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Chapter 5 
Revisions to the Draft EIR and the Partial 

Revision of the Draft EIR 

Introduction 
This chapter contains revisions to the DEIR and the Partial Revision of the 
PRDEIR where identified as necessary pursuant to review of comment. The 
rationale for why these changes are necessary is discussed in the Master 
Responses in Chapter 2 and the individual responses in Chapters 5 and 6. 

Revisions to the Draft EIR 
General Corrections 

Throughout the DEIR and PRDEIR, the spelling of “Capital Corridor” is changed 
to “Capitol Corridor.”   

Throughout the DEIR and PRDEIR, any reference to the “project proponent” in a 
mitigation measure is changed to reference the “agency responsible for 
construction.” Various agencies would be responsible for construction of the 
many elements of the project. It is not clear what agency would be responsible 
for construction of each specific element of the project outside the City of Union 
City.  
 

Executive Summary 
Revisions to the DEIR Executive Summary are shown in the Executive Summary 
of this document.  

Figure ES-1 has been revised as follows: 

The correct label for the Highway 92 Bridge is San Mateo-Hayward Bridge. The 
label for “E. Lewelling Blvd” is corrected to delete the “E.” At the location of the 
label the correct name for the roadway is “Lewelling Blvd.” The label for 
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Industrial Blvd north of SR 92 should be moved to the south, closer to SR 92 and 
south of the junction with Clawiter Road. 

Figure ES-4 in the DEIR is replaced with Figure 2-1in the FEIR. 

Table ES-1, Summary of Impacts, Mitigation Measures, and Levels of 
Significance is revised to incorporate applicable revisions identified below. The 
revised Table ES-1 follows this chapter. 

Chapter 1 – Introduction 
Chapter 1, Page 1-2, lines 6-11 are revised as follows: 

The rail team was expanded and staff members were invited from the cities of 
Hayward, Fremont, and Newark, and from funding/planning agencies, including 
the Metropolitan Transit Transportation Commission, Alameda County 
Transportation Improvement Agency, Alameda County Congestion Management 
Agency, and Association of Bay Area Governments. 

Chapter 2 – Project Description 
Figure 2-4 in the DEIR is replaced with Figure 2-1in the FEIR. 

Chapter 2, Page 2-1, Introduction, is revised as follows: 

The goal of the Union City Intermodal Station Passenger Rail Project (Proposed 
Project) is to provide passenger rail service in the City of Union City. The 
Proposed Project would provide track improvements to reroute current and future 
Capitol Corridor passenger rail service from the Niles Subdivision of the Union 
Pacific Railroad (UPRR) to the Oakland Subdivision of the UPRR between 
Hayward and Fremont to allow Capitol Corridor intercity rail service trains and 
the Dumbarton Rail passenger trains to access the planned City of Union City 
intermodal station (Figures 2-1 and 2-2).  

Rerouting of the Capitol Corridor intercity rail service onto the Oakland 
Subdivision would require new track connections at both ends of the study 
corridor: one new connection in Hayward just south of Industrial Parkway 
(commonly referred to as the Industrial connection) (Figure 2-3) connecting the 
Niles Subdivision to the Oakland Subdivision that runs adjacent to the San 
Francisco Bay Area Rapid Transit District (BART) tracks, and one in Fremont 
near Shinn Street (commonly referred to as the Shinn connection) connecting the 
Oakland Subdivision to the UPRR Centerville line (Figure 2-4). These 
connections would allow the establishment of a passenger rail station that would 
have direct access to BART with a common ground level concourse at the 
planned Union City intermodal station.  
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The Capitol Corridor intercity rail service currently operates 8 trains per day 
(four in the morning and four in the evening) through the project area on the 
Niles Subdivision (Figure 2-1). The Altamont Commuter Express (ACE) service 
operates in the southern portion of the project area on the UPRR Centerville Line 
(Figures 2-1 and 2-4). The planned Dumbarton Rail service would provide 
service across San Francisco Bay from San Mateo County to the Union City 
intermodal station using the UPRR Centerville Line and the Oakland Subdivision 
up to the Union City intermodal station (Figures 2-1 and 2-4). The Proposed 
Project would provide track improvements to relocate the Capitol Corridor 
service and allow Dumbarton Rail passenger trains to access the Union City 
BART station.  

The Capitol Corridor is an intercity passenger train system that provides a 
convenient alternative to traveling along the congested Interstate 80 (I-80), I-680, 
and I-880 freeways by operating fast, reliable, and affordable intercity rail 
service to 16 stations in seven northern California counties: Placer, Sacramento, 
Yolo, Solano, Contra Costa, Alameda, San Francisco, and Santa Clara. The 
Capitol Corridor Joint Powers Authority (CCJPA) manages the Capitol Corridor 
service. The CCJPA Board of Directors recognized the importance of the 
Proposed Project as a regionally significant transportation project by passing 
Resolution 03-2, “Participation in the Union City Intermodal Rail Station and 
Shinn Connection Project Planning and Development” in support of the Proposed 
Project. Under the terms of operating agreements with the UPRR, the CCJPA or 
UPRR can increase or decrease train service in the area of the Proposed Project. 
The Capitol Corridor intercity rail service currently operates 8 trains per day 
(four in the morning and four in the evening) through the project area on the 
Niles Subdivision (Figure 2-1). CCJPA plans to increase the frequency of service 
to 32 trains per day (16 in each directions) by 2010 independent of the Proposed 
Project.  

The proposed Dumbarton Rail Corridor (DRC) service is a separate project that 
is expected to provide access from the Union City intermodal station to other 
East Bay communities and to locations on the San Francisco Peninsula with 
morning/evening commute service. The Dumbarton Rail DRC service is in the 
initial planning process at this time. Because the Proposed Project would 
facilitate the use of the intermodal station by the Dumbarton Rail DRC service, 
the effects of the additional rail traffic associated with DRC are included in the 
analysis of cumulative impacts in this FEIR. The Proposed Project , and would 
not preclude any alternatives being considered for the DRC and that project. 
Additionally, the Proposed Project would not restrict the operating scenarios for 
either the Dumbarton Rail or for freight movement through the region. The 
Dumbarton Rail service plans to operate 12 trains per day (six in the morning and 
six in the evening). and the Capitol Corridor Service will operate 32 trains daily 
(16 in each direction). 

Chapter 2, Page2-3, Background, is revised as follows: 

This document, the Union City Intermodal Station Passenger Rail Project Draft 
Environmental Impact Report (DEIR), incorporates the previous analysis of the 
Station District and addresses the potential environmental consequences of 
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relocating passenger rail service from the Niles subdivision to the Oakland 
subdivision and adding passenger rail service along this corridor between 
Industrial Boulevard in Hayward and the Shinn connection in Fremont. This 
analysis includes the addition of Dumbarton Rail DRC trains in the corridor as 
part of the cumulative scenario. 

Chapter 2, Page 2-3, Background, Project Design, is revised as follows: 

The Proposed Project corridor extends from Industrial Boulevard in the north to 
the UPRR Centerville line between Alameda Creek and Peralta Boulevard in the 
south (Figure 2-1). The majority of the project would involve work within 
existing UPRR right-of-way and an easement under BART right-of-way for the 
Shinn connection. New connections would be constructed between the Niles 
Subdivision and the Oakland Subdivision in the area immediately south of 
Industrial Boulevard (the Industrial connection) and between the Oakland 
Subdivision and the UPRR Centerville line (the Shinn connection) near the 
BART-UPRR overpass. A layover yard with the ability to turn or “wye” trains 
would be constructed adjacent to the Oakland Subdivision track either north of 
Whipple Road or east of the new Shinn connection. The project also includes 
construction of the proposed Union City Passenger Rail station adjacent to the 
existing Union City BART station. The concept is to create an integrated 
intermodal station that will allow easy passenger connections among different 
modes of transit, including BART, passenger rail, and bus. The long-range vision 
includes a large canopy roof that would provide weather protection for the entire 
facility. Engineering plan drawings of the proposed improvements (Figures 2-8 
through 2-33) follow this chapter. 

Chapter 2, Page 2-4, Industrial Connection, 3rd paragraph, is revised as follows: 

The project would involve construction activities only on the west side of the 
existing tracks within the railroad right-of-way. Some modifications to the BART 
access road overpass could be required, depending on the final project design. 
The project would utilize the existing UPRR Oakland subdivision berm to the 
maximum extent possible, thereby minimizing the amount of fill required to 
elevate the new track. 

Chapter 2, Page 2-4, Shinn Connection includes the following revisions: 

South of Alameda Creek in Fremont, where the Oakland Subdivision turns to the 
east, a new connection (the Shinn connection) would be constructed to connect to 
the UPRR Centerville line tracks near where they pass under the BART tracks 
(Figure 2-4). The new connection would displace several industrial facilities and 
a portion of county land adjacent to and east of the BART tracks and would 
require modifications to the BART overpass a new tunnel or extended bridge to 
allow trains to pass beneath the BART tracks. The project terminates where the 
Shinn connection joins the UPRR Centerville line tracks west south of the 
Riverwalk neighborhood. Approximately 0.1 acre of new right-of-way would 
need to be acquired and the sound wall at the terminus of Riverwalk Drive in the 
Riverwalk neighborhood would be relocated approximately 10 feet to the north 
to accommodate the new connection. 
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Chapter 2, Page 2-4, Rail Upgrades, last sentence, first paragraph includes the 
following revisions: 

Ballast for the new tracks would be composed of crushed rock and shredded tires 
or a similar material for reducing vibration.  

Chapter 2, Page 2-5, Layover yard, entire section is deleted as follows: 

Layover yard 
Construction of a layover yard in the vicinity of the proposed passenger rail 
station would facilitate storage of passenger trains providing service along the 
proposed Dumbarton Rail Corridor and would provide a location for Capitol 
Corridor trains to pull off of the Oakland Subdivision if necessary for 
maintenance or other operational requirements. Dumbarton Rail trains would 
remain overnight at the layover yard, traveling to the intermodal station in the 
morning and returning to the layover yard in the evening. Some of the trains may 
require turning via a wye track to assure that the locomotive is correctly 
positioned. 

Three optional locations have been identified for the layover yard (Figure 2-2). 
The northern option is in the City of Union City north of Whipple Road on the 
west side of the Oakland Subdivision. The southern locations are in the City of 
Fremont north of the Centerville line near Shinn Road.  

The northern layover yard option (Figures 2-24 to 2-26) would require upgrades 
to existing track as well as the construction of new track for a wye (Figure 2-30) 
to facilitate storage and turnaround of trains.  

Two design options are being considered for the southern location. Option A 
would add new track between the proposed Shinn connection and Shinn Road, 
terminating approximately 50 feet north of the Centerville line (Figure 2-32). 
Option B would store cars on existing track north of the Oakland Subdivision in 
the vicinity of Shinn Road (Figure 2-25). This option would only require 
upgrades to existing track. 

Chapter 2, Page 2-7 and 2-8, Union City Passenger Rail Station, is revised as 
follows: 

Additional information regarding the passenger rail design of the intermodal 
station that is available now includes:  

� a conceptual design for the Union City passenger rail station  

� a proposed alignment for the Capitol Corridor passenger trains (Oakland 
Subdivision from the Industrial connection to the Shinn connection); 

� design details for the proposed Industrial and Shinn connections, including 
an underpass underneath the BART tracks at the Shinn connection;  
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� design details for two layover yard options;  

� design details for an optional grade separation at Decoto Road; and  

� design details for replacement of existing rails and ties. 

Chapter 2, Engineering Plan Drawings includes the following changes: 

Following this chapter is a set of engineering plan drawings (Figures 2-8 through 
2-33) for the proposed rail improvements. Figure 2-8 represents the southwest 
end of the project area where the Shinn connection joins the UPRR Centerville 
line. The drawings progress northward to the beginning of the Industrial 
connection, which is shown in Figure 2-29. The north layover yard option is 
shown in Figures 2-23 through 2-25 and Figure 2-30. The south layover yard 
options are shown in Figures 2-31 and 2-32. The design details for the optional 
grade separation at Decoto Road are shown in Figure 2-33. 

Chapter 2, Figures 2-8 through 2-10 are replaced with FEIR Figures 2-3 
through 2-7. 

Chapter 2, Page 2-8, Construction Phasing includes the following changes: 

Construction of the Proposed Project would entail the following actions: 

� construction of the Industrial connection in Hayward, 

� construction of the Shinn connection in Fremont, 

� acquisition of private lands for new track right-of-way 

� BART underpass for trains 

� construction of the passenger rail station, 

� elevating the existing rail line to the level of the BART tracks 

� adding two additional rail lines through the station 

� building station platforms and related facilities 

� optional grade separation at Decoto Road 

� potential acquisition of rail corridor right-of-way 

� construction of one of the layover yard options, 

� replacement of existing track throughout the corridor, and 

� construction of a second track from north of the Alameda Creek bridge in 
Fremont to south of I-Street in Union City. 

Figure 2-1 is amended to reflect that the Highway 92 bridge from San Mateo 
goes to Hayward. 
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Chapter 3.1 – Aesthetics 
Chapter 3.1, Page 3.1-15, Operational Impacts, is revised as follows: 

At the Shinn connection, some of the landscaping at the terminus of Riverwalk 
Drive would be removed and the existing sound wall would be replaced by a 
similar wall relocated approximately 10 feet to the north to accommodate the 
new rail connection. Removing landscaping and moving the existing sound 
barrier would significantly alter the existing visual character and quality of these 
views. Figure 3.1-4 presents a photo simulation of the change in the view to the 
east resulting from construction of the Shinn connection. 

At the Shinn connection, the new tracks on the north side of the existing 
Centerville Line would be approximately 10 to 15 feet closer to the Riverwalk 
neighborhood than the existing tracks, resulting in slightly greater effect on views 
to the south as trains pass by. Due to the short duration of passbys 
(approximately 15 seconds), the presence of a privacy fence along the south side 
of the subdivision, and the low visual quality of views to the south, this would 
not be a significant impact. 

Chapter 3.2 – Air Quality 
No revisions made pursuant to comment. 

Chapter 3.3 – Biological Resources 
No revisions made pursuant to comment. 

Chapter 3.4 – Cultural Resources 
No revisions made pursuant to comment. 

Chapter 3.5 – Hazardous Substances 
Mitigation Measure HAZ-1 is revised as follows: 

Mitigation Measure HAZ-1: Conduct Subsurface Investigations in 
Areas of the Project Corridor Where Grading Would Occur That May 
Be Underlain by Contaminated Soil or Groundwater 
The agency responsible for construction shall conduct Phase II site 
investigations, if necessary, to determine whether any chemicals of concern are 
present in areas where grading is planned (i.e., Industrial and Shinn connections, 
north layover yard option wye, south layover yard option A, optional Decoto 
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Road grade separation). If necessary, a risk assessment shall be prepared and 
procedures established before construction to address the identification, 
excavation, handling, and disposal of hazardous substances. If contaminated soil 
or groundwater is encountered, the agency responsible for construction shall 
notify the appropriate local environmental management agencies (to include 
ACWD) and local fire departments. The agency responsible for construction 
shall ensure that any identified environmental site conditions that may represent a 
risk to public health and safety will be remediated in accordance with federal, 
state, and local environmental laws and regulations.  

Before construction activities, soil samples shall be taken at all sites where 
grading is planned to determine the presence or absence of California Title 22 
Metals (CAM-17), semivolatile organic carbons, petroleum hydrocarbons (i.e. 
TPH-gas, diesel, BTEX and MTBE), and banned herbicides and pesticides. Soils 
that are detected to have hazardous levels of these substances will be excavated 
by properly trained personnel and handled in accordance with state and federal 
regulations. 

Chapter 3.6 – Hydrology and Water Quality 
No revisions made pursuant to comment. 

Chapter 3.7 – Land Use 
Figure 3.7-1, Land Use is revised as follows (see attached revised figure at end 
of this chapter). 

Impact LU-2, Fremont General Plan section is revised as follows: 

Impact LU-2: Conflict with an Existing Land Use Plan or 
Policy  

Fremont General Plan  
The Proposed Project would be generally consistent with the City of Fremont 
general plan policies related to the provision of transit services. The general plan 
recommends that the development of rail systems serving Fremont residents, 
workers, and businesses be encouraged. Additionally, it states that the city 
consider the need for future transit right-of-way when designing new or 
modifying existing roadways, encourage inter-transit agency coordination to 
facilitate interconnections, and facilitate transfers for transit users between 
different types of transportation.  

The Proposed Project would result in minor land use changes associated with the 
construction of the Shinn connection within the Fremont city limits. Industrial 
uses on the east side of the BART tracks would be replaced with the new rail line 
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for the Shinn connection. Additionally, approximately 0.11 acre of land at the 
terminus of Riverwalk Drive in the Riverwalk neighborhood would be acquired 
to accommodate the new track. 

The project is generally consistent with relevant land use planning policies. The 
Hayward, Fremont, and Union City Planning Departments would need to review 
the project to confirm the project’s consistency with relevant planning policies 
prior to project approval.  

This impact is considered less than significant. No mitigation is required. 

Chapter 3.8 – Noise and Vibration 
Chapter 3.8, Noise and Vibration in the DEIR was replaced in its entirety with 
Revised Chapter 3.8, Noise and Vibration in the PRDEIR. 

Chapter 3.9 – Transportation and Circulation  
No revisions made pursuant to comment. 

Chapter 4.1 – Significant and Unavoidable Impacts 
No revisions made pursuant to comment. 

Chapter 4.2 – Significant, Irreversible Environmental 
Changes 

No revisions made pursuant to comment. 

Chapter 4.3 – Growth Inducing Impacts 
No revisions made pursuant to comment. 

Chapter 4.4 – Cumulative Impacts 
Chapter 4.4, Cumulative Impacts is revised as follows: 

State CEQA Guidelines require that the cumulative impacts of a proposed project 
be addressed in an EIR when the cumulative impacts are expected to be 
significant and when the project’s incremental effect is cumulatively 
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considerable (15130[a], 40 CFR 1508.25[a][2]). Cumulative impacts are impacts 
on the environment that result from the incremental impacts of a proposed action 
when added to other past, present, and reasonably foreseeable future actions 
(15355[b], 40 CFR 1508.7). Such impacts can result from individually minor but 
collectively significant actions taking place over time. 

Section 15130 of the State CEQA Guidelines states that the discussion of 
cumulative impacts need not provide as much detail as the discussion of effects 
attributable to the project alone. The level of detail should be guided by what is 
practical and reasonable. In addition, Section 15130(e) of the State CEQA 
Guidelines provides that if a cumulative impact was adequately addressed in a 
prior EIR for a general plan, and the project is consistent with that general plan, 
the EIR for such a project should not further analyze that cumulative impact.  

Redevelopment Plan EIR 
The Proposed Project is a part of the larger program analyzed in the 
Redevelopment Plan EIR. The projects and programs analyzed in the 
Redevelopment Plan EIR are consistent with the City of Union City’s updated 
general plan (City of Union City 2002a and 2002b). The cumulative impacts of 
the Union City general plan update were analyzed in the EIR prepared for that 
document (Jones & Stokes 2001b). Because the Proposed Project is consistent 
with, and constitutes a subset of, the cumulative analysis in the general plan EIR, 
this analysis incorporates and uses the cumulative analysis in the general plan 
EIR as the appropriate and adequate base of analysis for cumulative impacts 
associated with the Proposed Project.  

Cumulative Rail Traffic 
The project corridor is currently used by the UPRR for occasional freight rail 
movement. Construction of the Industrial and Shinn connections would allow 
Capitol Corridor service to access the proposed Union City passenger rail station 
and would also facilitate the use of the station by the future DRC passenger rail 
service. Other than UPRR, Capitol Corridor, and DRC, no other passenger or 
freight rail users are anticipated to use the project corridor in the foreseeable 
future. 

The planned DRC service would provide service across San Francisco Bay from 
San Mateo County to the Union City passenger rail station using the UPRR 
Centerville Line and the Oakland subdivision up to the Union City station. DRC 
plans to operate 12 trains per day (six in the morning and six in the evening) and 
the Capitol Corridor Service plans to operate 32 trains daily (16 in each 
direction). 
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Layover yard 
Construction of a layover yard in the vicinity of the proposed passenger rail 
station would facilitate storage and cleaning of DRC trains. DRC trains would 
remain overnight at the layover yard, traveling to the intermodal station in the 
morning and returning to the layover yard in the evening. Some of the trains may 
require turning via a wye track to assure that the locomotive is correctly 
positioned. 

Two optional locations have been identified for the layover yard, one north of the 
Union City station in the City of Hayward and one south of the station in the City 
of Fremont. The North Layover Yard Option is located north of Whipple Road 
on the west side of the Oakland Subdivision. The southern location, South 
Layover Yard Option B, is in the City of Fremont at an existing rail yard north of 
the Centerville line near Shinn Road.  

The Northern Layover Yard Option (Figures 2-24 to 2-26) would require 
upgrades to existing track as well as the construction of new track for a wye 
(Figure 2-30) to facilitate storage and turnaround of trains.  

South Layover Yard Option B would store cars on existing track north of the 
Oakland subdivision in the vicinity of Shinn Road (Figure 2-25). This option 
would only require upgrades to existing track. 

Impacts and Mitigation Measures 
The addition of DRC trains would have potential air quality and noise impacts on 
sensitive receptors located near the project corridor. The cumulative impacts and 
mitigation measures associated with the addition of DRC trains and the layover 
yard options are discussed in Chapter 3.2, Air Quality and Chapter 3.8, Noise and 
Vibration. 

Cumulative Vehicle Traffic 
In the cumulative scenario, the proposed project contributes a minor amount of 
traffic to local roadways related to persons traveling to and from the intermodal 
station. While the added cars may affect level of service on local roadways, the 
increased use of transit promoted by the intermodal station would reduce the 
number of cars on regional roadways. Cumulative impacts related to the 
Proposed Project include decreased level of service on local roads and increased 
emissions from mobile sources. These impacts are discussed in the respective 
resource sections in Chapter 3.  
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Chapter 5 – Alternatives 
No revisions made pursuant to comment. 

Chapter 6 – Report Preparation 
No revisions made pursuant to comment. 

Chapter 7 – References 
No revisions made pursuant to comment. 
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Revisions to the Partial Revision of the Draft EIR 
Introduction 

No revisions made pursuant to comment. 

Revised Chapter 3.8 – Noise and Vibration 
Mitigation Measure NV-1 is revised as follows: 

Mitigation Measure NV-1: Install Friction Modifiers along the 
Proposed Shinn Connection  
The agency responsible for construction of the Shinn Connection shall install 
wayside devices to apply friction modifier to the top of rail along the proposed 
Shinn Connection to minimize the occurrence of wheel squeal along the curve. 
There are many documented cases where use of use of special friction modifiers 
has virtually eliminated wheel squeal on tight radius curves. Installing wayside 
applicators on both ends of the curve on the Shinn connection should minimize 
potential wheel squeal and help prevent future noise levels from exceeding the 
significant impact threshold of 64 dBA Ldn. Fully controlling the wheel squeal 
may also require the installation of applicators to apply a lubricant on the gauge 
face of the rail. Maintenance of the wayside applicators will be included in the 
maintenance agreement between the passenger rail users and the track owners (at 
this time the track is owned by the Union Pacific Railroad and the future 
passenger rail users are expected to be the Capitol Corridor rail service and 
DRC). The passenger rail services using the project corridor shall include in the 
maintenance agreement with the rail owner the requirement to conduct periodic 
noise monitoring following construction of the proposed project at residences in 
close proximity to the Shinn connection curve to determine the effectiveness of 
mitigation measures implemented to reduce wheel squeal. 

It is difficult to accurately estimate the amount of wheel squeal generated on a 
tight-radius curve or the amount of noise reduction provided by friction 
modifiers. Both depend on the condition of the track and wheels, the radius of the 
curve, the speed of the train, relative humidity, and other environmental 
conditions. If the proposed friction modifiers are not effective at reducing squeal 
noise, the following steps shall be evaluated and implemented as necessary: 

� Develop an appropriate wheel/rail profile, 

� Rail grinding/wheel truing, and 

� Modifying track design. 
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Mitigation Measure NV-2 is revised as follows: 

Mitigation Measure NV-2: Develop and Implement a Construction Noise 
Abatement/Mitigation Plan 
The agency responsible for construction shall develop a construction noise 
abatement/mitigation plan to reduce adverse noise effects from construction 
activity. Key elements of the plan shall include, but not be limited to, the 
following:   

� Construction contractors shall comply with all relevant provisions of 
applicable local noise policies and ordinances, including limitations on nighttime 
construction when feasible.   

� All construction equipment shall have sound-control devices no less effective 
than those provided on the original equipment. No equipment shall have an 
unmuffled exhaust.   

� As directed by the local lead agency responsible for construction, the 
construction contractor shall implement appropriate additional noise mitigation 
measures including, but not limited to, changing the location of stationary 
construction equipment, shutting off idling equipment, rescheduling construction 
activity, notifying adjacent residents in advance of construction work, rerouting 
heavy truck traffic, and/or installing acoustic barriers around stationary 
construction noise sources or construction sites. In the event that the construction 
engineer is unable to mitigate construction-related noise to the local noise 
standards for construction noise, the construction contractor shall offer to 
temporarily relocate residents (i.e., provide hotel vouchers). 

The following paragraph on Page P3.8-19 regarding idling trains applies only to 
the cumulative impact analysis. This paragraph is deleted from Page P3.8-19 and 
added to the discussion on Page P3.8-28 following the last paragraph on that 
page. 

2. Idling Trains: In the cumulative impact analysis, DRC trains idling at a 
layover yard would generate a constant sound level of approximately 70 dBA 
at 50 feet. It is assumed that each train would idle for 15 minutes before 
leaving the yard in the morning and for 30 minutes after returning to the yard 
in the evening. Three idling trains would occur before 7 a.m. with the 
remainder between 7 a.m. and 10 p.m. 

References 
No revisions made pursuant to comment. 






