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RESPONSE TO COMMENT LETTER P-26 

Foley & Lardner, LLP 

P-26.1 The commentor’s opposition to an aerial option (as reflected in Design Change 14) is 
noted.  The VTA staff and SVRT Policy Advisory Board recommendation to the VTA 
Board of Directors is for the Retained Cut Long Option.   

 The commentor states that it is “proceeding with plans” to build a future residential 
project at the northeast quadrant of the intersection of Montague Expressway and Piper 
Drive, but the City of Milpitas staff confirmed that no development application has been 
submitted as of May 7, 2007 for this particular project.  Also, the City of Milpitas has not 
yet published a draft of the Transit Area Specific Plan, a draft Environmental Impact 
Report for this plan, or initiated CEQA documents for any specific development projects 
that may ultimately be built pursuant to such an area-wide plan. 

 

P-26.2 See Response to Comment P-26.1.  As the commentor notes, the area northeast of 
Montague Expressway and Piper Drive is currently zoned for commercial or industrial 
use.   In addition, portions of this area are vacant.  In accordance with the CEQA 
Guidelines, the SEIR’s analysis of the environmental impacts of the proposed BART 
project is based on an examination of the changes to the existing physical conditions in 
the affected area as those conditions existed at the time VTA published its Notice of 
Preparation for the SEIR in August 2006.  See CEQA Guidelines §§ 15125, 15126.2(a).   

 Moreover, any residential development that the commentor may propose to build in the 
future pursuant to the Milpitas Transit Area Specific Plan, once such a plan is adopted, is 
not part of VTA’s proposed BART Project.  Any future residential project that the 
commentor may ultimately develop is a separate and distinct project, which would be 
under the City of Milpitas’ jurisdiction and which would have to be reviewed under CEQA 
by the City before it is considered for approval.  At such time when the City conducts an 
environmental review for such a future project, the City will need to impose appropriate 
mitigation measures to address the impacts of that project, including impacts resulting 
from the project in terms of exposing new residences to noise.     

 Nor is any future development project that the commentor may propose to build 
pursuant to the as-yet unfinalized Milpitas Transit Area Specific Plan a “probable future 
project” for cumulative impact purposes.  As noted above, VTA is unaware of any 
environmental review by the City of Milpitas under CEQA for the commentor’s desired 
future project, and the City of Milpitas has yet to publish a draft of the Milpitas Transit 
Area Specific Plan or a draft EIR for that plan.  Therefore, the analysis of the possible 
future environmental impacts that may result from the development of a residential 
project by the commentor -- especially the evaluation of site specific impacts such as 
noise, which are dependent on a variety of detailed design features (e.g., setbacks, how 
many windows would be included in the façade, whether windows would be double-
paned, etc.) – is speculative and would not be meaningful at this juncture.  Again, this 
analysis will occur at such time when the City conducts a CEQA review for a specific 
development that commentor may propose to build.   

 

P-26.3 Refer to Responses to Comments P-26.1 and P-26.2.  At such time when the City of 
Milpitas conducts an environmental review under CEQA for a specific development that 
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the commentor may propose to build, the City will be required to impose appropriate 
mitigation measures.  
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RESPONSE TO COMMENT LETTER P-27 

Dalila Rojas 

P-27.1 The opposition to a 5- to 6-story parking structure at the Santa Clara Station and 
support of 3- to 4-story parking structures at the Santa Clara Station and Diridon/Arena 
Station near the HP Pavilion are noted.   

 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. 

 However, subsequent discussions with the City of Santa Clara have lead to consideration 
of a parking structure with up to 6-levels to accommodate the Santa Clara Station's 2030 
parking demand of 1,730 spaces.  The option of having up to 6-levels of parking 
provides flexibility to reduce the garage footprint as compared to a 3- to 4-level parking 
structure. 

 

P-27.2 Visual simulations of a 4- and 6-story parking garage are provided in the Draft SEIR, 
Figures 4.16-16 and 4.16-17.  The visual analysis concluded that neither of these 
parking garage options would result in a significant visual impact. 

 

P-27.3 There have only been two mainline revenue vehicle derailments within the entire BART 
system in the past 10 years.  Therefore, derailments are extremely rare.  Hazardous 
materials carried by the BART vehicles include train batteries and fluorescent lights.  Ni-
cad batteries for the trains contain hazardous constituents, NAOH, nickel and cadmium. 
Hazardous constituents include small amounts of alkaline.  While in use on the trains, 
they are considered a product with hazardous constituents, the same as a car battery.  
It does not become a hazardous waste until ready for disposal or there has been a 
release of the substance to the environment.   As a waste, most batteries are managed 
as a "universal waste" – a hazardous waste that is commonly generated and considered 
relatively low risk for hazards.  They can also be recycled.  

 Based on the articles referenced in the comment, the comment appears to be directed 
at existing freight and passenger train movements that are closer to residences to the 
west and have a greater potential to impact residences. 

 

P-27.4 BART would not be a major contributor of dust.  An analysis of noise impacts was 
prepared for the yard and shops maintenance facility area.  The conclusion regarding 
the facility, as stated in the Draft SEIR, Chapter 4, page 184, was that the ”noise will be 
similar to, but substantially less than, the noise form various types of existing train 
equipment operating on the mainline tracks today.”  BART operations to and from the 
Santa Clara Station would also not result in significant noise impacts because of the 
substantial distance separation between the trackway and residences and the existing 
passenger and freight train activity in-between. 
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RESPONSE TO COMMENT LETTER P-28 

Roy Nakadegawa 

P-28.1 Greenhouse gases are mentioned in the Air Quality sections of both the 2004 FEIR and 
Draft SEIR.  A major contributor to greenhouse gases is automobile emissions.  The 
BART Extension is designed to provide a transit alternative to automobile use.  However, 
to promote ridership, parking is provided at some stations.  This does result in shorter 
automobile travel distances.  The Draft SEIR, Chapter 4, Section 4.8, Energy, Table 4.8-
1 quantifies the reduction in vehicle miles traveled with the SEIR.  Compared to Without 
Project, the BART Extension has 147,600,000 fewer vehicle miles traveled in 2030.  
Therefore, the BART Extension contributes to a reduction in greenhouse gas emissions. 

 

P-28.2 The primary mode of access to the stations will be by automobile.  However, bus 
connections are an important part of the project.  As shown in the Draft SEIR, Chapter 
4, Table 4.2-9, 7-45 percent of boarders would access the stations by bus.  In fact, 
every station except the Downtown Station has a bus transit center included as part of 
the station design.   

 

P-28.3 The VTA Ridership forecast model (using assumptions based on FTA guidance) was used 
to project boardings at each station.  The model inputs include land use densities and 
the results identify boardings by mode of access.  Draft SEIR, Chapter 3, Table 3.3-2 
identifies a fleet of 568 VTA buses not 650 buses.  The increase in buses is to increase 
service including service to the BART station bus transit centers.  Therefore, the use of 
feeder buses to increase ridership has been included in the Project. 

 

P-28.4 VTA fully supports TOD development around BART stations.  At this time, VTA does not 
anticipate establishing a policy of removing structured parking to construct TOD.  In the 
future, VTA may consider charging for parking to control parking structure use. 

 

P-28.5 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 a strong transit-oriented development, supportive of Metropolitan 
Transportation Commission’s TOD policy.  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.   

 Through the environmental process, VTA clears the “worst-case” scenario of the 
horizontal and vertical footprint necessary to provide the facilities needed for the BART 
operations. In a parallel but separate visioning process, VTA, in cooperation with local 
agencies, is evaluating potential transit-oriented development and parking supplies for 
BART stations.  As land use plans are not actual projects at this point, they cannot be 
evaluated in detail in the SVRT environmental process.  If developments envisioned 
become projects, by a developer or in partnership with VTA, each project will be 
environmentally evaluated at the appropriate time. 
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P-28.6 VTA is pursuing various options to fund BART operations. 
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RESPONSE TO COMMENT LETTER P-29 

Craig Iverson 

P-29.1 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. 

 

P-29.2 The parking structures have been sized to support the parking demand identified in the 
ridership model.  The number of parking spaces was then used in the traffic analysis to 
evaluate traffic impacts at intersections.  Draft SEIR, Chapter 4, Section 4.2 
Transportation and Traffic addresses the traffic impacts from station parking and 
identifies mitigation measures where feasible to reduce those impacts to acceptable 
levels.  VTA is working and will continue to work with the City of Santa Clara to develop 
station architectural design compatible with the surrounding land uses. 
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RESPONSE TO COMMENT LETTER P-30 

Carel Boekema 

P-30.1 The four SEIR public hearings focused on the BART Extension Project design changes 
that occurred from the Conceptual Engineering phase to the Preliminary Engineering 
phase, and the potential environmental impacts of those design changes.  In the 2004 
FEIR, BART would cross under Coyote Creek at the East Santa Clara Street bridge in a 
tunnel.  There would be no impact to the bridge, as the tunnel would be deep enough to 
avoid the bridge foundations (see Appendix C, Figure C-43).  In the SEIR, there has 
been no change to this design and, therefore, this crossing was not highlighted during 
the public hearings on the subsequent environmental document.  However, staff was 
available to address any questions or concerns from the public at these meetings. 

 For the Coyote Creek crossing location, VTA has coordinated extensively with the Santa 
Clara Valley Water District and the City of San Jose regarding the design of the BART 
Project and any potential impacts to these agencies’ existing facilities or planned 
improvements.  As the project is developed through subsequent engineering phases, 
further coordination with these and other agencies, as well as additional public outreach, 
would occur. 
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RESPONSE TO COMMENT LETTER P-31 

Jerry Krinock 

P-31.1 Residences in the Newhall area 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.  
The City of San Jose approved environmental documentation for the new residential 
developments.  These studies are available from the City and provide quantification of 
noise impacts from a variety of sources including BART operations.  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-32 

HP Pavilion 

P-32.1 Refer to Responses to Comments P-56.1 through P-56.7 for responses to the San Jose 
Arena Authority comments.   

 

P-32.2 Refer to Response to Comment P-56.4 addressing the San Jose Arena Authority 
comment.   

 

P-32.3 The Draft SEIR parking demand at the Diridon/Arena Station is less than what was 
projected in the 2004 FEIR.  One key reason is the use of ABAG’s 2003 “Smart Growth” 
Land Use Projections that assume intense development in downtown areas and future 
transit stations.  The Diridon/Arena Station is assumed to evolve into a downtown type 
of station supporting high-rise office development.  Downtown stations, especially 
because they are congested, do not typically support park-and-ride demand.  The model 
assumes more pedestrian, bike, and transit access similar to downtown Oakland, 
Berkeley, and San Francisco.  Also, refer to Response to Comment P-56.4.   

 

P-32.4  The proposed Diridon/Arena Station provides excellent intermodal transfer opportunities 
between many rail and bus transit lines. The station also offers many opportunities for 
future high-density transit-oriented developments.  VTA’s position is that it will be more 
cost-effective to encourage transit connections and development opportunities, rather 
than build a parking structure.  By providing no parking, there is no expectation of 
finding parking at the Diridon/Arena Station.  If parking spill over were to occur, the City 
of San Jose could consider a parking management plan that could include a number of 
strategies including a permit program.   

 Supplemental analysis was performed to evaluate the effects of the Diridon/Arena 
Station No Parking Option.  With the elimination of the parking structure at the 
Diridon/Arena Station, the majority of the Park-and-Ride (PNR) traffic projected to use 
the Diridon/Arena Station would access the Santa Clara Station as an alternative.  The 
results of the analysis show that, with the shift of PNR trips from the Diridon/Arena 
Station to the Santa Clara Station, operating levels of intersections in the vicinity of the 
Diridon/Arena Station would improve (as a result of less PRN traffic in the area), with 
the exception of the intersection of Autumn Street and Julian Street.  With the extension 
of Autumn Street to connect with Coleman Avenue, some of the PNR traffic that would 
normally use the Diridon/Arena Station would access the Santa Clara Station via the 
Autumn/Julian intersection. The impact at this intersection would be mitigated to an 
acceptable level with the addition of a third eastbound through lane on Julian Street.  In 
addition, with the No Parking Option and the addition of 815 parking spaces at the Santa 
Clara Station, approximately 1,200 fewer daily boardings are projected compared to the 
Parking Structure Option.   

 

P-32.5 The preference for not selecting a parking option at this time is noted.  VTA supports the 
idea for further discussion between the City of San Jose, San Jose Arena Authority and 
HP Pavilion regarding a comprehensive parking management strategy for the area.  
However, the SEIR has addressed the environmental impacts from both the Parking 
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Structure and No Parking Options in discussions of Design Change 42.  The Final SEIR is 
scheduled to go before the VTA Board of Directors at their June 7, 2007 meeting.  

 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-33 

Preservation Action Council of San Jose 

P-33.1 As explained in response to Comment L-5.3, in accordance with the CEQA Guidelines, 
VTA is committing to a specific mitigation performance standard and is not improperly 
deferring mitigation.  In particular, with respect to the impacts to historic resources 
identified in the Draft SEIR, in accordance with the CEQA Guidelines, section 
15064.5(b)(3), VTA will commit to the performance standards for historical resources 
mitigation as set forth in The Secretary of the Interior’s Standards for the Treatment of 

Historic Properties with Guidelines for Preserving, Rehabilitating, Restoring & 
Reconstructing Historic Buildings  (U.S. Department of the Interior, National Park 
Service, 1995) (Standards & Guidelines), or to equivalent mitigation measures that will 
provide an equivalent level of protection for historical resources.  The Standards & 
Guidelines acknowledge the need to alter or add to a historic building to meet continuing 
or new uses but notes that it is most important that such alterations do not radically 
change, obscure, or destroy character-defining spaces, materials, features, or finishes.  
Standards set forth in the Standards & Guidelines for the rehabilitation of a historic 
building include, but are not limited to, the following: 1) A property will be used as it 
was historically or be given a new use that requires minimal change to its distinctive 
materials, features, spaces, and spatial relationships; 2) The historic character of 
property will be retained and preserved; 3) Each property will be recognized as a 
physical record of its time, place, and use; 4) Distinctive materials, features, finishes, 
and construction techniques or examples of craftsmanship that characterize a property 
will be preserved; and 5) New additions, exterior alterations, or related new construction 
will not destroy historic materials, features, and spatial relationships that characterize 
the property.  In addition, as recommended by the Standards & Guidelines, the advice of 
qualified historic preservation professionals, such as architects, architectural historians, 
and others who have experience in working with historic buildings, has been and will 
continue to be obtained as the design of the station entrance progresses beyond the 35 
percent level.  This will ensure that any potentially significant impacts to historical 
resources will be mitigated to a level of less than significant.  In accordance with the 
CEQA Guidelines, section 15064.5(b)(4), this mitigation will be made enforceable 
through conditions of Project approval.  Thus, VTA is committing to mitigation now, and 
is not improperly deferring mitigation until the future.  VTA will execute a Memorandum 
of Agreement (MOA) with the appropriate government and historic preservation bodies 
to ensure the most effective approach to mitigation of impacts to historical resources. 

 

P-33.2 The scope of potential impacts in the Draft SEIR is not dramatically different than 
previously analyzed in the 2004 FEIR.  In any event, the Draft SEIR was prepared 
specifically to address those differences, and to ensure that any changes in potential 
impacts were fully evaluated and mitigated.  The 2004 FEIR, the Draft SEIR, and their 
supporting technical documents have analyzed potential impacts to historical resources 
in and around what is now defined as the new Downtown San Jose Station.  These 
technical documents are listed below and in the bibliography of the 2004 FEIR or Draft 
SEIR and are available to the public upon request.   

� JRP Historical Consulting Services, Draft Technical Memorandum Historical 
Resources Evaluation Report for SVRTC EIS/EIR Alternatives, January 2003.   

� JRP Historical Consulting Services, Draft Technical Memorandum Impacts Analysis 
for the Purposes of CEQA for SVRTC EIS/EIR Alternatives, January 2005.   
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� JRP Historical Consulting LLC, Addendum Draft Technical Memorandum to the 
Historical Resources Inventory and Evaluation Report, November 2006. 

� JRP Historical Consulting LLC, Draft Technical Memorandum CEQA Impacts Analysis 
for the SVRTC EIS and Supplemental EIR Alternatives, January 2007. 

 The 2004 FEIR presented and analyzed two stations in the downtown area, the Civic 
Plaza/San Jose State University and Market Street stations.  The 2004 FEIR identified 
one station entrance option at the Market Street Station that would have an adverse 
effect on the Firato Delicatessen/Ravioli building at 28 East Santa Clara Street (APN 467-
22-045), one of the contributing elements of the San Jose Downtown Commercial 
Historic District (District).  

 The Draft SEIR presents and analyzes one station in downtown, the Downtown San Jose 
Station, and identifies one station entrance, for which there are three different options 
under consideration, that would require physical changes to a contributing element(s) of 
the District and could result in a substantial change to the historic building.  Although 
considered a new station, the Downtown San Jose Station is generally within the same 
footprint as the formerly proposed Market Street Station described in the 2004 FEIR.  It 
extends underground from Second to San Pedro streets while the Market Street Station 
extended underground from First Street to Almaden Avenue.  Three of the station 
entrances identified for the Downtown San Jose Station were already identified in the 
2004 FEIR as station entrances for the Market Street Station.  These three station 
entrances are the M-1A entrance at the Firato Delicatessen/Ravioli building at 28 East 
Santa Clara Street (APN 467-22-045); the M-5A entrance on the north side of East Santa 
Clara Street between First and Market streets; and the M-7 entrance at the southwest 
corner of East Santa Clara and Market streets.  The Draft SEIR identified the same 
potentially significant impact to the Firato Delicatessen/Ravioli building that was 
identified in the 2004 FEIR.  The other station entrance options, M-5A and M-7, do not 
affect historic properties.  The 2004 EIR also identified station entrance option M-4, on 
the north side of East Santa Clara Street between First and Second streets, that would 
result in an adverse impact to the St. Francis Block at 17-25 East Santa Clara Street 
(APN 467-21-024), a building eligible to be considered a historic resource under CEQA.  
This station entrance option was eliminated from further consideration.   

 Moreover, it is important to note that the Project design changes being analyzed are 
along a 16.1-mile long transit line with multiple stations and multiple facilities.  
Alternatives to the Project as a whole were appropriately analyzed in the 2004 FEIR.  

 In addition, the current Project design is at the 35 percent level and specific design 
elements, including the precise station entrance for the Downtown San Jose Station, 
have not yet been determined or selected.  VTA has conducted a reasonable and 
thorough analysis of the potential impacts of all of the various Project stations and 
facilities, based on what is feasible in light of the current level of design for the 16.1-
mile project.  As Project design continues to be developed, the assessment of specific 
station entrances will be refined.  In accordance with CEQA, the analysis in the SEIR 
provides sufficient information for informed and reasoned decision-making and public 
participation by identifying the historic resources that could be affected, by describing 
the types of impacts that might occur, and by identifying appropriate mitigation.   

 

P-33.3 The 2004 FEIR, the Draft SEIR, and their supporting technical documents have identified 
and analyzed potential impacts to historical resources for the Project.  The technical 
reports prepared to identify and evaluate historical resources potentially impacted by the 
Project are listed in the bibliographies of the 2004 FEIR or Draft SEIR and are available 
to the public upon request.  Also, refer to Response to Comment P-33.2, above. 
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P-33.4 The MOA will be developed to ensure that there is an agreement in place to execute the 
appropriate mitigation measures in the most effective manner, not to explore where the 
new BART stations would be located.  Several alternative locations for the downtown 
area station have been and are being considered and analyzed in the 2004 FEIR and 
Draft SEIR.  Moreover, as noted above, the 2004 FEIR analyzes alternatives and options 
to the Project as a whole.  

 With respect to the Downtown San Jose Station, the Draft SEIR, Appendix C, Figures C-
45 and C-46 show the 35 percent design plans for the downtown San Jose area.  
Appendix D, Figures D-12 through D-15 show the 35 percent station designs for the 
Downtown San Jose Station.  Figure D-14 also shows the proposed entrances to the 
station including the three entrance options on the south side of East Santa Clara Street 
between First and Second streets.  These three station entrance options, M-1A, M-1B, 
and M-1C, are shown on Figure D-14 and impacts of these options on historic 
architectural resources are discussed in the Draft SEIR, Chapter 4, page 83.  All three 
options for this station entrance are being considered for the Project.  Other station 
entrances were considered in the 2004 FEIR as part of Design Option 9, Civic Plaza/San 
Jose State University Station Entrance Locations, and Design Option 11, Market Street 
Station Entrance Locations.   

 

P-33-5 All three station entrance options for the Downtown San Jose Station, M-1A, M-1B, and 
M-1C, are still under consideration.  Contrary to the commentor’s assertion, no one of 
these options has been selected as the preferred site.  Staff presentations to the SVRT 
Policy Advisory Board on April 25, 2007 did not have a staff recommendation on this 
design option.  VTA’s Board of Directors will make the final selection after consideration 
of the information in the 2004 FEIR and SEIR.  

 If station entrance option M-1B is selected, the historic property at 8-14 South First 
Street, APN 467-22-097, the Bank of America/Bank of Italy Building, would be affected.  
This station entrance may result in a substantial adverse change to the Bank of 
America/Bank of Italy Building as identified in the Draft SEIR and its supporting technical 
documents.  Potentially significant impacts to historical resources were also identified for 
station entrance options M-1B and M-1C.  All three station entrance options are being 
considered for the Project.  Whichever option is ultimately selected, if impacts cannot be 
avoided, VTA will adhere to the Secretary of Interior’s Standards & Guidelines or 
equivalent measures to ensure that alterations do not radically change, obscure, or 
destroy character-defining spaces, materials, features, or finishes of the historic 
properties and that impacts are mitigated to less than significant levels.   

 In April 2005, Project staff met with Mr. Alex Marthews, former Executive Director of 
PAC of San Jose to discuss the Project, including the San Jose Downtown Station, the 
Ravioli Building/Firato Delicatessen, and Diridon/Arena station.  VTA will continue to 
consult with the PAC of San Jose.   



Silicon Valley Rapid Transit Corridor – Final Supplemental EIR 

3-236 

 



Silicon Valley Rapid Transit Corridor – Final Supplemental EIR 

3-237 

 



Silicon Valley Rapid Transit Corridor – Final Supplemental EIR 

3-238 

 



Silicon Valley Rapid Transit Corridor – Final Supplemental EIR 

3-239 

 



Silicon Valley Rapid Transit Corridor – Final Supplemental EIR 

3-240 

RESPONSE TO COMMENT LETTER P-34 

San Jose Downtown Association  

P-34.1 The 2004 FEIR appropriately analyzed alternatives to the project as a whole.  It is not 
feasible or reasonable to evaluate alternatives for each and every specific component of 
this 16.1-mile project.  In any case, the proposed location of the crossover immediately 
adjacent to the downtown San Jose station is the most operationally efficient cost 
effective location that has the least impacts to the community.  Separating the crossover 
from the station, as suggested by the commentor, is not a feasible option.  It would 
require both structures (the crossover and the station) to increase in length, thereby 
[substantially] increasing costs and environmental impacts from construction.  The 
crossover would need to be longer to accommodate the increased train speeds.  This is 
not necessary if the crossover is located adjacent to the station, where speeds are 
reduced.  The station would increase in length because station facilities previously 
located above the crossover would now be located within an extended station box.  
These increases would add new costs and environmental impacts that the currently 
planned configuration avoids.   

 The suggested alternative site in front of the closed San Jose Medical complex would 
significantly reduce the effectiveness of the crossover, as it would be located farther 
away from the mid point of the tunnel and the crossovers on either side.  This would 
likely require an additional crossover to be placed in the westerly end of the tunnel, at 
significant expense and with increased impacts to the community in that location.  
Therefore, the current crossover site is designed to maximize efficiency and the 
alternative suggested would result in greater construction impacts as a result of 
excavations occurring at two locations along Santa Clara Street instead of one location 
as proposed. 

 

P-34.2 The commentor’s preference for facilities to be located at the rear of sites is noted.  
Locating facilities closer to Santa Clara Street and the Downtown San Jose Station 
reduces costs and the size of equipment.  For example, ventilation equipment may need 
to be larger to handle greater distances.   VTA will continue to work with the City to 
refine the locations of downtown facilities in an effort to accomplish both VTA and 
Downtown Association goals. 

 

P-34.3 The San Jose Downtown Association’s preference for the emergency generator being 
placed underground is noted.   

 

P-34.4 Since the exposure to noise is very brief, and not unlike noise to which the average 
pedestrian is commonly exposed walking down an urban street in a downtown area, FTA 
has not recognized pedestrians as a noise-sensitive receptor.  However, VTA has 
analyzed noise impacts from vents and emergency generators on residences.  A 
separate ancillary facilities noise analysis was prepared by Wilson, Ihrig & Associates 
Inc. to address the downtown area and is referenced in the bibliography for the Final 
SEIR.  The Project will comply with the BART noise design criteria, which are 50-60 dBA 
for high density residential during the daytime and 45-55 dBA during the nighttime.  
Sound attenuators inline between the fans and surface are the identified methodology to 
reduce noise impacts to acceptable levels. 
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P-34.5 The comment regarding the placement of traffic control and related utility devices is 
noted.  VTA will coordinate with the City of San Jose to optimize the location of these 
ancillary facilities. 

 

P-34.6 The commentors preferring emergency exits as hatches in the sidewalk is noted.  VTA 
will work with the City of San Jose to refine the locations of the emergency exits and 
other facilities in an effort to avoid sidewalk obstructions. 

 

P-34.7 Should the North Bus Transit Center Option be selected by the VTA Board of Directors, 
the potential for reconfiguring the west station entrance to the northside will be 
considered. 

 

P-34.8 The relocation of the traction power substation is discussed in the Draft SEIR, Chapter 4, 
page 212.  The text notes that the proposed relocation area includes other 
transportation-related uses, such as a train depot, railroad tracks, light rail facilities, and 
a bus transit center to the south and east.  To the north is an auto related commercial 
use and to the west is commercial.  Therefore, an aboveground substation at this 
location is compatible with surrounding land uses and does not result in a significant 
visual impact.   

 Regarding the comment that the corner is a gateway to the downtown from the west, 
this corner does not carry any greater distinction beyond the text in the City of San Jose 
General Plan’s that addresses “gateways”.  In fact, all state routes and highways that 
traverse the City are identified as “gateways”.  Therefore, the entire length of The 
Alameda, State Highway 82, is a “gateway”.  VTA and BART will continue to work 
cooperatively with the City of San Jose to ensure that community concerns regarding the 
aesthetics of ancillary structures is addressed.  Architectural design drawings will be 
developed during the 65 percent design phase and shared with the community.  

 In the 2004 FEIR, two station configurations with underground Traction Power 
Substations were analyzed.  The SEIR provides a complete analysis of an alternative 
station configuration with a substation location at street level.  The reasons for this 
change were described in Chapter 3, page 24 and included reducing the size of the 
Diridon/Arena Station box and realignment of the tunnel to reduce construction under 
railroad tracks.   

 

P-34.9 The Project will be in a tunnel configuration under both Los Gatos Creek and Guadalupe 
River and will not adversely affect these water bodies.  The river park trails will also not 
be impacted during construction.  Therefore, there are no adverse impacts and no 
mitigation is required.   
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RESPONSE TO COMMENT LETTER P-35 

Susan Bradley 

P-35.1 The support for the proposed parking at the Santa Clara Station and a future parking 
garage at the Diridon/Arena Station is noted. 

 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-36 

Richard Tretten 

P-36.1 The opposition to the No Parking Option at the Diridon/Arena Station is noted. 

 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-37 

Robert Van Cleef 

P-37.1 In February 2005, VTA published Valley Transportation Plan 2030 (VTP 2030).  It is 
intended to provide a planning and policy framework for developing and delivering 
transportation projects and programs over the next 25 years.  The Plan identifies 
existing and future transportation-related needs, considers all travel modes, links land 
use and transportation funding and decision-making, examines alternative courses of 
action, and identifies what can be accomplished with the projected available funding.  
BART, light rail, bus and other transit modes are all discussed in VTP 2030.  VTP 2030 is 
available upon request. 
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RESPONSE TO COMMENT LETTER P-38 

Helen Garza 

P-38.1 VTA will be responsible for any structural damage related to the construction and/or 
operation of the BART Project.  Draft SEIR, Chapter 4, Section 4.2 Transportation and 
Transit addresses traffic impacts including intersections surrounding the Alum Rock 
Station.  The BART Police Department will provide police services on BART property.    
The City of San Jose Police Department is responsible for enforcing traffic laws to 
minimize dangerous conditions outside BART facilities.   The parking structure at the 
Alum Rock Station is designed to accommodate 2,500 spaces.  Additional overflow 
spaces will be provided at the Berryessa Station.  If necessary, the City of San Jose 
could implement parking restrictions in the neighborhood to eliminate any spill over 
parking. 

 

P-38.2 The intersection of U.S. 101 and Santa Clara Street/Alum Rock Avenue was determined 
to have significant unavoidable traffic impacts in 2030 with the Project (see Draft SEIR, 
Chapter 4, pages 42-43).  No cost effective feasible mitigation measure was identified.  
Additional bus service will be provided to support the Alum Rock Station.  However, a 
park-and-ride lot at Monterey Road and Capitol Expressway was not included in the 
Project.  A large park-and-ride lot is located farther to the west at State Route 87 and 
Capitol Expressway where a light rail station is also located.  The Capitol Expressway 
LRT station on the Guadalupe Line would connect to the BART Downtown Station. 
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RESPONSE TO COMMENT LETTER P-39 

Helen Garza 

P-39.1 An alternative in which the BART line would stop at Berryessa Station is not under 
consideration at this time for the state environmental clearance documentation.  The 
Alum Rock Station is designed to serve east and south San Jose and provide a transit 
alternative.  The parking structure is designed to accommodate these riders.  The 
parking structure has been located adjacent to U.S. 101 and would not displace any 
residences. 

 

P-39.2 The ridership projections for the Alum Rock Station are based on providing parking.  
Therefore, the parking garage is an important component in justifying a station at this 
location.  No homes would be acquired in the Alum Rock Station area as part of the 
Project.  In addition, no evidence was provided that a BART station parking garage 
would lower the value of homes in the area.  The opposite may be true in that the cities 
of Milpitas, San Jose, and Santa Clara are all evaluating various transit-oriented 
development opportunities around the BART stations, along with developer initiated 
general plan amendments and rezoning applications. 

 

P-39.3 As stated in the Draft SEIR, Chapter 4, page 220 VTA will establish a Community 
Construction Information/Outreach Program to keep the community well informed of 
construction activities.  This will include working with the City of San Jose to minimize 
disruptions to businesses.  The Project is investigating a number of strategies to 
effectively reduce or eliminate temporary effects of construction on the adjacent 
community.  These strategies focus on scheduling, communication, and development of 
site-specific measures that will be implemented as the various construction activities 
commence in those locations.  The process of identifying appropriate measures will be 
completed during the Final Engineering phase of the project. 

 

P-39.4 The comment appears to reference “light rail” noise in error.  Currently, there are no 
high-rise buildings along the above ground portions of the alignment.  If high-rise 
buildings are proposed, the developer should provide adequate noise insulation 
recognizing that the BART Project is an approved project prior to their development.  
The Draft SEIR, Chapter 4, page 220 does address 2- and 3-story homes and the need 
to provide noise insulation to approximately 425 residences. 

 

P-39.5 There is no evidence to support the comment that BART parking facilities are more 
dangerous than other land uses.  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. 

 

P-39.6 Draft SEIR, Chapter 4, Section 4.2, Transportation and Transit, addresses traffic impacts 
from the Project.  As stated in the Draft SEIR, Chapter 4, page 53 identifies the four 
intersections with significant traffic impacts from the Alum Rock Station.  This includes 
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24th Street and Santa Clara Street (PM only), US 101 and Santa Clara Street (PM only), 
McLaughlin Avenue and Story Road AM only), and King Road and Mabury Road (PM 
only).  All other intersections operate at acceptable levels including those for which 
mitigation is identified.   
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RESPONSE TO COMMENT LETTER P-40 

R.E. Van Cleef 

P-40.1 VTA is currently evaluating a Santa Clara/Alum Rock Transit Improvement Project that 
includes bus and light rail alternatives to provide improved transit opportunities.  The 
light rail alternative operates at street level and not underground.  Undergrounding the 
light rail alternative is cost prohibitive and therefore a tunnel to the BART Project is not 
feasible. 

 

P-40.2  The vibration impacts from Project operations were addressed in the Draft SEIR, Chapter 
4, Section 4.12, Noise and Vibration, and were determined to be less significant for Five 
Wounds Church.  The Draft SEIR, Chapter 4, Section 4.18, Construction, pages 259-260 
address potential surface settlements related to construction activities.  Mitigation 
measures are provided to reduce impacts.  These measures include pre-construction 
condition surveys of the interiors and exteriors of selected structures, construction 
monitoring, and post construction repair and/or compensation if required. 
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RESPONSE TO COMMENT LETTER P-41 

Danny Garza 

P-41.1 The safety of children on public streets is a responsibility of the San Jose Police 
Department and these concerns should be addressed directly to the City and not VTA.  

 

P-41.2 Refer to Response to Comment P–6.2. 

 

P-41.3 The BART Police Department will provide police services for all BART Extension Project 
facilities, stations, garages, and trains.  The police work 24 hours a day, 365 days a 
year. 

 

P-41.4 The Draft SEIR, Chapter 4, Section 4.18, Construction, page 259-260 addresses 
potential surface settlements.  Mitigation measures are provided to reduce impacts.  
These include pre-construction condition surveys of the interiors and exteriors of 
selected structures, construction monitoring, and post construction repair and/or 
compensation.  The vibration impacts from operations were addressed in Chapter 4, 
Section 4.12, Noise and Vibration, and were determined to be less significant for Five 
Wounds Church.  VTA will be responsible for any structural damage related to the 
construction and/or operation of the BART 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-42 

Paula Velsey 

P-42.1 The proposed alignment is beneath Santa Clara Street as shown the Draft SEIR, 
Appendix C, Figure C-44.  A northern alignment is not addressed in the Draft SEIR nor is 
it under consideration. 

 

P-42.2 Draft SEIR, Chapter 4, Section 4.2, Transportation and Transit, addresses traffic impacts 
from the Project.  As stated in the Draft SEIR, Chapter 4, page 53 identifies the four 
intersections with significant traffic impacts from the Alum Rock Station.  This includes 
24th Street and Santa Clara Street (PM only), US 101 and Santa Clara Street (PM only), 
McLaughlin Avenue and Story Road AM only), and King Road and Mabury Road (PM 
only).  All other intersections operate at acceptable levels including those for which 
mitigation is identified.   

 

P-42.3 Parking has been constrained at the Alum Rock Station in response to community 
concerns.  To compensate, additional parking has been provided at the next station to 
the north, Berryessa Station.  Permit parking may be a possible solution with the cost to 
be worked out with the City of San Jose.   
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RESPONSE TO COMMENT LETTER P-43 

R.E. Van Cleef 

P-43.1 The BART Project is designed to improve transit opportunities to and from the East Bay 
and Santa Clara County and in particular along the I-880 and I-680 corridors and serve 
downtown San Jose and Santa Clara.  Also, refer to Response to Comment P-13.1. 
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RESPONSE TO COMMENT LETTER P-44 

Danny Garza 

P-44.1 Refer to response to Comment P-37.1. 

 

P-44.2 The comment did not raise a specific environmental concern so no response is required. 

 

P-44.3 Refer to response to Comment P-37.3. 

 

P-44.4 Engineering Plans for the Project have been evolving since 2002.  Conceptual 
Engineering (10 percent) was completed in 2004.  Preliminary Engineering (35 percent) 
was completed in 2006.  The Project is now in the 65 percent engineering phase.  
Changes to the plans have been ongoing and guided by input from City partners, 
Community Working Groups, key stakeholders, and the public.  This input is considered 
in the context of planning, engineering, and operational criteria and is implemented if 
found to be beneficial.   
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RESPONSE TO COMMENT LETTER P-45 

Christopher Frey 

P-45.1 As shown in Draft SEIR, Appendix C, Figure C-46 the top of the BART tunnel would be 
approximately 40 feet below the Guadalupe River and 20 feet below the Los Gatos 
Creek.  Therefore, no construction impacts to the trail would result from the TBM and 
tunnel construction.  A construction staging area is located under State Route 87, which 
allows for the construction of a sump pump, and is depicted in Chapter 4, page 246, 
Figure 4.18-36.  The figure is only a general representation and this construction staging 
area would not impact an existing multi-use trail along the Guadalupe River. 

 

P-45.2 Refer to Response to Comment P-45.1. 

 

P-45.3 Two options are being considered at the Diridon/Arena Station – Parking Structure and 
No Parking Option.  The preference for the Parking Structure Option is noted.  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-45.4 The Berryessa Station is a key location to support ridership from east San Jose and 
areas to the south.  The Berryessa Station would accommodate the additional parking 
demand from the Alum Rock Station beyond the 2,500 parking spaces constraint that 
the City of San Jose has imposed on this station.  The station would also support major 
efforts by the City of San Jose to develop a transit village around the Berryessa Station.  
The anticipated residential and commercial development would provide people with 
living and working options that reduce dependency on automobiles and maximize transit 
ridership.  The South Calaveras Station is a future station that is not part of the current 
funding plan.  This station was environmentally cleared at a program-level in the FEIR 
and is not environmentally cleared in the SEIR.  Prior to construction, subsequent 
environmental clearance at a project level would be required. 
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RESPONSE TO COMMENT LETTER P-46 

Jim Stallman 

P-46.1 The support for not delaying the Santa Clara Station and facilities is noted.   

 

P-46.2 The 2004 FEIR and SEIR both include a pedestrian overcrossing between the Santa 
Clara Caltrain Station and the planned Santa Clara BART Station.  This overcrossing is 
also designed to accommodate bicycles.   

 

P-46.3 The BART ROW would be fenced and secured with no at grade pedestrian crossings, 
formal or informal, across the BART ROW.  This is necessary for safety purposes.  
Pedestrian grade separated crossings are provided at all stations and where roadways 
are grade separated from the BART trackway. 

 

P-46.4 The VTA ROW does not provide sufficient space to provide pedestrian access along the 
entire at grade portion of the alignment.  Where sufficient ROW exists, VTA is willing to 
discuss potential pedestrian access as long as the BART safety standards are achieved.  
Pedestrian access is encouraged at all station locations.   

 

P-46.5 To improve bicycle connectivity through the BART station areas, VTA would construct 
bike lanes along existing or new streets within the station area of four stations 
(Montague/Capitol, Berryessa, Alum Rock, and Santa Clara Stations).  In addition, 
bicycle parking would be provided at all the stations based on the requirements for 
bicycle parking facilities included in the BART and VTA transit station design guidelines. 
Draft SEIR, Table 4.2-13 summarizes the recommended bicycle parking facilities by 
station. 
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RESPONSE TO COMMENT LETTER P-47 

Steve Van Pelt 

P-47.1 VTA is pursuing various options to fund BART operations.   
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RESPONSE TO COMMENT LETTER P-48 

Eli Segall 

P-48.1 Your name will be added to the VTA SVRT master mail list data base that receives 
updated project information and meeting notices. 
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RESPONSE TO COMMENT LETTER P-49 

The-Vu Nguyen  

P-49.1 Construction strategies include but are not limited to minimizing the duration of street 
closures and minimizing street closures during business hours.  Marketing strategies 
could include ad campaigns for affected businesses that are designed to facilitate 
maintaining existing customers through enhanced signage and other promotional 
efforts.    

 VTA will develop a construction education outreach program.  The program will include 
outreach to all communities along the project corridor and provide general construction 
related information.  After the completion of 65 percent engineering phase, VTA, in 
coordination with the cities, will develop strategies to minimize the impacts of 
construction along the project corridor.   
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RESPONSE TO COMMENT LETTER P-50 

D.J. Blanchard 

P-50.1 During the Preliminary Design phase, VTA coordinated with the Santa Clara Valley Water 
District to construct a multi-cell box culvert at the BART crossing of Berryessa Creek that 
would be consistent with planned flood control projects by the District and the U.S. Army 
Corps of Engineers.  These projects would provide flood protection from a 100-year 
flood event within the cities of Milpitas and San Jose, including the BART alignment from 
south of Calera Creek to south of the Montague/Capitol Station (which also includes the 
trackway west of Folsom Circle). 

 Information about the planned flood control projects by the Santa Clara Valley Water 
District and the U.S. Army Corps of Engineers on Berryessa Creek are available on the 
District’s website at: http://www.valleywater.org/Water/Watersheds_-
streams_and_floods/Watershed_info_&_projects/Coyote/index.shtm. 

 

P-50.2 As stated in the Draft SEIR, Chapter 3, page 37, the BART trains would operate every 
day from 4:00 a.m. to 1:00 a.m. 
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RESPONSE TO COMMENT LETTER P-51 

Joe Witt 

P-51.1 The plans for each of the stations include one men’s and one women’s restroom 
consistent with BART practices.   
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RESPONSE TO COMMENT LETTER P-52 

Jie Yuan 

P-52.1 Draft SEIR, Chapter 4, Section 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 to reduce noise.  Just south of Hostetter Road, absorptive material on the 
retaining wall is included as noise mitigation to reduce noise to less than severe levels 
(see Draft SEIR, Figures 4.12-1s and 4.12-1t).  Similarly, for vibration impacts, floating 
slab under the trackway is the mitigation included to reduce impacts to less than severe 
levels.    
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RESPONSE TO COMMENT LETTER P-53 

Felix J. Reliford 

P-53.1 The BART operational noise impacts to the Terrace Gardens Senior Housing has been 
analyzed and determined to be less than significant with only a minor increase in noise.  
Refer to Draft SEIR, Chapter 4, Section 4.12, Noise and Vibration regarding noise 
impacts and locations where mitigation is required to reduce noise to acceptable levels.  
The comment may be referring to the two residences at the Senior Housing complex 
where vibration, even with mitigation, would exceed the FTA criteria by 1 VdB.  An 
effective mitigation approach is to provide floating slab beneath the trackway to reduce 
vibration impacts.  The Project proposes floating slab as mitigation at this location (see 
Draft SEIR, Figures 4.12-2g and 4.12-2h).  However, even with floating slab as 
mitigation, the FTA criteria was exceeded by 1 VdB.   
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RESPONSE TO COMMENT LETTER P-54 

Monty Britton 

P-54.1 The support for the Dixon Landing Road grade separation is noted. 
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RESPONSE TO COMMENT LETTER P-55 

Charlie Cameron 

P-55.1 The scoping report has been sent to you as requested. 

 

P-55.2 This comment did not raise an environmental concern and therefore no response is 
required. 

 

P-55.3 This comment did not raise an environmental concern and therefore no response is 
required. 
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RESPONSE TO COMMENT LETTER P-56 

San Jose Arena Authority 

P-56.1 As construction approaches, VTA will establish a working committee to coordinate 
activities in the Diridon/Arena Station area.  VTA has appreciated the participation of the 
San Jose Arena Authority in past construction projects. 

 

P-56.2 The interest in establishing a Supplemental Transportation and Parking Management 
Plan is noted.  VTA supports the idea for further discussion between the City of San 
Jose, San Jose Arena Authority and HP Pavilion Management regarding parking 
management strategies for the area. 

 

P-56.3 VTA has analyzed the impacts resulting from the temporary loss of parking due to 
construction (see Draft SEIR, Chapter 4, page 255).  The Draft SEIR concludes that 
there are no readily available sites for temporary parking in the vicinity, and has 
concluded that the loss of parking during construction is a significant and unavoidable 
impact.  Upon identifying the parking impacts associated with the SVRT tunnel and 
station construction in the Diridon Station area, project staff explored opportunities for 
temporary replacement parking within walking proximity to the impacted area, 
approximately 0.25 miles, that could be made available for a four-year period beginning 
in 2010.  Given the impacted parking was up to approximately 560 spaces, 
approximately 5 acres would be required.  Sites in the immediate area are already used 
for parking, occupied with buildings or businesses, or planned for development before 
the SVRT construction year.  Acquiring developed property (e.g. east of Autumn; south 
of San Fernando) was not considered a viable, practical option as it would result in 
displaced businesses.  Certain other properties with vacant lands or vacated buildings 
(e.g. west of White Street), or underutilized surface parking lots (e.g. east of Los Gatos 
Creek) were pending development and would not be available.  It was following this 
assessment that staff concluded that one of the most viable options for addressing the 
temporary parking impacts in the Diridon Station area is to consider a shuttle bus 
program from outlying parking lot(s) to the Diridon Station.  Another option that will be 
considered is potentially discounting VTA transit passes for event attendees during the 
construction period. 

 Separate from the SEIR process, the City of San Jose is requesting VTA assistance in 
developing parking management strategies to comprehensively address the parking 
challenges posed by development efforts to transform Diridon into a downtown area 
with high density development and more pedestrian, bike and transit amenities.  VTA is 
committed to supporting the City of San Jose in this effort.  VTA supports a coordinated 
effort to address the temporary loss of parking during project construction and to 
identify opportunities for temporary replacement parking that may arise.   

 

P-56.4 The SEIR has analyzed two parking options for the Diridon/Arena Station.  The ridership 
modeling results indicate that with a 1,315 space parking structure, an estimated 11,236 
boarding would occur at this station in 2030.  With the No Parking Option, and 815 
parking spaces shifted to the Santa Clara Station, ridership decreases by approximately 
1,200 daily boardings, because it is less convenient to access the Santa Clara Station.  If 
the Santa Clara Station parking structure does not increase its capacity to accommodate 
815 parking spaces as discussed in the Draft SEIR, there is projected to be up to 2,100 
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fewer boardings per day in 2030.  Therefore, the lack of parking at the Diridon/Arena 
Station is acknowledged in a decrease in Project ridership.  Also, refer to Response to 
Comment P-56.3 regarding temporary parking options 

 Nevertheless, VTA agrees that a comprehensive, area-wide parking assessment would 
be beneficial and supports a cooperative joint effort with the City of San Jose and 
Diridon/Arena stakeholders to address long-term parking strategies. 

 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-56.5 The Standing BART Construction Coordinating Committee mentioned in Comment P-56.1 
seems the appropriate way to address these concerns.  As stated in Response to 
Comment P-56.1, VTA would support establishing such a committee. 

 

P-56.6 Refer to Responses to Comments P-56.1 and P-56.5.   

 

P-56.7 The Project intends to implement a community involvement/community outreach 
program, which will include advance notification to Downtown San Jose community 
members regarding construction and expected traffic impacts. In addition, a project 
website with construction information will be updated on a regular basis, and there will 
be a construction hotline for community members to call to ask questions, to voice 
concerns or to make comments.  Community meetings will also be held, as appropriate. 

 Public outreach representative(s) will coordinate closely with the Contractor to ensure 
there are responses to comments, concerns, and to make sure that the Contractor is 
following contract and regulatory requirements to mitigate and/or abate construction 
impacts. The Contractor will be required to implement abatement procedures and to 
work closely with the community to minimize disturbance. 
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