.S. Army Corps of Engineers (USACE) with
oversight by the U.S. Environmental Protection Agency (U.S. EPA).

USACE issues two types of 404 permits: Standard and General permits. There are two types of
General permits, Regional permits and Nationwide permits. Regional permits are issued for a
general category of activities when they are similar in nature and cause minimal environmental
effect. Nationwide permits are issued to authorize a variety of minor project activities with no
more than minimal effects.

There are two types of Standard permits: Individual permits and Letters of Permission.
Ordinarily, projects that do not meet the criteria for a Nationwide Permit may be permitted under
one of USACE’s Standard permits. For Standard permits, the USACE decision to approve is
based on compliance with U.S. EPA’s Section 404(b)(1) Guidelines (U.S. EPA 40 Code of
Federal Regulations [CFR] Part 230), and whether permit approval is in the public interest. The
404 (b)(1) Guidelines were developed by the U.S. EPA in conjunction with USACE, and allow
the discharge of dredged or fill material into the aquatic system (waters of the U.S.) only if there
is no practicable alternative which would have less adverse effects. The Guidelines state that
USACE may not issue a permit if there is a least environmentally damaging practical alternative
(LEDPA) to the proposed discharge that would have lesser effects on waters of the U.S., and
not have any other significant adverse environmental consequences.

The Executive Order for the Protection of Wetlands (EO 11990) also regulates the activities of
federal agencies with regard to wetlands. Essentially, this EO states that a federal agency, such
as the FHWA and/or Caltrans, as assigned, cannot undertake or provide assistance for new
construction located in wetlands unless the head of the agency finds: 1) that there is no
practicable alternative to the construction and 2) the proposed project includes all practicable
measures to minimize harm.

The Regional Water Quality Control Boards (RWQCB) were established under the Porter-
Cologne Water Quality Control Act to oversee water quality. The RWQCB also issues water
quality certifications in compliance with Section 401 of the CWA. Please see the Water Quality
section for additional details.

http://www.dot.ca.gov/ser/vol1/sec1/ch1fedlaw/chap1.htm#Ch1CERCLA
http://www.dot.ca.gov/ser/vol1/sec1/ch1fedlaw/chap1.htm#Ch1CERCLA
http://www.wetlands.com/epa/epa230pb.htm
http://www.wetlands.com/epa/epa230pb.htm
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Affected Environment
Wetlands in the BSA are typically dominated by erect, rooted, herbaceous hydrophytic plant
species adapted to growing in conditions of prolonged inundation. Common plant species
present in this wetland type include cattails (Typha spp.) and Wild-berry (Rubus sp.) This
seasonally flooded area consists of freshwater wetlands that support ponded or saturated soil
conditions during winter and spring and are dry through the summer and fall until the first
substantial rainfall. The vegetation is composed of wetland generalists, such as hyssop
loosestrife (Lythrum hyssopifolia), cocklebur (Xanthium spp.), and Italian ryegrass (Lolium
multiflorum) that typically occur in frequently disturbed sites, such as along streams.

The result of the jurisdictional determination is that there are two features on the site that would
be subject to regulatory jurisdiction by the USACE under Section 404 of the CWA or the Rivers
and Harbors Act of 1899; the State Water Quality Control Board under Section 401 of the CWA,
and California Department of Fish and Game (CDFG) under Section 1600 of the Fish and Game
Code. The first area is located in the Rheem Creek channel where the channel makes a
transition from a concrete-lined box channel to a soft bottom natural channel. The Rheem
Creek crossing area is characterized by wetland plant species, wetland hydrology, and wetland
soils. Therefore, this feature meets the criteria for wetlands, and is regulated as such.

The second area subject to jurisdiction is an unnamed drainage feature that runs parallel to the
UPRR tracks on the east side. The surface runoff accumulates at the high fill and flows north
until it discharges into Rheem Creek. There is no natural channel, just a low-elevation swale
where the surface runoff accumulates and flows under low velocity to the creek channel. This
channel is characterized by hydrophytic vegetation using the facultative neutral test. However
there are no hydric soils or wetland hydrology associated with this site. Therefore, this channel
is characterized as a Waters of the U.S., and a Streambed.

Environmental Consequences: Build Alternative
The Build Alternative will temporarily disturb 0.2 acre of wetlands in Rheem Creek. It will
permanently eliminate 0.32 acre of waters of the U.S. in the unnamed drainage feature that runs
parallel to the UPRR tracks on the east side. Mitigation is proposed below to offset these
impacts. Regulatory permits will be obtained from the USACE (404 Permit), RWQCB (401
Certification) and CDFG (1602 Streambed Alteration Agreement).

Construction Impacts
During construction of the track high fill across the project alignment, a temporary crossing of
Rheem Creek channel will be installed to transport the fill material across the site from Giant
Road. Once completed, this temporary crossing will be removed and the new bridge will be
installed and the disturbed channel area will be revegetated with native species comparable to
the existing plant community in the unlined portion of the channel. Approximately 0.2 acres of
the wetlands in Rheem Creek will be temporarily affected by construction of the crossing.

No-Build Alternative
The No-Build Alternative has no potential to disturb any wetland resources on the project site.
There would be no indirect impacts on wetland resources if this alternative is selected.

Avoidance, Minimization and/or Mitigation
 Mitigation for impacts to jurisdictional waters of the United States and State shall be offset

by either or both of the following measures: (a) acquisition of wetland mitigation credits from
an authorized wetland mitigation bank in the general area of the project at a ratio of 2:1 for
each acre lost; and (b) revegetating the area adjacent to the eastside of the new track, not
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directly adjacent to the track but within the new track alignment, with a comparable set of
native wetland plants as presently occurs within the proposed alignment. This requirement
shall be memorialized in the 1602 Streambed Alteration Agreement, 404 Permit and
401 Certification obtained for this project prior to disturbing the wetland habitat that occurs
within the project alignment.

 Prior to disturbing the Rheem Creek channel, BNSF shall identify the local native plants that
can be used to revegetate the channel following disturbance by the temporary construction
activities. The channel shall be returned to pre-disturbance conditions and the soft bottom
of the channel shall be revegetated with native plants that already occur within the channel.
The revegetation shall be completed prior to the first rainfall following completion of
construction activities.

2.3.3 Plant Species

Regulatory Setting
The USFWS is responsible for the protection of federally listed special-status plant species.
“Special-status” species are selected for protection because they are rare and/or subject to
population and habitat declines. “Special status” is a general term for species that are afforded
varying levels of regulatory protection. The highest level of protection is given to species that
are formally listed or proposed for listing as endangered or threatened under the Federal
Endangered Species Act (FESA). Please see the Threatened and Endangered Species section
in this document for detailed information regarding these species. This section of the document
discusses all federally protected special-status plant species, including USFWS candidate
species.

The regulatory requirements for FESA can be found at United States Code 16 (USC), Section
1531, et. seq. See also 50 CFR Part 402.

Affected Environment

Urban/ Disturbed
This community occurs at the top of the slopes and in disturbed areas. The community is
characterized by storksbill (Erodium cicutarium), foxtail chess (Bromus madritensis), wild oats
(Avena barbata), ripgut brome grass (Bromus diandris), and foxtail fescue (Vulpia myuros).
Other species occurring in this community are short-pod mustard (Brassica geniculata), barley
(Hordium vulgare), Amsinckia sp., and star thistle (Centaurea melitensis).

Wetlands in Rheem Creek
Wetlands have the potential to be temporarily impacted within the project's BSA. They are
typically dominated by erect, rooted, herbaceous hydrophytic plant species adapted to growing
in conditions of prolonged inundation. Common plant species present in this wetland type
include cattails (Typha spp.) and Wild-berry (Rubus sp.) This seasonally flooded freshwater
wetland supports ponded or saturated soil conditions during winter and spring and is dry
through the summer and fall until the first substantial rainfall. The vegetation is composed of
wetland generalists, such as hyssop loosestrife (Lythrum hyssopifolia), cocklebur (Xanthium
spp.), and Italian ryegrass (Lolium multiflorum) that typically occur in frequently disturbed sites,
such as along streams.
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Riparian/Streambed in unnamed channel
This channel on the east side of the UPRR tracks is characterized as a highly disturbed
drainage ditch that has spotty areas of Wild-berry (Rubus sp.) and willow trees (Salix sp.), and
then other patches of non-native grasses and little or no vegetation.

A list of special-status plant species from the U.S Fish and Wildlife Service is included in
Chapter 3.

Environmental Consequences: Build Alternative
Although the project area of impact contains some riparian/wetland habitat that could support
sensitive plant species, there are no sensitive plant species located anywhere on the project
site. Therefore, the proposed project has no potential to adversely affect any sensitive plant
species or resources.

Construction Impacts
No special-status plant species will be affected during construction.

No-Build Alternative
The No-Build Alternative has no potential to adversely affect any plant species or resources on
the project site. There would be no indirect impacts on sensitive or protected plant species if
this alternative is selected.

Avoidance, Minimization and/or Mitigation Measures
Because the proposed project will not adversely affect any sensitive plant species or resources,
no avoidance, minimization or mitigation measures are required.

2.3.4 Animal Species

Regulatory Setting
Many state and federal laws regulate impacts to wildlife. The USFWS and the National Oceanic
and Atmospheric Administration’s National Marine Fisheries Service (NOAA Fisheries Service
are responsible for implementing these laws. This section discusses potential impacts and
permit requirements associated with animals not listed or proposed for listing under the federal
Endangered Species Act. Species listed or proposed for listing as threatened or endangered
are discussed in the Threatened or Endangered Species section below. All other federally
protected special-status animal species are discussed here, including USFWS or NOAA
Fisheries Service candidate species.

Federal laws and regulations pertaining to wildlife include the following:

 National Environmental Policy Act
 Migratory Bird Treaty Act
 Fish and Wildlife Coordination Act

Affected Environment

Urban/ Disturbed
This community occurs at the top of the slopes and in disturbed areas. Due to the chronic
disturbances as well as a recent burn within the proposed alignment, this area does not support
a diverse fauna. The most common animal species observed on the site were dogs (Canis
lupus familularis) and beachy ground squirrels (Otospermophilus beecheyi). Other common
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species include western meadowlark (Sturnella magna), cottontail rabbits (Sylvalegus audo-
bonii), and mourning doves (Zenaida macroura).

A list of special-status animal species from the U.S Fish and Wildlife Service is included in
Chapter 3.

Environmental Consequences: Build Alternative
Although the BSA contains some riparian/wetland habitat that could support sensitive animal
species, there are no special-status animal species located anywhere on the project site.
Therefore, the proposed project has no potential to adversely affect any special-status animal
species.

Construction Impacts
Temporary noise and construction activities within the BSA may preclude or disrupt nesting in
these areas. Avoidance measures are provided below to ensure that there will be no loss of
nesting birds.

No-Build Alternative
The No-Build Alternative has no potential to adversely impact any special-status animal species
or resources on the project site. There would be no indirect impacts on special-status or
protected animal species if this alternative is selected.

Avoidance, Minimization and/or Mitigation Measures
Because the proposed project will not adversely impact any special-status animal species or
resources, no avoidance, minimization or mitigation measures are required. However, due to
the potential for native birds to occupy the site during nesting season, measures are identified
below to avoid impacts to birds protected by the Migratory Bird Species Act.

 Any grubbing or clearing will be conducted outside of the bird-breeding season of February
15th through September 1. If this is not possible, a qualified biologist must perform a pre-
construction survey for active migratory bird nests. Caltrans biologists require 10 - 15 days
notice before clearing and grubbing. If no active nests are located, the tree removal or
trimming will occur within three days of the survey. The contractor will not remove or trim
any tree containing an active nest. Field surveys will be completed no more than two weeks
before beginning construction during the migratory bird-nesting season from February 15 to
September 1. A report of findings will be provided to the California Department of Fish and
Game if construction in the vicinity of bird nests must be conducted during nesting season.
If nesting birds are located within or adjacent to construction areas, construction will be
redirected to other locations until such nests are abandoned.

2.3.5 Threatened and Endangered Species

Regulatory Setting
The primary federal law protecting threatened and endangered species is the Federal
Endangered Species Act (FESA): 16 United States Code (USC), Section 1531, et seq. See
also 50 Code of Federal Regulations (CFR) Part 402. This act and subsequent amendments
provide for the conservation of endangered and threatened species and the ecosystems upon
which they depend. Under Section 7 of this act, federal agencies, such as the Department, as
assigned by the Federal Highway Administration (FHWA), are required to consult with the U.S.
Fish and Wildlife Service (USFWS) and the National Oceanic and Atmospheric Administration’s
National Marine Fisheries Service (NOAA Fisheries Service) to ensure that they are not
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undertaking, funding, permitting, or authorizing actions likely to jeopardize the continued
existence of listed species or destroy or adversely modify designated critical habitat. Critical
habitat is defined as geographic locations critical to the existence of a threatened or endangered
species. The outcome of any Section 7 consultation is concurrence on a “not likely to adversely
affect” (informal consultation) or “likely to adversely affect” (formal consultation). Formal
consultation results in the resource agency issuing a Biological Opinion with an Incidental Take
Statement. If the action agency determines that there is “no effect,” consultation is not required.
Section 3 of FESA defines take as “harass, harm, pursue, hunt, shoot, wound, kill, trap, capture
or collect or any attempt at such conduct.”

Another federal law, the Magnuson-Stevens Fishery Conservation and Management Act of
1996, as amended, was established to conserve and manage fishery resources found off the
coast, as well as anadromous species and Continental Shelf fishery resources of the United
States, by exercising (A) sovereign rights for the purposes of exploring, exploiting, conserving,
and managing all fish within the exclusive economic zone established by Presidential
Proclamation 5030, dated March 10, 1983, and (B) exclusive fishery management authority
beyond the exclusive economic zone over such anadromous species, Continental Shelf fishery
resources, and fishery resources in special areas.

Affected Environment
The results of this survey and evaluation of listed species are that no listed or sensitive species
or their associated habitats are present within the proposed alignment. The vast majority of the
project area is disturbed vacant field.

Environmental Consequences: Build Alternative
Although the BSA contains some riparian/wetland habitat that could support threatened or
endangered species, there are no such species located anywhere on the project site.
Therefore, the proposed project has no potential to adversely impact any threatened or
endangered plant or animal species or resources. Based on these findings, the proposed
project will have “no effect” on any federally listed species and it will not be necessary to obtain
an Incidental Take Statement for this project.

Construction Impacts
No threatened or endangered species would be affected by construction.

No-Build Alternative
No threatened or endangered species occur within the BSA. The No-Build Alternative has no
potential to adversely impact any threatened or endangered species or resources on the project
site. There would be no indirect impacts on threatened or endangered species if this alternative
is selected.

Avoidance, Minimization and/or Mitigation Measures
Because the proposed project will not adversely impact any threatened or endangered species
or habitats, no avoidance, minimization or mitigation measures are required.

2.3.6 Invasive Species

Regulatory Setting
On February 3, 1999, President Clinton signed Executive Order 13112 requiring federal
agencies to combat the introduction or spread of invasive species in the United States. The
order defines invasive species as “any species, including its seeds, eggs, spores, or other
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biological material capable of propagating that species, that is not native to that ecosystem
whose introduction does or is likely to cause economic or environmental harm or harm to human
health.” The California noxious weed list can be used to define the invasive plants that must be
considered as part of the analysis for this project.

Affected Environment
The majority of the project site is disturbed and these portions of the alignment contain a
number of invasive species, including noxious weeds as described in Section 2.3.1 through
2.3.4 above.

Environmental Consequences: Build Alternative
The project location is in an urbanizing area at the edge of developed industrial and residential
areas. The project alignment is already infested with invasive species in the vicinity of and
within the project alignment. The implementation of the project will result in the removal of
vegetation and habitat, such that occupation by invasive species will be reduced. Ongoing
maintenance by BNSF controls invasive weed species and the same maintenance program will
be implemented along the connector track alignment. Any future landscaping along the track
alignment to control long-term erosion potential must utilize low-growing native plant species.
With implementation of BNSF standard landscape management practices, the proposed project
will not increase invasive species.

Construction Impacts
Construction of the project could introduce additional invasive species into the project alignment
or spread invasive species already in the project alignment. However, standard landscape
management practices described above and minimization measures summarized below would
control the spread of invasive species.

No-Build Alternative
The No-Build Alternative would have no effect on invasive species.

Avoidance, Minimization and/or Mitigation Measures
In compliance with the Executive Order on Invasive Species, E.O. 13112, and subsequent
guidance from the Federal Highway Administration, the landscaping and erosion control
included in the project will not use species listed as invasive species. In areas of particular
sensitivity, extra precautions will be taken if invasive species are found in or adjacent to the
construction areas. These include the inspection and cleaning of construction equipment and
eradication strategies to be implemented should an invasion occur.

2.4 Cumulative Impacts

Regulatory Setting
Cumulative impacts are impacts on the environment that result from the incremental impact of a
proposed project together with the impacts of other past, present and reasonably foreseeable
future projects. Cumulative impacts can result from individually minor but collectively significant
impacts taking place over a period of time.

Cumulative impacts on resources in the project area may result from the impacts of the
transportation project together with other past, present, and reasonably foreseeable projects
such as residential, commercial, industrial, and other development, as well as from agricultural
activities and the conversion to more intensive types of agricultural cultivation. Such land use
activities may result in cumulative effects on a variety of natural resources such as species and
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their habitats, water resources, and air quality. Additionally, they can also contribute to
cumulative impacts on the urban environment such as changes in community character, traffic
volume and patterns, increased noise, housing availability, and employment.

Cumulative impacts are best evaluated at a geographic scale that reflects their extent and
likelihood of occurrence, such as a watershed or air basin, and must not be artificially limited to
jurisdictional boundaries. Additionally, different resources may have different cumulative impact
areas.

A definition of cumulative impacts, under NEPA, can be found in 40 CFR, Section 1508.7 of the
CEQ Regulations.

Affected Environment
The connector rail alignment is located within an area that has historically been developed and
used for industrial land uses. The alignment is bounded by Giant Road on the east, Parr
Boulevard on the south, the UPRR tracks on the west, and industrial development and the
elevated Richmond Parkway on the north. Thus, the site and surrounding area have been
developed and used for industrial purposes for many years. For the cumulative impact analysis,
past projects are represented by the existing land uses. A field review of the area surrounding
the project area did not identify any additional current development underway within this
expanded area. A review of applications for permits with the cities of Richmond and San Pablo
did not identify any other proposed projects within the general project vicinity. However, during
the comment period on the Environmental Assessment, the East Bay Regional Parks District
(EBRPD) submitted comments regarding the implementation of the “Breuner Marsh Restoration
and Public Access Project” (Breuner Marsh Project). Please see Chapter 3, Comments and
Coordination. This project is located approximately one-quarter mile to the northwest of the
proposed Richmond Rail Connector project alignment. The Rheem Creek channel functions as
the approximate southern boundary of the Breuner Marsh restoration site. This project will
remove existing site facilities; excavate new channels; regrade the site; restore habitat; install
two new trails; establish public access to the property; and provide long-term recreation.
Demolition and mass grading (approximately 110,000 cubic yards) are expected to start in the
summer of 2013 and the project is expected be completed and open to the public in 2015.

Environmental Consequences
As identified at the beginning of Chapter 2, the project will not affect the following resources:
coastal zone, wild and scenic rivers, farmlands, geology, soils or paleontology. Therefore, the
project will not have a cumulative adverse effect on any of these resources.

In addition, as discussed earlier in Chapter 2, the proposed project would not adversely affect
the following issues: existing and future land use, consistency with state, regional and local
plans, community character and cohesion, growth, parks and recreation, utilities and emergency
services, aesthetics, traffic and transportation, hydrology, water quality, storm water runoff, air
quality, emergency services, animals, plants or threatened and endangered species.

Possible cumulative effects are discussed below for cultural resources, environmental justice,
floodplain, hazardous waste/materials, noise and wetlands.

Cultural Resources

No archaeological or historic resources were discovered in the project’s Area of Potential
Effects (APE). However, the APE is close to a number of known Native American shell mounds
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where numerous human burials and artifacts were discovered and correspondence with Native
American tribes suggest that similar cultural resources may be present in the APE. The project
does not include substantial excavation below the existing disturbed ground surface, though. In
addition, if cultural materials are discovered during construction, all earth-moving activity within
and around the immediate discovery area will be diverted until a qualified archaeologist can
assess the nature and significance of the find.

The Breuner Marsh Restoration Project identified a potential to unearth archaeological
resources at a known site. However, they will protect the site as an environmentally sensitive
area and with archaeological monitors. To protect possible undiscovered archaeological
resources, the Breuner Marsh Project has mitigation measures in place comparable to those for
the Richmond Rail Project. Therefore, the proposed project would not contribute to any
cumulative impacts on cultural resources.

Environmental Justice

The only cumulative effect identified on the environmental justice community is the 1 dB
increase in noise impacts related to shifting BNSF trains to the UPRR track segment between
Parr Boulevard and Stege. This change in noise level is evaluated in detail in the Noise Section
(2.2.5) of this document and determined to be a moderate impact at the Chesney Road at-grade
crossing due to horn noise. The cumulative analysis concluded that this impact does not
require abatement, because no reasonable abatement is feasible at this location. The City of
Richmond and the City of San Pablo may wish to independently seek to establish a quiet zone
at this location.

The Breuner Marsh Project does not pose any environmental justice issues as it consists of
restoring wetland habitats and providing public access to a presently unoccupied area.
Therefore, the implementation of these two projects does not create cumulative impacts related
to environmental justice.

Floodplain

Rheem Creek and the western portion of the project site are located within the 100-year
floodplain. Where fill is placed to attach the new rail connector to the existing UPPR track, the
existing swale will be replaced by a 42-inch culvert. All existing drainage culverts or boxes will
be installed at the same or comparable sizes as the existing ones. The project will also be built
on fill, which is not impervious. In addition, the new bridge over Rheem Creek will clear span the
channel and be placed above the 100-year flood zone.

The proposed project has been designed with minimal increase in impervious surface within the
Connector Track alignment. This design combined with the essentially flat topography of the
site and overall lack of runoff from the project area results in this project not causing a
substantial increase in the flow of Rheem Creek downstream from the project site. Since the
runoff volume will not be substantially altered, the proposed project has no potential to increase
the volume of flow in Rheem Creek downstream across the Breuner Marsh site,

The Breuner Marsh Project proposes adding a pedestrian bridge over Rheem Creek. The East
Bay Regional Park District (EBRPD) will ensure the bridge complies with the City of Richmond’s
and Contra Costa County Flood Control and Water Conservation District’s floodplain
management regulations. This will include 100-year flood elevation freeboard requirements, as
well as the location of bridge abutments and channel bank protection requirements. The
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EBRPD will also obtain grading and building permits and complete final design review for the
parking area and restroom in the floodplain.

Since the Richmond Rail Project will not increase the base floodplain elevation or permanently
alter the Rheem Creek channel and the Breuner Marsh Project will comply with floodplain
management requirements, the proposed project will not have a cumulative effect on the
floodplain.

Hazardous Waste/Materials

A portion of the project site was contaminated in the past and the contamination has been
remediated to allow industrial development. As part of the remediation, the contaminated area
was capped with clean soil. The proposed connector track project will protect the existing cap
and the use of the site to support rail operations is consistent with the allowed uses. Since this
project is not designed to support additional train operations, the installation of the connector
track does not increase the potential for a train accident and a related spill of hazardous
materials being transported by trains. However, during construction petroleum products will be
used to support construction activities, and a potential for accidental release of hazardous
materials does exist. Specific measures have been incorporated into the project to minimize the
potential for damage to the environment or to human health from such an accidental spill of
hazardous materials. In summary, the proposed project does not include removal of any soil
from the site and the construction program is designed to protect the cap over the contaminated
site so no contaminated material will have to be removed from the site for disposal.

The Breuner Marsh Project is near an underground Shell pipeline on the eastern side the
project site. In addition, it’s possible that excavated soil may be contaminated from former
pipeline leaks or lead and other metals. The project will avoid placing fill within 10 feet of a
pipeline and avoid excavation within 25 feet if possible. Any contaminated soils will be tested. If
soils are found to have contamination above regulatory limits, the soil will either be excavated
and removed, or capped and buried in place according to standards.

With the precautions taken by both projects, no cumulative impacts will occur relating to
hazardous waste or materials.

Noise and Vibration

As described for air quality, noise and vibration issues are also inherently cumulative in nature.
Individual emissions of sound from a stationary or mobile source combine with the other sound
generators in the immediate area to create a composite or integrated level of sound/noise.
Within the immediate project area the number of train operations will not be increased, so the
overall sound and vibration level in the project area will not increase. Thus, the project will not
cause any change to the cumulative noise environment at the project location.

Along the existing BNSF route, from the project area south through downtown Richmond to
Stege, there will be fewer trains and therefore less overall noise within the existing BNSF
corridor. From the project area south to Stege on the UPRR tracks, up to 2.4 train trips will be
added to the existing average number of 50 trains per day. The additional trains on the UPRR
corridor will increase the existing cumulative noise level by less than 1 dB. The rail corridor from
the rail connector is bounded by industrial uses except at one at-grade road crossing location
where the increased horn noise between the current condition and the modeled future condition
is approximately 1 decibel. This increase in sound level is undetectable. However, because of
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the existing noise levels, guidelines from the Federal Railroad Administration consider this a
moderate impact. Operational noise minimization or attenuation measures were evaluated and
determined to be infeasible for the affected residences. Please refer to the detailed noise
discussion in Section 2.2.5.

Once the Breuner Marsh Project is completed, the main noise sources would be car arrivals and
departures, conversations, and foot or bicycle traffic. It would not contribute notable noise levels
to the existing conditions. Therefore, there would be no cumulative long-term noise impacts
from the proposed project combined with the Breuner Marsh Project.

Construction activities at Breuner Marsh and the proposed project site will overlap. However,
due to the high background noise in this transportation corridor and the distance between the
two areas of construction, none of the daytime construction activity noise will exceed the
background noise levels at the nearest residential areas, Parchester Village and the residences
along the east side of Giant Road. No night-time construction activities are proposed for either
project. Based on these factors, no adverse short-term cumulative noise impacts will occur
during these overlapping construction activities.

Wetlands and Other Waters

The majority of the connector track alignment crosses a highly disturbed natural community that
has low habitat value. The proposed connector track will temporarily affect about 0.2 acre of
Rheem Creek channel that contains some wetland vegetation, but no listed or sensitive species.
The new track will also eliminate about 0.32 acre of Waters of the U.S. located adjacent to the
UPRR tracks. However, onsite mitigation will offset the temporary loss of wetland habitat in
Rheem Creek and acquisition of offsite wetland habitat at a mitigation bank will be acquired to
compensate for the onsite loss of Waters of the U.S.

The main purpose of the Breuner Marsh Project is to restore and enhance 30 acres of tidal
marsh wetlands. Therefore, after mitigation, the proposed connector track project will not
contribute to a cumulative impact on wetlands or other waters.
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CHAPTER 3 Comments and Coordination

Early and continuing coordination with the general public and appropriate public agencies is an
essential part of the environmental process to determine the scope of environmental
documentation, the level of analysis, potential impacts and mitigation measures, and related
environmental requirements. Agency consultation and public participation for this project have
been accomplished through a variety of formal and informal methods, including project
development team meetings and interagency coordination meetings. This chapter summarizes
the results of Caltrans’ efforts to identify, address, and resolve project-related issues through
early and continuing coordination.

Several project development team meetings have been held to date with representatives from
various branches within Caltrans. Project development team meetings have occurred since the
project’s inception in 2009. The initial consultations on this project were held with BNSF Railway
staff and Caltrans Division of Rail staff. Participants in this process included Mr. Walt Smith and
Mr. John Fleming of BNSF and Mr. Bruce Roberts of Caltrans Division of Rail. These
consultations have continued over the past two years on a periodic basis.

Mr. Kevin Osmun of LOR Geotechnical compiled the Phase 1 Environmental Site Assessment.
In developing the construction management guidelines for installing the Richmond Rail
Connector across the former Cooper Chemical Company Brownfield, Mr. Osmun has been
coordinating with Mr. Claude Jemison at the Department of Toxic Substances Control (DTSC)
Brownfields and Environmental Restoration Program. This coordination was conducted during
the last quarter of 2011 and is ongoing into 2012.

In developing the cultural resources report extensive consultation has occurred between Mr. B.
Tom Tang and local agencies, historical societies and Native Americans. Contacts and
discussions have been held with the following groups.

Local Agencies: Richard Mitchell, Planning Director, City of Richmond; and
Maureen Toms, Supervisor, Department of Community
Development, Contra Costa County

Local Historical Societies: Mildred Dornan, President, Point Richmond History Association;
and El Cerrito Historical Society

Native Americans: Dave Singleton, Native American Heritage Commission; Jean-
Marie Feyling, Amah/Mutsun Tribal Band; Irene Zwierlein,
Chairperson, Amah/Mutsun Tribal Band; Ann Marie Sayers,
Chairperson, Indian Canyon Mutsun Band of Costanoan;
Rosemary Cambra, Chairperson, Muwekma Ohlone Indian Tribe
of the San Francisco Bay Area; Andrew Galvan, The Ohlone
Indian Tribe; Ramona Garibay, Representative Trina Marine
Ruano Family; Jakki Keli, Ohlone/Costanoan; Katherine Erolinda
Perez, Ohlone/Costanoan Northern Valley Yokuts/Bay Miklok; and
Linda G. Yamane, Ohlone/Costanoan.

No pre-historic archaeological resources were identified in
response to these communications, but several of the
respondents suggested Native American monitoring during
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construction. Since Native Americans have not previously
identified resources at this location and excavation will be minimal,
they will be briefed on the project through the appropriate
channels.

In order to compile information regarding current train operations, representatives of both BNSF
and UPRR were contacted to obtain this information. Contacts with the staffs of these two rail
companies were conducted in early January 2012.

The USFWS was contacted to obtain a sensitive species list and this list was integrated into the
presence absence table compiled in the Natural Environmental Study Minimal Impacts
(Appendix 1).

A Public Notice on “Notice of Availability/Notice of Intent to Adopt a Mitigated Negative
Declaration, Notice of Availability of Environmental Assessment, and Announcement of Public
Meeting for the Proposed Richmond Rail Connector Project” was published on September 16,
2012 in the Contra Costa Times (in English) and the El Mensajero (in Spanish). The Public
Meeting was held on October 2, 2012 from 6:00 – 8:00 p.m. in the Bermuda Room at the
Richmond Convention Center located at 403 Civic Center Drive, Richmond, CA 94804. No one
from the public attended this meeting.

The Public Notice and copies of the Environmental Assessment and the Initial Study were made
available at the City of Richmond Central Library located at 325 Civic Center Plaza, Richmond,
CA 94804 and the San Pablo Library located at 2300 El Portal Drive, Suite D, San Pablo, CA
94806. Copies were also sent to the City of San Pablo (c/o Library) at 13831 San Pablo
Avenue, San Pablo, CA 94806. In addition, the environmental documents were available online
at http://www.dot.ca.gov/dist4/envdocs.htm.

The following pages are the Comment Letters from the EA and IS and Responses to those
Comments.

http://www.dot.ca.gov/dist4/envdocs.htm




RESPONSES TO COMMENTS
LETTER #1

OFFICE OF PLANNING AND RESEARCH, STATE CLEARINGHOUSE

1-1 This is an acknowledgment letter verifying that the State Clearinghouse submitted the
Initial Study and proposed Mitigated Negative Declaration to selected state agencies for
review, and that one state agency submitted comments through the Clearinghouse by
the close of the review period on October 16, 2012. The State Clearinghouse assigned
this project the following tracking number, SCH#2012982932. This letter is for infor-
mation only and does not require additional formal response.





RESPONSES TO COMMENTS
LETTER #2

DEPARTMENT OF CALIFORNIA HIGHWAY PATROL

2-1 Thank you for taking time to review the environmental document and letting us know the
proposed project will not affect the California Highway Patrol.







RESPONSES TO COMMENTS
LETTER #3

SAN FRANCISCO BAY REGIONAL WATER QUALITY CONTROL BOARD

3-1 Discussion of permit requirements, including the requirement to obtain a 401
Certification, is provided in Section 2.3.2 under the Regulatory Section and
Environmental Consequences Section of the EA and page 26 of the IS. We have also
revised the sentence you referred to in your comment, which is under Avoidance,
Minimization and Mitigation Measures, to include the 401 Water Quality Certification.

3-2 Rheem Creek is a federal flood control channel constructed by the U.S. Army Corps of
Engineers and maintained by the Contra Costa County Flood Control and Water
Conservation District (FC District). The Rheem Creek channel onsite is a vertical side
walled channel across the proposed track alignment (not concrete) and the channel
bottom may be considered degraded. According to the Contra Costa Flood Control and
Water Conservation District, the creek was designed to contain storm runoff flows of
about 800 cubic feet per second and does not have the capacity to convey storm flows
from 100-year storm events. Revegetation will take place in Rheem Creek for mitigation
of temporary impacts. Due to the limited capacity of the channel, though, it is possible
that neither the Corps nor the FC District will allow revegetation of the channel as
mitigation for permanent impacts because it would decrease capacity of the Rheem
Creek channel. However, during acquisition of the three regulatory permits (404, 401
and 1602), BNSF will explore onsite mitigation for permanent impacts as an alternative
to acquisition of offsite mitigation banking credits. We will confer with the U.S. Army
Corps of Engineers (through the 404 process) and with the District regarding this issue
as part of the requirement to obtain an encroachment permit. The 401 permit application
will include the discussion requested in this comment.





RESPONSES TO COMMENTS
LETTER #4

EAST BAY MUNICIPAL UTILITY DISTRICT

4-1 It is standard for all utilities to be identified prior to initiating construction, but it helps to
have the utility companies identify those underground utilities of concern. This input is
appreciated. At this time it appears that the BNSF Railway Company will oversee
construction of the new connector track. BNSF will contact the District and submit the
engineering drawings for review and approval. Since there is very little excavation
associated with this proposed project, it may be possible to leave the water lines in
place, but this will be determined during consultations with the Utility District. BNSF will
work with EBMUD to ensure any concerns are addressed and if it is necessary to move
the water mains that there is no interruption in service.



















RESPONSES TO COMMENTS
LETTER #5

EAST BAY REGIONAL PARK DISTRICT

5-1 Thank you for submitting comments on the Environmental Assessment. We have added
East Bay Regional Park District to our Distribution List.

Section 4(f) applies to a publicly owned park that is open to the public when a
transportation project that receives federal funds “uses” the park. Section 4(f) defines
use as one of the following:

1) The first type of use occurs when parkland is permanently incorporated into a
transportation facility. This use applies when property protected by Section 4(f) is
purchased for the project or when permanent access it acquired for maintenance or
other transportation-related purposes.

2) The second type of use is known as temporary occupancy. This applies when park
land, in whole or in part, is required for project construction-related activities.

3) The last type of use is called constructive use. A constructive use occurs when the
proximity impacts of a proposed project adjacent to, or nearby, a Section 4(f)
property result in substantial impairment to the property's activities, features, or
attributes that qualify the property for protection under Section 4(f). As a general
matter this means that the value of the resource, in terms of its Section 4(f) purpose
and significance, will be meaningfully reduced or lost.

Point Pinole Regional Shoreline is located approximately one mile northwest of the
project site. No land from the park will be required either permanently or temporarily for
the proposed project. Therefore, the first two types of use under Section 4(f) do not
apply.

Constructive use would only apply if proximity impacts, such as traffic, noise or water
quality, substantially interfere with activities, features or attributes of the park. Please
see Responses 5-2, 5-3, 5-4 and 5-8, which explain why the proposed project will not
result in a constructive use. Since the proposed project will not use Point Pinole
Regional Shoreline according to any of the three definitions of use, Section 4(f) does not
apply.

5-2 The main construction activity that will affect traffic is delivery of fill for the connector
track and the turnout pad. Fill for the connector track will be delivered over 10 days and
fill for the turnout pad will be delivered over 5 days. Over these 15 days, there will be an
estimated 54 truck trips per day. This equates to a maximum of about 8-10 truck trips
per hour, or less than one truck trip every six minutes. BNSF indicates that it will not
schedule deliveries for weekends and will also not work within local roadways on
weekends, except in an emergency. The three roads that would be most affected by
these deliveries include John Avenue and Collins Avenue right at the Richmond
Parkway overpass and Parr Boulevard where it crosses the Union Pacific Railroad
tracks. These are primary access points to the proposed track alignment and when fill is
being delivered these roadways will require traffic management. Flagpersons on Giant
Road will also be occasionally required to control access to the site at John Avenue.
The worst-case traffic delay on Giant Road would be for no more than 5 minutes at the



John Avenue/Giant Road intersection where construction vehicles would enter the
project site. The purpose would be to ensure safety of traffic as trucks going northbound
on Giant Road turn left at John Avenue. Based on the above information and the
distance from the park, the proposed project will have no substantial effects on park
traffic. However, based on this comment, the construction contractor will be required to
notify the District before the start of deliveries and if any delays or other traffic
management requirements will occur on Giant Road. The BNSF project engineer will
also coordinate with the District to avoid deliveries during any events.

5-3 Construction noise impacts are described and analyzed on pages 61 through 72 of the
EA and pages 56 through 65 of the Initial Study. As noted in Response 5-1, Point Pinole
Regional Shoreline is located approximately one mile northwest of the project site. The
closest residences on the south end of Parchester Village are located about one-quarter
mile or 1,320 feet from the project site. Noise attenuates at approximately 6 decibels per
doubling of distance. With a potential 85-dB level of construction noise at 50 feet from
the construction equipment, the construction noise level would be 52 dB at 1,600 feet
from the site and 46 dB at one-half mile from the site. Given that background sound
levels in Parchester Village are already above 60 decibels, the proposed project
construction activities would be barely audible, if at all. No construction will occur at
night. Point Pinole Regional Shoreline is even further away from the project area and
background sound levels at the Shoreline are approximately 70 decibels.

In addition, there is no proposal to conduct any pile driving or major excavations. The
new high fill will be installed above the existing ground surface using standard
construction equipment. Based on these data, no adverse project-related construction
noise will adversely impact Point Pinole Regional Shoreline or Parchester Village.

5-4 As stated above, Point Pinole Regional Shoreline is about one mile northwest of the
project area. Rheem Creek is also south of park and flows to San Pablo Bay. Upstream
of the project site, Rheem Creek flows in a concrete channel. In the project area,
however, the channel consists of a vertical walled earthen channel with degraded
wetland vegetation. Under current conditions, no runoff enters the project area from the
east due to the BNSF tracks, except via Rheem Creek. The only runoff on this
extremely flat parcel of land (defined by Giant Road and the BNSF tracks on the east;
the UPRR tracks on the west, Parr Boulevard on the south and the existing industrial
development beneath Richmond Parkway on the north) is generated within the bounds
of the parcel that flows to the west, intercepts the UPRR tracks and then flows north to
Rheem Creek adjacent to the track highfill. Please refer to the Hydrology Exhibit in
Attachment 2. Due to the very flat topography and lack of impervious surface along the
connector track alignment, very little runoff occurs from the project site. The industrial
development south of the project site does contain impervious surfaces and generates
runoff that flows along the east side of the UPRR tracks into the Rheem Creek channel.

Installation of the proposed Richmond Connector Track will not create a major
impervious surface nor will it substantially change the slope of the property. Equalization
culverts will be installed to allow runoff on the east side of the BNSF tracks to continue
flowing west to the UPRR tracks and thence north into Rheem Creek. No substantial
increase in runoff from this area will result from installation of the Richmond Connector
Track. Where the new connector track meets the UPRR tracks, a new 48-inch culvert
will be installed to carry surface runoff beneath the new track highfill. This will convey
the existing surface runoff from the industrial area to the Rheem Creek channel.



Based on the information above, there will be only a slight increase in runoff, if any, from
the proposed project and drainage patterns will not change.

Regarding water quality, during construction any runoff from construction areas will be
managed under a Stormwater Pollution Prevention Plan (SWPPP) that will prevent
sediment from leaving the construction site and causing downstream degradation of
water quality or erosion. Refer to Attachment 1 to these responses to comments. It lists
the specific SWPPP Best Management Practices (BMPs) being considered for this
project. After the Richmond Connector Tract is completed, it will be operated and
maintained in the same way as the existing UPRR and BNSF tracks. See Response 5-6
for a maintenance description. There will be no increase in train traffic associated with
this proposed project and no change in future operations other than trains being allowed
to connect from one company’s tracks to the other company’s tracks.

Regarding construction activities within Rheem Creek, the objective will be to install two
large corrugated metal pipe culverts within the channel to convey upstream flows without
major modification. The installation of the culverts will occur during a period of no or low
flows in the channel. This can be completed in a day or two. The objective is to install
the culverts to carry low flows and no water diversion is proposed, except within the
channel if necessary. For example, one culvert can be installed and any low flows will
be allowed to pass temporarily on the other side, and then the other culvert will be
installed while any low flows are directed to the installed culvert. Based on low flows
following the storm season, there does not appear to be any need to divert flows beyond
this. No dredging will be required. After the temporary culverts are installed, a crossing
will be installed to allow equipment to bring material required for highfill construction
across the project area. When construction is completed, the temporary culverts will be
removed and the original channel configuration will be restored. The channel floor will be
revegetated using local native plant stock. The new bridge will be anchored outside of
the Rheem Creek channel high water line and installed as a clear span over the creek
channel. Thus, there will be no permanent disturbance of the creek channel under the
proposed construction scenario.

For the onsite restoration of the temporarily disturbed Rheem Creek channel a
restoration plan will be agreed upon with the regulatory agencies and implemented by
the project team until it is accepted by the regulatory agencies. Given the high degree of
disturbance of Rheem Creek channel at this location, the restoration should provide
better quality habitat than currently exists.

During acquisition of the three regulatory permits (404, 401 and 1602), BNSF will also
explore onsite mitigation to offset permanent impacts to waters of the United States and
State of California as an alternative to acquisition of offsite mitigation banking credits.
(See Response 3-2.) However, any restoration of the channel must be in full
conformance with the encroachment permit obtained from the Contra Costa County
Flood Control and Water Conservation District and the U.S. Army Corps of Engineers
San Francisco District Readiness Branch. If onsite mitigation is not possible because of
the limited capacity of the channel, the specific offsite mitigation bank will be determined
during negotiations over the following regulatory permits: U.S. Army Corps of Engineers
404 Permit; Regional Water Quality Board 401 Certification; and California Department
of Fish and Wildlife Streambed Alteration Agreement (1602 Agreement).



Based on the above information, there will be no change in hydrology or water quality
that would affect Point Pinole Regional Shoreline.

5-5 As indicated in the previous response, the proposed project will not substantially
increase the volume or degrade short- or long-term water quality in Rheem Creek
downstream of the project area based on the analysis of the site modifications and the
existing and future topography of the site. Since the proposed project will not cause
substantial changes in these two variables, no change in the downstream hydrology or
water quality will adversely impact that portion of the Rheem Creek channel that crosses
the District’s property. Similarly, no indirect effect from the proposed project is forecast
to adversely impact the California Clapper Rail as all provisions of the Migratory Bird
Treaty Act, including avoidance of nesting birds, will be observed. Vegetation will not be
removed during the breeding season until a biologist conducts a pre-construction survey
and approves any clearing. If active nests are discovered, they will not be disturbed until
the nests are abandoned.

5-6 No maintenance of trains currently occurs on the existing tracks within the project area
and none will occur within the project area in the future. Oil and grease are not used to
maintain tracks. Maintenance consists of preserving the highfill through limited grading,
providing adequate ballast (hard rocks underneath the track and ties), and repairing the
rails, ties and electrical signals as needed. Vegetation adjacent to both the UPRR and
BNSF tracks is already maintained and in most instances it is maintained mechanically.
Along the new connector track vegetation can be maintained using mechanical means,
such as mechanical trimming of weeds and vegetation adjacent to the track. BNSF
would select the most appropriate means of maintaining the vegetation based on the
type of vegetation and encroachment on the track highfill. If at any time in the future
herbicides are considered for use, the type of herbicides used will be short-lived and not
allowed to enter the area drainage system until fully degraded.

5-7 The proposed Richmond Connector Track project was unknown to Caltrans at the time
the scoping letter was submitted; thus, it could not comment on the connector track
project to the District. Section 2.1.2 of the Environmental Assessment (EA), Consistency
with State, Regional and Local Plans has been updated to address consistency with the
Breuner Marsh Project as has Section 10 of the Initial Study.

Breuner Marsh is located approximately one-quarter mile (1,300 feet) west of the
nearest construction area for the rail connector and is separated from the project area by
the existing UPRR tracks and the Richmond Parkway overpass.

The proposed project does not increase the number of train trips within the UPRR and
BNSF corridor. It shifts certain intermodal BNSF trains to the UPRR tracks to minimize
transit through downtown Richmond, which will reduce overall air pollution emissions in
the region. Thus, the train operations remain the same within the rail corridor and this
will not have any long-term adverse effects on the Breuner Marsh Project. The proposed
project is consistent with surrounding land uses, including future improvement and
operation of Breuner Marsh. The background noise level along the UPRR tracks is
75 dBA CNEL. Please refer to the noise section of the Initial Study (IS) or Environmental
Assessment (EA). The background level of noise on Richmond Parkway is estimated to
be between 60 and 70 dBA CNEL. The sound level from construction activities based
on standard sound attenuation will be about 58 dB, which is substantially less than
existing train and automobile noise levels that currently affect the Breuner Marsh site



from UPRR daily rail operations and the Richmond Connector. The sounds from the
construction activities will be audible at the existing eastern Marsh boundary at Rheem
Creek, but will not be as intrusive or adverse as the existing noise levels. In addition,
construction will be completed on the Richmond Rail Connector before Breuner Marsh is
open to the public.

Although the Marsh is not yet developed and open to the public, no land from the park
will be required either permanently or temporarily for the proposed project. Therefore,
the first two types of use under Section 4(f) (refer to response 5-1) do not apply.

Constructive use would only apply if proximity impacts, such as impacts to aesthetics,
traffic, noise or water quality, substantially interfere with the activities, features or
attributes of the Breuner Marsh future public land value. All of the future recreation
facilities and activities at Breuner Marsh will be at ground level including a few small
knolls east of Richmond Parkway and including access to the future Park. The proposed
Richmond Rail Connector track will traverse between the two tracks at an elevation
comparable to the existing BNSF and UPRR highfills. In addition, the elevated Richmond
Parkway overpass over the two railroad tracks dominates the views from the Marsh to
the east, hence any views on the proposed man-made knolls will not have access to the
project site. Since the number of trains will also not increase as a result of the proposed
project, the view to the east will remain equivalent to that which exists at this time. No
change in aesthetic values at Breuner Marsh will be noticeable to viewers from this
location.

The proposed project will not generate any new rail or local road traffic during future
operations. Thus, there is no potential for the future operation of the Richmond Rail
Connector track to affect traffic or access to Breuner Marsh.

UPRR rail operations and Richmond Parkway noise will not be altered by the proposed
project. The same number of trains will continue to use the UPRR tracks adjacent to
Breuner Marsh and daily traffic on the Parkway is expected to continue to increase in the
future based on the City of Richmond’s General Plant Traffic Circulation Element. In the
long-term, intermodal BNSF trains will join or diverge from the UPRR tracks just north of
Parr Boulevard, which is southeast of Breuner Marsh. Therefore, the proposed project
has no potential to measurably alter the future noise environment within the future
Breuner Marsh Park.

The only potential adverse impact on Breuner Marsh is indirectly from stormwater runoff
from the proposed connector track alignment. Similar to the water quality measures
identified for Breuner Marsh on pages 4.8-22 through 4.8-24 (Breuner Marsh Final EIR),
avoidance and minimization measures are mandated for the construction of the new
connector track. General measures for inclusion in the construction Stormwater Pollution
Prevention Plan (SWPPP) are listed in Attachment 1 to these responses. A SWPPP for
this project is nearing completion and will be implemented to prevent substantial
degradation of water quality during construction. Routine long-term best management
practices will also be implemented. A review of the Hydrology Subchapter in the
Breuner Marsh Final EIR (Subchapter 4.8) did not identify any adverse water quality
impacts to the Marsh from existing UPRR or BNSF rail operations. The new connector
track will occur within the same corridor and will not cause proximity impacts such as
increased storm water runoff or a change in drainage patterns.



Therefore, the Richmond Rail Project will not result in any constructive use of Breuner
Marsh. Since the proposed project will not use Breuner Marsh according to any of the
three definitions of use described in Response 5-1, Section 4(f) does not apply to the
Richmond Rail Connector Project.

5-8 Please see Response 5-1, which explains why Section 4(f) does not apply to the
proposed project in relation to Point Pinole Regional Shoreline. Additional explanations
are provided in Responses 5-2, 5-3 and 5-4. An analysis of construction traffic is
provided in Response 5-2. The proposed project will not affect long-term traffic other
than to shorten some delays at grade crossings. An analysis of construction noise is
provided in Response 5-3. Train traffic or capacity in the area of the park, which is north
of the project area, will not change. Therefore, the project will not affect long-term noise
at Point Pinole Regional Shoreline. The proposed project will not have a visual impact
on the park because the new tracks will not be visible on the ground in the park. As
described in Responses 5-4 and 5-5, the volume of surface runoff flows from the project
site will not increase and the SWPPP and best management practices will protect short-
and long-term water quality. No changes in land use will occur within the project area.
Trains already operate in this transportation corridor and they will continue to operate as
in the past. Thus, no impacts to land uses in the park will be affected. The project will
also not create any new demand for public services. No impacts to any biological
resources will occur in Point Pinole Regional Shoreline, which is a mile from the project
area. As described in Response 5-5 and the Biology Sections of the IS and EA
(Sections IV and 2.3, respectively), avoidance measures will be taken to protect nesting
birds. No state or federally threatened or endangered species (plant or animal) are
present in the project area. No historic or archaeological resources were found in the
project area. Please see Section 2.1.3.5 in the EA and Section V in the IS. Please refer
to Response 5-7 for information on the proposed project and the Breuner Marsh Project.









RESPONSES TO COMMENTS
LETTER #6

CITY OF SAN PABLO

6-1 The City will be retained on the notification list and the input from this City will be made
part of the official record for this project.

6-2 This project does not involve any increase in train activity. BNSF averages 18 trains per
day (freight trains) on the tracks immediately west of Giant Road. UPRR averages
50 trains per day (40 passenger trains and 10 freight trains). The proposed Richmond
Connector track will allow an average of 2.4 trains per day on the BNSF track to shift at
the proposed project location to the UPRR track. This will provide more direct access to
the Port of Oakland than traversing through Richmond to the BNSF Intermodal Yard and
then back the UPRR tracks at Stege.

6-3 The City of San Pablo was not referenced because there will be no change in the
number of train operations on the BNSF tracks adjacent to San Pablo. However,
additional information regarding the City General Plan has been included in the land use
discussion in the IS and EA. Please refer to these revised sections of the two
documents. The existing train operations on the BNSF track will remain the same
between John Avenue and the southern terminus of Collins Avenue. From that point
south, the average of 2.4 trains per day will follow the new Richmond Connector track to
the UPRR tracks, slightly reducing overall noise on the City of San Pablo. South of the
connector track, an average of 15.6 trains per day, instead of the current average of
18 trains, will use the BNSF tracks, slightly reducing all train noise in the City of San
Pablo. It will also reduce air emissions on the BNSF tracks, but the overall air emissions
within the immediate corridor will remain the same because there will be no overall
change in train operations within this limited segment of the transportation corridor.
However, overall emissions within the Bay Area will be reduced because the distance
traveled by these 2.4 trains per day (average) will be reduced by several miles because
the re-routed trains will travel straight to the Port of Oakland rather than through the City
of Richmond. The proposed project will also eliminate trains idling along the existing
BNSF tracks and reduce the time vehicles idle at grade crossings in Richmond. This
reduced idling combined with the reduced train miles traveled qualifies the proposed
project for California Congestion Management and Air Quality Improvement funds.

6-4 Train horn issues are discussed, but with reference to the UPRR route. Specifically, the
average of 2.4 trains that would have used the BNSF track will be relocated to the UPRR
track. The train horns will still be blown at the Parr Boulevard, Brookside Drive and
Market Avenue grade crossings, but for these specific trains the horn noise will be
approximately 600 feet to the west on the UPRR tracks, which is farther from the City of
San Pablo than the BNSF tracks. Overall sound impact on the City of San Pablo will be
reduced slightly by implementing the proposed project.

6-5 In accordance with General Plan policy SN-I-41, the proposed project will slightly reduce
train operating noise in the City and the construction noise mitigation measures in the
EA and IS (Sections 2.25 and 11, respectively) are fully consistent with this policy. With
regard to SN-I-42, the City can work with the City of Richmond to approach the
California Public Utilities Commission to establish Railroad Quiet Zones where at-grade



intersections occur within the two cities. Such quiet zones must be funded by the local
jurisdictions and future liability is also assumed by the local jurisdictions. The railroads
do not control this process although they are integral participants. However, this
proposed project will not increase at-grade train horn noise within the City of San Pablo
based on the current proposal to shift an average of 2.4 trains per day to the UPRR
tracks using the connector track project.

6-6 Your comment is noted. The City will be kept informed of this process as it proceeds
through the review process and into construction and implementation.

6-7 Based on our review of the Thomas Guide for Contra Costa County (page 588, 2003),
the BNSF tracks cross over the UPRR tracks just south of Costa Avenue, the southern
boundary of the City of San Pablo. Thus, for all locations the increase of BNSF trains on
the UPRR tracks will be about 600 feet further away from the City of San Pablo, which
means that the western boundary of the city will receive slightly less overall direct noise
from train operations with the project than without it. Again, please refer to Response
6-5 for information on establishing quiet zones.

6-8 Future train operations are independent of this proposed project as they respond to
commercial demand at any given time. We acknowledge that health problems are
associated with diesel fuel combustion byproducts. However, the project will reduce
exposure to these combustion byproducts in San Pablo by reducing the number of trains
along the BNSF tracks. Even if trains increase in the future in response to commercial
activities, the City would be exposed to fewer combustion byproducts with the project
than without it. On the broader level, overall emissions within the general area will be
reduced due to a reduction in the number of train miles under the proposed project and
reduced overall idling of trains and vehicles.

6-9 The drainage pattern will not be modified. The flows across the project area will still be
delivered to the channel on the east side of the UPRR tracks where surface runoff will
continue to flow to Rheem Creek as it does currently. Please refer to the responses to
comment letters 5 and 7 for further discussion of this issue.

Due to the very flat site, the purpose of all but one of the culverts is intended to equalize
the depth of surface runoff on both sides of the track highfill (equalization culvert). The
engineering drawings in Attachment 4 show that three culverts will be installed and one
will be extended. Please refer to the Hydrology Exhibit in Attachment 2. Two 36-inch
equalization culverts will be installed in the middle of the connector highfill between the
BNSF and UPRR tracks. These culverts do not transport large volumes of flow,
particularly on this flat site. The existing 36-inch culvert under the UPRR tracks will be
extended to the west. The only drainage culvert is the 48-inch culvert that will be
installed adjacent to the east side of the UPRR tracks. The existing drainage swale on
the east side of the UPRR tracks currently transports any flows that accumulate in the
project area north to the Rheem Creek channel. Because the new highfill would cut off
the existing flow in the swale, this 48-inch culvert will ensure that the existing flows can
be delivered to the Rheem Creek channel. The flows to and in the existing swale will not
be increased because the project involves a minimal increase in impervious surface and
the existing percolation over the project site will be maintained. Flows on the site will not
become more concentrated because of the proposed project.























RESPONSES TO COMMENTS
LETTER #7

CONTRA COSTA COUNTY FLOOD CONTROL AND
WATER CONSERVATION DISTRICT

7-1 Thank you for the historical information and the Contra Costa County Flood Control and
Water Conservation District (FC District) right-of-way map

7-2 Please refer to the following responses that address the FC District’s specific concerns
and demonstrate that the proposed Richmond Rail Connector Project will not adversely
affect Rheem Creek or the FC District’s operations and maintenance activities.

7-3 Thank you for the background information.

7-4 The Richmond Rail Connector project engineer, J.L. Patterson & Associates Inc. (JLP),
provided the following information regarding evaluation of the proposed rail bridge
across Rheem Creek. JLP reviewed the FEMA FIRM panel, Panel 0226F, and concurs
that the Rheem Creek channel does not have the capacity to convey the 100-year storm
flow of 1,060 cubic feet per second (cfs). However, after further inspection, JLP
determined that based on the FEMA base flood elevations, the flooding occurs approxi-
mately 500 feet downstream of where the proposed rail bridge will be built. This
situation has also been verified by the preliminary HEC RAS study (an independent
stormwater runoff model) that was done for the new bridge. This study shows that the
100-year storm flow is being conveyed within the banks of the channel at the proposed
bridge location. Refer to the HEC-RAS Model and Bridge Elevation Plan (Attachment 2)
confirming the engineer’s findings. The bridge will clear span the creek channel (no
bridge structures will be placed in the channel) and therefore will not increase the base
floodplain elevation. Based on these data, there is no need to improve the Rheem Creek
channel at the rail connector bridge and no mitigation is needed to address this issue.

7-5 To help us respond to this comment, the FC District provided an aerial photo identifying
the current method used to access Rheem Creek channel for maintenance. This aerial
is provided in Attachment 3 of this document. The FC District further indicated the
following: “Our Maintenance Division performs maintenance activities on the reach of
Rheem Creek between the UPRR and Giant Road from 3 to 5 times a year, which
includes our spray crew doing weed abatement…..There is an existing wood bridge
across the creek underneath Richmond Parkway, and this is the location where our
equipment and vehicles cross the creek…..In addition to our Maintenance Division, the
Readiness Branch of the Corps of Engineers performs annual inspections of this federal
flood control facility.” BNSF and Caltrans have reviewed Attachment 3. Based on the
access information in this aerial, BNSF has determined the following:

 First, access to the north side of the Rheem Creek channel will continue along the
existing access route.

 Second, access to the southern side of the Rheem Creek channel, from the UPRR
tracks east to the new rail bridge can also continue along the existing access route.

 Third, BNSF can provide access to the south side of the Rheem Creek channel
between the proposed bridge and the BNSF track and Giant Road (Maintenance



Area B as shown on Attachment 3) within its right-of-way (immediately west of the
BNSF track).

 Fourth, this leaves only the small area on the north side of the Rheem Creek channel
between the proposed track and the existing track. BNSF will commit to provide
access to Maintenance Area A from the west (where access will not be constrained)
across the new track on an as-needed basis. This commitment can be memorialized
when BNSF obtains any encroachment permit from the FC District and Corps.

Based on the above careful review of the access, Caltrans concludes that adequate
access to perform routine and emergency response maintenance of Rheem Creek
channel can be assured for the whole creek channel after the Richmond Rail Connector
track is installed.

7-6 Please refer to Response 7-5. Access can be provided to the FC District for routine and
emergency maintenance and repair activities to all portions of the Rheem Creek channel
comparable to existing access. BNSF will submit the detailed engineering drawings to
initiate the encroachment permit review process immediately following completion of the
CEQA process for the proposed project. The objective will be for the FC District to use
the approved Mitigated Negative Declaration as a CEQA responsible agency to support
issuance of the encroachment permit for the new bridge. The current access to the
channel is level and this access will not be altered by the proposed project.

7-7 Please refer to Responses 7-5 and 7-6. Access can be provided to the FC District for
routine and emergency maintenance and repair activities to all portions of the Rheem
Creek channel comparable to existing access. BNSF will submit the detailed engineering
drawings to initiate the encroachment permit review process immediately following
completion of the CEQA process for the proposed project. BNSF anticipates providing
legal access to the FC District to allow all routine and emergency maintenance and
repair activities through the encroachment permit review process.

7-8 Refer to Responses 7-5, 7-6, and 7-7 and to Attachment 2. It is assumed that any
maintenance under the bridge will be conducted similar to the existing areas beneath
Giant Road and the existing BNSF bridge across the Rheem Creek channel. Access will
be provided and maintenance can be conducted as required based on the negotiations
between BNSF and the FC District for the bridge encroachment permit. The proposed
bridge will clear the channel at the same elevation as the top of the channel leaving a
few inches of freeboard between the bottom of the bridge and the 100-year flood
elevation.

7-9 Based on experience with channel maintenance throughout the BNSF mainline align-
ment, BNSF does not anticipate the costs of maintenance to measurably increase.
BNSF is committed to providing adequate access and the details for any additional cost
from changes in maintenance activities can be fully addressed during negotiations for
the encroachment permit.

7-10 All parties concur that agreements for the encroachment permit must be completed prior
to initiating project construction. The commitment to provide adequate access for
maintenance and repairs is now included in the final Environmental Assessment, Initial
Study and Mitigated Negative Declaration. Based on standard procedures, the details of
this commitment will be appropriately negotiated when BNSF submits an application to
the FC District for an encroachment permit to build the new bridge.



7-11 Attachment 2 of this document provides some of the detailed information on the bridge,
including a profile and cross section. The remainder of the information will be submitted
in conjunction with the encroachment permit application to the FC District.

7-12 According to BNSF, the construction activities in the Rheem Creek channel are designed
to occur after the rainy season ends or during a period when there is no precipitation.
The objective is to install the culverts to carry low flows and no water diversion is
proposed, except within the channel if necessary. For example, one culvert can be
installed and any low flows will be allowed to pass temporarily on the other side, and
then the other culvert will be installed while any low flows are directed to the installed
culvert. Based on low flows following the storm season, there does not appear to be any
need to divert flows. BNSF will be responsible for assembling the resources necessary
to complete installation without any diversions.

7-13 No mass grading will be required for the project. The project site is essentially flat with a
very slight grade (about one percent) to the west (UPRR tracks). Staging will occur on
the north and south sides of the creek channel on property acquired by BNSF as shown
on Figures 6a and 6b of the EA and Figures 7a and 7b of the IS. The centerline of the
highfill will be compacted and trucks will deliver material to construct the highfill. Any
excess material will be stored in staging areas and will be covered. The bridge piers will
be located outside of the channel and a precast bridge will be installed on the piers when
they are completed. No falsework will be necessary. A detailed Stormwater Pollution
Prevention Plan (SWPPP) is being prepared and will be presented to the FC District as
part of the encroachment permit process. All best management practices (BMPs)
required to prevent water quality degradation will be installed by the construction
contractor.

7-14 A complete plan set is provided to the FC District as Attachment 4 to these responses.

7-15 The plans and calculations related to construction activities for the Richmond Connector
track are provided as Attachment 4 to these responses. Note that the channel and
bridge calculations are incorporated into these responses to comments as Attachment 2.

7-16 Thank you for the information. Caltrans and BNSF will coordinate with both agencies to
obtain the identified permits before any construction activities begin with the regulated
portion of the project.

7-17 In addition to coordinating with the U.S. Army Corps of Engineers on a Section 404
Permit, BNSF will work with the FC District and the Readiness Branch of the San
Francisco District of the U.S. Army Corps of Engineers to expedite any additional
permits required for disturbances within the Rheem Creek channel. It is understood that
the project proponent will be required to pay for direct expenses incurred in obtaining
encroachment permits for Rheem Creek channel.

7-18 CEQA compliance for all actions associated with the proposed project are covered by
the Initial Study and proposed Mitigated Negative Declaration (MND). Our goal is to
work with the FC District and use the adopted MND as a CEQA responsible agency for
CEQA compliance. The FC District is not required to prepare a separate CEQA
document.



7-19 Thank you for the information. BNSF works with many county flood control districts and
it is understood that direct agency expenses and costs of right-of-way transactions and
agreements will need to be funded by the project proponent.

7-20 Both the Initial Study and EA have sections documenting the need for permits and other
approvals. This section of each document will be modified to add the possible require-
ment for land transactions, easements and agreements that involve the FC District. This
information will be included in the final Initial Study and EA documents, Tables 1-1 and
1.3.3.-1, respectively.

7-21 Based on the existing property grade, storm runoff generated on the project site
currently flows west to the UPRR tracks and then north in the existing swale to Rheem
Creek adjacent to the UPRR tracks. After the new track is installed storm runoff will still
be directed west to the UPRR tracks. Equalization culverts will be installed in the highfill
to ensure this occurs, just as it presently does on BNSF’s mainline track, which is
adjacent to and west of Giant Road. Sheet flows will not be permitted to flow directly
into the Rheem Creek channel. The calculations supporting this narrative description of
site runoff is provided as Attachment 2 to these responses to comments. Attachment 4
contains the detailed engineering drawings for the project showing proposed drainage
features.

7-22 Refer to Response 7-20. The reference in Table 1.3.3-1 and Table 1-1 will be revised as
requested.

7-23 Refer to Response 7-20. The references will be modified as requested.

7-24 The additional reference to the U.S. Army Corps of Engineers Readiness Branch of the
San Francisco District office will be included in the referenced tables.

7-25 Thank you for this information. BNSF proposes to acquire regulatory permits from the
U.S. Army Corps of Engineers, Regional Water Quality Control Board, and California
Department of Fish and Game. All disturbances in the Rheem Creek channel during
construction and post construction will also be implemented in accordance with
approvals from the FC District and Corps Readiness Branch.

7-26 The change suggested in this comment has been included in the final EA.

7-27 The existing runoff from the area west of Giant Road and between Rheem Creek and
Parr Boulevard flows along the west side of the UPRR tracks in a swale. After the new
track is installed storm runoff will still be directed west to the UPRR tracks. Equalization
culverts will be installed in the highfill to convey flows from upstream (Parr Boulevard
side of the highfill) beneath the highfill and then back into the swale that carries the
current flows to Rheem Creek at the intersection of the UPRR highfill and Rheem Creek
channel. The project will not increase the volume of runoff, so erosion will not increase
and no modifications in the swale are anticipated. Attachment 4 contains the engineer-
ing drawings showing onsite drainage features.

7-28 The Initial Study and EA will be revised to indicate that approval of an at-grade crossing
through Rheem Creek will require an encroachment permit and temporary easement
from the FC District and the San Francisco Readiness Branch office of the Corps as
indicated in Responses to Comment 7-20 and 7-22.



7-29 Please refer to Response 7-4 and Attachment 2. The text of the Initial Study has been
revised to be consistent with that in the EA.

7-30 All information and supporting documentation will be provided to the FC District, to the
attention of Ms. Teri Rie.
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1. Summary

1.1 Project Summary

The Richmond Rail Connector Project (Project) consists of constructing an at grade connection track
and related signal improvements between the BNSF Railway Company (BNSF) and Union Pacific
Railroad (UPRR) lines in the vicinity of Richmond, California (Richmond). The proposed connection
track and the associated railway improvements will occur along an approximate 1.25-mile segment
between the two railroad track corridors. The project is located in the City of Richmond, Contra Costa
County, California, in a portion of the Rancho San Pablo land grant lying within T2N R4W, MDBM as
depicted in the USGS – Richmond, California Quadrangle, 7.5 Minute Series topographic map, Mont
Diablo Meridian.

Project’s primary purpose is to install an at-grade rail connection that allows BNSF trains to access
UPRR’s Martinez Subdivision north of Richmond rather than travel through the heart of downtown
Richmond. Currently, BNSF trains have to travel through downtown Richmond to reach the Port of
Oakland because there is no connector to the UPRR tracks north of Richmond. The UPRR tracks
provide a more direct route to the Port. The project would benefit the residents of Richmond by
reducing traffic delays due to slow moving trains at at-grade crossings; it would reduce air emissions;
and it would reduce noise from train air horns and warning signals at grade crossings. In addition, it
would reduce the need for BNSF trains to use tracks north of Richmond on the Martinez Subdivision,
freeing up capacity and reducing conflicts for both UPRR and passenger trains

The Purpose and intended use of this Natural Environmental Study - Minimal Impacts (NES-MI) is to
evaluate the onsite biological resources and determine the potential for occurrence of common and
special-status species, their habitat, and other regulated habitats such as Waters of the United States
including Wetlands, Waters of the State, and Streambed/Riparian resources within Project's Biological
Study Area (BSA). The BSA is defined as the Project's proposed physical ground disturbance footprint,
plus a buffer zone where indirect impacts may result from construction. Impacts within the Project's
footprint and the BSA are detailed in Section 5.0 of this document.

The proposed project consists of a single at grade connector track and related signal improvements
within an approximate 1.25 mile segment of track where the two track systems parallel each other and
are located approximately one-quarter mile apart. Permanent and temporary impacts to biological
resources will be limited to the maximum extent practical. The vast majority of the area within the
BNSF and UPRR right-of-ways serving as the rail corridor in which the proposed connector track will
be installed is highly disturbed and does not support native plant communities. The area proposed for
the connection track is highly disturbed. There is a channel that transects the project parcel from east to
west (Rheem Creek Channel) which has been improved at the eastern end for flood control purposes. It
appears that this channel is maintained because it is relatively incised and is characterized by wetland
herbaceous species. No permanent impacts are proposed to this channel because the project proposes a
clear-span bridge over this creek. However, in order to construct the tracks and the clear-span bridge,
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the Rheem Creek channel will be temporarily crossed with culvert pipes and earthen crossing. Once the
bridge construction is complete, this temporary crossing will be removed, and the channel will be
restored.

There is a second unnamed channel running parallel to the UPRR on the east side track’s high fill. This
channel runs between the industrial development and the track. It is characterized by both herbaceous
wetland species and woody wetland species. Because the proposed connector tracks are joining the
UPRR tracks on a curve, the tracks will require a 300-foot long corrugated metal pipe culvert crossing.
This crossing will impact 0.32 acre of the channel. This fill as well as the temporary fill proposed on
Rheem Creek will likely require regulatory permits from the U.S. Army Corps of Engineers (Corps),
California Department of Fish and Game (CDFG), and the State Regional Water Quality Control Board
(RWQCB). The need for a 1600 Streambed Alteration Agreement from the California Department of
Fish and Game at this location will depend upon the whether or not the project falls under the interstate
commerce preemption rule.

In 2006 and 2007 the East Contra Costa County HCP/NCCP (HCP/NCCP) was adopted. The
participating entities are Contra Costa County, Contra Costa Flood Control District, East Bay Regional
Park District, City of Brentwood, City of Clayton, City of Oakley, and City of Pittsburg. The City of
Antioch did not participate, and is excluded from the coverage. The HCP/NCCP was designed to
accommodate reasonable and expected growth of the participating jurisdictions. The proposed project
is outside the plan area, and therefore no fee will be assessed.

1.2 Vegetation/Habitat Removal Information

There are two areas where vegetation will be removed for the construction of the project. The first is the
crossing at Rheem Creek. This area is characterized by a farily incised channel, and no trees will be
impacted at this crossing. The channel bottom has some wetland vegetation characterized by cattails
and bulrush. Once construction is complete, the temporary impacts in this channel will be restored to
their previous grade, and are expected to revegetate quickly naturally. If after one year, natural
resoration to pre-project conditions has not occured, the project proponent will remove any weedy
species from the area, and transplsnt propogules form adjacent stock of bullrush and cattails.

The second area is the unnamed channel that runs parallel to the UPRR alignment. The crossing will
remove approximatley 8 willow trees. Because the channel is maintained regularly, these trees have
been routinely cut, and there form is more shrub-like than tree-like. Because the channel is routinely
maintiained, replanting of trees in the temporay impact area is proposed.
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Figure 1 - Regional Location Map

Project Location



Richmond Rail Connector Natural Environmental Study(Minimal Impact)

Richmond Rail Connector Project 5

Figure 2 - Site Location Map
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2. Introduction

The proposed Richmond Rail Connector Project (Project) consists of construction of an at-grade
connection track between the BNSF Railway Company’s (BNSF) Stockton Subdivision and Union
Pacific Railroad’s (UPRR) Martinez Subdivision in the northern portion of the City of
Richmond(Richmond). The proposed connector track is located within Richmond and an
unincorporated portion of Contra Costa County, California. Refer to Figure 1 for Regional Location
Map and Figure 2 for Site Location.

The proposed project consists of a single connector track and related signal improvements within an
approximate 1.25 mile segment of track where the two railroad track systems parallel each other and are
located approximately one-quarter mile apart. Refer to aerial view of the project shown on Figure 3 for
an overview of the proposed improvements within this segment of track.

The proposed site of the Richmond Rail Connector is on the rail corridor that connects the Port of
Oakland to all points east of the Port - Northern California, the Central Valley, Southern California and
the nation. It encompasses the BNSF rail lines from the Port to Barstow, and the Union Pacific rail lines
from the Port south to Mojave or northeast to Nevada.

The corridor also serves as a major passenger corridor. Existing AMTRAK passenger service includes
the Capitol Corridor and the San Joaquin Corridor route. The Capitol Corridor provides intercity rail
service to eight Northern California counties. It had 1.7 million passengers in 2008 and is the third
busiest Amtrak-operated route in the nation with 32 daily trains. The San Joaquin intercity passenger
service operates between Bakersfield, Oakland and Sacramento and has the fifth highest ridership of any
Amtrak service in the country. The current operating schedule includes eight daily intercity Amtrak
trains. In addition, Amtrak runs four long-distance Amtrak passenger trains over the project alignment.
In total, 44 passenger trains use this corridor.

The primary purpose of this project is to install an at-grade rail connection that allows BNSF trains to
access UPRR’s Martinez Subdivision north of Richmond rather than travel through the heart of
downtown Richmond. Currently, BNSF trains have to travel through downtown Richmond to reach the
Port of Oakland because there is no connector to the UPRR tracks north of Richmond. The UPRR
tracks provide a more direct route to the Port. The BNSF and UPRR track alignments through Richmond
are shown on Figure 3. The project would benefit the residents of Richmond by reducing traffic delays
due to slow moving trains at at-grade crossings; it would reduce air emissions; and it would reduce noise
from train air horns and warning signals at grade crossings. In addition, it would reduce the need for
BNSF trains to use tracks north of Richmond on the Martinez Subdivision, freeing up capacity and
reducing conflicts for both UPRR and passenger trains.

The need for this project is based on the following impacts imposed on the City of Richmond. For the
past several years, BNSF voluntarily ran its intermodal freight trains serving the Port of Oakland on the
UPRR track between Sacramento and Stege to avoid BNSF’s own circuitous route through the center of
Richmond. In May 2008, a Surface Transportation Board (STB) ruling stated that BNSF does not have
the authority to operate its intermodal trains on this UP route. The STB ruling required BNSF
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intermodal trains to travel through the center of Richmond accessing UP’s Martinez Subdivision south
of Richmond at Stege.

Trains using BNSF tracks through Richmond must travel a low maximum train speeds that often
resulted in auto traffic blockages for extended periods of time at several closely-spaced grade crossings
within Richmond. Additionally, BNSF trains accessing the Martinez Subdivision at Stege are slow and
cumbersome and impact Capital Corridor and San Joaquin passenger and UP freight trains.

By substantially reducing the number of slow-moving intermodal trains in the center of the City, a
connector would also relieve traffic congestion at nine grade crossings in downtown Richmond. Trains
using BNSF tracks through Richmond must travel at low train speeds that often result in blocking traffic
for extended periods of time at nine closely-spaced grade crossings within Richmond. The longer route
and slow speeds increase the amount of time it takes BNSF trains to reach the Port of Oakland. The
slow-moving BNSF trains accessing the Martinez Subdivision at Stege can also impact Capital Corridor
and San Joaquin passenger and UPRR freight trains, reducing their on-time performance and reliability.

Both BNSF and UPRR freight rail operations currently serve the Port of Oakland. As a result of the
decision by the STB, BNSF trains were directed to use its own tracks on the Stockton Subdivision from
Stege east. The long intermodal freight trains were redirected through the core of the City of Richmond
as shown on Figure 3. With installation of the proposed interconnect track as shown on Figure 2, the
BNSF intermodal freight trains from the Port of Oakland will again be able to avoid the downtown
Richmond track alignment and not conflict with UPRR and passenger rail operations on UPRR’s
Martinez Subdivision north of the proposed interconnect track, which is located just south of the
Richmond Parkway. No other improvements are required to achieve the project purpose, which is to
avoid intermodal freight train traffic through downtown Richmond. This discrete project fully
accomplishes the project purpose.

The California Transportation Commission (CTC) concluded that this rail system improvement justified
the expenditure of the funds and authorized the Richmond Rail Connector based on specific benefits
cited in its approval, which included:

 Reduces Richmond community impacts by relocating slow-moving intermodal trains
 Reduces emissions for idling vehicles at community grade crossings with the relocation of

intermodal trains and supports the more efficient use of freight rail rather than trucks
 Improves efficiency and competitiveness by providing a more direct rail route to better serve

Port of Oakland and Northern California
 Improves reliability and fluidity for the Martinez Sub freight and passenger rail users by

providing a higher speed access for BNSF trains
 Enhances the value of the Tehachapi Corridor Rail Improvement project
 Improves Port of Oakland’s competitiveness as first port of call

The specific location for the Richmond Rail Connector was selected based on a review of the alignment
of the two railroad tracks. Specifically, once the tracks cross Parr Boulevard, the whole alignment to the
south is developed and would require displacement of existing development in order to connect the
UPRR and BNSF tracks at the desired speed. Also, once north of Richmond Parkway there is no area
available with sufficient length (~1.25 mile) to install the rail connector and maintain track speed, before
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the rails begin to diverge. This is shown on the aerial photo provided in Figure 4. Both railroads
conducted an evaluation of alternative locations and the project site located between the Richmond
Parkway and Parr Boulevard is the only location available that met all of the connector site selection
criteria.

The Purpose and intended use of this Natural Environmental Study - Minimal Impacts (NES-MI) is to
evaluate the onsite biological resources and determine the potential for occurrence of common and
special-status species, their habitat, and other regulated habitats such as Waters of the United States
including Wetlands, Waters of the State, and Streambed/Riparian resources within Project's BSA. In
addition this NES-MI identifies mitigation measures to reduce Project related impacts to resources.

Figure 3 - Site Aerial
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3. Study Methods

Prior to bginning the field surveys, available information was reviewed from resources managment plans
and other relevant documents in order to determine locations and types of biological resoures that have
the potential to occur within and adjacent to the BSA. This investigation included a search of the
California Department of Fish and Game’s (CDFG) Natural Diversity Database (CNDDB). The
CNDDB search was completed for the Richmond USGS – California, 7.5 Minute Series Topographic
quadrangles.

Additionally, the following resources were used in identifying potential or known occurrences of
sensitive biological resources within the proposed BSA
.

Contra Costa County General Plan
East Contra Costa County HCP (August 2007)
US Fish and Wildlife Service- Official List of Threatened and Endangered Species

with the Potential to Occur in the Richmond USGS 7.5 Min Quadrangle

The USGS togophraphic maps and Google Earth aerial imagery were also examined to determine the
potential locations and types of Waters of the United States (Waters) including wetlands, and/or
California Streambeds/Riparian (Streambed) resource areas.

3.1 Preliminary Jursdictional Delineation

A preliminary jurisdictional delineation was conducted on all areas within the BSA that have the
potenial to be subject to the regulatory jurisdiction of the US Army Corps of Engineers under Section
404 of the Clean Water Act or the Rivers and Harbor Act of 1897; the State Water Quality Control
Board under Section 401 of the Clean Water Act, and California Department of Fish and Game under
Section 1600 of the Fish and Game Code; using the following criteria:

3.1.1 California Department of Fish and Game Section 1600

The CDFG takes jurisdiction over water flow areas, i.e., streams. These water flow areas are identified
in the code as:

“...natural flow or bed, channel or bank of any river stream of lake designated by the department in
which there is at any time an existing fish or wildlife resource or from which these resources derive
benefit or will use material from the streambeds...”

In order to quantify the acreages of “streambed”, the channel impacts were staked in the field. then
mapped and acreages were calculated from the mapping.

3.1.2 U.S. Army Corps of Engineers “Waters of the United States”, excluding wetlands

The limits of “waters of the United States”, excluding wetland, are defined in 33 CFR 328.3(a) as those
areas within the “ordinary high water mark” (OHWM). The OHWM is defined as:
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“...that line on the shore established by the fluctuations of the water and indicated by physical
characteristics such as clear natural line impressed on the bank, shelving, changes in the character of
soil, destruction of terrestrial vegetation, the presence of litter and debris, or other appropriate means
that consider the characteristics of the surrounding areas.”

In order to quantify the acreages of “waters of the United States”, measurements of the channels channel
impacts were staked in the field. then mapped and acreages were calculated from the mapping.

3.1.3 U.S. Army Corps of Engineers “Wetlands”

The conclusions of the Jurisdictional Delineation conducted in 2010 are based upon The U.S. Army
Corps of Engineers' Wetland Delineation Manual, January 1987, Technical Report Y-87-1 (Manual).
This Manual outlines a comprehensive approach based upon the presence of the following three
parameters: wetland hydrology, hydrophytic vegetation, and hydric soils.

Wetland hydrology is present if the "sum total of wetness characteristics in areas that are inundated or
have saturated soils for a sufficient duration to support hydrophytic vegetation" (Manual). Hydrophytic
vegetation is "the sum total of macrophytic plant life growing in water or on a substrate that is at least
periodically deficient in oxygen as a result of excessive water content” (Manual). A positive
hydrophytic vegetation indicator is present if the prevalence, characterized by the dominant species of a
plant community or communities, of the vegetation is classified as hydrophytic vegetation. Dominant
plant species are those that contribute more to the character of a plant community than other species
present, as estimated or measured in terms of some ecological parameter (i.e., %cover, %density, etc.).
Hydric soil is "soil that is saturated, flooded or ponded long enough during the growing season to
develop anaerobic conditions that favor the growth and regeneration of hydrophytic vegetation.”

Using this Manual, a wetland determination is made when under "normal circumstances" an area has all
three parameters present. An area is not functioning under normal circumstances if a positive indicator
for one of the three parameters could not be found due to effects of recent human activities. If a
particular site has been recently disturbed by natural or human activities, it may not meet the criteria of
"normal circumstances". If this occurs it would be classified as an "Atypical Situation" meaning one or
more parameters are not reliable indicators.

To complete this Jurisdictional Wetland Delineation, all three parameters were investigated: soils,
hydrology, and vegetation. The Manual describes inundation greater than one month during the growing
season to be a "very long duration", therefore areas that were ponded or were saturated at the surface or
within the root zone (usually 1-12 inches) in both May and August were considered to be saturated for a
very long duration. The hydrophytic vegetation is characterized by plant species that have
"demonstrated an ability to achieve maturity and reproduce in an environment where all or portions of
the soil within the root zone become, periodically or continuously, saturated or inundated during the
growing season." (Reed) The National List of Plant Species That Occur in Wetlands was used to
determine the indicator status of the dominant species of a community. The wetland area was delineated
by looking for vegetation boundaries in the field between communities dominated by Facultative
Wetland Species – Obligate Wetland Species and those dominated by Facultative Upland - Upland
species, and comparing the hydrological and soils data along the vegetation transition.
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Pedestrian-based field surveys of the BSA were conducted by Lisa Patterson (formerly Lisa Tollstrup)
on May 26, 2009, August 27, 2009, March 1, 2011and August 31, 2011 in order to assess general and
dominant vegetation types, vegetation community sizes, habitat types, and wildlife and pland species
present within the communities. Disturbance characteristics and all other animal signs were recorded.
Typical site photos are shown in Appendix D. The primary focus of this field investigation was to
determine the presence of any sensitive biological resources on the project site; and to determine the
extent of jurisdictional “waters of the United States” under Section 404 of the Clean Water Act,
including wetlands, and CDFG “Streambed” under Section 1600 of the CDFG Code. The following
discussion outlines the specific criteria for the three types of jurisdictional areas: streambed, waters, and
wetlands.

3.2 Habitat Assessment
The BSA was also assessed in the field for the poential to support special-status plant and animal species
based on habitat suitability comparisons with reported occupied habitats. The following potential for
occurrences definitions were utilized to assess the Project-related effects to species with the Project's
footprint. Potential for occurrence designations were derived from Caltrans' standard environmental
reference (Caltrans 2005):

Absent [A] - Species distribution is restricted by substantive habitat requirements, which do not
occur or are negligible within the Project's physical disturbance footprint, and no further survey or
study is necessary to derermine the likely presence or absence of this species.

Habitat Prsent [HP] - Species distribution is restricted by substantive habitat requirements, which
occur within the Project's physical disturbance footprint, and further survey or study may be
necessary to determine the likely presence or absence of this species.

Present [P] - Species or species sign were observed within the Project's physical disturbance
footprint.

Critical Habitat [CH] - The Project's footprint is located within a designated critical habitat unit.

No focused surverys were warrented for this site.
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Figure 4 - Site Conceptual Plans
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4. Environmental Setting

Contra Costa County is located on the eastern shoreline of the San Francisco-San Pablo Bay area, and
south of the Suisun Bay and the Sacramento-San Joaquin River delta. Mount Diablo is situated near the
center of the County at an elevation of 3,849 feet, overlooking the coastline to the west, the central
valley and Sierra Nevada to the east, the winding river delta to the north, and the Santa Cruz Mountains
to the south. The climate and environment of the County are typical of the coastal California regions,
characterized by temperate summers nearing 90˚F (degrees Fahrenheit) and cool, wet winters that dip to 
near freezing temperature. Average annual precipitation in the County is between 16 and 24 inches.

The BSA consists of an approximately 80-foot wide, .75-mile long proposed railway right-of-way
corridor and two 0.25-mile long BNSF and UPRR railway segments at either end, located west of the
intersection of Giant Road and the onramp of Richmond Parkway. The proposed alignment traverses
southwest-northeast through mostly open fields near a mix of residential, light industrial, and
commercial buildings. The ground surface is highly disturbed and has been recently disked. The terrain
is relatively level, with elevations ranging between 15 to 25 feet above mean sea level. The existing
railroad tracks at either end are located several feet higher than the rest of the BSA. Vegetation
observed included foxtails (Hordium sp.), tumbleweeds (Salsola iberica), wild berries (Ribes sp.),
dandelions (Taraxacum officinale), willows (salix sp), shrubs (Rhus trilobata), and non-native grasses
(Bromus sp.), with denser growth near the UPRR railroad track and within a drainage near the middle
the BSA. Soils are made up of fine sand with silt and clays and some large rocks.

Annual Climate

Richmond is characterized by a Mediterranean climate. The climate is slightly warmer than the coastal
areas of San Francisco, the Peninsula, and Marin County; it is however more temperate than areas
further inland. The average highs range from 57 °F (14 °C) to 73 °F (23 °C) and the lows between 43 °F
(6 °C) to 56 °F (13 °C) year round, and September is, on average, the warmest month. January is on
average the coldest month.

The rainy season begins in late October and ends in April with some showers in May. Most of the rain
occurs during stronger storms which occur between November and March and drop 3.3 to 4.91 inches
(125 mm) of rain per month. January and February are the rainiest months.

Like most of the Bay Area, Richmond is made up of several microclimates. Southern parts of the city
and the ridges receive more fog than northern areas. Summer temperatures are higher in inland areas,
where the moderating influence of San Francisco Bay is lessened. The average wind speed is 6 to 9
miles per hour with stronger winds from March through August; the strongest winds are in June.

Soils and Topography

County general soils map (Soil Conservation Service 1977) identifies 1 soil association (distinctive
patterns of soils in defined proportions) on the site. Soils are made up of fine sand with silt, loam, and
clays and some large rocks formed from alluvial, sedimentary, and meta-sedimentary sources and have
been formed in concert with the complex geologic history of the area. Many areas on the lower terraces
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have been urbanized and/or altered by existing and past industrial practices. The Project Site has been
filled. The property immediately to the east of the unnamed culvert crossing is a capped land fill, and
the property to the north of Rheem Creek has been filled within the past ten years. Therefore, little
native soils occur or are exposed on the site.

4.1. Description of the Existing Biological and Physical Conditions

The vast majority of the alignment is disturbed and characterized by common disturbance oriented
species. There are two channels (Rheem Creek and an unnamed channel) where riparian and wetlands
habitats occur within the Project alignment. See Figure 4 - Project Design for channel locations. The
following is a discussion of the general biological characteristics associated with the proposed right-of-
way.

4.1.1 Vegetation Communities:

Urban/ Disturbed

This community occurs at the top of the slopes and in disturbed areas. The community is charac-
terized by storksbill (Erodium cicutarium), foxtail chess (Bromus madritensis), wild oats (Avena
barbata), ripgut brome grass (Bromus diandris), and foxtail fescue (Vulpia myuros). Other species
occurring in this community are short-pod mustard (Brassica geniculata), barley (Hordium vulgare),
Amsinkia sp., and star thistle (Centaurea melitensis)

Due to the chronic disturbances as well as a recent burn within the proposed alignment, this area
does not support a diverse fauna. The most common animal species observed on the site were dogs
(Canis lupus familularis) and beachy ground squirrels (Otospermophilus beecheyi). Other common
species include western meadowlark (Sturnella magna), cottontail rabbits (Sylvalegus audobonii),
and mourning doves (Zenaida macroura.

Wetlands in Rheem Creek
Bulrush and cattails have the potential to be temporarily impacted within the Project's BSA. They
are typically dominated by erect, rooted, herbaceous hydrophytic plant species adapted to growing in
conditions of prolonged inundation. Common plant species present in this wetland type include
cattails (Typha spp.) and Wild-berry (Rubus sp.) This seasonally flooded wetlands are freshwater
wetlands that support ponded or saturated soil conditions during winter and spring and are dry
through the summer and fall until the first substantial rainfall. The vegetation is composed of
wetland generalists, such as hyssop loosestrife (Lythrum hyssopifolia), cocklebur (Xanthium spp.),
and Italian ryegrass (Lolium multiflorum) that typically occur in frequently disturbed sites, such as
along streams.

Riparian/Streambed in unnamed channel

This channel is characterized as a highly disturbed drainage ditch that has spotty areas of Wild-berry
(Rubus sp.) and willow trees (Salix sp.), and then other patches of non-native grasses and little or
no vegetation. Approximately 0.32 acres of this channel will be permanently filled by the proposed
Project. Additionally 0.25 acres will be temporarily impacted by the construction of the crossing.
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4.1.2 Disturbances

Typically the level of disturbance with the connector ROW is severe. The majority of the adjacent
areas along the proposed alignment ranges from undisturbed native habitat to complete urbanization.

4.1.3 Jurisdictional Determination
The result of the jurisdictional determination is that there are two features on the site that would be
subject to regulatory jurisdiction by the US Army Corps of Engineers under Section 404 of the Clean
Water Act or the Rivers and Harbor Act of 1897; the State Water Quality Control Board under
Section 401 of the Clean Water Act, and California Department of Fish and Game under Section
1600 of the Fish and Game Code. These features are the Rheem Creek channel which traverses the
site from east to west, and an unnamed drainage feature that runs parallel to the UPRR tracks on the
east side. These features are depicted in Figure 4.

The proposed project would result in the temporary discharge of fill into 0.02 acre of the Rheem
Creek channel for a temporary pipe culvert access crossing. The Rheem Creek crossing areas is
characterized by wetland plant species, wetland hydrology, and wetland soils. Therefore, this
feature meets the criteria for wetlands, and is regulated as such by the above referenced resource
agencies.

The project would also result in the permanent fill of 0.32 acre, and temporary fill of the unnamed
drainage channel for construction of a pipe culvert railroad crossing. This channel is characterized
by hydrophytic vegetation using the facultative neutral test. However there are no hydric soils or
wetland hydrology associated with this site. Therefore, this channel is characterized as a Waters of
the US, and a Streambed; and is subject to regulation by the above referenced regulatory agencies as
such.
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Figure 5 - CNDDB Occurrences Within a 3-Mile Radius of the Site

4.2. Regional Species and Habitats of Concern

California Department of Fish and Game's CNDDB for the Richmond USGS 7.5 Minute Quadrangle,
and surrounding areas was searched as well as the U.S. Fish and Wildlife Service's Official List of
Threatened and Endangered Species with the potential to occur the Richmond USGS 7.5 Minute
Quadrangle. The following is a discussion of the species listed by the databases as occurring within
Contra Costa County. Note the Species on the U.S. Fish and Wildlife Service's list are in bolded text.
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SPECIAL STATUS PLANT AND ANIMAL SPECIES KNOWN TO OCCUR
OR POTENTIALLY OCCUR ALONG THE BNSF PROJECT ALIGNMENT

Scientific
Name

Common
Name

Status
Federal/State

Typical Habitat Occurrence Potential

Acipenser
medirostris

green sturgeon None / Species of Concern Spawns at temperatures of 8-14
Celsius preferring large cobble
substrate but can use anywhere
from clean sand to bedrock.

No suitable habitat occurs within
the proposed project BSA. Thus
no impacts can occur.

Agelaius tricolor tricolor
blackbird

None / Species of
Concern

A colonial breeder that requires
wetlands including a protected
nesting substrate and insect
prey within a couple of miles of
the nesting site.

No suitable habitat occurs
within the proposed project
BSA. Thus no impacts can
occur.

Ambystoma
californiense

California tiger
salamander

Endangered /
None

This species utilizes temporary
rain pools and permanent
waters of the grasslands and
open woodlands of low hills and
valleys.

Suitable habitat is most likely
lacking in the Planning Area for
this species as a result of the
intensive disturbances and
urban uses. There are no
vernal pools within the project
BSA. Therefore, the proposed
connector track project will not
effect this species.

Amphispiza belli
belli

Bell’s sage
sparrow

None / Species of
Concern

Nests in dense stands of
chemise in chaparral.

No suitable habitat occurs
within the proposed project
BSA. Thus no impacts can
occur.

Amsinkia
grandiflora

Large-flowered
fiddleneck

Endangered/
Endangered

Occurs on valley and foothill
grasslands, and in open oak
woodlands on light soils

No suitable habitat occurs
within the project area of BSA.
With the exception of wetlands
areas, the area of potential
effect is highly disturbed.
Additionally, this species was
not observed during any of the
field surveys; therefore, the
probability of this species
occurring within the BSA is very
small.

Anthicus
antiochensis

Antioch Dunes
anthicid beetle

None / None Known only from the Antioch
Dunes.

The BSA does not include the
Antioch Dunes, therefore, no
suitable habitat occurs within
the proposed connector track
BSA.

Anthicus
sacramento

Sacramento
anthicid beetle

None / None Restricted to sand dune areas. The BSA does not include the
Antioch Dunes, therefore, no
suitable habitat occurs within
the proposed connector track
BSA.

Anniella pulchra
pulchra

silvery legless
lizard

None / Species of
Concern

Prefers sandy or loose loamy
soils under sparse vegetation
with high moisture content.

No suitable habitat occurs
within the proposed connector
track BSA.
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Scientific
Name

Common
Name

Status
Federal/State

Typical Habitat Occurrence Potential

Apodemia mormo
langei

Lange’s
metalmark

Endangered/
None

Occurs in the stabilized dunes
along the San Joaquin River. It
is endemic to the Antioch
Dunes

The BSA does not include the
Antioch Dunes, therefore, no
suitable habitat occurs within
the proposed connector track
BSA.

Archoplites
interruptus

Sacramento
Perch

Species of Concen/
None

Warm-water habitat in the San
Joaquin River

No suitable habitat occurs in the
proposed connector track
project BSA.

Arctostaphylos
auriculata

Mt. Diablo
Manzanita

None/None Chaparral No suitable habitat occurs
within the BSA. Further, this
species was not observed with
the BSA during any of the field
surveys.

Arctostaphylos
auriculata

Pallid
Manzanita

Threatened/None Chaparral No suitable habitat occurs
within the BSA. Further, this
species was not observed with
the BSA during any of the field
surveys.

Arclea herodia Great Blue
Heron

None/Species of
Concern

Common near the shores of
open water and in wetlands
over most of North and Central
America as well as the West
Indies and the Galápagos
Islands. It is a rare vagrant to
Europe, with records from
Spain, the Azores and England

This species was observed
within the BSA.

Asio flammeus Short-eared
owl

None/None This species hunts in open
grasslands, dunes, fresh and
saltwater marshes and other
open country. The species
nests on the ground in a grass-
lined depression that is often
concealed in weeds or beneath
shrubs. The species typically
hunts for small mammals during
the late afternoon onwards
through the night.

No suitable habitat occurs
within the proposed project
BSA. Thus no impacts can
occur.

Aster lentus Suisun Marsh
aster

None / None This perennial, herbaceous
member of the sunflower family
occurs in brackish and salt
marsh habitats of the eastern
Bay Area. The plants are
characterized by white to purple
ray flowers.

No suitable habitat occurs
within the proposed connector
track BSA.

Astragalus tener
var. tener

Alkali milk
vetch

None / None Alkali playa in valley and foothill
grassland and in vernal pools.

According to CNDDB, this
species may have been
extirpated from the BSA.
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Scientific
Name

Common
Name

Status
Federal/State

Typical Habitat Occurrence Potential

Athene cunicularia burrowing owl Species of Concern /
None

Inhabits open fields and along
berms where ground squirrel
burrows occur.

Burrowing owl was not
observed during any of the field
surveys. Further, no sign of
historical burrowing owl use
was observed. Therefore the
potential for this species to
occur within BSA of this project
is low.

Atriplex
joaquiniana

San Joaquin
Saltbush

Species of Concern /
None

Found in chenopod scrub, alkali
meadow, valley and foothill
grassland.

No suitable habitat occurs
within the proposed connector
track BSA.

Blepharizonia
plumosa ssp.
Plumose

big tarplant None / None Grows in valley grassland and
disturbed grassland habitats
with dry soils. Blooms July to
October.

This species is not known to
occur in the vicinity of the
proposed project. There is,
however suitable habitat
adjacent to the area BSA. The
likelihood of this species being
impacted by this project is low.

Branchinecta
mesovallensis

Conservancy
fairy shrimp

Species of Concern /
None

This species is endemic to
grasslands of the northern 2/3
of the central valley and is
found in large, turbid pools.

No suitable habitat occurs
within the proposed connector
track BSA.

Branchinecta
lynchi

Vernal pool
fairy shrimp

Threatened /
None

Found in vernal pools and small
pond habitat.

No suitable habitat occurs
within the proposed connector
track BSA.

Buteo regalis ferruginous
hawk

None / Species of
Concern

Inhabits open grasslands, sage
brush flats, desert scrub low
foothills surrounding valleys and
fringes of pinyon-juniper
habitats.

There are roosting and nesting
sites adjacent to the proposed
project. However, there is little
to no foraging habitat that will
be affected by the proposed
project. Therefore, the proposed
connector track will not
adversely effect this species.

Buteo swainsoni Swainson’s
hawk

Partners in Flight
Priority Bird Species /
Threatened

Typical habitat of the
Swainson’s hawk is open
desert, sparse shrub lands,
grassland, or cropland
containing scattered, large trees
or small groves. In California’s
Central Valley, the nests are
typically at the edge of a narrow
band of riparian vegetation, in
isolated oak woodland, and in
lone trees, roadside trees, or
farmyard trees, as well as in
adjacent urban residential areas
(England et al. 1989).

There are roosting and nesting
sites adjacent to the proposed
project, However, there is little
to no foraging habitat that will
be affected by the proposed
project. Therefore, the proposed
connector track will not
adversely effect this species.
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Scientific
Name

Common
Name

Status
Federal/State

Typical Habitat Occurrence Potential

Calochortus
pulchellus

Mt Diablo Fairy
lantern

None/None Chaparral, Valley Grassland,
Foothill Woodland.

This species was not observed
during any of the field surveys.
Further, all known localities are
south of the highway 4. There
are none in proximity to the
BSA. Therefore, the probability
of this species occurring within
the BSA is low.

Charadrius
alexandrinus
nivosus

Western snowy
plover

Threatened/Species of
Concern

The western snowy plover, in
general, nests , feeds , and
takes cover on sandy or
gravelly beaches along the
coast, on estuarine salt ponds ,
alkali lakes, and at the Salton
Sea. On the Pacific coast, it
nests on barren to sparsely
vegetated sand beaches, dry
salt flats in lagoons, dredge
spoils deposited on beach or
dune habitat , levees and flats
at salt-evaporation ponds. In
California, most of the breeding
activity occurs on dune-backed
beaches, barrier beaches, and
salt evaporation ponds and it
infrequently occurs on bluff-
backed beaches.

No suitable habitat occurs
within the proposed connector
track BSA.

Circus cyaneus northern harrier None / Species of
Concern

This species inhabits areas of
tall, dense grasses, moist or dry
shrubs, and the edges of row
crops for nesting, cover, and
feeding. Common food items
are voles, frogs, small reptiles,
crustaceans, and insects. Nests
are built on the ground with
shrubby vegetation.

This species was not observed
during any of the field surveys.
These birds could nest in
grasslands or adjacent to
marshes associated with the
Project alignment. Although it is
unlikely the proposed project
will effect this species,
construction staging areas
should be checked prior to
construction to insure no nests
are disturbed.

Clemmys
marmorata

western pond
turtle

Species of Concern /
Species of Concern

Inhabits fresh or brackish
permanent or intermittent water
bodies such as creeks and
ponds.

No suitable habitat occurs
within the proposed connector
track BSA.

Coelus gracillis San Joaquin
dune beetle

Species of
Concern/None

The species occurs in the dune
habitat.

No suitable habitat occurs
within the proposed connector
track BSA.

Cordylanthus
mollis ssp mollis

Soft Bird’s-
beak

Endangered/
Rare

Occurs in coastal marshes
within the tidal zone

There is suitable habitat for this
species within the saltwater
marsh tidal zone. None were
observed during the field
surveys. Probability of
occurrence is low to moderate.
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Scientific
Name

Common
Name

Status
Federal/State

Typical Habitat Occurrence Potential

Dowingia pusilla Dwarf
downingia

None/None This annual member of the
bellflower family
Campanulaceae occurs rarely
in vernal pools and roadside
wetlands or ditches. Roadside
ditches occur within and
immediately adjacent to the
project area. The flowers are
low-growing and are blue to
white with two small yellow
spots near the throat.

No suitable habitat occurs
within the proposed connector
track BSA.

Efferia antiochi Antioch efferian
robberfly

Species of
Concern/None

Known only from the Antioch
Dunes and Fresno

No suitable habitat occurs
within the BSA. Therefore, the
proposed project will not impact
this species.

Elanus leucurus White-tailed
Kite

Species of
Concern/None

This species inhabits areas of
tall, dense grasses, shrubs,
farmlands and open country.
The species mainly feeds on
rodents and insects. Nests are
typically built in tall trees near a
water source. These birds
forage in grasslands and grain
fields adjacent to BNSF
Alignment.

No suitable habitat occurs
within the proposed connector
track BSA.

Empidonax trailii little willow
flycatcher

None / Endangered Found in extensive thickets of
low, dense willows on the edge
of wet meadows, ponds or
backwaters.

No suitable habitat occurs
within the proposed connector
track BSA.

Eriogonum
Truncatum

Mt. Diablo
Buckwheat

None/None The species is only known to
live on Mount Diablo in Contra
Costa County, California.

The proposed project does not
occur within close proximity to
the only known location.
Further, this species was not
observed during any of the field
surveys, and the probability of
occurrence is zero.

Erodium
macrophyllum

Round-leafed
Fillaree

None/None This annual, herbaceous
member of the geranium family
(Geraniaceae) is known to
occur in woodlands and
grasslands, often on clay. The
species is characterized by
having undivided, basal,
shallowly lobed leaves with
white petals that are sometimes
tinged red to purple.

The species was historically
known from the Antioch Dunes,
approximately 2.3 miles east of
the project area. There is no
suitable dune habitat within the
proposed project BSA

Erysimum
capitatum ssp
angustatum

Contra Costa
Wallflower

Endangered/
Endangered

Occurs on stabilized dunes near
Antioch along the San Joaquin
River.

No suitable habitat occurs
within the project area.
Therefore, the proposed project
will not impact this species.
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Scientific
Name

Common
Name

Status
Federal/State

Typical Habitat Occurrence Potential

Eschscholzia
rhombipetala

Diamond-
petaled
California
Poppy

Species of
Concern/None

This species occurs very rarely
on alkaline clay soils in open
grasslands and fallow fields and
is an annual member of the
poppy family (Papaveraceae).
The species is characterized by
having a barrel shaped
receptacle with no rim and small
yellow petals (less than 1.5
centimeter). This species was
presumed extinct until being
rediscovered in 1992 on the
Carrizo Plain. The occurrence
from the Antioch Dunes, 2.3
miles east of the Project area, is
considered extirpated.

There is no suitable habitat
within the proposed project
BSA.

Eucyclogobius
newberryi

Tidewater goby Endangered/Species of
Concern

Goby inhabits lagoons formed
by streams running into the sea
in brackish and cool water. The
tidewater goby prefers salinities
of less than 10 ppt. These fish
also prefer sandy bottoms with
depths of 20–100 cm, near
emergent vegetation beds.

No suitable habitat occurs
within the proposed connector
track BSA.

Eumpos perotis
californicus

greater western
mastiff bat

Species of Concern /
Species of Concern

Uncommon resident that
typically uses crevices in cliffs,
high buildings, trees and
tunnels for roosting.

No suitable habitat occurs
within the proposed connector
track BSA.

Eryngium
racemosum

delta button
celery / coyote
thistle

None / Endangered Found on seasonally inundated
clay based floodplains.

Possible extirpated from this
study’s focal area according to
the CNDDB.

Falco peregrinus
anatum

American
peregrine
falcon

Unknown code /
Endangered

Breeds near wetlands, lakes,
rivers or other water on high
cliffs, bands, dunes, mounds
and human-made structures.

No suitable habitat occurs
within the proposed connector
track BSA.

Fritillaria liliaceae Fragrant
fritillary

Species of
Concern/None

Coastal Prairie, Valley
Grassland, Northern Coastal
Scrub, wetland-riparian.

The closest occurrence of this
species to the proposed
alignment is a literature point on
the north side of the Delta.
There are no known localities
near the proposed BSA.
Further, this species was not
observed during any of the field
surveys, and the probability of
occurrence is very low.

Fritillaria agrestis Stink bells None/None Occurs in valley and foothill
grasslands, and oak woodlands
on clay flats

No suitable habitat occurs
within the project area.
Therefore, the proposed project
will not impact this species.
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Scientific
Name

Common
Name

Status
Federal/State

Typical Habitat Occurrence Potential

Geothlypis trichas
sinousa

Saltmarsh
common
yellowthroat

Species of
Concern/None

This species occupies fresh and
saltwater marshes with
abundant vegetative cover,
including bulrush, cattails and
willows.

No suitable habitat occurs
within the proposed connector
track BSA.

Hibiscus
lasiocarpus

California
hibiscus

None/None Occurs on freshwater
riverbanks and low pest islands
in sloughs.

This species was not observed
during any of the field surveys,
and the probability of
occurrence is low.

Idiostatus
middlekaufi

Middle Kauf’s
shield-back
katydid

None/None Known only from the Antioch
Dunes and Fresno

No suitable habitat occurs
within the project area.
Therefore, the proposed project
will not impact this species.

Holocarpha
macradenia

Santa Cruz
tarplant

Threatened/Endangered Santa Cruz Tarweed inhabits
terraced locations of valley or
prairie grasslands with
underlying sandy clay soils. Its
characteristic habitat, the
California coastal prairie
ecosystem.

No suitable habitat occurs
within the project area.
Therefore, the proposed project
will not impact this species.

Hypomesus
transpacificus

delta smelt Threatened /
Threatened

Most often found at salinities
less than 2 parts per trillion in
the Sacramento and San
Joaquin Delta.

No suitable habitat occurs
within the proposed connector
track BSA.

Lampetra ayresi river lamprey None / Species of
Concern

Adults need clean, gravelly
riffles. Amocoetes need sandy
backwaters or stream edges
with good water quality and
temperatures below 25 Celsius.

No suitable habitat occurs
within the proposed connector
track BSA.

Lampetra hubbsi Kern brook
lamprey

None/None Open fresh water rivers. No suitable habitat occurs
within the proposed connector
track BSA.

Lampetra
tridentata

Pacific lamprey None/None Open brackish waters. No suitable habitat occurs
within the proposed connector
track BSA.

Laterallus
jamaicensis

black rail None / Threatened Found in salt, brackish and
freshwater marshes at low
elevations.

No suitable habitat occurs
within the proposed connector
track BSA.

Lathyrus jepsonii
var. jepsonii

delta tule-pea None / None Usually found on marsh and
slough edges in freshwater and
brackish marshes. Distribution
is mostly restricted to the
Sacramento and San Joaquin
River Delta.

No suitable habitat occurs
within the proposed connector
track BSA.

Legenere limosa legenere None / None Found in vernal pools. No suitable habitat occurs
within the proposed connector
track BSA.
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Scientific
Name

Common
Name

Status
Federal/State

Typical Habitat Occurrence Potential

Lepidurus
packardi

vernal pool
tadpole shrimp

Endangered /
None

Vernal Pool, small pond habitat No suitable habitat occurs
within the proposed connector
track BSA.

Lilaeopsis masonii Mason’s
lilaeopsis

None / Rare Grows in muddy or silty soil
formed through river deposition
or erosion in freshwater and
brackish marshes and riparian
scrub.

No suitable habitat occurs
within the proposed connector
track BSA.

Limosella subulata Delta Mudwort None/None This perennial, herbaceous
member of the figwort family
(Scrophulariaceae) occurs in
saltwater marshes and along
shorelines.

The species is known from the
immediate Project vicinity along
the shores and sloughs
adjacent to New York Slough.
Project will not impact this area

Lytta molesta molestan blister
beetle

None / None Common in dry vernal pools. No suitable habitat occurs
within the proposed connector
track BSA.

Masticophis
flagellum ruddocki

San Joaquin
whipsnake

None / Species of
Concern

Found in San Joaquin Valley in
open, dry valley grassland and
saltbush scrub with little or no
tree cover. Needs mammal
burrows for refuge and
oviposition sites.

No suitable habitat occurs
within the proposed connector
track BSA.

Masticophis
literalis
euryzanthus

Alameda
whipsnake

None / Species of
Concern

Alameda whipsnake has
commonly been reported as
having a more specific
association with chaparral and
scrub plant communities as the
habitat where it is most
commonly found.

No suitable habitat occurs
within the proposed connector
track BSA.

Myotis ciliolabrum
(subulatus)

small-footed
myotis bat

None / None This species ranges across the
western half of North America
from British Columbia, Alberta,
and Saskatchewan in Canada,
throughout most of the United
States west of the 100th
Meridian, and into central
Mexico. They occur in deserts,
chaparral, riparian zones, and
western coniferous forest; it is
most common above
pinon-juniper forest.

No suitable habitat occurs
within the proposed connector
track BSA.

Myotis evotis long-eared
myotis bat

None / None Prefers coniferous forests but is
found in all brush, woodland
and forest habitat from sea level
to 9000 feet. Nursery roosts
are located in buildings,
crevices, spaces under bark
and snags. Caves are used
primarily as night roosts.

No suitable habitat occurs
within the proposed connector
track BSA.
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Scientific
Name

Common
Name

Status
Federal/State

Typical Habitat Occurrence Potential

Myotis thysanodes fringed myotis
bat

None / None Prefers pinyon-juniper, valley
and foothill hardwood and
hardwood-conifer habitat but is
found in a wide variety of
habitats.

No suitable habitat occurs
within the proposed connector
track BSA.

Myotis volans long-legged
myotis bat

None / None Trees are used as day roosts
while caves and mines are used
as night roosts.

No suitable habitat occurs
within the proposed connector
track BSA.

Myotis
yumanensis

Yuma myotis
bat

None / None Found in open forests and
woodlands with water bodies for
foraging.

No suitable habitat occurs
within the proposed connector
track BSA.

Neotoma fuscipes
riparia

San Joaquin
Valley woodrat

Endangered / Species
of Concern

Found in riparian areas with a
mix of brush and trees. Nesting
sites are located in trees, snags
and logs.

This species was not observed
during any of the field surveys,
and the probability of
occurrence is low.

Oncorhynchus
kisutch

Central Valley
steelhead

Endangered / Species
of Concern

Coho spend approximately the
first half of their life cycle
rearing and feeding in streams
and small freshwater tributaries.
Spawning habitat is small
streams with stable gravel
substrates. The remainder of
the life cycle is spent foraging in
estuarine and marine waters of
the Pacific Ocean.

No suitable habitat occurs
within the proposed connector
track BSA.

Oncorhynchus
mykiss

Central Valley
steelhead

Threatened / Species of
Concern

Requires a minimum water
depth of 18 cm for upstream
migration. Water velocity above
3 to 4 meters per second
impedes upstream movement.

No suitable habitat occurs
within the proposed connector
track BSA.

Oncorhynchus
tshawytscha

winter-run
chinook salmon

Candidate / Species of
Concern

Open water river habitat. No suitable habitat occurs
within the proposed connector
track BSA.

Pelecanus
occidentalis
californicus

California
brown pelican

Endangered/Species of
Concern

California brown pelicans can
be found along the entire length
of California, primarily along the
coast and on offshore islands.

No suitable nesting, roosting or
foraging habitat occurs within
the proposed connector track
BSA.

Perognathus
inornatus

San Joaquin
pocket mouse

None / None Requires friable soils in
grasslands and blue oak
savannahs.

No suitable habitat occurs
within the proposed connector
track BSA.

Phrynosoma
coronatum
frontale

California
horned lizard

None / Species of
Concern

Most common along sandy
washes with scattered low
bushes. Needs abundant
supply of ants and other
insects.

No suitable habitat occurs
within the proposed connector
track BSA.
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Scientific
Name

Common
Name

Status
Federal/State

Typical Habitat Occurrence Potential

Plecotus
townsendii
townsenii

pacific western
big-eared bat

Species of Concern /
Species of Concern

Found throughout California
most abundantly in mesic
habitats. Requires caves,
mines, tunnels, buildings or
other human made structures
for roosting. Roosting sites the
most limiting resource (Zeimer,
et al. 1990).

No suitable habitat occurs
within the proposed connector
track BSA.

Plegadis chihi white-faced
flycatcher

None / Species of
Concern

Nests in dense tule thickets in
shallow freshwater marshes.

No suitable habitat occurs
within the proposed connector
track BSA.

Pogonicthys
macrolepidotus

Sacramento
splittail

Threatened / Species of
Concern

Inhabits slow moving river
sections and dead end sloughs.
Requires flooded vegetation for
spawning and for foraging for its
young.

No suitable habitat occurs
within the proposed connector
track BSA.

Rallus
longirostris
obsoletus

California
clapper rail

Endangered/Species of
Concern

The California Clapper Rail
forages at the upper end of ,
along the ecotone between
mudflat and higher vegetated
zones, and in tidal sloughs.
Mussels, clams, arthropods,
snails, worms and small fish are
its preferred foods, which it
retrieves by probing and
scavenging the surface while
walking. The bird will only
forage on mudflats or very
shallow water where there is
taller plant material nearby to
provide protection at high tide.

No suitable habitat occurs
within the proposed connector
track BSA.

Rana aurora
draytonii

California red-
legged frog

Threatened / Species of
Concern

Requires dense shrubby or
emergent riparian vegetation
closely associated with deep,
still and slow moving water.

Requires 11 - 20 weeks of
permanent water for larval
development.

No suitable habitat occurs
within the proposed connector
track BSA.

Rana boylii foothill yellow-
legged frog

None / Species of
Concern

Found in partly-shaded, shallow
streams and riffles with rocky
substrate in a variety of
habitats. Needs some cobble-
sized substrate for egg-laying
and at least 15 weeks of water.

No suitable habitat occurs
within the proposed connector
track BSA.

Reithrodontomys
raviventris

Salt marsh
harvest mouse

Endangered/
Endangered

This species is known to occur
in the salt marsh habitats
adjacent to, and east of, Arcy
Lane (near New York Slough)

No suitable habitat occurs
within the proposed connector
track BSA.

Sagittaria sanfordii valley sagittaria None / None Grows in standing or slow
moving freshwater ponds,
marshes and ditches.

No suitable habitat occurs
within the proposed connector
track BSA.
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Scientific
Name

Common
Name

Status
Federal/State

Typical Habitat Occurrence Potential

Scaphiopus
hammondii

western
spadefoot toad

None / DFG protected This species utilizes temporary
rain pools or slow moving
permanent waters for breeding.
Non-breeding habitat consists
of open vegetation
characterized by short grasses.

Suitable habitat is most likely
lacking in the Planning Area for
this species as a result of the
intensive agricultural and urban
uses. There are no vernal
pools within the project impact
areas. Therefore, the proposed
connector track project will not
effect this species.

Speyeria callippe
callippe

Callippe
silverspot
butterfly

Endangered/None This endangered subspecies
occurs in only two grasslands
spots in the San Francisco Bay
Area, near Oakland and on San
Bruno Mountain. Its native
region is now extensively
developed and heavily
populated, leaving the butterfly
endangered. The larvae eat one
species of plant only, the yellow
pansy, or "Johnny Jump-up"
(Viola pedunculata). The female
adults lay their eggs on the
plant or nearby, and the larvae
overwinter nearby in a silk
pouch. In the spring they feed
on the yellow pansy, molt four
times, then pupate for two
weeks in a nest of leaves which
they glue together with silk.

The project site is outside the
know locations for this species.
Further, no suitable habitat
occurs within the proposed
connector track BSA.

Spirinchus
thaleichthys

longfin smelt Open water habitat No suitable habitat occurs
within the proposed connector
track BSA.

Sternula
antillarum

California least
tern

Endangered/ This species can be found on
lakes, rivers and estuaries,
however it is strictly on the
coast in some regions in
California.

No suitable habitat occurs
within the proposed connector
track BSA.
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Scientific
Name

Common
Name

Status
Federal/State

Typical Habitat Occurrence Potential

Suaeda
californica

California sea
blite

Suaeda californica, grows in a
restricted area within the
intertidal zone of salt marshes.
It is threatened by anything that
alters the hydrology of the area,
such as changes in
sedimentation, including
dredging, erosion, and
recreation. It requires a porous
substrate high in nitrogen,
which may come from decaying
plant matter and bird droppings.
Invasive plant species such as
introduced ice plant threaten
remaining occurrences and
reintroductions.

No suitable habitat occurs
within the proposed connector
track BSA.

Tuctoria greenei Greene’s
tuctoria

Endangered / Rare Grows in vernal pools and
valley and foothill grasslands.

According to the CNDDB it has
been extirpated from this
study’s focal area.

Bold Indicates the species occurs on the U.S. Fish and Wildlife Service's List
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4.3 Vegetation

The vast majority of the alignment traverses routinely disturbed fields. As such the vegetation occurring is
characterized by common disturbance-oriented species. The exception to this occurs in the two drainage features
on the site. Riparian and wetland habitats occur within these features. The following are the vegetation
community types within the Project's BSA.

4.3.1 Urban/ Disturbed
This community occurs at the top of the slopes and in disturbed areas. The community is characterized by
storksbill (Erodium cicutarium), foxtail chess (Bromus madritensis), wild oats (Avena barbata), ripgut brome
grass (Bromus diandris), and foxtail fescue (Vulpia myuros). Other species occurring in this community are
short-pod mustard (Brassica geniculata), barley (Hordium vulgare), Amsinkia sp., and star thistle (Centaurea
melitensis)

4.3.2 Emergent Wetlands in Rheem Creek
Bulrush and cattail stands have the potential to be impacted within the proposed area of potential effect. They
are typically dominated by erect, rooted, herbaceous hydrophytic plant species adapted to growing in
conditions of prolonged inundation. Common plant species present in this wetland type include willow trees
(Salix sp.), cattails (Typha spp.) and Wild-berry (Rubus sp.) Seasonally flooded wetlands are freshwater
wetlands that support ponded or saturated soil conditions during winter and spring and are dry through the
summer and fall until the first substantial rainfall. The vegetation is composed of wetland generalists, such as
hyssop loosestrife (Lythrum hyssopifolia), cocklebur (Xanthium spp.), and Italian ryegrass (Lolium
multiflorum) that typically occur in frequently disturbed sites, such as along streams. Approximately 0.02
acre of this creek will be temporarily filled by the proposed Project.

4.3.3 Riparian/Streambed in unnamed channel parallels to the UPRR
This channel is characterized as a highly disturbed drainage ditch that has spotty areas of Wild-berry (Rubus
sp.) and willow trees (Salix sp.), and then other patches of non-native grasses and little or no vegetation.
Approximately 0.32 acres of this channel will be permanently filled and 0.20 acre will be temporarily filled
by the proposed Project.

4.4 Animals

Due to the chronic disturbances, surrounding industrial uses, major arterial and highway road features, and
adjacent construction, this area does not support a diverse fauna. The most common species observed on the site
were dogs (Canis lupus familularis) and beachy ground squirrels (Otospermophilus beecheyi). Other common
species include western meadowlark (Sturnella magna), cottontail rabbits (Sylvalegus audobonii), and mourning
doves (Zenaida macroura. A complete list of species observed on site is included as Appendix A

5. Project Impacts

The BNSF indicates the need for the acquisition of up to about 7.25 acres (consisting of an 80-foot right-of-way
for the entire approximate 0.75 mile length of connection track). The entire acquired right of way will be
disturbed during construction. The properties to be acquired include the previously disturbed industrial lands and
the Rheem Creek crossing.

There will also be fill placed within the BNSF and UPRR existing right of way. Approximately 7.25 acres of fill
will be added to the existing railroad high-fill. This acreage includes a turnout pad that will be constructed in
order to construct the crossover train tracks within the UPRR alignment. See Figure 4 for construction features.
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Table 2: CONSTRUCTION IMPACTS

Location
(Mile Post)

Type of Impact Acreage of Impacts

New Crossing over Rheem Creek. Clear-span Bridge - no permanent
impacts: Temporary culvert for access
in order to construct track and bridge.

Temporary Impacts - 0.02 Acre

Unnamed channel culvert parallel
to the UPRR

Fill Channel/Riparian Habitat
Temporary Construction Impacts
Permanent fill for culvert crossing

Permanent Impacts - 0.32 Acre
Temporary Impacts - 0.15 Acre

Upland Fill Fill to create the new railroad road bed
and turnout pads.

Acquired Lands
BNSF Right of Way
UPRR Right of Way including Pads

7.25 Acres
5 Acres

2.25 Acres
Total Impacts Acres

The proposed project will not effect any State or Federally listed species nor is will it adversely
effect any designated critical habitat of any Federally listed species. Therefore the project poses
"no effect" findings to listed species.

6. Mitigation Measures

Most of the project areas is characterized by disturbed ruderal fields and industrial areas. There are no

sensitive biological habitats within these areas. Therefore, the only mitigation measure proposed for the

entire site, is the avoidance of vegetation and ground disturbance during the nesting bird nesting season,

February 15th to September 1st.

The Project proposes to mitigate the temporary impacts to wetlands in Rheem Creek by restoring the

channel to pre-construction grade and re-vegetating the disturbed areas with cuttings from adajcent

plants. The area will be weeded while the native vegetation becomes establised.

It is not feasible due to right-of-way and hydrology constraints to create habitat on site. The Federal

Rail Road Adminstration requires that railroads maintain the vegetation near the tracks and creating

vegetated mitigation areas is not an option within these areas. Further any habitat that was created

would have limited biologial value due to the existing land uses and the proposed rail facility.

Therefore, the unavoidable permentant impacts to 0.32 acres of the unnamed channel that parallels the

UPRR tracks will be mitigated by the purchase of credits in an "in lieu" fee program or bank within the

general area of the project site. Restoration or Enhancement credits are envisioned for this project.
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7. Permits Required

It is anticipated that the project will be required to obtain several permits including, but not necessarily
limited to: a Section 404 permit from the U.S. Army Corps of Engineers (Corps); a California Regional
Water Quality Control Board (RWQCB) 401 Water Quality Certification; a California Department of
Fish and Game (CDFG) Streambed Alteration Agreement (1601 or 1603 Agreement); a construction
stormwater discharge permit B National Pollutant Discharge Elimination System (NPDES) through
filing a Notice of Intent with the State Water Resources Control Board and compiling and implementing
a Storm Water Pollution Prevention Plan (SWPPP), which is overseen by the local RWQCB.
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9. Appendix

APPENDIX A

SPECIES LIST

APPENDIX A
SPECIES LIST

PLANT SPECIES

Angiospermea: Dicotyledonae Flowering plants: Dicots

Amarantheceae Amaranth Family
Amaranthus sp. Pigweed

Anacardiaceae Sumac Family
Toxicodendron diversilobum Pacific poison-oak

Apiaceae Parsley Family
Cicuta douglasii Western waterhemlock

Asteraceae Sunflower Family
Ambrosia acanthicarpa Ann. Bur-sage
Anthemis sp. Mayweed
Centaurea melitensis Star thistle
*Carduus pycnocephalus Italian thistle
Haploppus squarrosus Common Sunflower
Heterotheca grandiflora Telegraph weed
*Helminthotheca echioides Ox Tongue

Nemizonia pugensis Spikeweed
Pluchea odorata
*Sonchus oleraceus prickly tongue
*Lactuca serriola Milkweed
Xanthium strumarium

Boraginaceae Borage Family
Amsinckia sp. Fiddleneck

Brassicaceae Mustard Family
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Brassica nigra Black mustard
Lepidium latifolium pepperweed
Raphanus sativus radish

Chenopodiaceae Goosefoot family
salsola tragus Russian thistle (Tumbleweed)
*Bassia hyssopifolia

Cyperaceae
Scirpus acutus

Equisetaceae Horse-tail Family
Equisetum telmateria horsetail

Fabaceae
*Melilotus indicus Yellow sweet clover

Lotus wrangelianus California Lotus
*Vicia villosa

Geraneaceae Geranium Family
Erodium cicutarium Filaree
Geranium carolinianum

Malvaceae
*Lavatera cretica

Polygonaceae Buckwheat Family
Polygonum sp Smartweed

Rosaceae
*Rubus discolor

Salicaceae
Salix sp.
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Angiospermae: Monocotyledonae Flowering Plants: Monocots

Cyperaceae Sedge Family
Carex sp Sedge

Juncaceae Juncus Family
Juncus sp. Juncus

Poaceae Grass Family
*Avena fatua Oats
Bromus rubens Red brome
Bromus tectorum Cheat grass
Bromus diandris Ripgut
Vulpia myuros Fescue
*Hordeum marinum
*Lolium perenne
*Cortaderia selloana
Paspalum distichum

Typhaceae
Typha latifolia
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ANIMAL SPECIES

Reptilia Reptiles

Iguanidae Iguanids
scloperous occidentalis Western Fence Lizard

Aves Birds

Anser Geese
Branta canadensis Canada Goose

Carpodacus Finches
Carpodacus mexicanis House finch

Columbidae Pigeons and doves
Zenaida macroura Mourning Dove

Corvidae Crows and Jays
Corvus brachyrhynchos American Crow

Emberizidae Sparrow, Warblers, Tanangers
Melospiza melodia Song sparrow

Mimidae Mockingbirds and Thrashers
Mimus polyglottos Northern mockingbird

Mammalia Mammals

Leporidae Rabbits and hares
Sylvilagus auduboni

Sciuridae Squirrels, chipmunks
Spermophilus beecheyi California ground squirrel

Canidae Foxes, wolves and dogs
Canis lupus familularis dog
Vulpes vulpes red fox
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APPENDIX B

SITE PHOTOGRAPHS
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Site Photograph #1 – Rheem Creek at Crossing

Site Photograph #2 – Unnamed Channel at Culvert Crossing
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Site Photograph #2 – Typical upland view October 2011

Site Photograph #4 – Typical upland view December 2011
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APPENDIX C

Construction Plans 60%
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                 STIPULATION THAT THE TRACK SHALL BE BACK IN SERVICE AT THE END OF THE GIVEN PERIOD OF TIME.

D. WINDOW:                 A GIVEN PERIOD OF TIME BETWEEN OPERATING TRAINS WHERE A TRACK MAY BE TAKEN OUT OF SERVICE, WITH THE

                 PERFORMED UNDER THE PROTECTION OF A RAILROAD FLAGMAN.

                 OF THE TRACK OR WHEN AN OVERHEAD OBSTRUCTION IS PLACED WITHIN 22’-6" ABOVE THE TOP OF RAIL.  WORK MAY BE

C. FOULED TRACK:     TRACK IS FOULED WHEN AN OBSTRUCTION INCLUDING A WORKING CREW, IS WITHIN 20 FEET FROM THE CENTERLINE

                 "WINDOW", AS DEFINED BELOW.

B. ACTIVE TRACK:      TRACK ON WHICH TRAINS ARE OPERATING AND INTERRUPTION OF SERVICE MAY OCCUR ONLY WITHIN AN APPROVED

 

A. TRACK OUTAGE:     TRACK WHICH IS OUT OF SERVICE FOR A GIVEN PERIOD OF TIME.

DEFINITIONS:

 

 

THROUGH THE CROSSING, MATCHING THE GRADING AND SUBBALLAST AT EACH END OF THE CROSSING.

WHEN THE TRACK IS ACTUALLY CONSTRUCTED, AT A LATER DATE.  TRACK GRADING AND SUBBALLAST PLACEMENT SHALL BE UNIFORM

PLACED WHERE NEW CONCRETE CROSSING PANELS ARE SHOWN (TO BE INSTALLED BY BNSF).  BNSF WILL REMOVE THIS AC PAVEMENT

THE CONTRACTOR SHALL CONSTRUCT GRADE CROSSING IMPROVEMENTS AS SHOWN IN THE PLANS, EXCEPT THAT AC PAVEMENT SHALL BE

 

THE CONSTRUCTION SITE MUST REMAIN SECURE AT ALL TIMES.

THE CONTRACTOR, FENCING MAY BE REMOVED TO FACILITATE CONSTRUCTION; HOWEVER, FENCING MUST BE REPLACED, IN KIND, AND

ALL EXISTING FENCES ALONG THE RIGHT-OF-WAY SHALL BE PROTECTED IN PLACE, UNLESS NOTED OTHERWISE.  AT THE OPTION OF

 

JOIN LOCATIONS, THE CONTRACTOR SHALL VERIFY THESE ELEVATIONS PRIOR TO CONSTRUCTION AND JOIN FEATURES AT EXISTING ELEVATIONS.

DIMENSIONS SHOWN IN PARENTHESES INDICATE APPROXIMATE EXISTING DIMENSIONS.  WHERE ELEVATIONS ARE SHOWN IN PARENTHESES AT

 

NEW CONSTRUCTION, UNLESS NOTED OTHERWISE.

WALKWAYS SHALL BE PLACED AS REQUIRED BY CALIFORNIA PUBLIC UTILITIES COMMISSION GENERAL ORDER NO. 118 AND 26D FOR ALL

 

SIGNAL AND COMMUNICATION CONDUITS, CABLES, WIRES, OR OTHER TRACK, TRACK BED, AND RIGHT-OF-WAY. 

MAY WORK PROCEED IN ANY AREA WITHOUT ADVANCE APPROVAL OF BNSF’S SIGNAL ENGINEER. THE CONTRACTOR SHALL LOCATE ALL

WORK WILL BE PHASED TO EFFECT THE CONTINUED OPERATION OF EXISTING SIGNAL SYSTEM DURING CONSTRUCTION. IN NO INSTANCE

ALL WORK SHALL BE COORDINATED WITH BNSF’S SIGNAL ENGINEER, SIGNAL FORCES AND SIGNAL CONTRACTOR THRU THE ENGINEER.

 

NO TRESPASSING SIGNS SHALL BE PLACED IN ACCORDANCE WITH BNSF STD DWG 3068 AND AS SHOWN ON THE DRAWINGS.

PRIOR TO CONSTRUCTION, BNSF STANDARD PROJECT NOTICE SIGNS SHALL BE PLACED AT LOCATIONS AS DIRECTED BY THE ENGINEER.

SIGNAGE SHALL BE FULLY RESTORED UPON COMPLETION OF EACH DAYS WORK IN ACCORDANCE WITH BNSF ENGINEERING STANDARDS.

EXISTING RAILROAD SIGNAGE (INCLUDING SPEED SIGNS) SHALL BE MAINTAINED DURING THE CONSTRUCTION PERIOD. ALL RAILROAD

 

APPROVAL OF THE ENGINEER.

THE CONTRACTOR SHALL NOT PLACE MATERIAL AND/OR EQUIPMENT WITHIN 25 FEET OF AN ACTIVE TRACK AT ANY TIME WITHOUT PRIOR

 

THE CONSTRUCTION PERIOD.

AMTRAK CAPITAL CORRIDOR COMMUTER TRAIN OPERATIONS AND FREIGHT TRAFFIC MUST BE MAINTAINED THROUGHOUT

THE MOVEMENT OF TRAINS WILL BE UNDER THE AUTHORITY AND OVERALL CONTROL OF THE ENGINEER OR HIS REPRESENTATIVE.

WITH THE ENGINEER BEFOREHAND. NO SUCH WORK SHALL BE COMMENCED WITHOUT THE ENGINEER’S APPROVAL. WORK AFFECTING 

RAIL TRAFFIC DISRUPTIONS SHALL BE KEPT TO A MINIMUM. DISRUPTIONS IN RAIL TRAFFIC THAT MAY BE REQUIRED SHALL BE COORDINATED 

 

CONTRACTOR SHALL REFER TO THE SPECIFICATIONS FOR FURTHER INFORMATION REGARDING SUBMITTAL REQUIREMENTS.

SCHEDULE AND OPERATIONS PLAN. EACH ITEM OF WORK SHALL BE DESCRIBED AND ACCOUNTED FOR IN THE CONTRACT DOCUMENTS. THE

THE LIMITS OF WORK ACTIVITIES. THE CONTRACTOR SHALL SUBMIT AND RECEIVE THE ENGINEER’S APPROVAL OF THE CONTRACTORS PROJECT 

PRIOR TO COMMENCING WORK, ALL EXISTING SITE CONDITIONS SHALL BE FIELD VERIFIED WITH THE ENGINEER TO ASCERTAIN

 

COORDINATE CONSTRUCTION ACTIVITIES THROUGH THE ENGINEER SO AS TO MINIMIZE INTERFERENCE WITH OTHERS.

AMTRAK, FIBER OPTIC, UTILITIES, ETC.) MAY OCCUR DURING THE CONSTRUCTION PERIOD OF THIS CONTRACT. THE CONTRACTOR SHALL

ON-SITE CONSTRUCTION BY OTHERS, INCLUDING ROUTINE MAINTENANCE WORK, (BNSF FORCES, BNSF SIGNAL CONTRACTOR,

 

SHALL NOT BE PERMITTED AT ANY TIME.

ALL EXCAVATED WASTE MATERIAL SHALL BE IMMEDIATELY REMOVED FROM THE SITE.  ONSITE STORAGE OF EXCAVATED WASTE MATERIAL

 

CONTRACTOR’S EXPENSE UNLESS OTHERWISE STATED BY THE ENGINEER.

REPAIRS TO FACILITIES INTENDED TO REMAIN IN PLACE SHALL BE MADE BY THE CONTRACTOR AT THE

 

OTHER ITEMS THAT MIGHT IMPAIR CONSTRUCTION ACTIVITIES.  INCONSISTENCIES FOUND SHALL BE REPORTED TO THE ENGINEER.

THE CONTRACTOR SHALL FIELD VERIFY ALL DIMENSIONS FOR CONFLICTS WITH EXISTING UTILITIES, SIGNAL CABLES / EQUIPMENT AND/OR

 

THE CONTRACTOR SHALL PROTECT ALL BNSF SIGNAL FACILITIES IN PLACE.

 

PRIOR TO EACH CONSTRUCTION ACTIVITY WITHIN BNSF RIGHT-OF-WAY, THE CONTRACTOR SHALL NOTIFY BNSF’S SIGNAL REPRESENTATIVE.

 

AND COMPLY WITH ITS DIRECTIVE.

THE CONTRACTOR SHALL BECOME FAMILIAR WITH LEGISLATION OUTLINING PROCEDURES FOR LOCATING UTILITIES BY HAND EXCAVATION

 

CONSTRUCTION TO OBTAIN A DIG ALERT ID NUMBER. THE CONTRACTOR SHALL BE RESPONSIBLE FOR PROTECTING THE FIBER OPTIC LINES.

EXCAVATE" IS VALID.  THE CONTRACTOR SHALL CALL THE UNDERGROUND SERVICE ALERT (1-800-422-4133) TWO WORKING DAYS PRIOR TO 

SECTION 4216/4217 OF THE GOVERNMENT CODE REQUIRES A DIG ALERT IDENTIFICATION NUMBER BE ISSUED BEFORE A "PERMIT TO 

 

ADDITIONAL WORK.

OTHER FACILITY, GRADING SHALL PROVIDE FOR A CONTINUOUS GRADE SO THAT THE RAILROAD CAN SUBSEQUENTLY LAY TRACK WITH NO

LIMITS OF GRADING AS SHOWN ON THE PLANS ARE APPROXIMATE.  WHERE LIMIT OF GRADING IS ADJACENT TO A BRIDGE, CROSSING, OR

 

PHASING PLAN SHALL BE SUBMITTED TO THE ENGINEER FOR APPROVAL.

CONTRACTOR SHALL SUBMIT A PHASING PLAN TO THE ENGINEER FOR APPROVAL PRIOR TO CONSTRUCTION.  ANY MODIFICATIONS TO THIS

 

DISCHARGING OFF OF BNSF R/W.

THE CONTRACTOR SHALL COMPLY WITH THE STATE OF CALIFORNIA NPDES PERMIT REGARDING THE TREATMENT OF WATER BEFORE

 

POSITIVE DRAINAGE MUST BE MAINTAINED AT ALL TIMES DURING CONSTRUCTION TO PREVENT PONDING OF WATER.

 

GRADING WORK CONSISTS OF SUBGRADE PREPARATION AND PLACEMENT OF SUBBALLAST TO GRADES INDICATED ON THE PLANS.

FROM THE TOP OF THE SUBBALLAST AND UP.  THE CONTRACTOR IS RESPONSIBLE FOR ALL GRADING WORK BELOW THE TOP OF SUBBALLAST.

THE BURLINGTON NORTHERN SANTA FE RAILWAY WILL CONSTRUCT ALL TRACKWORK.  TRACKWORK DONE BY BNSF WILL INCLUDE ALL MATERIAL

 

CONSTRUCTED AT THE CORRECT VERTICAL AND HORIZONTAL LOCATIONS.

CONTRACTOR’S RESPONSIBILITY TO UTILIZE THESE CONTROL POINTS TO ASSURE THAT ALL FACILITIES INCLUDED IN THIS PROJECT ARE

HORIZONTAL AND VERTICAL CONTROL POINTS FOR THE TRACK LAYOUT ARE IDENTIFIED IN THE CONTRACT DOCUMENTS.  IT SHALL BE THE 

 

PAYMENT FOR RAILROAD FLAGMEN.

THE CONTRACTOR SHALL COMPLY WITH ALL RAILROAD OCCUPANCY REQUIREMENTS INCLUDING INSURANCE REQUIREMENTS AND USE OF AND

RIGHT-OF-ENTRY PERMITS NEEDED FOR THE WORK SHALL BE OBTAINED BY THE CONTRACTOR UNLESS OTHERWISE NOTED.

COMPANIES, AGENCIES AND OTHER CONTRACTORS WHO MAY BE AFFECTED BY THIS WORK.  ALL REQUIRED PERMITS INCLUDING RAILROAD

ALL CONSTRUCTION ACTIVITIES SHALL BE SCHEDULED AND COORDINATED THROUGH THE ENGINEER, INCLUDING THE VARIOUS 

 

THIS CONTRACT.

CONTRACTOR SHALL COMPLY WITH ALL LOCAL, STATE, AND FEDERAL SAFETY CODES AND REGULATIONS AND THE SPECIFICATIONS FOR
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Richmond Rail Connector Environmental Assessment

APPENDIX 2

FEMA FIRM Panels







Richmond Rail Connector Environmental Assessment

APPENDIX 3

California Department of Transportation’s
Title VI Policy Statement






