
Silicon Valley Rapid Transit Corridor – Final Supplemental EIR 

3-123 

 



Silicon Valley Rapid Transit Corridor – Final Supplemental EIR 

3-124 

RESPONSE TO COMMENT LETTER P-1 

Dmitry Tadenev 

P-1.1 Since no BART Stations are planned in the Dixon Landing Road area, no new trips 
attributable to the Project can be expected in this area. Some of the existing traffic on 
Dixon Landing Road can be expected to change their current travel pattern to access the 
closest BART station (Montague and Capitol Station).  However, these trips would be 
trips already using these facilities that would show up as new trips attributable to the 
Project only in the immediate vicinity of the BART Station. 

 The Dixon Landing Road At Grade Option, recommended by VTA staff and the PAB, 
provides a major traffic benefit by grade separating the existing railroad tracks and 
Dixon Landing Road.  Once construction is completed, the railroad tracks and BART 
would be at grade and Dixon Landing Road would be a depressed roadway, passing 
underneath.  Therefore, roadway traffic would flow smoothly and would not experience 
the current delay when trains cross Dixon Landing Road.  

 

P-1.2 The noise impacts for BART operations have been addressed in the Draft SEIR, Chapter 
4, Section 4.12.  Where noise levels exceed the threshold of significance, noise 
mitigation is identified.  Specifically, two sound walls are identified on the east side of 
the BART alignment immediately north of Dixon Landing Road.  In addition, with the 
railroad grade separation, trains would no longer be required to sound their warning 
horns.   
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RESPONSE TO COMMENT LETTER P-2 

Dmitry Tadenev 

P-2.1 Refer to Response to Comment P-1.1.    

 

P-2.2 Refer to Response to Comment P-1.2 
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RESPONSE TO COMMENT LETTER P-3 

Rajeev Bhargava 

P-3.1 The support for the project is noted.   
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RESPONSE TO COMMENT LETTER P-4 

Charlie Cameron 

P-4.1 The comment is noted.  The AC transit ridership figure of 215,000 refers to all services 
provided by AC transit. 

 

P-4.2 The ridership numbers were accurate as of December 2006 and can still be used to 
assess environmental impacts from the project.  

 

P-4.3 The ridership numbers were accurate as of December 2006 and can still be used to 
assess environmental impacts from the project. 

 

P-4.4 The numbers were accurate as of Fall 2006 and can still be used to assess 
environmental impacts from the project. 

 

P-4.5 Mailings to the City of Union City were sent by certified mail and VTA has receipts 
acknowledging their acceptance of the notification.  The zip code shown in the Draft 
SEIR should have been 94587 not 9458. 

 

P-4.6 This comment did not raise an environmental concern and therefore no response is 
required.  Also, refer to Response to Comment P-4.1. 

 

P-4.7 This comment did not raise an environmental concern and therefore no response is 
required. 
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RESPONSE TO COMMENT LETTER P-5 

Frank De Smidt 

P-5.1 VTA staff’s recommendation is to approve the Dixon Landing Road At Grade Option.  
The SVRT Policy Advisory Board did not make a recommendation on the Dixon Landing 
Road options.  The other option being considered by VTA is BART in a retained cut.  
With the Retained Cut Option, Dixon Landing Road and the existing railroad tracks would 
not be grade separated and traffic delays during train crossings would continue causing 
substantial long-term traffic impacts.  Once BART is constructed, a future grade 
separation of freight and Dixon Land Road traffic will be substantially more complicated.   

 Temporary construction impacts were addressed in the Draft SEIR.  However, the 
construction staging area located at the southeast corner of Dixon Landing Road and 
Milmont Drive has been dropped from further consideration.  Therefore, the businesses 
at this location would not be displaced.   

  

P-5.2 The support for the No Wye Option is noted and provided to the VTA Board of Directors 
for their consideration.  

 

P-5.3 The support for no aerial option is noted and provided to the VTA Board of Directors for 
their consideration.  The Retained Cut Long Option is also the VTA staff and PAB 
recommendation. 

 

P-5.4 The support for Montague/Capitol Station Parking Structure with Surface Parking Option 
is noted.   

 



Silicon Valley Rapid Transit Corridor – Final Supplemental EIR 

3-137 

 



Silicon Valley Rapid Transit Corridor – Final Supplemental EIR 

3-138 

 



Silicon Valley Rapid Transit Corridor – Final Supplemental EIR 

3-139 

RESPONSE TO COMMENT LETTER P-6 

Danny Garza 

P-6.1 VTA will follow BART established guidelines for safety infrastructure at stations, 
determining appropriate mitigation for impacts, such as traffic signals and crosswalks 
where appropriate.  VTA also coordinates with local jurisdictions to apply appropriate 
traffic controls within station areas.  In public ROW, the local jurisdiction is responsible 
for providing safety personnel and other measures to ensure public safety.   

  

P-6.2  Architectural design drawings will be developed during the 65 percent design phase and 
shared with the City and local community.  Themes for station architecture are under 
development now as part of 65 percent design in partnership with the City of San Jose.  
The City has established a Design Review Committee to provide VTA with input on 
station architecture.  This will be supplemented with input from existing City committees 
and the public. 

 

P-6.3 In the security plan for the Project, the BART Police Department will provide police 
services for all Project facilities, stations, garages, and trains.  Police personnel are 
responsible for safeguarding the lives and property of BART patrons and employees.  
BART police officers have the same powers of arrest as city police officers and county 
sheriff’s deputies.  The police work 24 hours a day, 365 days a year.  In addition, a 
BART Transit Police Station is located in the southwest portion of the parking garage at 
the Alum Rock Station.  This will also assist in deterring criminal activities.  For areas 
outside BART facilities, the City of San Jose Police Department will provide police 
services.   

 

P-6.4 Measures will be taken to avoid impacting the church during construction.  These include 
construction strategies for tunneling, station construction and parking structure 
construction.  A monitoring program will be implemented so that any unanticipated 
issues that may arise during construction will be identified and addressed promptly.  VTA 
will be responsible for any structural damage related to the construction and/or 
operation of the Project.  VTA will also ensure that funds are available to repair any 
damage caused by the Project.  
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RESPONSE TO COMMENT LETTER P-7 

Rudolf Metz 

P-7.1 On January 6, 2005, the VTA Board of Directors approved the Joint Development 
Program to create a long-term source of revenue to support VTA’s operations while 
creating station areas and transit corridors, which are vibrant, prosperous, community 
assets that create strong transit-oriented development.  The approved program includes 
an extensive process by which VTA can solicit and evaluate development proposals and 
select qualified developers for chosen sites.  The approved Joint Development Program 
has identified future BART stations as potential joint development sites.  On a regional 
level, the Metropolitan Transportation Commission also supports transit-oriented 
development (TOD) around stations to maximize transit use. 

  

P-7.2 BART and LRT are only part of the solution to reducing traffic congestion.  Increasing 
the number of occupants in a vehicle is another congestion management tool as is 
increasing bus ridership.  VTA as the Congestion Management Agency continues to work 
on this regional issue. 

 The Draft SEIR traffic studies include freeway segments level of service analyses.  These 
analyses disclose the existing operating levels of the freeway segments analyzed as well 
as the year 2030 conditions without and with the Project.  Draft SEIR, Table 4.2-17, 
shows traffic projections on freeway segments without and with the Project.  These 
projections show that freeway volumes would decrease at some of the study freeway 
segments with implementation of the Project.  In addition, Tables 4.2-10 and 4.2-11 
show the travel time savings in the year 2030 without and with the Project. 
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RESPONSE TO COMMENT LETTER P-8 

Brian Pirkl 

P-8.1 The Diridon/Arena Station is shown in the Draft SEIR, Appendix D, Figures D16-D19.   
The alignment from the Diridon/Arena Station to the Santa Clara Station is shown in 
Appendix C, Figures C-47-C50. 

  

P-8.2 The analysis of groundborne noise and vibration impacts accounts for the proposed 
location of the tunnel and nearby residences (some of which may be directly above the 
tunnel), the local soil strata properties in each area, the speed of the train and the depth 
of the tunnel.  Where noise and vibration impacts are projected to exceed the FTA 
criteria (which apply to levels inside residences), then mitigation measures have been 
identified that would reduce the levels to less than significant.  The address of the 
person making the comment is apparently 24 Cleaves Avenue.  The tunnel does not 
pass under the residence as can be seen in Draft SEIR, Figure 4.12-3e. 
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RESPONSE TO COMMENT LETTER P-9 

Rani Nair 

P-9.1 VTA is responsible for funding and constructing facilities related to BART operations at 
the current Berryessa Flea Market site.  The BART facility needs are integrated into the 
Master Plan for the Berryessa Flea Market Planned Development, which was initiated by 
the Flea Market landowner.   

 The City of San Jose is processing a General Plan Amendment to convert the Flea Market 
site to Transit Corridor Residential and other intensified land uses and open spaces that 
may be programmed for community events. 

  

P-9.2 Art and aesthetics will be addressed by the Project during its final design phase and will 
be coordinated with the local jurisdictions.  VTA, the Cities of San Jose, Milpitas and 
Santa Clara, and local stakeholders, are just beginning to develop architectural themes 
and considering opportunities for public art components for stations and BART-related 
facilities.  

P-9.3 The primary energy source for the BART Project will be electricity for Pacific Gas & 
Electric and Silicon Valley Power.  Alternative energy sources such as solar power will be 
evaluated during Final Design.  

 

P-9.4 VTA and BART will be looking into ITS technology such as real time updates of train 
arrival times, displaying real time traffic reports on nearby freeways, real time parking 
lot spaces availability, train information accessible via cell phone displays, smart fare 
cards, etc.  

 

P-9.5 The current plan is to construct the entire project at one time.  This will involve 
extensive testing and commissioning prior to beginning revenue service.  Opening up in 
phases is not possible without a yard and shops maintenance facility to maintain the 
BART vehicles.  Since the yard and shops maintenance facility is located at the end of 
the line in the City of Santa Clara, phased opening of stations does not provide for any 
maintenance facilities.  As to naming rights for stations to subsidize costs, VTA will 
consider this along with other opportunities to reduce costs. 

 

P-9.6 Construction of modern rail transit systems use “continuously welded rail” (CWR) as a 
typical approach.  The Project is no different.  CWR does result in quieter wayside noise 
compared to the older jointed rail. 

 

P-9.7 Because of safety concerns, adequate separation is required between the BART 
trackway and adjacent uses such as a bike path.  The existing ROW for the above 
ground alignment in Fremont, Milpitas, and San Jose is not adequate to accommodate a 
continuous bike path.  However, portions of the ROW may be available to accommodate 
a public bike path or trail.  Also, see Response to Comment L-3.1 for additional 
information.   
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RESPONSE TO COMMENT LETTER P-10 

Richard Tretten 

P-10.1  VTA undertook a substantial outreach effort to encourage comments on the Draft SEIR.  
VTA mailed 33,637 meeting notices to residents, business and property owners along 
the BART corridor – ½-mile radius around each of the stations and 1,000 feet along the 
16 mile extension.  The database also included city stakeholder groups: three city 
Community Working Groups; 37 neighborhood associations; redevelopment agencies; 
business associations and past meeting attendees from the Scoping effort. 

 Newspaper ads were also run in the following newspapers and dates: 

   Mercury News: Tuesday, 1/23; Tuesday, 2/6 

   Santa Clara Weekly: Wednesday, 1/24  

   Milpitas Post: Thursday, 1/25  

   El Observador: Friday, 1/26  

   Thoi Bao: Friday, 1/26 

 The SEIR included a No Parking Option at the Diridon/Arena Station, in addition to a 
Parking Structure Option.  The Diridon/Arena Station provides excellent intermodal 
transfer opportunities between commuter rail, light rail and bus transit lines.  The station 
also offers opportunities for future high-density transit-oriented developments (TOD) on 
surrounding properties.  VTA included this option not only to reduce costs, but also to 
accommodate the City of San Jose’s interest in studying long term parking strategies 
that meet the needs of the City of San Jose, HP Pavilion, and future TOD development.  
The City of San Jose has requested that VTA work in coordination with the City to 
address parking strategies in the larger Diridon area. 

 The ridership model projections show that, with the Diridon/Arena Station No Parking 
Option, the majority of the displaced park-and-ride traffic would travel to the Santa 
Clara Station.  As a result, the No Parking Option analyzed an additional 815 parking 
spaces at the Santa Clara Station.  Approximately 1,200 daily boarding are lost with this 
shift in parking.  The impacts from adding parking at the Santa Clara Station are 
addressed in the Draft SEIR under Design Changes 42 and 52.  Also, refer to Response 
to Comment P-56.2.  

 Following input from the SVRT Policy Advisory Board and further discussions with 
interested parties, VTA staff will not be making a recommendation regarding parking at 
the Diridon/Arena Station.  VTA will continue to work with the various parties to develop 
a comprehensive parking management strategy for the area. 
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RESPONSE TO COMMENT LETTER P-11 

Syed Malek 

P-11.1 The support for the project is noted. 
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RESPONSE TO COMMENT LETTER P-12 

Ramya Kathirvelu 

P-12.1 The support for the project is noted. 



Silicon Valley Rapid Transit Corridor – Final Supplemental EIR 

3-155 

 



Silicon Valley Rapid Transit Corridor – Final Supplemental EIR 

3-156 

RESPONSE TO COMMENT LETTER P-13 

Scott McKay 

P-13.1 The FEIR certified in December 2004 included a discussion of alternatives (see FEIR, 
Section 3.6 Alternatives Considered and Withdrawn).   

 The Major Investment Study/Alternatives Analysis (MIS/AA) for the BART Alternative 
evaluated 11 alternatives for the corridor including the possible use of express bus, 
busway, commuter rail, diesel light rail, light rail, and BART.  After an extensive public 
outreach process, the VTA Board of Directors determined that the benefits of the BART 
Alternative were far greater than those of any of the other alternatives.  On November 
9, 2001, the VTA Board of Directors selected the BART Alternative as the Preferred 
Investment Strategy/Locally Preferred Alternative for the Silicon Valley Rapid Transit 
Corridor. 
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RESPONSE TO COMMENT LETTER P-14 

Zhirong Lin 

P-14.1 No street address was provided to identify where the person making the comment lives 
to determine noise and vibration impacts.  Draft SEIR, Chapter 4, 4.12 Noise and 
Vibration, addresses impacts along the alignment.  Where BART operational noise would 
exceed the Federal Transit Administration (FTA) noise threshold for Severe Impact, 
noise mitigation has been included.  Similarly, for vibration impacts, mitigation has been 
included that reduces impacts to less than severe levels in all cases except for two 
residences.  The two residences are located at the Terrace Gardens Senior Housing 
complex just north of Calaveras Boulevard.  The federal noise and vibration criteria are 
applied to the Project.  The commentor should contact the City in which they reside 
regarding local noise guidelines.   
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RESPONSE TO COMMENT LETTER P-15 

Montague Parkway Associates, LP 

P-15.1 VTA staff and the Policy Advisory Board are recommending the Retained Cut Long 
Option at this location.  This recommendation is consistent with the City of Milpitas’ 
preference for a retained cut option.  VTA is not pursuing either aerial option; therefore, 
no driveway relocations would result. 

 

P-15.2 Refer to Response to Comment P-15.1.  Capitol Avenue would not be reconstructed 
below grade with the Retained Cut Long Option.  

 

P-15.3 Refer to Response to Comment P-15.1.  

 

P-15.4 The construction of the intersection of Milpitas Boulevard Extension and Gladding Court 
would require a short-term temporary closure to construct the intersection.  Nighttime 
closure of Gladding Court is one option being considered, but, closure would need to be 
approved by the City of Milpitas.  The City’s approval and conditions would consider 
access during emergencies.  Refer to Response to Comment P-15.1 regarding selection 
of the Retained Cut Long Option. 

 

P-15.5 Noise impacts to the Crossings at Montague associated with the proposed station at 
Montague/Capitol (Design Change 17) were addressed in the 2004 FEIR.  Noise impacts 
associated with BART train operations were updated and addressed in the Draft SEIR, 
Table 4.12-1.  The Crossings at Montague are sufficiently far from the tracks (the 
nearest building is 165 feet away from the near track) as to not be significantly impacted 
by BART airborne noise for any of the alignment options.  It should be noted that the 
train speed is lower in this area because of the station.   

 

P-15.6 The Project includes the 12-foot-high sound wall as identified in the 2004 FEIR.  The 
purpose of the sound wall is to reduce noise from bus, automobiles, and station 
activities.  The sound wall substantially reduces noise impacts to ground level outdoor 
living and recreational areas of the apartment complex.  The station layout in the Draft 
SEIR is adequate to address noise impacts at this location.  Final design is scheduled for 
completion in December 2009.   

 

P-15.7 VTA will maintain all sound walls constructed within the VTA ROW.   

 

P-15.8 There is no evidence that the Project will cause spillover crime in adjacent residential 
neighborhoods.  The BART Police Department will provide police services for all BART 
facilities 24 hours a day, 365 days a year.  For areas outside BART facilities, the police 
department of the appropriate city will provide police services.    
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P-15.9 As stated in Response to Comment P-15.1, the Retained Cut Long Option is the 
recommendation.  Therefore, aerial options are no longer being considered that may 
have had views into The Crossings at Montague.   

 The multi-level garage would be located more than 600 feet from the swimming pool 
area of The Crossings development.  In addition, there is a 12-foot sound wall planned 
between the garage and swimming pool that would also partially obstruct views.  
Accordingly, views of the swimming pool area would be limited.  BART security would 
ensure that any aberrant behavior is curtailed promptly. 

 

P-15.10 The concerns regarding the aerial options near the Montague/Capitol Station are noted.  
Refer to Response to Comment P-15.1 regarding the recommendation for the Retained 
Cut Long Option.   

 Refer to Response to Comment P-15.7.  

 VTA will maintain landscaping within VTA’s property as shown in the Draft SEIR, 
Appendix D, Figures D-2 and D-5.  Landscaping is not proposed at this stage for the 
sound wall south of the Montague Station.  This will also depend on whether the 
property south of the station/Milpitas Boulevard is used as surface parking or Transit 
Facility.  

 No retrofitting of existing windows or doors is proposed at this location for the Retained 
Cut Long Options because the noise impacts were found to be less than significant.   

 The modifications to the driveways at the Crossings at Montague were necessary for the 
aerial options only.  The staff recommendation to the VTA Board of Directors is to select 
the Retained Cut Long Option that would not impact the driveways.   

 

P-15.11 The parking structure is more than 600 feet north of The Crossings property.  Therefore, 
the structure would not cast shadows that would adversely affect the use and 
enjoyment of the public and private open spaces at The Crossings at Montague.  
Because the site is located in the northern hemisphere, the longest shadows produced 
by buildings are to the east and west, not to the south.  The length of the shadow cast 
to the south would be much less, and would not compromise the use and enjoyment of 
The Crossings’ property.   

 

P-15.12 Design of the sound wall/noise barrier will not be part of the Community development 
meetings.  Architectural design for the Station is underway with meetings scheduled 
with Community Working Group, Planning Commission, Art’s Commission, Transportation 
Subcommittee, City Staff and the City Council.  This will be followed by the parking 
structure using the same design review process.  If a preferred design is desired, this 
should be shared with VTA as soon as possible for consideration. 

 

P-15.13 Landscaping is not proposed for the sound wall south of the Montague Station.   

 

P-15.14  VTA is aware of the existing stormwater retention basin on the Crossings of Montague 
property, and of the pumping of stormwater from this facility to an open channel in the 
railroad ROW.  The Project would replace the open channel with a piped storm drain 
system throughout this area.  Currently, a 15-inch pipe is planned to convey stormwater 
from the Crossings property to a storm drain at Montague Expressway.   
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 During subsequent engineering phases, the capacity and final configuration of the storm 
drain system will be determined to ensure that the stormwater from the Crossings 
property, as with stormwater originating elsewhere into this system, is conveyed 
appropriately. 

 

P-15.15  VTA is aware of the Letter of Map Revision applicable to the Crossings at Montague.  
VTA’s design of the BART trackway is such that BART is protected from a 100-year flood 
event.  In addition, BART is designed not to contribute additional flows to the 100-year 
flood event in the surrounding area. 

 

P-15.16  The BART Extension Project would be within the 100-year floodplain of Berryessa Creek 
and East Penitencia Channel between Montague Expressway and Cropley Avenue.  This 
area includes the Montague/Capitol Station area and the Crossings at Montague.  The 
Project would be within the 100-year floodplain of Upper Penitencia Creek both north 
and south of Berryessa Road.  This area includes the Berryessa Station area.   

 The proposed flood protection projects on Berryessa Creek by the Santa Clara Valley 
Water District and the Army Corps of Engineers would address flooding issues at 
Berryessa Station including the Crossings property, which is adjacent to the station area.  
The first bullet under the heading “Floodplains” in the FEIR, page 4.18-27 is correct; the 
second bullet is not.  VTA staff appreciates the commentor identifying this issue in the 
FEIR text.  (Also, refer to Response to Comment P-15.15.) 

 

P-15.17 The concerns regarding the aerial options construction impacts are noted.  The VTA staff 
and PAB recommendation to the VTA Board of Directors is to drop the aerial options and 
select the Retained Cut Long Option. 

 

P-15.18 A Noise Control Plan and Noise Monitoring Plan are discussed in the Draft SEIR, Chapter 
4, page 280.  Noise measurements at noise-sensitive locations are also discussed.  If 
warranted, VTA would be responsible for the cost of retrofitting of windows and doors.   

 

P-15.19 The Crossings at Montague residences are located at a considerable distance from the 
alignment and impacts are not anticipated.  In addition, the residential buildings are not 
considered to be fragile buildings.  Fragile refers to non-engineered timber and masonry 
buildings.  During sheet pile driving, ground vibration near buildings will be monitored 
wherever there is potential for damage.  The contractor will adhere to vibration limits to 
minimize the potential for damage.   

 

P-15.20 Construction of the Project near the Crossings at Montague would include dewatering 
activities primarily for the Long Retained Cut Option in Milpitas, which is the staff and 
PAB recommended option, and the foundations for structures at the Montague/Capital 
Station.  As stated in the 2004 FEIR, Section 4.19.15.1, “the extent of hydrogeologic 
changes would be dependent on the amount of groundwater table drawdown, 
transmissivity of the water-bearing sediments, rates and duration of pumping during 
dewatering, and the distance to a potentially affected water supply facility.  If extensive 
dewatering is needed, it is possible that groundwater conditions over a wide area would 
be affected.”  The 2004 FEIR also acknowledges that any “decrease in the groundwater 
levels from prolonged pumping may cause subsidence.”  In general, extensive and 
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prolonged dewatering is of greater concern for deep excavations, such as the cut-and-
cover underground stations. 

 The following design requirement from the 2004 FEIR, Section 4.19.15.4, is applicable to 
dewatering, “Prior to the final design of a dewatering system, aquifer pump tests will be 
conducted to better define the effects of dewatering on groundwater supply facilities.  
The results of the pump tests will be used to develop a dewatering strategy that will 
minimize impacts to other groundwater users in the area.”  During the Preliminary 
Engineering phase, aquifer testing was conducted in two locations:  one adjacent to the 
planned underpass at Kato Road and one adjacent to the planned retained cut at 
Hostetter Road.  One of the purposes for the testing was to obtain the hydrogeologic 
parameters for the aquifer located under these two locations to develop construction 
dewatering strategies.  These tests are planned to continue during subsequent 
engineering phases, including testing within the Project area near the planned long 
retained cut in Milpitas.   

 The construction methodology for the retained cut portions of the Project includes the 
use of cut-off walls to be installed before excavation begins.  Cut-off walls may be 
constructed of concrete, concrete-slurry, or steel.  Cut-off walls serve to impede 
groundwater flow, thereby minimizing dewatering, and also shore up soils closest to the 
excavation, minimizing the probability of ground surface subsidence on- and off-site. 

 It should be noted that the depth of the retained cut portions of the BART alignment 
including from south of East Penitencia Channel to Trade Zone Boulevard and from 
Hostetter Road to Sierra Road/Lundy Avenue, has been raised during Preliminary 
Engineering, reducing the amount of dewatering required during construction (see 
Design Changes 18 and 20). 

 At this time, subsidence due to dewatering is not anticipated at the Crossings at 
Montague.  Therefore, pre-construction condition surveys of structures and facilities to 
establish a baseline on this property are not scheduled.  (Pre-construction condition 
surveys are described in this SEIR, Section 4.18.5.4.)  If, during subsequent engineering 
phases of the project, it is determined that dewatering could potentially impact the 
Crossings at Montague, additional design requirements or mitigation measures will be 
developed to address this issue. 
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RESPONSE TO COMMENT LETTER P-16 

John Urban 

P-16.1 The Fremont BART Station has 2,197 existing parking spaces. 

 

P-16.2 The underground tunnel at I-880 was moved east to avoid conflict with the I-880 bridge 
foundations.  This is discussed in Design Changes 28 and 47.  The foundations of the 
existing and previous bridges are shown in the Draft SEIR, Appendix B, Figure B-50. 
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RESPONSE TO COMMENT LETTER P-17 

Robert Allen 

P-17.1 Refer to response to Comment P-13.1. 
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RESPONSE TO COMMENT LETTER P-18 

Mara Craggs 

P-18.1 The trackway, not the station, is proposed to be moved approximately 150 feet to the 
west.  The existing residences along O’Brien Court are sufficiently far from the BART 
tracks as to not be impacted by noise or vibration due to the distances involved.  Noise 
from the BART vehicles will be substantially lower than the existing commuter and other 
railroad activities that are located closer to O’Brien Court.  The new intervening 
residential developments should also provide some additional shielding from noise 
impacts.  Supporting noise analysis is contained in “Noise Impact Evaluation for BART 
Train Operation on SVRT Project North of I-880” dated May 8, 2007 that is available 
upon request.  Also, no significant noise impacts were projected for the SVRT Yard and 
Shops portion of the Project.  Traffic and parking are addressed in the Draft SEIR, 
Section 4.2 and no significant impacts were identified for the area around O’Brien Court.  
Crime is addressed in Section 4.13, Security and System Safety, and no significant 
impacts were identified. 

 

P-18.2  Draft SEIR, Figures 4.16-16 and 4.16-17 present a computer-generated visual simulation 
of the proposed 4-story and 6-story parking structures within the context of existing 
development.  The accompanying text notes that neither parking structure would affect 
an existing designated view corridor, and also notes that the area is already developed 
with institutional, industrial, and rail uses.  The text also notes that potential light and 
glare impacts would be addressed through application of the same design measures that 
were discussed in the FEIR.  In this context, the proposed parking structure would not 
introduce a new significant visual impact and would not represent a visual blight on the 
area.  In addition, the parking structure design would be developed in coordination with 
the City of Santa Clara.  

 

P-18.3 Model projections show that, with Diridon/Arena Station No Parking Option and the 
additional parking provided at the Santa Clara Station, the majority of the displaced park-
and-ride traffic from the Diridon/Arena Station would access the Santa Clara Station via 
Coleman Avenue (not The Alameda).  Thus, level of service results show that all of the 
study intersections in the vicinity of the Santa Clara Station, with the exception of those 
along Coleman Avenue, would essentially operate the same with and without parking at 
the Diridon/Arena Station.  The intersection of Coleman/Brokaw, the main access 
intersection, would be impacted with and without the parking structure at the 
Diridon/Arena Station.  However, with the elimination of the Diridon/Arena parking 
structure, this intersection would experience an increase in traffic, and as a result, an 
increase in critical delay.  With the increase in traffic, in addition to the addition of a 
second eastbound left-turn lane, the addition of an exclusive eastbound right-turn lane 
would be required to mitigate the project impact at this intersection.  These 
improvements would improve the intersections level of service to LOS D.  No additional 
intersections in the vicinity of the Santa Clara Station would be impacted as a result of 
the shift in PNR traffic from the Diridon/Arena Station to the Santa Clara Station.  

As the model projections show, intersections along The Alameda are not projected to 
experience a significant increase in traffic as a result of the elimination of the parking 
structure at the Diridon/Arena Station.  The Santa Clara Station access along El Camino 
Real would be kiss-and-ride (KNR) traffic.  All PNR traffic to the Santa Clara Station 
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would have to access the parking structure via the Coleman/Brokaw intersection.  Since 
KNR traffic would continue to have access to the Diridon/Arena Station, no KNR traffic 
from the Diridon/Arena Station is expected to shift to the Santa Clara Station.  The 
majority of the displaced traffic from the Diridon/Arena Station would access the Santa 
Clara Station using the Coleman/Brokaw intersection via Coleman Avenue. 

Following input from the SVRT Policy Advisory Board and further discussions with 
interested parties, VTA staff will not be making a recommendation regarding parking at 
the Diridon/Arena Station.  VTA will continue to work with the various parties to develop 
a comprehensive parking management strategy for the area. 

 

P-18.4 The Santa Clara Station has not moved since the 2004 FEIR.  The preference for the 
parking structure at the HP Pavilion is noted.  Refer to Response to Comments P-18.1 
regarding noise impacts, P-18.2 regarding visual impacts and P-18.3 regarding traffic 
impacts and VTA staff recommendation. 
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RESPONSE TO COMMENT LETTER P-19 

M.J. Dunbar 

P-19.1 VTA has included a No Parking Option at the Diridon/Arena Station, in addition to a 
Parking Structure Option.  The Diridon/Arena Station provides excellent intermodal 
transfer opportunities between commuter rail, light rail and bus transit lines.  The station 
also offers opportunities for future high-density transit-oriented developments (TOD) on 
surrounding properties.  VTA included this option not only to reduce costs, but also to 
accommodate the City of San Jose’s interest in studying long term parking strategies that 
meet the needs of the City of San Jose, HP Pavilion, and future TOD development.  The 
City of San Jose has requested that VTA work in coordination wih the City to address 
parking strategies in the larger Diridon area. 

The ridership model projections show that, with the Diridon/Arena Station No Parking 
Option, the majority of the displaced park-and-ride traffic would travel to the Santa Clara 
Station.  As a result, the No Parking Option analyzed an additional 815 parking spaces at 
the Santa Clara Station.  The impacts from adding parking at the Santa Clara Station are 
addressed in the Draft SEIR under Design Changes 42 and 52.  No additional 
intersections west of the railroad tracks were identified as having significant unavoidable 
impacts with the No Parking Option. 

Following input from the SVRT Policy Advisory Board and further discussions with 
interested parties, VTA staff will not be making a recommendation regarding parking at 
the Diridon/Arena Station.  VTA will continue to work with the various parties to develop 
a comprehensive parking management strategy for the area.  

 

P-19.2 The Preliminary Engineering plans show the BART tracks closer to existing railroad 
facilities to reduce ROW acquisition to the east.  The opposition to shifting the track 
alignment to the west at the Newhall Yard is noted and provided to the VTA Board of 
Directors for their consideration.    

 

P-19.3 Residences in the older part of this neighborhood are a substantial distance from the 
alignment and no significant noise impact is projected.  For the new residences on 
Campbell Avenue, no significant noise impact is projected from BART operations.  The 
new residential projects approved by the City of San Jose and located on Campbell 
Avenue (1180-1184 Campbell Avenue, 1270 Campbell Avenue and Altura) include a 10- 
to 14-foot-high wall provided by the developer to mitigate wayside noise from freight, 
commuter and BART trains.  Supporting noise analysis is contained in “Noise Impact 
Evaluation for BART Train Operation on SVRT Project North of I-880” dated May 8, 2007 
that is available upon request. 
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RESPONSE TO COMMENT LETTER P-20 

Joanne Curme 

P-20.1 The older residences to the west are sufficiently far from the mainline track as to not be 
impacted by noise or vibration due to the distances involved and in some cases new 
intervening buildings that shield noise from the alignment.  Supporting noise analysis is 
contained in “Noise Impact Evaluation for BART Train Operation on SVRT Project North 
of I-880” dated May 8, 2007 that is available upon request.  There are no significant 
noise impacts projected for the Yard and Shops portion of the Project.  Also, refer to 
Response to Comment P-19.3.  

 

P-20.2 The Preliminary Engineering plans show the BART tracks closer to existing railroad 
facilities to reduce ROW acquisition to the east.  The opposition to shifting the track 
alignment to the west at the Newhall Yard is noted and provided to the VTA Board of 
Directors for their consideration.    

 

P-20.3 The preference for the Diridon/Arena Station Parking Structure Option is noted.  
However, the Diridon/Arena Station provides excellent intermodal transfer opportunities 
between commuter rail, light rail and bus transit lines.  The station also offers 
opportunities for future high-density transit-oriented developments on surrounding 
properties.  The No Parking Option is based on the premise that it is more cost-effective 
to encourage transit connections and development opportunities, rather than to build 
parking structures.  The Parking Structure Option was also presented Draft SEIR. 

Following input from the SVRT Policy Advisory Board and further discussions with 
interested parties, VTA staff will not be making a recommendation regarding parking at 
the Diridon/Arena Station.  VTA will continue to work with the various parties to develop 
a comprehensive parking management strategy for the area. 

 

P-20.4 The traffic study evaluated the proposed access points to the Santa Clara BART Station. 
The results showed that the main access point on Coleman Avenue would be impacted 
by the project.  However, with the addition of a second eastbound left-turn lane, the 
intersection would continue to operate at acceptable levels under year 2030 with the 
Project.  In addition, all other intersections in the vicinity of the Santa Clara BART 
Station to which the Project would add traffic also were evaluated. The intersection level 
of service analysis, summarized in the Draft SEIR, Table 4.2-18 showed that six of the 
23 study intersections in the vicinity of the Santa Clara BART Station would be impacted 
by the project in the year 2030. Three of the six impacted intersections would have 
potential improvements that would reduce the impact to less than significant.  Also, 
refer to Response to Comment P-18.3. 
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RESPONSE TO COMMENT LETTER P-21 

Yaw Fann 

P-21.1 The new residential projects approved by the City of San Jose and located on Campbell 
Avenue (1180-1184 Campbell Avenue, 1270 Campbell Avenue and Altura) include a 10- 
to 14-foot-high wall provided by the developer to mitigate wayside noise from freight, 
commuter and BART trains.  Supporting noise analysis is contained in “Noise Impact 
Evaluation for BART Train Operation on SVRT Project North of I-880” dated May 8, 2007 
that is available upon request. 
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RESPONSE TO COMMENT LETTER P-22 

Julie Thompson 

P-22.1 The existing residences along O’Brien Court are sufficiently far from the BART tracks as 
to not be impacted by noise or vibration due to the distances involved.  Noise from the 
BART vehicles will be substantially lower than the existing commuter and other railroad 
activities.  The new intervening residential developments should also provide some 
additional shielding from noise impacts.  Also, no significant noise impacts were 
projected for the Yard and Shops portion of the Project.  Supporting noise analysis is 
contained in “Noise Impact Evaluation for BART Train Operation on SVRT Project North 
of I-880” dated May 8, 2007 that is available upon request. 

 

P-22.2 The preference for parking to be provided at the Diridon/Arena Station is noted.  Model 
projections show that, with the Diridon/Arena Station No Parking Option, the majority of 
the displaced PNR traffic from the Diridon/Arena Station would access the Santa Clara 
Station via Coleman Avenue (not The Alameda).  Thus, level of service results show that 
all of the study intersections in the vicinity of the Santa Clara Station, with the exception 
of those along Coleman Avenue, would essentially operate the same with and without 
parking at the Diridon/Arena Station.  The intersection of Coleman/Brokaw, the main 
access intersection, would be impacted with and without the parking structure at the 
Diridon/Arena Station.  However, with the Diridon/Arena No Parking Option, this 
intersection would experience an increase in traffic, and as a result, an increase in 
critical delay.  With the increase in traffic, in addition to the addition of a second 
eastbound left-turn lane, the addition of an exclusive eastbound right-turn lane would be 
required to mitigate the project impact at this intersection.  These improvements would 
improve the intersections level of service to LOS D.  No additional intersections in the 
vicinity of the Santa Clara Station would be impacted as a result of the shift in PNR 
traffic from the Diridon/Arena Station to the Santa Clara Station.  

 Following input from the SVRT Policy Advisory Board and further discussions with 
interested parties, VTA staff will not be making a recommendation regarding parking at 
the Diridon/Arena Station.  VTA will continue to work with the various parties to develop 
a comprehensive parking management strategy for the area. 
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RESPONSE TO COMMENT LETTER P-23 

John Urban 

P-23.1 The Diridon/Arena Station provides excellent intermodal transfer opportunities between 
commuter rail, light rail and bus transit lines.  The station also offers opportunities for 
future high-density transit-oriented developments on surrounding properties.  The No 
Parking Option is based on the premise that it is more cost-effective to encourage transit 
connections and transit-oriented development opportunities, rather than to build a 
parking structure. 

 Some of the PNR trips will have to go a longer distance if no parking is provided at the 
Diridon/Arena Station.  However, it should be recognized that the PNR trips are the most 
expensive trips for BART to serve because of the cost of providing structured parking.  
Therefore, VTA has to consider elimination of parking at some of the planned stations as 
a strategy of improving the overall cost effectiveness of the Project.   

 With respect to the proposed Santa Clara BART Station being an end-of-the-line station, 
the Fremont BART Station serves a much larger market area including downtown areas 
in Oakland and San Francisco.  

 

P-23.2 A variety of architectural designs will be considered for the planned Santa Clara Station 
parking structure.  The design of the structure will be finalized in subsequent phases of 
work.  However, construction durations and costs would increase if the parking structure 
were constructed in phases.   

 The purpose of the No Parking Option is primarily to support the City of San Jose’s 
interest in developing a long-term parking strategy for the Diridon area that supports 
City plans for transit-oriented development in the area along with the Caltrain, VTA, and 
HP Pavilion parking demands. 

 Following input from the SVRT Policy Advisory Board and further discussions with 
interested parties, VTA staff will not be making a recommendation regarding parking at 
the Diridon/Arena Station.  VTA will continue to work with the various parties to develop 
a comprehensive parking management strategy for the area. 

 

P-23.3 Refer to Responses to Comments P-23.1 and P-23.2 regarding reasons why a No Parking 
Option is being considered. 

 

P-23.4 Because of the overlapping parking demand by BART riders and the HP Pavilion during 
some events, shared parking is not as efficient as it might seem.  Shared parking is most 
beneficial when the demand for parking for the various uses occurs at different times.  
In addition, shared parking would become a long-term VTA operating cost versus an 
investment eventually yielding a return. 

 

P-23.5 The new residential projects approved by the City of San Jose and located on Campbell 
Avenue (1180-1184 Campbell Avenue, 1270 Campbell Avenue and Altura) include a 10- 
to 14-foot-high wall provided by the developer to mitigate wayside noise from freight, 
commuter and BART trains.  Supporting noise analysis is contained in “Noise Impact 
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Evaluation for BART Train Operation on SVRT Project North of I-880” dated May 8, 2007 
that is available upon request. 

 

P-23.6 The tunnel portal does not in and of itself generate substantially more noise than would 
be emitted from BART trains traveling in a retained U-wall section.  Refer to Response to 
Comment P-23.5.   

 

P-23.7 Refer to Responses to Comments P-23.5 and P-23.6.  
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RESPONSE TO COMMENT LETTER P-24 

Chung Wei 

P-24.1 Residences in the older part of this neighborhood are a substantial distance from the 
alignment and no significant noise impact is projected.  For the new residences on 
Campbell Avenue, no significant noise impact is projected from BART operations. The 
new residential projects approved by the City of San Jose and located on Campbell 
Avenue (1180-1184 Campbell Avenue, 1270 Campbell Avenue and Altura) include a 10- 
to 14-foot-high wall provided by the developer to mitigate wayside noise from freight, 
commuter and BART trains.  Supporting noise analysis is contained in “Noise Impact 
Evaluation for BART Train Operation on SVRT Project North of I-880” dated May 8, 2007 
that is available upon request. 
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RESPONSE TO COMMENT LETTER P-25 

Morrison & Foerster 

P-25.1 Since VTA is a regional transit agency, the Project is not required to comply with land 
use policies and regulations adopted by local jurisdictions, which includes local general 
plan policies.  This is why compatibility with local land use policies was not listed as a 
significance criterion for land use impacts for the Project (see 2004 FEIR, page 6.2-5).  
Nevertheless, Chapter 4.12 of the 2004 FEIR described the San Jose General Plan 
policies relating to the Project and explained why for informational disclosure purposes, 
the Project was generally compatible with these local policies.  The proposed changes to 
the configuration of parking at the Berryessa Station, as reflected in Design Change 23, 
do not alter the previous finding.  

 With respect to effects on existing land uses, as explained in the 2004 FEIR (page 4.12-
4 and Figure 4.12-4 on page 4.12-5), the Berryessa Station area encompasses a portion 
of the San Jose Flea Market and the Berryessa Industrial Park.  Much of the land to the 
southeast of the site is light industrial and is currently used to store cars and trucks.  As 
described in Section 4.14 of the Draft SEIR (see Table 4.14-2 and Chapter 4, page 195), 
Design Change 23 would significantly reduce the displacement of flea market vendors, 
from 400 stalls as described in the 2004 FEIR to only 115 stalls.  Design Change 23 
would result in the displacement of up to 12 additional industrial businesses as 
compared to the analysis in the 2004 FEIR, but there would be no displacement of any 
residences.   

 The land that would be used for parking and/or transit facilities at the Berryessa Station 
under Design Change 23 is currently in industrial use.  This design change addresses the 
differences between the 2004 FEIR, Figure 4.12-4 with Draft SEIR, Appendix D, Figures 
D-7 and D-9.  Thus, when one compares the proposed Project with existing physical 
conditions (see CEQA Guidelines §§ 15125, 15126.2(a)), the land use effects resulting 
from this design change would largely consist of converting industrial businesses 
(including properties that are currently used to store cars and trucks) to development, 
including parking, that would directly support the proposed transit facilities at this site.  
This change is compatible with the land use policies in San Jose’s General Plan that 
support the development of transit facilities. 

 By definition, the development of transit-oriented development (TOD) requires the 
construction and operation of the BART Extension or another major transit facility at this 
site.  The currently planned residential and commercial development in the localized 
area, would not in itself provide sufficient ridership to support operating a transit facility 
at this location.  As shown in Draft SEIR, Section 4.2, Transportation and Transit, Table 
4.2-7, the Berryessa station is projected to support over 7,900 boardings each work day.  
This equates to 1,400 more boardings than projected in the 2004 FEIR.  Thus, additional 
parking, whether in a parking structure or a surface parking lot, would be required to 
accommodate the projected increase in BART boardings and to serve a transit facility at 
this location.  

 Moreover, the commentor’s assertion that the amount of parking allocated to the 
Berryessa Station has nearly tripled is not correct.  The 2004 FEIR, Table 4.2-14 on page 
4.2-16, identified the Berryessa Station park-and-ride space requirements as 2,500 
spaces plus a shift of 1,000 spaces from Alum Rock at the request of the City of San 
Jose.  Thus, 3,500 parking spaces were included in the Berryessa Station plans in the 
2004 FEIR (see 2004 FEIR, Table 4.2-14, note 3).  The Draft SEIR, Table 4.2-12, 2030 
Project Park-and-Ride Space Requirements, incorrectly identified the 2004 FEIR 
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Berryessa parking as 1,500 spaces and Alum Rock parking as 3,500 spaces.  The 
numbers were reversed and the correct numbers are 3,500 parking spaces at Berryessa 
and 1,500 spaces at Alum Rock.  Therefore, the SEIR Berryessa Station parking supply is 
less than a one-fifth increase compared to the 2004 FEIR (4,126 as compared to 3,500), 
not a tripling as the commentor contends.   

 The surface parking option was included in the Draft SEIR to reduce costs.  Both parking 
options (surface parking alone, as well as structured parking along with some surface 
parking), have been evaluated and will be presented to the Board of Directors for their 
consideration.  San Jose V Investors LLC’s support for the parking structure option is 
noted.  

 The City of San Jose General Plan quite properly provides guidance for the envisioned 
transit-oriented residential and commercial uses envisioned to surround the BART station 
at some point in the future.  The General Plan does not regulate the design of the BART 
station itself.  The General Plan envisions that a BART station would be developed at 
Berryessa, and sets forth guidance to maximize the use of transit by surrounding uses.  
Specifically, City of San Jose General Plan, discussion of the Berryessa Station Area 
Node, page 148 states that, “All development should foster pedestrian activity and 
connections to the BART station, trails, parks and possible schools.”  Therefore, it is 
incumbent upon adjacent property owners and developers to be responsive to the 
Berryessa Station Area Node planning. 

 

P-25.2 The proposed Berryessa station layout does not disrupt the existing and planned urban 
neighborhood.  As noted above, the land to be used for parking and/or transit facilities 
under Design Change 23 is currently used for mostly industrial purposes.  Neither of the 
parking options under Design Change 23 would involve any displacement of residential 
uses or any disruption of an existing neighborhood.    

 The existing neighborhood includes residential development to the east that would have 
direct pedestrian access to the Berryessa Station. The San Jose Flea Market site directly 
to the west is also being considered for TOD development and, should such a 
redevelopment go forward, those residents and/or employees would also have direct 
pedestrian access to BART.   

 The project supports the City’s goal of providing a BART station at Berryessa to serve 
local ridership, and the areas proposed for parking are designed to accommodate the 
projected ridership for the station. As discussed above, some of the riders would be able 
to access BART on foot; however, many more riders would access BART via bus, kiss & 
ride, or automobile from areas not serviced conveniently by transit.  BART stations 
typically service a wider radius than the immediate station vicinity, and BART must 
provide parking and access for other transit providers to service that wider community.    

 

P-25.3 There is no piecemealing of the BART Project.  VTA has analyzed all aspects and 
components of the Project that is proposed for approval by VTA’s Board of Directors.   

 The fact that TOD may occur at some point in the future in the vicinity of Berryessa 
Station does not mean that such future TOD is somehow part of the proposed Project or 
should be included in the proposed project description.  To the contrary, at such time 
when future TOD projects may be proposed, they would be separate and distinct from 
the proposed transit facilities, and the City of San Jose (not VTA) will be responsible for 
conducting an environmental review under CEQA to evaluate the impacts that would be 
caused by any such projects, and for imposing appropriate mitigation on the project 
applicants.   
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 The Draft Supplemental EIR did include a cumulative analysis of future TOD surrounding 
the Berryessa Station to the extent such future development was reasonably 
foreseeable.  Draft Supplemental EIR, Section 4.19, Cumulative Impacts, page 285, lists 
the specific development projects on the north and south sides of Berryessa Road that 
were included in the cumulative impact evaluation.  For example, the traffic analysis in 
the Draft SEIR assessed impacts and mitigation measures based on year 2030 higher 
densities of land use.   

 

P-25.4 Refer to Response to Comment P-25.3 above.   

 

P-25.5 This SEIR is the appropriate environmental clearance document for the proposed 
Project.  As a regional transit agency, VTA has the authority to approve transit projects 
under its jurisdiction, and is not required to process General Plan Amendments through 
local jurisdictions.  However, VTA has nevertheless coordinated extensively with City of 
San Jose during the planning process.  VTA has also held four public hearings on the 
Draft SEIR to facilitate public comments.  Draft SEIR, Chapter 6 describes agency and 
community participation in the CEQA review process. 

 

P-25.6 The Berryessa Station is one of only six proposed BART stations serving a 16.1 mile 
extension.  Therefore, the station must accommodate a variety of facilities needed for 
the new transit line, including a station platform, bus transit center, kiss-and-ride, and 
parking.  To facilitate access and reduce traffic impacts, a new roadway is designed to 
connect to both Berryessa Road and Mabury Road.  As a multi-modal transit facility, a 
substantial area of land is required to support the transit uses. 

 

P-25.7 Refer to Responses to Comments P-25.1 and P-25.5.   

 

P-25.8 Refer to Response to Comment P-25.5. 
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