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1. Introduction 
You can always spot the pioneers by the arrows in their backs. 

— William H. Calvin, PhD 

My intro-saying remains ever-true. This paper will use portions of a similar paper I 
posted in 2019, but contain enough new information to justify posting as a new 
comprehensive report. We (California) continue to move forward at a slow, steady pace. 
As in many things, we do not do this because we choose to, but because we must. 
When a state has a population of 39,613,4931 and is the home to the fifth largest 
economy in the World (if it were a country),2 you really need to be a pioneer or else you 
will be a disaster. 

The California High Speed Rail System (HSR) is an important part of our state's efforts 
to reduce our greenhouse gas emissions. Currently, there is a huge amount of travel 
between the San Francisco Bay Area and the Los Angeles Area, and this is exclusively 
by auto or airlines. Although there are efforts to reduce the greenhouse gas from both of 
these transports, a viable rail system (powered by 100% renewable energy) between 
these two areas will contribute mightily to this effort. 

The good news is that the current change in direction appears to be likely to bring more 
benefits to more of California's citizens sooner than the original plan. 

This post is an update on the HSR progress in constructing its first segment (171 miles 
of operable electrified high-speed rail connecting Merced, Fresno and Bakersfield, three 
of the fastest growing areas in California). Also updates on “bookend” projects in 
Northern and Southern California. 

2. Recent Developments 
Our former governor (Brown) was a strong supporter of HSR, but it is well behind 
schedule, and well over budget. Thus our current governor (Newsom) decided to scale it 
back to just the Central Valley segment for now. I feel that this decision is reasonable. 
This is by far the most ambitious high-speed rail project in North America, and it was just 
a bridge too far. Even just the Central Valley segment is the most ambitious project in 
North America, and it's the easiest HSR segment. 

The Central Valley segment mainly goes over flat farmland near major highways and 
existing rail lines. High-speed rail tracks are very specialized (verses normal rail lines 
used for cargo transport and commuter service), and their construction over challenging 
terrain greatly increases the difficulty. Both the planned northern route from the Central 
Valley to Gilroy (south of San Jose) and the southern route from Bakersfield to Palmdale 
(in northern Los Angeles County) must cross over many miles of hilly to mountainous 

                                                 
1 World Population Review, California Population 2021, 

https://worldpopulationreview.com/states/california-population  
2 Forbes, “California”, 2019, https://www.forbes.com/places/ca/?sh=77279a373fef  

https://worldpopulationreview.com/states/california-population
https://www.forbes.com/places/ca/?sh=77279a373fef
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terrain. It is much better to gain experience with the easy segment before attempting the 
more challenging northern and southern segments. This was the original plan, and this 
plan is still in place – with a few slight detours.  

3. A Rail Line to Nowhere? 
The following is the latest project update for the HSR.3 

 Complete the 119-mile Central Valley construction segment and lay track 
pursuant to federal funding grant agreements with the Federal Railroad 
Administration; 

 Expand the 119-mile Central Valley segment to 171 miles of operable electrified 
high-speed rail connecting Merced, Fresno and Bakersfield, three of the fastest 
growing areas in California; 

 Commence testing of electrified high-speed trains by 2026-2027 and put those 
trains in service by the end of the decade; 

 Environmentally clear all segments of the Phase 1 system between San 
Francisco and Los Angeles/Anaheim; 

 Advance construction on the “bookend” projects the Authority has committed 
funding to in Los Angeles and the Bay Area—projects valued at more than $3 
billion; 

 Pursue additional funding opportunities to prospectively “close the gaps” and 
expand electrified high-speed rail service to the Bay Area and Los 
Angeles/Anaheim as soon as possible. 

In general the overall project appears to be taking on the difficult sub-projects, like road, 
river and other over-crossings. As a side-benefit, at the same time that the project 
provides a clear route for the specialized high-speed rails and electric lines, it is also 
eliminating road-crossings for the existing freight rail line. “This reduces traffic 
congestion, improves safety and cuts GHG emissions from idling vehicles. A single rail 
crossing can cause up to 45 days of stopped traffic per year, which results in about 
1,800 tons of GHG emissions annually.”4 

Other Facts from the reference 4 page: 

Will Californians use trains? Amtrak's California corridors are among the busiest in the 
nation, with 11.5 million people boarding and departing from California's trains in 2019. 

High-Speed? In blended/shared corridors, trains will be slowed to 110 miles per hour, 
as required by regulations. However, in other areas speeds will top 220 miles per hour. 

Greenhouse Gas Reduction? High-speed rail in California will run on 100% renewable 
energy. It will be all electric all the time. 

                                                 
3 California High Speed Rail Authority, “NEWS RELEASE: High-Speed Rail Authority Board of Directors 

Adopts 2020 Business Plan,” March 25, 2021, https://hsr.ca.gov/2021/03/25/news-release-high-speed-rail-

authority-board-of-directors-adopts-2020-business-plan/  
4 California High Speed Rail Authority, “Get the Facts,” https://www.buildhsr.com/get_the_facts/#mythFact2  

https://hsr.ca.gov/2021/03/25/news-release-high-speed-rail-authority-board-of-directors-adopts-2020-business-plan/
https://hsr.ca.gov/2021/03/25/news-release-high-speed-rail-authority-board-of-directors-adopts-2020-business-plan/
https://www.buildhsr.com/get_the_facts/#mythFact2
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Is HSR cost effective? Providing the same people-carrying capacity as high-speed rail 
from San Francisco to Los Angeles would require 4,200 new highway lane miles, 91 
additional airport gates and two new airport runways costing between $122B to $199B, 
not including operations and maintenance costs; more expensive than the $63B to $98B 
for HSR. 

Does California need HSR? California's population is projected to grow to more than 
45M by 2050. Transportation is a key contributor to emissions, and Los Angeles and 
San Francisco rank among the top ten most gridlocked U.S. cities. The high-speed rail 
system is a key component of achieving net-zero emissions by transforming and 
reducing greenhouse gas emissions in the transportation sector, helping California 
achieve climate goals. 

Emissions from construction? Contract requirements dictate our construction sites 
have significantly better air quality than the California average. Our contractors use Tier 
4 on- and off-road vehicles and technology to reduce nitrogen dioxide emissions. Site 
emissions are 60 percent lower than the state average. 

Best use of Cap and Trade Funds? Cap-and-Trade funding has helped spur nearly $4 
Billion of economic activity in disadvantaged communities and dispatched 400+ 
disadvantaged workers to construction projects. Of the 600+ small businesses 
participating in the high-speed rail program, 192 are Disadvantaged Business 
Enterprises. Already, 5,500+ workers are on site building high-speed rail. 

The following is additional information from the source referenced here.5 

By the end of 2022 all the route selection, preliminary planning, and environmental 
approvals necessary will be completed for the entire 500 mile Phase 1 system. Thus, it 
will be ready to be constructed when funding becomes available. 

Other “bookend” investments to advance HSR projects will continue: (a) electrification of 
Caltrain and grade separations (plus other related improvements) in the 51 miles 
between San Francisco and San Jose in Northern California,6 and (b) in Southern 
California projects to upgrade and ready LA’s Union Station and other improvements. 
These investments will provide immediate benefits in more efficient, more 
environmentally beneficial, and safer operation of higher speed trains in the San 
Francisco and Los Angeles metropolitan areas. These modifications will also make 
those transit systems ready for the inclusion of HSR trainsets when linked in the Phase 1 
system, since the HSR trainsets will be sharing trackage and have integrated schedules 
with local transit. 

When ready, the initially operational HSR system (171 miles long) will be opened to 
public use under a contracted Early Train Operator. The system would then be 
composed of four stations (Merced, Fresno, Kings/Tulare, and Bakersfield), use four 
trainsets on a single track (with passing tracks), and operate at a speed of 180 mph. 
Double tracking, additional trainsets, and the Madera station will be added as resources 
and needs permit. An earlier projection indicated that this system could be operational 
by 2029, but no commitment was made in the Revised 2020 Business Plan. 

                                                 
5 Wikipedia Article on “California High Speed Rail”, https://en.wikipedia.org/wiki/California_High-

Speed_Rail  
6 Caltrain is the commuter rail line running from San Francisco, south down the San Francisco Penensula. 

Through San Jose, and to Gilroy in Southern Santa Clara Valley. Go through the link below for the route 

map. https://www.caltrain.com/stations/systemmap.html  

https://en.wikipedia.org/wiki/California_High-Speed_Rail
https://en.wikipedia.org/wiki/California_High-Speed_Rail
https://www.caltrain.com/stations/systemmap.html
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4. Rolling Stock 
In January 2015, the California High Speed Rail Authority issued a request for proposal 
(RFP) for complete trainsets. The proposals received will be reviewed so that acceptable 
bidders can be selected, and then requests for bids will be sent out.5 

Per the 2020 Business Plan, in the limited initial operational system (171 miles, from 
Merced to Bakersfield) only four trainsets will be required. 

It is estimated that for the entire Phase 1 system up to 95 trainsets might be required. 
Initially only 16 trainsets are anticipated to be purchased. Trainset expenses, according 
to the 2014 Business Plan, are planned at $889 million for the IOS (Initial Operating 
Segment) in 2022, $984 million for the Bay to Basin in 2027, and $1.4 billion for the 
completed Phase 1 in 2029, for a total of $3.276 billion. 

In February 2015, ten companies formally expressed interest in producing trainsets for 
the system: Alstom, AnsaldoBreda (now Hitachi Rail Italy), Bombardier Transportation, 
CSR, Hyundai Rotem, Kawasaki Rail Car, Siemens, Sun Group U.S.A. partnered with 
CNR Tangshan, and Talgo. CSR merged with CNR in June 2015, bringing the number 
of companies down to eight. Bombardier Transportation completed its merge with 
Alstom by January 2021, bringing the number of companies down to 7. 

Specifications: In addition to many other requirements: 

 Each trainset will have a sustained continuous speed of 220 mph (350 km/h); 

 A maximum testing speed of 242 mph (389 km/h); 

 A lifespan of at least 30 years; 

 A length no longer than about 680 feet (210 m); 

 The ability to operate two trainsets as a single "consist" (a long train); 

 Have control cabs at both ends of each trainset and the ability to go equally well 
in either direction; 

 Pass-by noise levels (82 feet (25 m) from track) not to exceed 88 dB at 155 mph 
(249 km/h) and 96 dB at 220 mph (350 km/h) 

 Have at least 450 seats and carry 8 bicycles; 

 Have seating for first class and business class passengers as well as have space 
for wheelchairs; 

 Have food service similar to airplane-style serving; 

 Allow for use of cellphones, broadband wireless internet access, and onboard 
entertainment services; 

 Have a train communications network to notify passengers of travel/train/station 
/time information; 

 And also have earthquake safety systems for safe stopping and exiting. 

One specification that is causing some difficulty is the HSR train requirement for a floor 
height of 50 in (130 cm) above the rails. This is the international standard for high-speed 
rail trains, but Caltrain trains have a floor height of only 25 in (64 cm). (Metrolink trains 
have a similar issue.) In October 2014, Caltrain and the Authority agreed to work 
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together to try to implement "level-boarding" on the shared station platforms. The 
Authority resisted lowering their trainset floor height, but a solution was found with 
Caltrain's new Stadler KISS EMUs which will feature doors at two heights, with the 
higher doors compatible with the California High Speed Rail (CHSR) platforms. 

Some have expressed concerns about noise. Actually, the 96 dB limit at 350 km/h (25 m 
from track) is the level reached by the 1988 TGV Atlantique. Since then, aerodynamic 
improvements have been done on newer trains. 

An additional factor for the selection of a model is the Buy America regulation. The 
Federal Railroad Administration has granted a waiver for just two prototypes to be 
manufactured off-shore before the remaining trainsets (initially 15 to 20 trains) would 
need to be built according to the rules. These were mentioned as a significant reason 
that Chinese manufacturers dropped out of the Brightline West project with similar 
technical trainset specifications. 

Comment from Author: Siemens Mobility has a rolling stock manufacturing facility in 
Sacramento (the state capital). Siemens has called Sacramento home for over 30 years, 
employing more than 1,500 people across various sectors, including rail manufacturing 
and service operations as well as building technologies. At Siemens Mobility’s 60-acre 
solar-powered rail manufacturing hub, rolling stock vehicles, including locomotives, 
passenger coaches, light rail vehicles and streetcars are fully designed, engineered and 
manufactured.7 

The Siemens facility currently manufactures locomotives for Caltrans (commuter rail 
system on the San Francisco Peninsula) and light rail trains for San Francisco, 
Sacramento and San Diego. I would think that Siemens could expand the facility to 
manufacture CHSR rolling stock if needed to clinch the deal. 

5. Northern Linkages 
First, for readers that are not familiar with the San Francisco Bay Area, I need to 
describe our challenges and innovations in commuter rail transit systems. Our first 
challenge is our topography 

Let's start with the map below.8 What this map doesn't show is that is: 

 There are several mountain ranges that generally run north and south and take 
up much of the land. There is one huge valley (Santa Clara, a.k.a. Silicon Valley), 
several medium sized valleys (Napa, Sonoma and Livermore). 

 Much of the remaining land area is covered by protected wilderness areas and 
parks. 

 There three major faults running north and south: San Andreas you have heard 
of, it runs near the coast, the Hayward Fault runs through Fremont, Hayward, 
Oakland, and points North. The Calaveras Fault runs through South San Jose, 
and then up interstate 680.  

                                                 
7 Siemens, “Sacramento,” https://new.siemens.com/us/en/company/siemens-in-the-usa/sacramento.html  
8 By PerryPlanet - Image:Bayarea map.svg, Public Domain, 

https://commons.wikimedia.org/w/index.php?curid=22742405  

https://new.siemens.com/us/en/company/siemens-in-the-usa/sacramento.html
https://commons.wikimedia.org/w/index.php?curid=22742405
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Because the Bay Area is "buildable-land-challenged" residents have been pushed out of 
the main part of the Bay Area into southern Santa Clara County and off the above map 
to the east into the Central Valley.  

The transit systems in the Bay Area are really, really complicated. With a few exceptions 
I will not delve into these. The exceptions are those that pass through the Livermore 
Valley. This is not because I live here, but because this is how we will connect to the 
HSR Central Valley segment with commuter rail. 

5.1. BART 
The Bay Area Rapid Transit System was another "Pioneer". This was started in the mid-
1960s and completed in the mid-1970s (yes, I lived in the Bay Area then). More recently 
it expanded its original footprint to the east and south. This was really the first modern 
100% electric commuter rail system. I remember all of the complaints in the late 1960s 
about it being over-budget and delayed (sound familiar?). From my travels I know that 
the electric rail transit systems that were built later in Atlanta and DC are virtual clones of 
BART. A recent BART line extends into the western Livermore Valley (blue in the map 
below). There is a really good article in Wikipedia on BART linked below.9 

                                                 
9 Wikipedia, Bay Area Rapid Transit, https://en.wikipedia.org/wiki/Bay_Area_Rapid_Transit  

https://en.wikipedia.org/wiki/Bay_Area_Rapid_Transit
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BART to Downtown San Jose (currently unfunded) appears to be in deep trouble (pun 
intended). Public transit advocates are pillorying plans for the $6.9 billion extension of 
BART service through downtown San Jose over station designs that require passengers 
to descend up to 90 feet to get from the street to their trains...10 

One reason is that when VTA planned the extension, it faced a choice between 
shallower, more conventional stations that would require tearing up sections of Santa 
Clara Street for years at a time — which downtown businesses opposed — or a new 
subway building method pioneered in Spain that promised to minimize disruptions at 
ground level by tunneling deeper underground. VTA chose the latter… 

VTA spokeswoman Bernice Alaniz emphasized that business disruptions weren’t the 
only factor, however — soil conditions, the need to work around underground utilities 
and a desire to avoid severing VTA’s light rail line also factored into the decision to 
tunnel deeper. 

With the major problems VTA has had recently (go through link below), I would guess 
their “risk-taking” appetite has diminished considerably, and high-risk multi-billion 
projects are off the table. 

https://www.sfchronicle.com/local/article/VTA-has-yet-to-restore-light-rail-service-after-16220881.php  

                                                 
10 Nico Savidge, Mercury News via MSN, “Twitter roasts San Jose BART extension plans: Journey to the 

center of the Earth,” 5/20/2021, https://www.msn.com/en-us/news/us/twitter-roasts-san-jose-bart-

extension-plans-journey-to-the-center-of-the-earth/ar-AAKdjss?ocid=BingNewsSearch  

https://www.sfchronicle.com/local/article/VTA-has-yet-to-restore-light-rail-service-after-16220881.php
https://www.msn.com/en-us/news/us/twitter-roasts-san-jose-bart-extension-plans-journey-to-the-center-of-the-earth/ar-AAKdjss?ocid=BingNewsSearch
https://www.msn.com/en-us/news/us/twitter-roasts-san-jose-bart-extension-plans-journey-to-the-center-of-the-earth/ar-AAKdjss?ocid=BingNewsSearch
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5.2. ACE 
Back when BART was originally completed (mid 1970s) the Livermore Valley was one of 
the easternmost bedroom communities in the Bay Area, but in the 46 years since then 
commuters have been pushed out into the Central Valley. The freeway from the 
Livermore Valley to the Central Valley (I-580) goes through the Altamont Pass, and 
although it has been widened and otherwise improved over the last two decades, it still 
has some of the worst commute-traffic in California.  

In 1997, the Altamont Corridor Express Joint Powers Authority (ACE JPA, or just ACE, 
was formed by the San Joaquin Regional Rail Commission, Santa Clara Valley 
Transportation Authority (VTA), and Alameda Congestion Management Agency (ACMA). 
The goal of this body was to quickly and inexpensively implement a rail commuter line 
from the Central Valley, through the Altamont Pass, the Livermore Valley and to San 
Jose. 

The initial purchase of rolling stock, construction of stations, and other start-up costs, 
amounted to some $48 million. Station improvements are the responsibility of the county 
in which the station is located. ACE pays the owner of the right of way, Union Pacific 
Railroad, about $1.5 million per year. Service began on October 19, 1998, with two daily 
round trips running to San Jose in the morning and Stockton in the evening.11 This 
service has been continually expanded, and had (pre-pandemic) six trains making six 
round trips. Now it’s ramping back up again and has four trains that make four daily 
round trips from Stockton to San Jose. Approximate total daily ridership is 6,000 
passengers.  

There is just one problem: there is no direct link from ACE to BART (other than express 
buses). The planned project described in the next subsection hopes to fix that, and 
quickly. It will also take a different route than ACE for part of its tracks, which will 
facilitate rail travel for many more commuters living in San Joaquin County. 

5.3. Valley Link (future) 
This important project will connect Northern San Joaquin County communities to the 
Livermore Valley and BART through frequent and fast rail service via the Altamont Pass. 
A 12-mile, abandoned right-of-way was deeded to Alameda County by Southern Pacific 
in 1984. Using this path will provide an unprecedented opportunity to deliver a fast and 
efficient inter-regional rail service - connecting people, housing and jobs in the Northern 
California Megaregion and will provide much-needed congestion relief in one of the Bay 
Areas most congested corridors. 12 

Valley Link will extend initially from the planned ACE North Lathrop Station in the San 
Joaquin Valley through the Altamont Pass, then connect with the Dublin/Pleasanton 
BART terminus station in the Livermore Valley. See below for the proposed route map. 
Note that Mountain House and River Islands are planned communities. 

                                                 
11 Wikipedia, Altamont Corridor Express, https://en.wikipedia.org/wiki/Altamont_Corridor_Express  
12 Valley Link Project Page (edited), https://www.valleylinkrail.com/valleylink-project  

https://en.wikipedia.org/wiki/Altamont_Corridor_Express
https://www.valleylinkrail.com/valleylink-project
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The California Legislature created the Tri-Valley San Joaquin Valley Regional Rail 
Authority when it passed Assembly Bill 758, signed by Governor Brown on October 13, 
2017. The Authority will plan, develop and deliver cost-effective transit connectivity in the 
Tri-Valley between BART and ACE. 

From the west ACE uses existing Southern Pacific (SP) tracks that start over the 
Altamont Pass on the northern side of I-580, but these cross over to the southern side 
and curve further south to South Tracy. Valley Link will split from the SP tracks and use 
the abandoned rail path to remain north of I-680, go through the Northern side of Tracy 
and North Lathrop Station where it will rejoin ACE. 

Full implementation of the Proposed Project would be subject to available funding and 
design and construction considerations; therefore, two initial operating segments (IOS) 
are under consideration and would establish initial service from the Dublin/Pleasanton 
BART Station to the Greenville or Mountain House Station. The Mountain House IOS 
would include the proposed Tracy OMF (operation and maintenance facility) in the City 
of Tracy. The Greenville IOS would include an Interim OMF to be constructed on a 5-
acre portion of the Alameda County Transportation Corridor right of way, approximately 
2.5 miles east of the Greenville Station. 

The choice of rolling stock that would be used for the Proposed Project depends on 
multiple factors, including the availability of the technology in the marketplace, the 
number of potential vehicle providers (e.g., the ability to obtain competitive bids), 
whether certain power sources can meet desired performance criteria (including transit 
over the Altamont Pass), and air quality, noise, and GHG emission considerations. Thus, 
the Authority is considering four train technology variants: 

 Diesel multiple unit (DMU) variant 

 Hybrid battery multiple unit (HBMU) variant 

 Battery-electric multiple unit (BEMU) variant (includes an overhead catenary 
system on the Altamont segment). 

 Diesel locomotive haul (DLH) variant 
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In a recent extension of a BART line from Pittsburg, CA to Antioch (about ten miles) they 
used eight diesel multiple-units (see below).  

 

The Proposed Project will operate 74 daily round trips, providing an estimated 33,000 
daily rides in 2040. This will result in the reduction of an estimated 140.8 million vehicle 
miles traveled (VMT) per year in 2040 and the reduction of an estimated 32,220 to 
42,650 metric tons of greenhouse gas (GHG) emissions, depending on the final project 
configuration. 

The Tri-Valley – San Joaquin Valley Regional Rail Authority (Authority) is managing the 
Valley Link Project. The Authority, acting as lead agency under The California 
Environmental Quality Act, has prepared the Final EIR for the Valley Link Project, which 
it released on April 30, 2021. This can be accessed through the link below.13 

The only date that is defined when Valley Link will be complete is the above “2040,” but 
given other project milestones, I would guess the initial project will be complete and 
transporting passengers in the mid-2030s. 

5.4. Detailed Future Northern Connectivity 
When Governor Newsom was sworn in he already knew that the HSR project was off the 
rails (pun intended), so he started the process described above, including using ACE to 
link HSR to the southern Bay Area and the San Francisco Peninsula (see map below) 
and ultimately Valley Link to link to BART and most of the rest of the Bay Area. 

The map below shows the northern connectivity might look like around 2030. This 
provides future extensions to ACE to the Merced, and thus the terminus of the HSR 

                                                 
13 Tri-Valley / San Joaquin Valley Regional Rail Authority, “Valley Link EIR.” 

https://www.valleylinkrail.com/deir  

https://www.valleylinkrail.com/deir
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Central Valley Segment. This will provide connectivity to the current ACE route (and the 
South Bay), and eventually BART through Valley Link (most of the remaining Bay Area). 
See the Valley Link map in the prior subsection for more connection details. 

 

6. Southern Linkage 

The really good news is that the LA area appears to have a single agency coordinating 
most of the rail transit in this area (Metrolink). The Bay Area has many agencies, and 
they sometimes cooperate, and sometimes not so much (part of our culture of 
constructive chaos).  
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The following is the current status of the southern linkage. Reference the map below14 
and colors in the following descriptions. 

 

6.1. Tehachapi Crossing: Bakersfield – Palmdale 

Environmental approval underway. The Tehachapi Mountains pose a major barrier 
to creating a north-south passenger rail connection, a glaring missing piece of the 
California network. Freight trains cross the mountains on the famed Tehachapi Loop, a 
slow but busy single-track railroad that lacks the capacity for passenger trains. So, an 
extensive network of buses connects Bakersfield to cities throughout the Los Angeles 

                                                 
14 High Speed Rail Alliance, “California's High Speed Rail Phasing Plan”, 

https://www.hsrail.org/californias-high-speed-rail-phasing-plan  

https://www.hsrail.org/californias-high-speed-rail-phasing-plan
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area and the High Desert. These buses can be enhanced until the mountain crossing 
can be constructed. 15 

The Bakersfield to Palmdale HSR project section (mountain crossing) connects the 
Central Valley to the Antelope Valley, closing the existing passenger rail gap over the 
Tehachapi Mountains. The approximately 80-mile corridor travels through or near the 
cities of Edison, Tehachapi, Rosamond, Lancaster and Palmdale with proposed stations 
in Bakersfield and at the Palmdale Transportation Center. 

6.2. Antelope Valley: Palmdale – Burbank 
The California High Speed Rail Authority is studying several options for this 

challenging section, which will be shared by the Los Angles – San Francisco and Los 
Angeles – Las Vegas routes. All options involve extensive tunneling.  Metrolink’s 
Antelope Valley line could be upgraded as an interim solution. The Metrolink Antelope 
Valley commuter rail route runs from Palmdale to into LA:  

6.3. Virgin Rail: Las Vegas – Victorville 
Brightline West is poised to begin construction on the first segment of a high-

speed line to Las Vegas. The initial design was developed by a major casino owner and 
gained environmental clearance in 2009.  

Brightline has made several design changes that require further review. It is expected 
that the new Las Vegas station will be built near McCarren Airport as part of a hotel and 
casino complex. 

Many busy highways from the LA Basin and other points converge at Victorville on their 
way to Las Vegas. A convenient and attractive station will attract drivers wanting to avoid 
the unpredictable drive on I-15. Rail passengers will have the added bonus of checking 
into their hotels, getting their room keys and leaving their luggage at the Victorville 
station. The luggage will be delivered to their room. That way they can go straight to the 
casino or meeting without stopping at the hotel. 

Also, feeder buses will meet the train at either end to extend the service beyond. 

6.4. Virgin Rail: Victorville – Palmdale 
Design work and environmental documents underway 

Brightline is designing an extension from Victorville to Palmdale where it could connect 
with the Metrolink Antelope Valley line and the Los Angeles – San Francisco high-speed 
line when it is built. 

                                                 
15 California High speed Rail Authority, “Project Sections,” https://hsr.ca.gov/high-speed-rail-in-

california/project-sections/  

https://hsr.ca.gov/high-speed-rail-in-california/project-sections/
https://hsr.ca.gov/high-speed-rail-in-california/project-sections/

