
























Lead Agency Agency File # CMP ID Type of Document Document Received VTA Response Date 
City of Morgan Hill EA-08-17 MH0904 IS/ND 9/1/2009 9/16/2009 

 
 

West Dunne Avenue Improvements  
Dunne Avenue between Monterey Road and Peak Avenue

Description: Roadway widening/improvements along Dunne Avenue.

 
VTA Comments: 

VTA supports the proposed inclusion of bicycle lanes and pedestrian access improvements.  These improvements will help encourage alternative 
modes of transportation. 
 
 
 

Lead Agency Agency File # CMP ID Type of Document Document Received VTA Response Date 
City of Mountain View  MV0901 Informal Review 8/10/2009 8/21/2009 

 
 

425 & 455 W. Evelyn Avenue  
425 & 455 W. Evelyn Avenue 

Description: Demolish existing Minton's Lumber to construct two residential buildings 
totaling 214 units 
 

 
VTA Comments: 

Santa Clara Valley Transportation Authority (VTA) staff has reviewed the informal submittal of plans for 214 residential units on a 3.6-acre site 
bounded by W. Evelyn Avenue, Bush Street, and Villa Street.  We appreciate the opportunity to review the full set of plans.  VTA staff provided 
comments on a previous informal review for this project on April 15, 2009.  We have a few additional comments which are as follows. 
  
Transportation Demand Management & Transit Incentives: 
VTA has reviewed the GreenPoint Checklist that was included in the plan set as Sheet A0.3, and commends the applicant for incorporating a 
number of features in the project design that increase its GreenPoint sustainability rating.  We encourage the City to work with the applicant to 
explore additional Transportation Demand Management (TDM) measures that would reduce the number of single-occupant vehicle trips generated 
by the project and provide further incentives for project residents to take transit.  Specifically, we encourage the applicant to provide EcoPasses 
and/or other transit passes to project residents on a continuing basis.  We also encourage the applicant and the City to consider unbundling a 
portion of the automobile parking (i.e., charging a monthly or annual fee for a parking space) or listing the cost of parking as a line item on leases.  
Such measures can provide an effective incentive for the use of alternate modes including transit, walking, and cycling.   
  
Transportation Impact Analysis and Future Planning Submittals: 
As noted in our April 15, 2009 letter, it is anticipated that this project will require a Transportation Impact Analysis (TIA) report because it may 
generate 100 or more peak-hour trips.VTA looks forward to the opportunity to review the TIA report and formal planning submittals for this 
project once they become available. 
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Lead Agency Agency File # CMP ID Type of Document Document Received VTA Response Date 
City of Mountain View  MV0905 Informal Review 7/9/2009 7/21/2009 

 
 

San Antonio Center 
455 San Antonio Road at El Camino Real 

Description: Construction of approximately 430,000 SF of new retail space and below-
grade and on-grade parking, to replace approximately 214,000 SF of retail and on-grade 
parking, on 16 acres

 
VTA Comments: 

Site Density and Land Use Mix: 
VTA supports the proposed intensification of use and mix of retail spaces on this important site located along El Camino Real near an active 
transit center and planned Bus Rapid Transit (BRT) station.  El Camino Real is designated as a Corridor in VTA’s Community Design & 
Transportation (CDT) Program Cores, Corridors and Station Areas framework, which shows VTA and local jurisdiction priorities for supporting 
concentrated development in the County.  The CDT Program was developed through an extensive community outreach strategy in partnership 
with VTA Member Agencies, and was endorsed by all 15 Santa Clara cities and the county. 
  
Pedestrian Accommodations & Site Design: 
VTA commends the developer for proposing a site plan which strives to create an attractive pedestrian environment by placing buildings along 
most of the project frontages, locating most of the parking below grade, and using landscaping and hardscaping to create attractive plazas and 
walkways.  These pedestrian accommodations will help make walking and transit access to the site more attractive and reduce reliance on single-
occupant vehicle travel to, from and within the site.  We have several suggestions for ways to further improve the pedestrian environment on the 
site: 
 * At the southwest corner (closest to El Camino & San Antonio) - The two retail pads and plaza at the corner are pedestrian-friendly additions, 
but as currently shown the plaza has no pedestrian to the center of the site (grocery market/drug store) except through the parking lot.  We suggest 
establishing a strong pedestrian connection from this corner to the center of the site. 
 * Along the El Camino Real frontage - Other than the retail pad (Shop A) and plaza at the San Antonio Road corner, the frontage along El 
Camino Real as shown now is fairly unfriendly to pedestrians, consisting of a fuel station, surface parking, and several driveways.  This frontage 
will be the most important access to the site for transit passengers coming from the future BRT station near Showers Drive & El Camino.  The 
current design is not consistent with the Grand Boulevard vision of El Camino Real as a pedestrian, bicycle and transit-friendly roadway, or the 
principles of VTA’s CDT Program for an important multimodal thoroughfare.  We suggest giving further attention to the pedestrian environment 
along this frontage, and considering removing any parking fronting directly on El Camino, relocating the fuel station to another portion of the site, 
or if that is not possible, screening the fuel station with an active use in the front.  We have attached a file with a photo simulation showing how a 
gas station along an arterial can be screened with a building in front while preserving the station’s access and functionality. (The photo simulation 
was developed by Urban Advantage for the City of Hercules but modified for VTA use.) 
 * Along the east side (bordering the existing Trader Joe’s and other uses) - The current site plan appears to provide few if any pedestrian 
connections between the proposed development and the existing uses to the east, such as the Trader Joe’s and multi-story office building.  While 
we understand the need for service access to the proposed retail stores, the lack of pedestrian connections is inconsistent with the statement in the 
Project Description about kick-starting redevelopment of the adjacent 56-acre retail center.  We suggest that further attention be given to  
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establishing pedestrian connections between the proposed development and the center to the east, and considering the shortest walking route 
between the two centers.  In particular, we suggest providing pedestrian permeability in the Major A/Major B/Major C/Market area, and providing 
an attractive sidewalk/pathway along the rear of the Market to connect to the existing office building and the Trader Joe’s. 
 * The Project Description states that new sidewalks along the street will range in width from 6 to 10 feet.  We recommend a minimum width 
of 10 feet for sidewalks along both street frontages.   
  
Bicycle Accommodations: 
VTA commends the developer for proposing secured bike racks, storage lockers, and employee shower facilities as a way of encouraging bicycle 
access to the site.  We suggest that the Level 1 Site Plan (Sheet A7) be modified to show the quantity of both bicycle lockers and bicycle racks.  
The developer may find VTA’s Bicycle Technical Guidelines helpful in considering the design and location of bicycle parking facilities.  This 
document may be downloaded from www.vta.org/news/vtacmp/Bikes <http://www.vta.org/news/vtacmp/Bikes>.  For more information on 
bicycle systems and parking, please contact Michelle DeRobertis of VTA's Development and Congestion Management Division.   
  
Transportation Demand Management: 
VTA supports the inclusion of Transportation Demand Management (TDM) measures to reduce the number of single occupant vehicle trips 
generated by the project.  Beyond the preferred carpool and hybrid parking and bicycle accommodations, VTA suggests the developer include a 
comprehensive TDM program in the project proposal.  Effective TDM programs that may be applicable to this project include: 
 * Parking Cash-Out 
 * Direct or Indirect Payments for Taking Alternate Modes 
 * Transit Fare Incentives such as Eco Pass and Commuter Checks 
 * Employee Carpool Matching 
 * Vanpool Program 
 * Preferentially Located Carpool Parking 
 * Bicycle Lockers and Bicycle Racks 
 * Showers and Clothes Lockers for Bicycle Commuters 
 * Guaranteed Ride Home Program  
 * Space for Car sharing vehicles 
  
Transportation Impact Analysis Report: 
VTA’s Congestion Management Program (CMP) requires a Transportation Impact Analysis for any project that is expected to generate 100 or 
more new peak-hour trips.  Based on the information provided on the size of the project, a TIA may be required.  VTA’s Transportation Impact 
Analysis Guidelines should be used when preparing the TIA.  These guidelines include the analysis of bicycle facilities, parking, site circulation 
and pedestrian access, as well as roadways.  For more information on VTA TIA-related guidelines, please contact Shanthi Ganji of VTA's 
Development and Congestion Management Division. 
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Lead Agency Agency File # CMP ID Type of Document Document Received VTA Response Date 
City of Palo Alto  PA0902 Other/Bus Stop 8/12/2009 8/14/2009 

 
 

Mitchell Park Library/Community Center  
Middlefield Road, opposite Mayview Avenue 

Description: Replacement of existing facilities with larger building, with associated 
signal and intersection changes 

 
VTA Comments: 

VTA provides bus service on Middlefield Road and maintains a bus stop adjacent to the project site.  In order to provide convenient access to 
transit service, VTA supports the City recommendation to move the bus stop south of the intersection in front of the new building with the 
following improvements: 
  
 * An 8’ X 40’ passenger waiting pad adjacent to the bus stop 
 * A 10’ X 55’ PCC bus stop pavement pad according to VTA standards 
 * All trees or landscaping should be placed outside of the bus loading area 
 * Street lights or other lighting included in the bus stop area 
 
 

 
Lead Agency Agency File # CMP ID Type of Document Document Received VTA Response Date 
City of Santa Clara PLN2008-06947/ 

CEQ2008-01060 
SC0805 DEIR/TIA 7/31/2009 9/22/2009 

 
 

49ers Stadium Project 
Southwest corner of Tasman Drive and Centennial 
Boulevard 

Description: Construction of a 68,500 seat football stadium, relocation of an existing 
electric substation, arrangements for off-site surface parking, and construction of a six-
story parking garage. 
 

VTA Comments: 
Cover Letter from Michael Burns, VTA General Manager, to Jennifer Sparacino, City Manager: 
  
VTA has reviewed the Draft Environmental Impact Report (DEIR) and Transportation Impact Analysis (TIA) for the proposed 49ers Stadium in 
the city of Santa Clara.  We have a number of detailed comments on these documents, which are included in the attached memorandum.  However, 
I would like to highlight here the key themes from our review.  
  
First, from a transportation planning perspective we believe that the proposed 49ers stadium project offers an excellent opportunity to build on and 
make use of the existing transit and roadway network in the Great America Station area.  VTA supports policies and projects that target growth 
around the established transportation cores, corridors, and station areas in Santa Clara County. 

Selected Projects Reviewed by VTA  Page 13 of 27 July, August, and September of 2009 

11.a



Second, we want to acknowledge the cooperation and responsiveness of the 49ers organization and the city of Santa Clara in recent weeks as VTA 
staff has reviewed the DEIR.  We would also like to recognize the 49ers for their thorough attention to transportation matters in the DEIR, TIA, 
and associated Transportation Management Plan (TMP).  We would like to note, however, that the analysis of transit in these documents was not 
as thorough and will require more in-depth investigation over the coming months.  Our detailed comments on the transit analysis and assumptions 
are included in the attached memorandum, and provided below is a summary of the most salient points: 
  
 * The analysis of the potential transit demand from Alameda and Contra Costa counties to the proposed stadium via BART and connecting 
transit services, including the VTA light rail system, needs to be more fully developed.   
 * The DEIR and TMP should reflect certain current conditions and constraints on the VTA transit system, in particular the current light rail 
operating plan in which trains that operate to/from Mountain View past the proposed stadium are limited to two cars in length. 
 * For VTA to adequately plan light rail service for game day events, the development of a rail operating plan, including a rail simulation of 
different scenarios, is needed.  This analysis would assist in identifying the level of service (frequency/capacity) that can be operated and whether 
any capital improvements are necessary.  Without benefit of this analysis, we cannot now determine what improvements might be needed.  
Possible improvements could include storage tracks, crossover tracks, substations, signal improvements, station improvements or other similar 
items.  Non-VTA funding would need to be identified to design and construct these improvements.  In addition, resources (both staff and 
consultant assistance) would be needed to develop the operating plan and rail simulation. 
 * A more complete transportation management plan addressing weekday as well as Sunday events and covering all modes of transportation 
including VTA light rail and buses is needed.  Accordingly, we suggest that a working group be formed, comprised of the 49ers, the city of Santa 
Clara, VTA, and other agencies, to ensure that all transportation needs–operational, physical improvements and funding–are addressed. 
 * Game day transit operations will require a significant resource allocation beyond the normal levels for standard Sunday or weekday service.  
Vehicles, operators, transit field supervisors, security personnel, customer service ambassadors, fare inspectors, and maintenance staff would all 
need to be added.  It is likely that fare revenues received from games and events would not cover VTA’s additional operating expenses, and this 
additional operating funding would need to be provided by third parties. 
  
VTA looks forward to a strong and effective partnership with the city of Santa Clara in the advancement of the proposed stadium project. 
 
Attached Memorandum: 
  
VTA has reviewed the Draft Environmental Impact Report (DEIR) and Transportation Impact Analysis (TIA) for a 68,500-seat open-air stadium 
at the southwest corner of Tasman Drive and Centennial Boulevard in the City of Santa Clara.  We previously commented on the original NOP for 
this project in a letter dated September 22, 2008, and on the revised Notice of Preparation (NOP) for this project in a letter dated March 18, 2009.  
The following is a summary of our comments on the DEIR and TIA for this project.  
  
Project Location and Land Use/Transportation Integration: 
VTA supports policies that target growth around the established transportation cores, corridors, and station areas in the County, as described in 
VTA’s Community Design & Transportation (CDT) Program and CDT Manual.  The CDT Program was developed through an extensive 
community outreach strategy in partnership with VTA Member Agencies, and has been endorsed by all 15 Santa Clara County cities and the 
County.  Intensification of land uses in these areas can promote alternative transportation methods and help reduce vehicle miles traveled.  The 
proposed 49ers stadium project offers an excellent opportunity to build on and make use of the existing transit and roadway network along in the 
Great America Station area.  The stadium can benefit from the existing transportation infrastructure, although it may justify or require additional 
transportation improvements given the size of the project and highly peaked travel characteristics of its users, as noted below. 
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Description of Existing Transit: 
The DEIR and the accompanying Transportation Management Plan (TMP) contain a number of out-of-date or inaccurate descriptions of the 
existing VTA transit routes that serve the project site.  Most importantly, the TMP/DEIR does not show the current 2-car train light rail operating 
from Mountain View past the proposed stadium, through San Jose to the Winchester Station in Campbell.  The shorter station platform lengths on 
the Winchester Line southwest of Diridon Station limit train lengths to 2 cars, not the 3-car trains assumed in the TMP/DEIR.  Other VTA 
comments on the description of Existing Transit Services in the DEIR are listed below: 
 1. System map (Figure 33 on Page 139): This map should be updated to reflect that the Great America Shuttle no longer operates; the most 
current version of the VTA system map is dated July 2009. 
 2. Page 140 - Table 14: Line 60 should be shown with 30 minute headways (not 15 minutes) in the Great America area. 
 3. Page 140 - Line 55 description:  The description should note that Line 55 operates 30 minute headways from 8 a.m. to 7:30 p.m. on 
Sundays. 
 4. Page 140 - Line 60 description:  The description should note that Line 60 operates every 30 minutes during weekday peak periods in the 
project area (not 15 minutes).  
 5. Page 141 - Light Rail Service.  There are many out-of-date statements and errors in the description of existing light rail service. We suggest 
replacing this paragraph with the following description: 

The project area is served by two light rail transit lines, one that serves the project site directly and one that is available via a transfer.  The 
Mountain View - Winchester LRT line operates along the center of Tasman Drive and directly serves the site with the nearest station to the 
project site at Great America Parkway near the Santa Clara Convention Center (approximately 650 feet from the nearest stadium entrance).  
This line generally operates every 15 minutes during weekday commute periods and every 30 minutes on weekends.  The Alum Rock - Santa 
Teresa line operates in the center of Highway 87 and North First Street through downtown San Jose and connects with the Mountain View - 
Winchester line at the Tasman Station.  This line generally operates every 15 minutes on weekdays and weekends. 

6. Page 141 - Caltrain:  This section incorrectly states that the Caltrain shuttle to Mission College Boulevard operates on Sundays, and should be 
corrected. 
  
Transit Service, Operations and Infrastructure: 
We note that the TMP assumes that approximately 13,000 patrons (out of a sold-out capacity of 68,500 seats) will take public transit to access the 
stadium.  It appears that this assumption is based primarily on the 49ers experience at Candlestick Park, which has considerably fewer transit 
options than at the proposed site, supplemented by information from other stadiums in similar settings.  This assumption about public transit usage 
is applied to the total trip generation of the stadium in the TIA, and is built into the discussion of transportation impacts and mitigation measures in 
the DEIR. 
  
Based on the assumptions in the TMP, a number of which may require further verification, this transit mode split assumption appears reasonable; 
however further analysis should be done to better determine a mode share specific to the unique conditions in Santa Clara County.  In addition, it 
is likely that a number of conditions would need to be met in terms of transit service and operations for this transit mode split to be achieved.  It is 
also possible that certain infrastructure improvements would be needed to make the required transit service and operations possible. 
  
The following are VTA’s comments regarding transit service, operations and infrastructure based on our review of the DEIR and TMP.  They are 
divided into several sections as noted below.  
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Transportation Management Plan and Transit: 
 1. The Draft TMP, dated July 13, 2009, has been developed at very general level and is more a collection of possible transit options than a plan 
that could be directly implemented.  VTA would like to coordinate with the City of Santa Clara, the 49ers and other transit operators to develop a 
complete transit plan for game days and other events. 
 2. VTA suggests that the 49ers and the City of Santa Clara continue to develop a complete transportation management plan.  Given the 
projected time frame for opening the stadium, there is time to complete this task.  However, it would be best to start the process now to ensure that 
all needs - operational, physical improvements and funding - are addressed. 
 3. The HP Pavilion management instituted an Arena Events Operations Committee (AEOC), which included representatives from VTA and 
the city of San Jose, to assist with developing their transportation plan, and this group continues to meet to address event-specific needs.  VTA 
suggests that a similar group be developed for the proposed 49ers stadium in Santa Clara.  One very helpful aspect of the AEOC is that it includes 
the traffic management personnel from the city of San Jose, including both traffic engineering and police representatives who would handle the 
game day traffic and parking management.   
 4. VTA requests that the transportation management plan address weekday night games and other events, in addition to Sunday afternoon 
games (which are the focus of the current draft TMP).  We assume that the 49ers would like to schedule Monday or Thursday night games and 
VTA will need to plan accordingly.  The day of the week will have significant implications for the transit plan as the weekday night games/events 
will typically occur within VTA’s normal weekday PM peak commute period.  Our ability to provide sufficient resources, both personnel and 
vehicles, is a concern on weekdays.  The impact of changing our operations to accommodate a weeknight game while still providing our normal 
transit services has not yet been determined.  This will require further analysis, which may include studying how transit systems have handled this 
in other NFL cities.  In addition, the transportation management plan will need to provide further information on how each street in the stadium 
vicinity would be impacted, so that VTA can develop or modify bus routes and determine the impact on our light rail operation. 
 
Transit Demand: 
 1. Based on VTA’s review of the TMP and DEIR, it appears that the transit analysis did not consider the potential demand from Alameda and 
Contra Costa counties to the proposed stadium via BART and connecting transit services.  VTA expects that this demand would be significant in 
the opening year, from either the existing Fremont Station or the new Warm Springs Station, and would increase further in 2018 with the opening 
of the Milpitas and Berryessa Stations.  This flow of ridership from BART could place an additional strain on the VTA light rail system from the 
east, which is not addressed in the TMP and DEIR.  Further analysis of demand from BART to the east of the stadium will be required.  For this 
analysis to be most useful, it should cover both the opening year scenario (from Fremont or Warm Springs Station) and the 2018 scenario (from 
the Milpitas Station).   
  
Transit Buses and Shuttles: 
 1. VTA needs to more closely review FTA regulations that prohibit public transit operators from providing "charters" to sporting events under 
certain situations.  While we have stopped operating this type of service to Candlestick, there may be some other available options for the new 
stadium since the games are now in our regular service area.  More study is needed on this issue to determine what VTA can provide and what 
service private carriers would operate.   
 2. Further study on specific routes to games is needed, including how many vehicles would be required to provide the service and where the 
routes would originate.  Automobile parking at the origin will need to be identified, either at current VTA park-and-ride lots or at other locations. 
 3. More detail is needed on how the bus parking on Stars & Stripes Boulevard would operate and how many vehicles this location could 
accommodate.  This location is of particular concern as it is the busiest station on the Altamont Commute Express (ACE) line.  VTA as well as 
private companies provide numerous shuttles to this location bringing passengers from employment sites throughout Santa Clara County.  Those 
shuttles will need access to the station during games on weekdays.   
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 4. Many transit passengers currently use the parking lot adjacent to the Great America ACE Station.  This lot along with the extension of Stars 
& Stripes was funded, constructed and made available to ACE and Capitol Corridor passengers as part of a cooperative agreement with the City of 
Santa Clara.  These rail passengers need to continue to have access to this parking.  Typically this is overnight parking, where the passengers leave 
vehicles to be used after getting off the train in the morning and returning to the station in the afternoon.  This constraint needs to be taken into 
account in the transportation management plan. 
 5. As noted above, further study of bus and shuttle circulation and related operating needs is required.  This may lead to the identification of 
physical improvements necessary to support bus and shuttle operations.  They could include bus bays, passenger amenities, wayfinding signage, 
and real-time information; all of these could be organized into a centralized transit center near the stadium site. 
  
Light Rail: 
 1. As noted above, the TMP/DEIR does not show the current rail operating plan that uses 2 car trains to operate from Mountain View past the 
proposed stadium and onto the Winchester Station in Campbell.  Due to shorter station lengths in Campbell, trains are restricted to 2 car trains, not 
the 3 car trains included in the TMP.  The TMP/DEIR further assumed a load per light rail car of 150 passengers, a condition which may be 
acceptable for a few trains under game-day crush load conditions but should not be used as an assumption for average loading over a longer 
period.  Given the experience of other systems in carrying departing patrons via transit after stadium events, we believe that the majority of transit 
passengers will need to be cleared in a 30 to 60 minute window after a game; further analysis of the implications of these demands on light rail 
vehicle loading will be required for the proposed 49ers stadium. 
 2. A rail operating plan is needed for VTA to adequately plan light rail service during events.  VTA has access to a rail simulation program of 
its current light rail system and different operating scenarios should be tested to determine the best plan to meet the expected ridership demand.  
The simulation would also assist in identifying if any capital improvements are necessary and what level of service (frequency/capacity) could be 
operated.   
 3. As indicated above, the operating plan would also assist in identifying potential infrastructure improvements needed to accommodate the 
planned passenger demand and rail service. Without the benefit of the analysis, we cannot now ascertain what improvements might be needed.   
Possible improvements could include storage tracks, crossover tracks, substations, signal improvements, station improvements or other similar 
items.   
 4. During a recent meeting between representatives of the 49ers, the City of Santa Clara, and VTA, two possible improvements were identified 
by the 49ers.  These are (1) fencing the light rail right-of-way in the area of the Great America Station and the stadium and (2) constructing a new 
game day at-grade pedestrian crossing of the tracks, east of Great America Station, to connect the new parking garage at the golf course to the 
stadium.  These and other improvements must meet VTA design standards, operational policies and be safety certified.  The new at-grade 
pedestrian crossing would be subject to safety review by the California Public Utilities Commission (CPUC). Given the expected use of this 
crossing, it is likely that the CPUC will require the installation of automatic warning devices such as flashers, bells, and possibly gates.  Static 
signs and pavement makings will also be a requirement.  Because of the high level of pedestrian use on game days, and the likelihood of special 
VTA train service, the effect on VTA’s system-wide schedules must also be taken into consideration. 
 5. VTA encourages the applicant and the City to consider the full breadth of alternatives to a new pedestrian grade crossing (which might meet 
significant opposition from the CPUC).  This could include improvements to the existing grade-separated pedestrian crossing under Tasman Drive 
(along San Tomas Aquino Creek) to make it as attractive and accessible as possible, or potentially the construction of a pedestrian bridge across 
Tasman Drive.  (Note comments on Pedestrian and Bicycle Accommodations below.) 
 6. Passenger access to Great America Station, including the possibility of using Tasman Drive for passenger queuing (as proposed in the TMP) 
also needs further review.  Both physical improvements and operational strategies need to be explored to determine how this could work 
effectively and safely, and to avoid excessively long train dwell times that could impact service reliability. 
  

Selected Projects Reviewed by VTA  Page 17 of 27 July, August, and September of 2009 

11.a



 7. VTA would also need to be involved in the City’s plans to monitor and adjust traffic signal timing before and after games as necessary.  
Impacts on our light rail signal priority and on transit service in general is a concern especially with the frequent service that would be needed on 
game days. The TMP states that manual overrides of traffic signals and/or transit signal priority will be required to achieve the required headways 
on the light rail system to serve stadium events.  While transit signal priority is already in place along significant portions of the light rail system in 
the vicinity of the project site, it is not in place in all areas.  Further analysis of intersection operations including increased light rail frequencies 
and vehicular traffic, as well as coordination with VTA, local municipalities, and Santa Clara County will be necessary. 
 8. VTA would require a significant resource allocation for game day/special event operations.  Additional vehicles, operators, transit field 
supervisors, security personnel, customer service ambassadors, fare inspectors, and maintenance staff would be needed.  It is likely that fare 
revenues received from games and events would not cover our additional expenses, and this additional operating funding would need to be 
provided by third parties. 
  
Other Transit Services: 
 1. VTA is a partner, through formal agreements, with the Capitol Corridor, Caltrain and ACE.   As mentioned earlier, the initiation of a 
transportation working group would be helpful for all involved. 
 2. The TMP includes an assumption that 3,000 patrons would take Caltrain to reach the stadium.  While the TMP discusses three possible 
ways of allowing these patrons to reach the stadium (since Caltrain trains currently do not serve the stadium area), each of these discussions is 
problematic.  For direct service, trains would need to make a reverse move near Diridon Station and travel on the UPRR tracks to the station area; 
such a move is likely to take long enough that it will make this trip unattractive in terms of travel time.  A transfer from Lawrence Station to 
shuttle buses is possible, but Lawrence Station has far too little space to accommodate the shuttle buses to carry these passengers.  It is more likely 
that patrons would transfer to the VTA light rail system at Mountain View; however, the transit analysis in the TMP does not account for these 
additional 3,000 patrons on VTA light rail, which would place a significant additional strain on the system.  Further analysis of how patrons would 
reach the proposed stadium from Caltrain is required, including coordination with VTA and Caltrain staff. 
  
Given the limited information in the DEIR, TMP and TIA about transit, it is difficult for VTA to confirm how transit would serve the proposed 
stadium.  However, we believe that it should be possible through close coordination and further study to address these issues as the project 
progresses through the development process.  Identification of the specific transit service, operations, and infrastructure requirements to serve the 
proposed stadium adequately will require considerable analysis and coordination between the project applicant, the City of Santa Clara, VTA, and 
other agencies.   
  
Roadway Congestion/Consistency with the VTA Congestion Management Program: 
Based on our review of the TIA, TMP, and DEIR, VTA has the following comments on congestion-related impacts of the project and the project’s 
consistency with the VTA Congestion Management Program (CMP). 
 1. It appears that the TMP primarily covers Sunday game conditions, while the TIA and DEIR address both Sunday and weekday game 
conditions.  While we understand the rationale for assuming a worst-case scenario in terms of roadway congestion for the CEQA analysis, we 
believe it will be very important to develop a thorough management plan for weekday conditions as well, covering both pre-game and post-game 
periods.  VTA encourages the project applicant to develop such a plan, in coordination with the City, VTA, and other agencies as the project 
moves through the development process. 
 2. The DEIR notes (on pages xi and xii) that the project would cause Significant and Unavoidable Impacts in terms of roadway congestion on 
2 CMP intersections during at least one weekend study period on up to 20 NFL event days per year.  It also notes that for a maximum of four times 
per year (depending on whether one team or two plays at the stadium) the project would exceed the adopted LOS threshold on all 16 directional 
freeway segments and one HOV lane during at least one of the weekday study periods.  The DEIR then states that the project does not propose to 
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implement any physical improvements to mitigate roadway congestion impacts, and the TIA notes (on page 170) that "the infrequency of 
occurrence... does not justify the implementation of costly physical improvements."  While VTA agrees that significant but very infrequent 
impacts are not necessarily inconsistent with the Congestion Management Program, we recommend that the applicant work with VTA, the City, 
and Caltrans to identify possible measures that could lessen the project’s impacts on roadway facilities, and conduct an analysis of a possible fair-
share contribution to these improvement measures.  In addition, we encourage the City to require the project applicant to implement measures 
from the Immediate Implementation Action List in the VTA TIA Guidelines to minimize roadway congestion impacts.  Further discussion of 
immediate actions such as Transportation Demand Management programs is included in the next section. 
 3. The first bullet on page 85 of the TIA states that the stadium will include a traffic control center that will be connected and integrated into 
the City of Santa Clara’s existing electronic traffic control system.  VTA recommends that that the traffic control system for the stadium include 
the installation of CCTV cameras at nearby intersections to allow real-time monitoring of vehicular traffic as well as light rail vehicles, transit and 
charter buses, and pedestrians. 
 4. The last paragraph on page 76 of the TIA states that all employees utilizing private vehicles will be required to park in locations east of 
Lafayette Street and along Tasman Drive.  Currently parking is not allowed along on Lafayette Street and Tasman Drive in the project area.  The 
documents should clarify where on Lafayette Street and Tasman Drive the employees would park, and how additional on-street parking may 
impact vehicular movement or transit operations.  
  
Transportation Demand Management: 
VTA urges large employers and large trip generators to implement transportation demand management (TDM) programs in order to reduce the 
number of single occupant vehicle trips they generate.  In particular, VTA encourages the project applicant to provide incentives for patrons and 
employees to take public transit to stadium events, as part of the TDM program described on page 230 of the DEIR.  VTA encourages the 
applicant to consider offering season ticket holders the option to either purchase reserved parking spaces or buy transit passes to the games.  Pre-
purchasing season or game-specific transit passes would provide for easier, quicker boarding of transit vehicles and also provides VTA with 
information on transit demand.  VTA has coordinated with the 49ers in the past to provide season ticket holders with information on how to 
purchase transit passes to the games, when VTA did provide direct bus service from Santa Clara County to Candlestick Park. 
  
In addition, VTA supports the inclusion of a small component of ground floor commercial space in the stadium, as described on page 12 of the 
DEIR.  This space could potentially accommodate a restaurant or retail use that could serve employees at nearby office buildings, visitors to the 
Santa Clara Convention Center, or patrons of Great America, making the area more convenient and attractive for pedestrians, transit riders, and 
cyclists, and reducing the need for single-occupant vehicles for lunchtime trips or errands. 
  
Pedestrian and Bicycle Accommodations: 
VTA encourages the development of pedestrian and bicycle accommodations in order to improve access and connectivity of these important 
modes.  We support the inclusion of the new pedestrian/bicycle bridges across the San Tomas Aquino Creek in the proposed project.  We also 
recommend that the project applicant and the City work together to consider the full breadth of alternatives to a new at-grade pedestrian crossing 
of the light rail tracks on Tasman Drive near the stadium.  This could include making the pedestrian/bicycle crossing under Tasman Drive near the 
project site as attractive as possible, or possibly constructing a pedestrian bridge across Tasman Drive; both of these improvements would lessen 
the demand for pedestrians and cyclists to cross Tasman Drive near the stadium around game times.  In addition, VTA suggests that the project 
applicant provide secure, guarded bicycle parking close to the proposed stadium on game days. 
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Lead Agency Agency File # CMP ID Type of Document Document Received VTA Response Date 
City of Santa Clara PLN2008-07316/ 

CEQ2009-01077 
SC0903 IS/MND/TIA 6/18/2009 7/17/2009 

 
 

3300 Olcott Street Office Building Project  
3300 Olcott Street 

Description: Demolition of an existing 102,227 SF industrial office/warehouse and 
construction of a 179,100 SF office building

 
VTA Comments: 

Transportation Impact Analysis - Existing Transit Facilities: 
The summary of existing bus and shuttle routes in Section 2.2.1 of the Transportation Impact Analysis incorrectly states the span of service of 
VTA Local Bus Route 58.  This route operates only in the peak periods on weekdays.  In the northbound direction, it operates from 5:43am to 
10:10am and from 2:50pm to 7:04pm.  In the southbound direction, it operates from 5:57am to 9:21am and from 3:15pm to 8:17pm.   
  
Pedestrian Accommodations: 
VTA commends the project applicant for including a number of new pedestrian connections on the site, in particular a walkway that would 
directly connect the building to Olcott Street to the south.  These connections will help promote safe and convenient pedestrian access, which will 
help reduce single-occupant automobile trips to the site.  VTA suggests that the City work towards the eventual goal of establishing sidewalks on 
Olcott Street to connect to the existing sidewalk system at the Olcott Street/Scott Boulevard intersection.  Towards this end, VTA suggests that the 
City consider requiring the project applicant to include sidewalks along the short stretch of the Olcott Street cul-de-sac on the project site, to 
connect with potential future sidewalks on neighboring properties.  
  
Bicycle Parking: 
VTA commends the project applicant for proposing bicycle conveniently located bicycle parking in quantities consistent with VTA’s Bicycle 
Technical Guidelines.  VTA’s Bicycle Technical Guidelines provide guidance for estimating supply, siting and design for bicycle parking 
facilities.  This document may be downloaded from www.vta.org/news/vtacmp/Bikes <http://www.vta.org/news/vtacmp/Bikes>.  For more 
information on bicycle systems and parking, please contact Michelle DeRobertis of VTA's Development & Congestion Management Division.  
VTA suggests that the City require these bicycle racks and lockers a condition of approval of the project.   
  
Transportation Demand Management: 
While the IS/MND discusses two measures to encourage ‘Smart Land Use and Intelligent Transportation’ in the Global Climate Change Strategies 
table on p. 3-21, it does not address other TDM measures that would further reduce the automobile trip generation.  In order to reduce the number 
of single occupant vehicle trips generated by the project, VTA requests that the City consider requiring a comprehensive TDM program as a 
condition of approval of this project.  Effective TDM programs that may be applicable to the project include: 
 * Transit fare incentives such as Eco Pass and commuter checks  
 * Bicycle Lockers and Bicycle Racks  
 * Showers and Clothes Lockers for Bicycle Commuters  
 * On-site or walk-accessible employee services (day-care, dry-cleaning, fitness, banking, convenience store)  
 * On-site or walk accessible restaurants  
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Traffic Volume at Intersections 2: 
In exhibit 9 of the Transportation Impact Analysis (TIA) report, Southbound PM volume at Highway 101 SB ramp/Bowers Ave intersection 
should be 2,815 vehicles to balance the volumes instead of 815 vehicles.   
 
 
 
 

Lead Agency Agency File # CMP ID Type of Document Document Received VTA Response Date 
Santa Clara Valley Water District  SCVWD0501 Revised Draft  

EA/FONSI 
6/18/2009 7/17/2009 

 
 

Guadalupe River Flood Control Project - Construction of 
Temporary Bike Trail 
Location is within the project boundaries of the Guadalupe 
River Flood Control Project between Coleman Avenue and 
New Julian Street. 
 

Description: Construction of a two-lane vehicle bridge on the Guadalupe River at the 
site of the former UPRR Bridge No. 3 to replace loss of access to UPRR property from 
removal of Bridge No. 3 during the flood control project in 2004. 
 

VTA Comments: 
Affected Resources and Environmental Consequences - Recreation and Traffic/Transportation: 
The Guadalupe River Trail is an important route for more than recreation uses.  It is used by bicycle commuters to and from downtown San Jose, 
North San Jose and surrounding areas.  Please address the loss of this connection during construction in the Transportation section of the EA.  
Consideration should be given to both recreational and commuter users when developing detour routes and mitigation measures for the 
construction period. 
  
Also the future closing of the trail should be posted 30 days in advance and the detour routes should be designed in conformance with the VTA 
Bicycle Technical Guidelines (BTG) and coordinated with the City of San Jose.  In addition, if the alternate route is a significant increased 
distance or travel time than using the trail, consideration should be given to allowing bikes to traverse the site by dismounting as an option to using 
the detour, as discussed in the BTG.  VTA’s Bicycle Technical Guidelines may be downloaded from www.vta.org/news/vtacmp/Bikes 
<http://www.vta.org/news/vtacmp/Bikes>.  For more information on the BTG, please contact Michelle DeRobertis of VTA's Development and 
Congestion Management Division. 
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Lead Agency Agency File # CMP ID Type of Document Document Received VTA Response Date 
City of San Jose PDC08-061 SJ0824 TIA 7/7/2009 7/31/2009 

 
 

Ohlone Mixed Use  
Southwest corner of West San Carlos Street and         
Sunol Street 

Description: PD Rezoning from HI Heavy Industrial Zoning District to A(PD) Planned  
Development Zoning District to allow up to 800 multi-family residences and  
30,000 SF of commercial use on an 8.23-acre site.

 
VTA Comments: 

VTA has reviewed the TIA for this Project on an 8.25 gross acre site at the southwest corner of West San Carlos Street and Sunol Street which 
would include up to 800 multi-family residential units and 30,000 square feet of retail space.  Before we discuss our comments and concerns 
regarding the TIA, we wish to highlight several facts relevant to our involvement on this Project. 
  
Firstly, VTA is the Congestion Management Agency ("CMA") for Santa Clara County (the "County").  In this capacity, VTA has a statutory role 
in reviewing and commenting on development proposals that have the potential to impact Congestion Management Program ("CMP") facilities, 
and a responsibility to foster integrated transportation and land use planning in the County.  Secondly, VTA is the transit service provider for the 
County.  In this capacity, we have an interest in reviewing this and other development proposals in the County for their respective compatibilities 
with existing and planned transit service and infrastructure.  VTA has Board-adopted programs for reviewing development proposals in these 
roles, which include commenting on site design, transportation and land use integration, and compatibility with transit, pedestrian and bicycle 
infrastructure.  
  
Finally, VTA is the owner of an extensive portfolio of real estate assets along key transit corridors in the County.  In this proprietary capacity, 
VTA has an interest in promoting transit-oriented development on its assets which generate additional revenue for VTA’s many functions.  This 
Project is reflective of these proprietary interests, in that our agency is in contract with the Project applicant for the purchase and sale of VTA’s 
ownership interest in a portion of the Project site.  We note that the contractual payment structure for VTA’s proprietary interest in the land 
includes a variable component correlated to the number of units built by the Project applicant such that VTA will receive additional monies if 
more than 713 units are built on the Project site. 
  
While VTA has many roles on development projects in the County, in this case, VTA, acting in its capacities as a CMA and a transit provider in 
the County, offers the following comments and concerns on the TIA:   
  
Mitigation Measures:  
The report states that proposed mitigation measures at Delmas Avenue and Park Avenue intersection would require significant modifications to the 
traffic signal.  Please clarify if the proposed modifications impact VTA light rail operations in any way.  Any mitigation measures for automobile 
impacts should not adversely affect transit facilities and operations.   
  
Project Traffic Volumes: 
In Figure 10 of the TIA, the traffic volumes for intersection 19 and 20 do not balance; we recommend checking these figures to ensure that the 
volumes balance under project and background scenarios. 
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Existing Transit Service: 
The summary of existing transit services should include VTA’s Local Bus Route 22, which operates approximately 0.6 miles north of the project 
site along The Alameda.  Route 22 provides service between the Eastridge Transit Center and the Palo Alto Transit Center, along the same 
alignment as the 522 Rapid Bus. Route 22 operates seven days a week and offers 12-minute headways during weekday commute and midday 
hours. 
 
Pedestrian Facilities: 
Establishing a safe, direct, convenient, and attractive pedestrian route between the project site and the Race Street LRT station is an important 
opportunity for affirming the project’s Transit-Oriented Development (TOD) qualities. Page 56 of the TIA notes that the applicant plans to work 
with City staff on off-site capital improvement plans (i.e., sidewalks, etc.) and will contribute a fair-share contribution toward those improvements; 
it is assumed this statement includes sidewalks along Auzerais Avenue between Lincoln Avenue and Sunol Street.  Accordingly, VTA assumes 
that the project will construct or improve sidewalks along the entire project frontage along Auzerais Avenue, Sunol Street, and West San Carlos 
Street, and that these improvements would be of sufficient urban design quality to help the project establish a sense-of-place and community 
identity.  We suggest re-wording this section of the TIA to clarify these assumptions, and recommend that the City require these improvements as 
Conditions of Approval of the project at the appropriate time. 
  
Automobile Parking and Transportation Demand Management: 
Page 55 of the TIA notes the applicant proposes to meet the City of San Jose parking standards by working with City staff during the project 
review process.  VTA encourages the City and applicant to work together to arrive at a quantity that takes advantage of the reduction in off-street 
parking allowed by the City’s zoning code for projects located within 2,000 feet of an existing rail station.  VTA also encourages the applicant to 
consider establishing a comprehensive Transportation Demand Management (TDM) program as a way of reducing single-occupant trip generation 
by the project, and potentially as a way of reducing the project parking requirements as allowed by the City’s zoning code.  Lastly, we encourage 
the City and applicant work collaboratively to consider and use where possible avant-garde parking design and technologies such as stacked, 
vertical or automated parking systems.  The creative application of these systems could yield mutually beneficial results for the City, applicant and 
community.   
  
As we have noted in past letters on this project, this development represents a significant opportunity for the applicant, the City and VTA to work 
together to promote a transit-oriented development that can help meet the City’s housing needs and contribute to the revitalization and 
sustainability of the Midtown area.  This Project also has the potential to embody the principles laid out by our state legislators in the recently 
enacted California Senate Bill 375.  VTA strongly encourages the Project applicant to design the proposed development according to the principles 
of VTA’s Community Design & Transportation (“CDT”) Manual of Best Practices for Integrating Transportation and Land Use, as well as VTA’s 
Pedestrian Technical Guidelines and Bicycle Technical Guidelines. 
 
Unquestionably, from many respects, VTA has an interest in seeing this development move forward, in a form that reflects exemplary design 
principles and maximizes benefits in terms of environmental sustainability and community livability.  We hope that our comments help propel the 
Project towards this goal and look forward to continuing to work together to produce an exemplary transit-oriented development on this important 
urban infill site. 
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Lead Agency Agency File # CMP ID Type of Document Document Received VTA Response Date 
City of San Jose  SJ0907 NOP 7/31/2009 8/28/2009 

 
 

Envision San Jose 2040 General Plan Update  
Citywide 

Description: Update of the City of San Jose's General Plan to the year 2040.

 
VTA Comments: 

Goals and Policies: 
VTA strongly supports the emphasis of the Envision San José 2040 process in directing growth at transit nodes and corridors.  Focusing growth 
near transit is supportive of transit use, congestion management, and greenhouse gas reduction objectives, and is consistent with the principles of 
VTA’s Community Design & Transportation (CDT) Program.  The CDT Program was developed through an extensive community outreach 
strategy in partnership with VTA Member Agencies, has been endorsed by all 15 Santa Clara cities and the County, and we are pleased to see 
Santa Clara County’s largest city taking such supportive policy actions.  In addition, the Envision San José 2040 strategy of focusing growth 
around transit supports regional goals established by MTC and ABAG, and establishes San José as a leader with respect to the goals of AB 32 and 
SB 375.  
  
Extent of Analysis: 
It is our understanding from page 2 of the NOP that the City does not intend to conduct a "significant review" of areas that are covered by Specific 
Plans and Area Development Policies in the General Plan Update and PEIR.  VTA recommends that the City address these areas explicitly in the 
General Plan Update and PEIR, as many of these areas are near transit stations and corridors, and can play a large role in encouraging focused 
growth around transit. 
  
Land Use/Transportation Scenario Evaluation: 
VTA recommends that there be a feedback loop in the analysis of land use/transportation scenarios in the PEIR. As stated in the NOP, the initial 
analysis will involve four land use/transportation scenarios.  VTA, along with other stakeholders, would be interested in reviewing the results and 
providing input on the initial analysis of the four scenarios.  This feedback can then be considered during the refinement of the alternatives through 
the General Plan Update and PEIR process.   
  
Modeling indicators that should be used in the analysis of the alternatives include: Vehicle-Miles-Traveled (VMT), roadway Level of Service 
(LOS), transit boardings, delay (person-hours), and air quality emissions.  Where appropriate, indicators should be expressed per capita, to 
highlight the differences between the impacts of various growth scenarios. 
  
The City’s model for PEIR analysis should use the Valley Transportation Plan (VTP) 2035 committed projects for both the roadway and transit 
network.  VTA can provide the GIS layers from VTP 2035; please contact Ya Wang in the Congestion Management Agency Division at (408) 
321-5660 for assistance.  Based on the map included in the NOP, some adjustments are needed to the transit network for the PEIR and the General 
Plan documents.  For consistency with VTP 2035, light rail (LRT) should not be shown beyond Nieman Boulevard, and Bus Rapid Transit (BRT) 
should be added on Stevens Creeks Boulevard and Monterey Highway.  We suggest that the PEIR and General Plan documents include 
descriptions of various existing and planned transit services, including BRT, and the map of the transit network should be revised to more clearly  
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show corridors with planned BRT service.  The PEIR model should also include the planned Express Lane projects that are included in VTP 2035, 
including Express Lanes on all or portions of SR 85, SR 87, US 101, SR 237, I-680 and I-880 in Santa Clara County, as well as the SR 237/I-880 
Express Connector project.   
  
Roadway Network/Complete Streets: 
VTA strongly supports the City’s efforts to adopt a multimodal approach in its General Plan Update, including an emphasis on local and regional 
transit service.  VTA requests that the City address transit accommodations on multimodal roadways in the Update and accompanying PEIR.  
Consideration should be given to adopting a "transit first" policy for key LRT and BRT corridors, and to establishing an additional category of 
multimodal streets which would emphasize mobility for all modes and which would include enhanced stop amenities, transit priority treatments, 
and supporting pedestrian improvements.  These improvements would help make transit a more viable option for San José residents and workers 
and help reduce single-occupant automobile travel in the City. 
 
VTA encourages the City to explore improvements to the connectivity of the roadway system in the General Plan Update, in general and 
especially across freeways, for both motorized and non-motorized modes.  Through and interconnected streets should be expanded and optimized, 
and street closures which result in a loss of connectivity and reduction in travel path choices should be avoided.     
 
Level of Service Policy/Protected Intersections: 
VTA encourages the City to continue to adopt a flexible approach to roadway Level of Service (LOS) in the General Plan Update and the PEIR.  
We recommend that the City’s approach to the inclusion of LOS protected intersections be addressed in the PEIR.  In particular, protected 
intersections may need to be added along BRT corridors in order avoid introducing mitigation measures for traffic impacts that would adversely 
impact pedestrians, bicyclists, transit vehicles and users, or neighboring land uses. 
 
 
 

Lead Agency Agency File # CMP ID Type of Document Document Received VTA Response Date 
City of San Jose PD09-023 SJ0908 PD Permit 7/6/2009 7/15/2009 

 
 

Hacienda Gardens Commercial   
Southwest corner of Meridian and Foxworthy Avenues 

Description: Planned Development Permit to construct a total of 121,870 SF of retail 
commercial uses on an 8.96-acre site.

 
VTA Comments: 

Bus Service: 
VTA provides bus service on Meridian Avenue and maintains a bus stop at Meridian Avenue, south of Foxworthy Avenue.  In order to provide 
convenient access to transit service, this bus stop should remain at its present location and the following improvements should be provided: 
  
 * Close the driveway approach at the north end of the bus stop and install a sidewalk to conform. 
 * Provide a 7’ X 25’ shelter pad back of the sidewalk according to VTA specifications, so the shelter can be located back of the sidewalk. 
 * Repair or replace PCC bus pad with a minimum 10’ X 55’ pad constructed to VTA specifications, including monolithic curb. 
 * Place all trees or landscaping features outside the bus loading area. 
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Land Use and Site Design: 
VTA supports the proposed modest intensification of use on a site served by two VTA bus routes and within close proximity to a significant 
amount of residential development.  The addition of neighborhood-serving retail at this location should help encourage trips by alternative 
transportation modes including walking, cycling, and transit.  VTA commends the applicant for locating several new retail pad buildings close to 
street along Meridian Avenue and including direct pedestrian pathways between the sidewalk and the building entrances.  These site design 
features are consistent with VTA’s Community Design & Transportation (CDT) Manual.  This document provides guidance on site planning, 
building design, street design, preferred pedestrian environment, intersection design and parking requirements.  For more information on the CDT 
Manual, please call Robert Swierk of VTA's Development & Congestion Management Division. 
  
Bicycle Parking: 
The site plan in this Planned Development Permit application makes no mention of bicycle parking locations or quantities.  VTA supports 
bicycling as an important transportation mode and thus recommends inclusion of conveniently located bicycle parking for the project.  Bicycle 
parking facilities can include bicycle lockers for long-term parking and bicycle racks for short-term parking.  VTA’s Bicycle Technical Guidelines 
provide guidance for estimating supply, siting and design for bicycle parking facilities.  This document may be downloaded from 
www.vta.org/news/vtacmp/Bikes.  VTA recommends that the City require the applicant to provide bicycle parking in the quantities specified in 
VTA’s Bicycle Technical Guidelines as a condition of approval of the project.  For more information on bicycle systems and parking, please 
contact Michelle DeRobertis of VTA's Development and Congestion Management Division. 
 
 
 
 

Lead Agency Agency File # CMP ID Type of Document Document Received VTA Response Date 
City of San Jose PDC08-034 SJ0912 IS/ND 8/26/2009 9/10/2009 

 
 

Sunol Court Studio Apartments  
NE corner of San Carlos Street and Sunol Street 
 

Description: Construction of up to 117 multi-family studio units above a podium garage, 
and 2000 SF of commercial on 1.32 acres. 

VTA Comments: 
Site Density and Land Use Mix: 
VTA supports the proposed density and mix of uses on a site within close proximity to two significant transit corridors, the West San Carlos 
corridor and the Vasona light rail corridor.  Both of these corridors are included in VTA’s Community Design & Transportation (CDT) Program 
Cores, Corridors and Station Areas scheme, which shows VTA and local jurisdiction priorities for supporting concentrated development in the 
County.  The CDT Program was developed through an extensive community outreach strategy in partnership with VTA Member Agencies, and 
has been endorsed by all 15 Santa Clara County cities and the County. 
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Potential Future West San Carlos Light Rail Station: 
VTA encourages the City of San Jose to condition this project to provide a contribution to the construction of the potential future West San Carlos 
Light Rail Station, which would be located approximately 1,000 feet to the south of the proposed development.  This would continue the 
framework of private development contributions that was established with the KB Homes development to the south and is continuing with the 
Green Republic Ohlone Mixed Use development to the southwest. 
  
Transit Incentives: 
VTA recommends that the City consider requiring the project applicant to provide transit incentives such as Eco Passes on a continuing basis, as a 
Condition of Approval of the project. Residential Eco Pass is a photo ID validated with an annual sticker to provide unlimited rides on VTA Bus 
and Light Rail seven days a week. VTA sells Eco Passes at a discount to housing developments like condominiums, apartments, townhouses, and 
neighborhood and community associations.  For more information about VTA’s Eco Pass program, please contact Angela Sipp of VTA. 
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City/County Responses Quarterly Report 
Projects Approved in July, August and September of 2009 

October 19, 2009 
 

Lead Agency Agency File # CMP ID Type of 
Document 

VTA Comment Date City/County 
Response Date 

Approval Date 

City of Santa Clara  PLN2008-
07316/ 

CEQ2009-
01077 

SC0903 Final IS/MND 7/17/2009 7/24/2009 

 
 

3300 Olcott Street Office Building Project  
3300 Olcott Street 

Description: Demolition of an existing 102,227 SF industrial  
office/warehouse and construction of a 179,100 SF office building 

 
VTA Comments: 

Comment C-1:  Transportation Impact Analysis - Existing Transit Facilities: 
The summary of existing bus and shuttle routes in Section 2.2.1 of the Transportation Impact Analysis incorrectly states the span of service of 
VTA Local Bus Route 58.  This route operates only in the peak periods on weekdays.  In the northbound direction, it operates from 5:43am to 
10:10am and from 2:50pm to 7:04pm.  In the southbound direction, it operates from 5:57am to 9:21am and from 3:15pm to 8:17pm.   
  
Comment C-2:  Pedestrian Accommodations: 
VTA commends the project applicant for including a number of new pedestrian connections on the site, in particular a walkway that would 
directly connect the building to Olcott Street to the south.  These connections will help promote safe and convenient pedestrian access, which will 
help reduce single-occupant automobile trips to the site.  VTA suggests that the City work towards the eventual goal of establishing sidewalks on 
Olcott Street to connect to the existing sidewalk system at the Olcott Street/Scott Boulevard intersection.  Towards this end, VTA suggests that the 
City consider requiring the project applicant to include sidewalks along the short stretch of the Olcott Street cul-de-sac on the project site, to 
connect with potential future sidewalks on neighboring properties.  
  
Comment C-3:  Bicycle Parking: 
VTA commends the project applicant for proposing bicycle conveniently located bicycle parking in quantities consistent with VTA’s Bicycle 
Technical Guidelines.  VTA’s Bicycle Technical Guidelines provide guidance for estimating supply, siting and design for bicycle parking 
facilities.  This document may be downloaded from www.vta.org/news/vtacmp/Bikes <http://www.vta.org/news/vtacmp/Bikes>.  For more 
information on bicycle systems and parking, please contact Michelle DeRobertis of VTA's Development & Congestion Management Division.  
VTA suggests that the City require these bicycle racks and lockers a condition of approval of the project.   
  
Comment C-4:  Transportation Demand Management: 
While the IS/MND discusses two measures to encourage ‘Smart Land Use and Intelligent Transportation’ in the Global Climate Change Strategies 
table on p. 3-21, it does not address other TDM measures that would further reduce the automobile trip generation.  In order to reduce the number 
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of single occupant vehicle trips generated by the project, VTA requests that the City consider requiring a comprehensive TDM program as a 
condition of approval of this project.  Effective TDM programs that may be applicable to the project include: 
 * Transit fare incentives such as Eco Pass and commuter checks  
 * Bicycle Lockers and Bicycle Racks  
 * Showers and Clothes Lockers for Bicycle Commuters  
 * On-site or walk-accessible employee services (day-care, dry-cleaning, fitness, banking, convenience store)  
 * On-site or walk accessible restaurants 
 
Comment C-5:  Traffic Volume at Intersections 2: 
In exhibit 9 of the Transportation Impact Analysis (TIA) report, Southbound PM volume at Highway 101 SB ramp/Bowers Ave intersection 
should be 2,815 vehicles to balance the volumes instead of 815 vehicles.   
 
Comment C-6:  Freeway Analysis: 
Section 4.5.2 of the TIA report states that a freeway segment analysis is not required for the proposed development.  However, VTA recommends 
including the analysis as shown in sample freeway analysis table, appendix B of the VTA Transportation Impact Analysis (TIA) Guidelines.  VTA 
TIA guidelines may be downloaded from www.vta.org/news/vtacmp/Technical Guidelines.  For more information on TIA guidelines, please call 
Shanthi Ganji of the CMP at 408-952-4224 
 
Comment C-7:  Vacant Development: 
According to VTA TIA guidelines 2004 page 18, "if the proposed project involves a vacant or underutilized site with development rights, the 
number of trips originally associated with that development may be included in the background conditions".  Or "if the proposed project involves a 
vacant or underutilized site without development rights, all trips generated by the proposed project would be project trips".  
 
Please indicate that this development has development rights.  If not existing land use trips reductions cannot be taken into consideration. 
 

City/County Response 
Response C-1: The summary of the span of service of VTA Local Bus Route 58 in Section 2.2.1 of the TIA has been corrected as requested. 
 
Response C-2: The project will be conditioned to provide a sidewalk along the stretch of Olcott Street adjacent to the project site. 
 
Response C-3: The project will be conditioned to provide both Class I and Class II bicycle parking consistent with VTA guidelines. 
 
Response C-4: In order to reduce the number of single occupant vehicle trips generated by the project, the project will be conditioned to provide 
both Class I and Class II bicycle parking spaces consistent with VTA guidelines. In addition, based upon VTA’s suggestion to provide an 
improved TDM program, the following conditions of approval shall be added to the project: 
1. The project shall provide showers and clothes lockers for bicycle commuters. The number of showers and clothes lockers shall be subject to the 
approval of the City Engineer. 
2. The project shall provide priority parking for car-sharing vehicles. The number of parking spaces shall subject to the approval of the City 
Engineer. 
 
Response C-5: Exhibit 9 of the TIA has been corrected as requested. 
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Response C-6: The proposed project is expected to add approximately 0.4% of the freeway segment along Highway 101. The VTA uses a 
threshold of at least one percent to identify potentially impacted freeway segments for inclusion in the transportation analysis. The project adds a 
maximum which is significantly lower than the threshold. Thus, a freeway segment analysis was not included in the analysis. 
 
Response C-7: The proposed project site has development rights. 
 
 
 
 

Lead Agency Agency File # CMP ID Type of Document VTA Comment Date City/County 
Response Date 

Approval Date 

City of Santa Clara PLN2008-
06920 

SC0809 FEIR 11/21/2008 4/13/2009 8/18/2009 

 
 

Gallery at Central Park Project  
South of Kaiser Drive and west of Kiely Boulevard 

Description: Planned Development Master Community to develop the site with 806 
housing units, including 45 SFRs, 152 townhomes, 73 row houses, and 536 multi-family 
units.

 
VTA Comments: 

Transit Service and Site Design 
  
Comment 6.1: Existing Transit Service: 
Section 4.12.2.3, Table 4.12-1 and Figure 4.12-2 all omit several VTA bus routes that operate near the project site.  VTA Lines 57 and 58 operate 
on Kiely Boulevard directly adjacent to the project site, and VTA Line 22 and Rapid 522 operate less than three-quarters of a mile from the project 
site - closer than VTA Limited Stop Route 328, which is currently addressed in the Existing Transit Service section.  These routes provide 
important transit connections to many county destinations including downtown San Jose, Eastridge, Palo Alto, the Great America area, and West 
Valley College, and should be added to the Existing Transit Service discussion, summary table, and figure.   
   
Comment 6.2: Project Impacts and Mitigation Measures - Pedestrian and Bicycle Facilities: 
The proposed pedestrian circulation system described in Section 4.12.4.4 and shown in Figure 3.0.7 provides good access from the project site to  
Kiely Boulevard and Kaiser Drive, but provides poor access to Pepper Tree Lane and areas to the west.  Maintaining and enhancing pedestrian 
connectivity from neighborhoods to the west (for instance, along Pepper Tree Lane) is important to support transit use, walking and bicycling 
through the project site and surrounding neighborhoods.   
  
Comment 6.3: Encouraging use of these alternative transportation modes is an important way of reducing the number of automobile trips 
generated by the project and their associated negative impacts on air quality, congestion, and energy use. 
   
Comment 6.4: Specifically, VTA requests that the City require the applicant to provide pedestrian connections from Pepper Tree Lane to the new 
roadway serving the proposed cluster townhomes and single-family homes.  These connections could be provided by extending the proposed 
pedestrian path north of the westernmost single-family homes (which appears to end just short of Pepper Tree Lane in Figure 3.0.7) and providing 
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a new path just to the north between the westernmost sets of cluster townhomes.  We also request that the City require a path to be provided 
through the single-family home area to the multi-use path on the southern boundary of the project site.  These paths should be open to the public 
(‘Exterior’ paths) and be wide enough to accommodate both pedestrians and bicycles. 
   
Comment 6.5: Project Impacts and Mitigation Measures - Transit Service: 
The discussion of Transit Service in Section 4.12.4.4 omits several VTA bus routes that operate near the project site.  A discussion of any potential 
impacts on VTA Lines 22, 57, 58 and Rapid 522 should be added to this section.   
  
Comment 6.6: Bus Stop Improvements: 
As mentioned in the Draft EIR, the bus stop adjacent to the project site on Kiely Boulevard should remain at its present location.  In addition, there 
should be no tree wells or obstacles in the bus loading area. 
   
Comment 6.7: Project Impacts and Mitigation Measures - Trip Generation and Operational Impacts: 
VTA suggests that the City and the project applicant consider adding a small component of ground-floor retail into the project on the Kiely 
Boulevard frontage.  This would allow residents of the new development as well as the surrounding neighborhood to accomplish some errands by 
walking, biking or transit and reduce the number of automobile trips generated by the project.  
  
  
Transportation System Planning and Design 
  
Comment 6.8: CMP Intersections: 
VTA recommends inclusion of three CMP intersections to the list given in the TIA notification form for analysis:  
CMP ID 1211 Lawrence Expressway (North) / Stevens Creek Blvd 
CMP ID 1212 Lawrence Expressway (South) / Stevens Creek Blvd  
CMP ID 1214 Lawrence Expressway / El Camino Real   
  
This recommendation is based on VTA TIA guidelines that state, a CMP intersection shall be included in a TIA if the proposed development 
project is expected to add 10 or more peak hour vehicles per lane to any intersection movement.   
 
Comment 6.9: Parking: 
The project is proposing 1790 parking spaces for the development.  The traffic study implies that the project is exceeding city code requirement by 
123 parking spaces.  VTA recommends a reduction in the number of parking spaces that is less than or at the least equal to that established by the 
City of Santa Clara code.   
 
Comment 6.10: Freeway Segments: 
VTA recommends including a list of freeway segments as part of the traffic analysis. In addition, VTA recommends using the latest 2007 
Monitoring and Conformance Report for the freeway and expressway analysis. This report summarizes the existing conditions level of service 
(LOS) data for freeways, expressways in Santa Clara County. The document may be downloaded from 
http://www.vta.org/news/vtacmp/mcreport2007/.  For more information please contact the VTA CMP at 408- 546-7923. 
 
 
 

11.a



City/County Responses Quarterly Report  Page 5 of 9 July, August, and September of 2009 

 
City/County Response 

Response 6.1: 
The existing transit service section, Section 4.12.2.3, Existing Transit Service, of the draft EIR has been revised to include VTA Routes 22, 57, 58, 
and Rapid 522.  These changes are reflected in Section 2.0 of this final EIR. 
 
Response 6.2: 
As shown in Figure 3.0-7, Conceptual Pedestrian Circulation Diagram, in the draft EIR east-west pedestrian access to Pepper Tree Lane is 
provided via sidewalks on Kaiser Drive and a multi-purpose path along the southern edge of the project site adjacent to the proposed single-family 
homes and Saratoga Creek.  A pedestrian path that terminates at a playground just east of Pepper Tree Lane would provide pedestrian access to 
Pepper Tree Lane, but would be equipped with a low fence next to the play area as an added safety measure for playground users. 
 
Response 6.3: 
See Response 6.2.  The project site was selected for project development by the applicant to reduce automobile dependence, and encourage 
compact development, provide access to public space, walkable streets, and access to public transportation.  The project would be located in an 
area that is already centrally located within a largely built-out city that is served by existing public services and facilities.  The project would also 
implement energy performance standards including energy efficient standards for the heating, ventilation, and air conditioning system, and other 
appliances that could be installed in residential units and common areas of the site. 
 
Response 6.4: 
As stated on page 3.0-14 of the draft EIR, a 5-foot-wide public pedestrian path and 10-foot public multi-purpose path would be constructed within 
the 100-foot creek setback area and would extend in a southerly direction, south of the single-family homes to Pepper Tree Lane.  The path also 
extends to the north providing access to the internal roadways and other portions of the site, including the multi-family units, town houses, and 
Kaiser Drive.  Sidewalks would be provided on the north side of the single-family homes that would provide pedestrian and bicycle access to the 
proposed 13-foot multi-purpose public trail that would traverse the eastern portions of the site adjacent to Kiely Boulevard.  City staff will 
continue to work with the applicant to further refine the final pedestrian connections with respect to the sidewalk between the local road and 
Pepper Tree Lane (adjacent to the playground between the proposed tow houses and single-family homes) and a pedestrian and bicycle connection 
through the single-family homes to the southern shared-use path to ensure adequate pedestrian circulation between the two streets. 
 
Response 6.5: 
The proposed project conservatively estimates an additional 12 to 24 new bus riders, based on 2.5 to 5 percent of the number of vehicles trips 
(474) during the AM and PM peak hours.  This range of 2.5 to 5 percent is typical of Santa Clara County transit usage.  Seven bus routes (22, 57, 
88, 81, 328, 330, and Rapid 328) serve areas near the project site.  The additional peak-hour bus riders would be distributed among the six buses, 
resulting in an additional average transit demand of approximately 2 to 3 riders per bus.  According to the boarding data in the VTA's 2008 Short 
Range Transit Plan, the existing bus routes have adequate capacity to meet this new demand.  Therefore, the project would not create a significant 
transit impact to these bus routes. 
 
Response 6.6: 
The bus stop adjacent to the project site is not being moved as part of the project, and no tree wells or obstacles would be located within the bus 
loading area. 
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Response 6.7: 
Parcels 1 and 2 are designed Residential Medium Density (26 to 35 dwelling units per acre) by the City's general plan and/or Parks and 
Recreational and/or Institutional, and Parcel 3 is designated Residential Moderate Density (19 to 25 dwelling units).  The application submitted is 
consistent with the current land use designation for the project site.  Retail uses are not permitted land use at the site; however, retail uses are 
available within walking distance to the site. 
 
Response 6.8: 
The traffic analysis was prepared following the City of Santa Clara traffic impact guidelines (2008) and the VTA TIA Guidelines.  VTA's travel 
demand forecasting model was used to estimate the major directions of approach and departure for the proposed project.  Trip distribution was 
refined by identifying existing travel patterns and the relative locations of complementary land uses.  Where it was determined that the project 
would add 10 or more peak-hour trips per plane to any intersection, that intersection was studied in the draft EIR.  VTA's regional travel demand 
model was used for the distribution.  The model found that the proposed project would not result in 10 or more new peak-hour trips per lane at the 
three intersections listed in the comment, and therefore were not evaluated in the project's TIA. 
 
Response 6.9: 
The comment is noted.  The project complies with the City's standards for the Planned Development-Master Community (PD-MC) zoning district 
and provides all the required parking on the project site for the number of housing units proposed.  The parking standard for the PD-MC is a 
minimum standard.  The surrounding neighborhood has expressed concern regarding the overspill of parking from future residents of the proposed 
project to the surrounding neighborhood and to Central Park.  In response to these concerns, the applicant has designed the project to include 
parking above the minimum standard.  The project would also institute Transportation Demand Management (TDM) measures that are intended to 
reduce the number of single-occupancy vehicle trips from the site.  The cornerstone of the program is a Transportation Coordinator (TC) that 
would assist residents with their transportation needs.  The TC would help identify transportation options including identifying bus and rail routes.  
The leasing and sales office would also have extensive information regarding all travel options. 
 
Response 6.10: 
The project expected to add less than 30 peak-hour trips to any mainline segment on Interstate 280 (I-280).  According to the VTA TIA 
Guidelines, the project would have a significant impact if it added more than 1 percent of the freeway segment's capacity.  One percent of the 
capacity of I-280 in one direction is 69 vehicles where the total capacity in one direction is 2,300 vehicles per lane per hour multiplied by 3 lanes.  
Therefore, the project would not have a significant impact on any I-280 freeway segment. 
 
US Highway 101 is located approximately 20 miles from the project site.  The project trip assignment shows that project trips at the intersections 
closes to this freeway would not exceed more than 10 peak-hour trips per lane.  The trip assignment shows that project trips would disperse into 
other portions of the City prior to reaching US Highway 101, and the amount of trips using this freeway from the project would be negligible. 
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Lead Agency Agency File # CMP ID Type of Document VTA Comment Date City/County 

Response Date 
Approval Date 

City of Santa Clara PLN2007-
0680 

SC0902 FEIR 5/13/2009 5/15/2009 7/22/2009 

 
 

Scott Boulevard Office Project  
3240-3450 Scott Boulevard 

Description: Demolition of two vacant industrial buildings totaling 114,000 SF and 
construction of a new 5-story, 215,520 SF Class A office building.

 
VTA Comments: 

Comment C1: Traffic and Circulation Impacts - Site Design and Pedestrian Access: 
VTA agrees with the assessment in Section 3.1.4.3 of the DEIR that the project site plan needs to be redesigned to include a direct pedestrian 
connection between the existing sidewalks along Scott Boulevard and the building entrance.  We also suggest that the developer consider moving 
the building closer to Scott Boulevard and shifting more of the parking behind the building.  This would help create a more active and pedestrian-
friendly frontage along Scott Boulevard.  As the project moves closer to implementation, VTA’s Community Design & Transportation (CDT) 
Manual should be used when designing this development.  This document provides guidance on site planning, building design, street design, 
preferred pedestrian environment, intersection design and parking requirements.  For more information on CDT Guidelines, please call the VTA 
Development & Congestion Management Division. 
  
Comment C2: Traffic and Circulation Impacts - Bicycle Parking: 
VTA supports requiring the project applicant to provide bicycle racks and lockers on-site as a condition of project approval, as noted on page 3.1-
17 of the DEIR.  VTA’s Bicycle Technical Guidelines provide guidance for estimating supply, siting and design for bicycle parking facilities.  
This document may be downloaded from www.vta.org/news/vtacmp/Bikes <http://www.vta.org/news/vtacmp/Bikes>.  For more information on 
bicycle systems and parking, please contact the VTA Development & Congestion Management Division.  
   
Comment C3: Transportation Demand Management: 
While the DEIR discusses Transportation Demand Management (TDM) in the section on consistency between the City’s General Plan and 
applicable Air Quality Management Plan Transportation Control Measures (pp. 4-8 and 4-9), it does not adequately address what TDM measures 
would be taken by the project itself.   
  
In order to reduce the number of single occupant vehicle trips generated by the project, VTA requests that the Lead Agency consider requiring a 
comprehensive TDM program as a condition of approval of this project.  Effective TDM programs that may be applicable to the project include: 
 * Transit fare incentives such as Eco Pass and commuter checks  
 * Bicycle Lockers and Bicycle Racks  
 * Showers and Clothes Lockers for Bicycle Commuters  
 * On-site or walk-accessible employee services (day-care, dry-cleaning, fitness, banking, convenience store)  
 * On-site or walk accessible restaurants  
 * Parking for car-sharing vehicles  
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Transportation System Planning and Design 
 
Comment C4: San Tomas Expressway and Scott Boulevard (Page 27 of TIA): 
The report states that the intersection level of service could be improved by adding a second right-turn lane to west bound approach, and it is 
consistent with the latest Comprehensive County Expressway Planning Study.  Although the LOS improves at this intersection, VTA is concerned 
that this improvement will increase cross walk distance and will increase duration of pedestrian and bicyclist exposure to motor vehicle traffic.  
Please consider reducing the crossing distance by narrowing the lane widths on Scott Boulevard to minimize the crossing distance.  VTA agrees 
with the recommendation to include a "No Right Turn on Red" restriction to help minimize conflicts with both pedestrians and bicycles crossing 
Scott Boulevard. 
 
Comment C5: Bus Service: 
VTA provides bus service along Scott Boulevard and maintains a bus stop adjacent to the project site on eastbound Scott Boulevard, opposite 
Octavius Drive.  In order to provide convenient access to transit service, VTA recommends that the City condition the developer to maintain the 
bus stop at its current location and provide the following improvements: 
* A 22-foot curb lane or bus duckout consistent with VTA standards 
* A 10’ X 55’ PCC bus stop pavement pad consistent with VTA standards. 
* An 8’ X 40' passenger waiting pad. 
* Locate all trees outside bus loading areas. 
 

City/County Response: 
Response C1: 
The proposed building has been located proximate to Scott Boulevard with the majority of the parking at the rear of the building.  The building is 
setback 150 feet from Scott Boulevard and 400 feet from the rear property line.  This 150-foot setback from Scott Boulevard provides for a 
pedestrian oriented arrival courtyard, as well as American with Disability Act (ADA) compliant parking within close proximity of the building's 
main entrance.  As noted in section 3.1.4. And included in the project's Mitigation Monitoring and Reporting Program (MMRP), "Prior to building 
permit issuance, the project site plan shall be redesigned to include a direct pedestrian path or sidewalk between the existing sidewalks and the 
building entrance to clearly identify pedestrian space and vehicle space to the satisfaction of the Director of Planning and Inspection.  This shall 
include a sidewalk from the existing bus stop at the project site to the parking area to eliminate any pedestrian from using the driveway to access 
the sidewalk and bus stop." 
 
Response C2: 
Thank you for your comment.  The project will be conditioned to provide both Class I and Class II bicycle parking consistent with VTA 
guidelines. 
 
Response C3: 
In order to reduce the number of single occupant vehicle trips generated by the project, the project will be conditioned to provide both Class I and 
Class II bicycle parking spaces consistent with VTA guidelines.  In addition, based upon VTA's suggestion to provide an improved TDM program, 
the following conditions of approval shall be added to the project: 
1. The project shall provide showers and clothes lockers for bicycle commuters.  The number of showers and clothes lockers shall be subject to the 
approval of the City Engineer. 
2. The project shall provide priority parking for car-sharing vehicles.  The number of parking spaces shall subject to the approval of the City 
Engineer. 
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Response C4: 
In order to create a safer pedestrian and cyclist environment, if feasible and subject to the approval of the City Engineer, the project design may 
include the following elements: 
1. Design the second westbound right-turn lane to minimize crosswalk distance with narrow right-turn lanes; 
2. A no right-turn on red restriction shall be provided to minimize conflicts with pedestrians and bicycles crossing Scott Boulevard; and 
3. Provide a pedestrian refuge island to further minimize crossing distance and accommodate waiting pedestrians and signal pole. 
 
Response C5: 
The project shall be conditioned to work with VTA and the Traffic Engineering Division regarding VTA bus stop improvements to existing bus 
stops on Scott Boulevard in front of project.  These improvements may include construction of a concrete bus pad, bus duckout, and construction 
of bus shelter.  Regarding the request for a bus duckout, it should be noted that the eastbound through lane at the existing bus stop has a 20 foot 
total width.  As a result, a bus duckout may not be needed. 
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PROACTIVE QUARTERLY STATUS REPORT 
GLOSSARY 

 
A   Agriculture Zoning District 
ABAG  Association of Bay Area Governments 
ABC  Across Barrier Connections 
AC  Acre(s) 
ACE  Altamont Commuter Express 
A(PD)   Planned Development Zoning District 
BART  Bay Area Rapid Transit 
BMPs  Best Management Practices 
BRT  Bus Rapid Transit 
BTG  Bicycle Technical Guidelines 
CDT  Community Design & Transportation  
CG    Commercial General Zoning District 
CI/C    Combined Industrial/Commercial 
CMP  Congestion Management Program 
CSA  Construction Staging Area 
CUP    Conditional Use Permit 
CWC  Citizen Watchdog Committee 
DASH  Downtown Area Shuttle 
DC  Downtown Commercial Zoning District 
DEIR   Draft Environmental Impact Report 
DSM  Deep Soil Mix 
DU/AC   Dwelling Units Per Acre 
EIR  Environmental Impact Report 
ER    Environmental Review 
FAR  Floor Area Ratio 
FEIR  Final Environmental Impact Report 
FTF  Future Transit Facility 
GPA   General Plan Amendment 
HDR    High Density Residential 
HI  Heavy Industrial 
HOV  High-Occupancy Vehicle 
HSR  High-Speed Rail 
IP    Industrial Park 
IS    Initial Study 
ITR    Industrial to Residential 
ITS  Intelligent Transportation System 
LI    Light Industrial 
LRT  Light Rail Transit 
LU/TD    Land Use/Transportation Diagram 
MCR  Monitoring and Conformance Report 
MDR  Medium Density Residential 
 
 

 
MM  Mitigation Measure 
MND    Mitigated Negative Declaration 
MTC  Metropolitan Transportation Commission 
MVHDR   Multifamily Very High Density Residential 
ND  Negative Declaration 
NOI  Notice of Intent 
NOP    Notice of Preparation 
NPDES  National Pollution Discharge Elimination System 
PCC  Portland Concrete Cement 
PDR    Planned Development Rezoning 
PE  Preliminary Engineering 
PPOS  Public Park/Open Space 
PTG  Pedestrian Technical Guidelines 
PUD  Planned Urban Development 
R&D  Research & Development 
R-M    Multi-Family Residential Zoning  
ROW  Right-Of-Way 
RVHD    Residential Very High Density 
RZ    Rezoning 
SAR    Site and Architectural Review 
SCVWD Santa Clara Valley Water District 
SDP  Site Development Permit 
SF    Square Foot 
SFR  Single Family Residences 
SPA    Specific Plan Amendment 
SPRR Southern Pacific Railroad 
SVRT Silicon Valley Rapid Transit 
SVRTC Silicon Valley Rapid Transit Corridor 
SWPPP Storm Water Pollution Prevention Program 
TCE Temporary Construction Easement 
TCR   Transit Corridor Residential  

(20+Dwelling Units/Acre in the City of San Jose) 
TDM  Transportation Demand Management 
TIA  Transportation Impact Analysis 
TIA NF   Transportation Impact Analysis Notification Form 
TM    Tentative Map 
TOD  Transit-Oriented Development 
UB  Utility Box 
UPRR  Union Pacific Railroad 
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Date: November 9, 2009
Current Meeting: December 9, 2009
Board Meeting:December 10, 2009

BOARD MEMORANDUM

TO: Santa Clara Valley Transportation Authority
Citizens Advisory Committee

THROUGH: General Manager, Michael T. Burns

FROM: Chief CMA Officer, John Ristow

SUBJECT: LR System Analysis - Cost Benefit Overview

3331 North First Street · San Jose, CA  95134-1927 · Administration 408.321.5555 · Customer Service 408.321.2300

FOR INFORMATION ONLY

BACKGROUND:

The Light Rail System Analysis focuses on making the Light Rail Transit (LRT) system as 
productive and efficient as possible given existing and potential travel market, and positioning 
the system to capture projected and latent passenger growth to the year 2035. The analysis 
represents the second phase of VTA’s Comprehensive Operations Analysis (COA) for the transit 
system. A COA for the VTA bus system was completed in 2007 and provided the framework for 
the re-design of the bus network introduced in January 2008.  

At key project milestones staff has provided updates to VTA Advisory and Standing committees. 
In addition to these updates, VTA staff has met with staff from affected cities providing general 
briefings, soliciting review and input, and addressing specific issues that surfaced.  This process 
has been productive and has helped shape the analysis.  The table below highlights key project 
milestones leading up to the anticipated completion date in February 2010.

Project Schedule
Milestone Date
Operating, Capital and Marketing Analysis Sept. 2008 - Feb. 2009
Identify Future Scenarios for Further Analysis - Presentation to 
Committees

March - April 2009

Initial Findings - Presentation to Committees May 2009
Operational Assessment and Refinement of Scenarios June - September 2009
Alternatives Analysis - Presentation to Committees October 2009
Cost/Benefit Analysis - Presentation to Committees November 2009
Final Adoption - VTA Board February 2010
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DISCUSSION:

The first task of the study identified existing LRT system capital and operational constraints 
combined with a market analysis targeted towards the unmet market potential of both existing 
and extended networks.  Based on the findings from Task 1, the project team developed 11 
preliminary scenarios for the LRT system consisting of packages of operational changes, capital 
investments, responses to markets, and responses to external projects or occurrences.  These 
potential system enhancements were analyzed and refined through a series of operational 
simulation and ridership projection models.  The technical assessment showed that some 
potential system enhancements had little or no impact on travel speeds and ridership.  The 
remaining components were integrated into five scenarios.  The project team is currently in the 
process of developing cost estimates and performing a cost/benefit analysis for each of the five 
scenarios.  At the November meeting VTA staff will present the results from this task for input 
and discussion.

The final product of the Light Rail System Analysis will be an investment program for the Light 
Rail System intended to identify needed improvements for the system over the next 20 years.  
This investment program will then serve as a guide for funding and capital improvements to 
realize the potential of the system.  

Prepared By: Andrew Ittigson
Memo No. 1981
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Date: December 8, 2009 
  Current Meeting: December 9, 2009 
  Board Meeting: January 7, 2010   
BOARD MEMORANDUM    
 
TO: Santa Clara Valley Transportation Authority 
 Citizens Advisory Committee 
 
THROUGH:  General Manager, Michael T. Burns 
 
FROM:  Chief External Affairs Officer, Greta Helm 
 
SUBJECT:  Advisory Committee Enhancement Process Recommendations 
 
Policy-Related Action: Yes Government Code Section 84308 Applies: No 

ACTION ITEM 

RECOMMENDATION: 

Recommend that the Board of Directors approve the indicated modifications to the advisory 
committee process. 

BACKGROUND: 

VTA values the thoughtful input and diverse perspective provided by advisory committee 
members.  Currently, VTA has five advisory committees, specifically: Bicycle & Pedestrian 
Advisory Committee (BPAC); Citizens Advisory Committee (CAC); Committee for Transit 
Accessibility (CTA); Policy Advisory Committee (PAC); and the Technical Advisory 
Committee (TAC).  These committees provide a wide spectrum of stakeholder groups with a 
forum for discussing proposed changes in VTA policy or priorities that potentially impact transit 
service and transportation projects throughout the county. 
   
In August 2008, VTA General Manager, Michael Burns, initiated the Advisory Committee 
Enhancement (ACE) process, to engage advisory committee members in the development of 
recommendations for improving the existing advisory committee process, to maximize their 
efficiency and usefulness to VTA Board and administration.  
 
Initially, each advisory committee established a subcommittee (ACE subcommittees) that met 
monthly to review the roles and responsibilities of their committee, and discuss strategies for 
improving communications with VTA and the Board.  Subsequently, the ACE Task Force was 
formed, consisting of two representatives from each of the five subcommittees.  The Task Force 
continued to meet on a monthly basis to further explore the strategies that had been suggested, as 
well as ideas for how they could increase collaboration among the committees. 
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Four high-level objectives guided the ACE process: 
• Enhancing communication/input 
• Building consensus among stakeholders 
• Promoting informed discussion 
• Ensuring efficient use of resources 

Several recommendations for improving communication with the Board, or improving the 
advisory committee process in general, were developed through these monthly discussions, and a 
number of these have been implemented.  For example, Board memos now include a summary of 
input provided by the Advisory Committees, so that Board members do not have to refer to 
meeting minutes to know what was recommended by the committees.  The Board chair now 
meets with Advisory Committee chairs on a quarterly basis, to provide an additional avenue for 
sharing information on Board priorities, and what the committees are working on. 

DISCUSSION: 

Beginning in January 2009, the Task Force met to discuss, develop and evaluate proposals for 
increasing meeting efficiency, enhancing information sharing and consensus building among 
stakeholder groups/committees, as well as improving the utilization of resources.  Given VTA’s 
current financial challenges, the goals of increasing efficiency and minimizing the resources 
dedicated to supporting the advisory process has taken on greater urgency in recent months.  
 
The Task Force worked diligently, over the course of nine meetings, to evaluate the proposals 
with respect to streamlining the advisory process while still supporting VTA’s mission and goals.  
The group engaged in dynamic and informative discussions on the merits, implications and 
concerns associated with each proposed option.   
 
At its final meeting on November 10, 2009 the Task Force voted 8-1 in favor of recommending 
that the Board approve several specific modifications to the existing advisory committee process.  
Specifically, the Task Force recommended: 

• CAC, PAC, TAC will continue to meet on a monthly basis.  However, if the agenda does 
not warrant a full meeting, every effort will be made to cancel the meeting, or hold a 
workshop if there are items that need to be discussed but no action will be taken.  

• CTA and BPAC will reduce their meeting schedule from twelve (12) to four (4) regular 
meetings.  These meetings do not necessarily have to be held on a quarterly basis; rather, 
the meeting date will depend on the timing of the item moving to the Board or other 
external body for review, and other business considerations.  The CTA has offered to 
immediately adopt this schedule for the reminder of FY10 (through June 2010).   

• All advisory committees will continue to look for efficiencies in their agendas and cancel 
meetings if opportunities and workloads allow. 

• Advisory committee members will be notified a minimum of two weeks in advance of any 
change in meeting date, conversion to a workshop, or cancellation. The Board Office will 
send staff to set up and support regularly scheduled advisory committee meetings, 
however, there will be no Board Office support for workshops.  
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• The CAC will allow CTA and BPAC to recommend members of their committee to fill two 
existing vacant CAC seats that represent bicyclists and the disabled community.  CTA and 
BPAC nominees will need to meet the established CAC membership requirements and all 
nominations for those positions will still require Board of Director approval. 

• The Advisory Committee Enhancement Task Force will reconvene one year following 
implementation of these recommendations to evaluate the impact of these changes. 

Subsequent to the November 10, 2009 Task Force meeting, BPAC’s Task Force members 
emailed VTA staff and indicated that they had a different understanding of the proposed meeting 
frequency they had voted on, after seeing the summary of the Task Force recommendation.  
VTA staff and BPAC committee chairpersons agreed to meet and discuss options for moving 
forward.  As a result of continued dialogue, the BPAC representatives and staff reached 
agreement, specifically: 

• BPAC will reduce its meeting schedule from twelve (12) to a maximum of six (6) regular 
meetings per year.  Regular meetings, which have action taken by the committee (voting is 
conducted), will be provided with Board Office support.  Additionally, the BPAC will have 
the option to hold four (4) workshops/study sessions per year, which do not require full 
Board Office support, as there will be no action taken at the meeting.  A minimum of two 
meetings per year (compared to the current monthly schedule) will be cancelled.  Further, if 
any of the six regular meetings do not require action, there is the option to either cancel or 
convert the meeting to a workshop/study session.  Workshops and meeting cancellations 
will be publicly noticed in compliance with the Brown Act.   

Implementation of all the recommended modifications listed above would result in cost savings, 
primarily thorough decreased staff time dedicated to supporting and attending the advisory 
committee meetings, preparing detailed project reports and meeting minutes, as well as the cost 
to prepare and mail information packets to members.  The ultimate level of savings will depend 
upon the actual number of times that each advisory committee meets in a given year.  
Nevertheless, it is projected that the recommendations above will results in annual savings that 
will help VTA address its structural deficit.  Implementation of most recommendations could 
occur immediately, however, modifying the CAC membership process, and appointing BPAC 
and CTA representatives will require additional time. 

ALTERNATIVES: 

The recommendations reflect the consensus of the Task Force members.  If further efficiencies 
are necessary to address VTA's projected operating deficit, the Board Secretary may recommend 
additional strategies for streamlining the committee process. 

FISCAL IMPACT: 

Implementing the Task Force recommendations to streamline the advisory committee process 
would result in staff and resource savings.  Due to the current fiscal crisis, all departments are 
reviewing their operations to suggest options for modifying current activities to reduce costs, and 
this proposal is consistent with that direction. 

Prepared by: Stephen Flynn, Sr. Management Analyst 
Memo No. 2312 
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BOARD MEMORANDUM

TO: Santa Clara Valley Transportation Authority
Citizens Advisory Committee

THROUGH: General Manager, Michael T. Burns

FROM: Chief External Affairs Officer, Greta Helm

SUBJECT: 2010 Legislative Program

3331 North First Street · San Jose, CA  95134-1927 · Administration 408.321.5555 · Customer Service 408.321.2300

Policy-Related Action: Yes Government Code Section 84308 Applies: No

ACTION ITEM

RECOMMENDATION:

Recommend that the Board of Directors approve the 2010 Legislative Program for the Santa 
Clara Valley Transportation Authority (VTA).

BACKGROUND:

VTA annually adopts a Legislative Program to provide direction for its legislative and policy 
activities for the year.  The purpose of the Legislative Program is to establish financial, statutory, 
regulatory, and administrative policies and principles to guide VTA’s advocacy efforts.  The 
program is meant to be flexible in order to give VTA the ability to pursue unanticipated 
legislative and administrative opportunities that may present themselves during the course of the 
year, and to respond expeditiously to the dynamic political and policy processes in Washington, 
D.C., Sacramento and the Bay Area.

DISCUSSION:

The recommended 2010 Legislative Program is divided into three sections:  (1) Federal;  (2) 
State; and  (3) Regional & Local.  Each section consists of a summary of the key policy issues 
and a series of related advocacy principles.

Federal Section:  The Safe, Accountable, Flexible, Efficient Transportation Equity Act: A 
Legacy for Users (SAFETEA-LU) authorized federal surface transportation programs for a six-
year period -- from FY 2004 through FY 2009 -- and allowed federal dollars to be spent on these 
programs during that timeframe.  Although SAFETEA-LU expired on September 30, 2009, 
Congress has kept its provisions intact through a series of short-term extensions in the absence of 
an agreement on a new six-year authorization bill.
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As part of its 2010 Legislative Program, VTA will urge Congress to act on a longer term surface 
transportation authorization measure to replace SAFETEA-LU as quickly as possible to ensure 
that much-needed transportation capital investments are initiated and critical infrastructure 
improvement projects are advanced.  A six-year authorization bill for highways, public transit 
and other federal surface transportation programs will provide the guidance and predictability 
that VTA, other project sponsors across the nation and our private sector partners need in order 
to do long-range planning and to make multi-year financial commitments.

In addition, it is being recommended that VTA continue to endorse the California Consensus on 
Federal Transportation Authorization, which was developed through a collaborative process 
involving Gov. Arnold Schwarzenegger; the Business, Transportation & Housing Agency; 
Caltrans; and transportation stakeholders from across California.  These principles are intended 
to provide a unified California position to Congress and the President on the future of the 
nation’s surface transportation policies.  The Federal Section of the recommended 2010 
Legislative Program also includes more specific authorization advocacy principles related to 
finance and the structure of federal surface transportation programs.

Besides surface transportation authorization, the Federal Section covers:  (1) FY 2011 
transportation appropriations;  (2) climate change;  (3) high-speed rail;  (4) economic stimulus;  
(5)  SILO/LILO transactions; and  (6) public transit security.

State Section:  In California, transportation funding has been plagued by uncertainty, 
unpredictability and instability. Throughout this decade, significant amounts of state 
transportation dollars have been loaned or transferred to the General Fund to help address budget 
deficits.  This loss of revenue has negatively impacted the ability of Caltrans and local agencies 
to delivery capital improvement projects funded through all of the state’s transportation 
programs, including the Traffic Congestion Relief Program (TCRP), the State Transportation 
Improvement Program (STIP), and the State Highway Operation and Protection Program 
(SHOPP).  It also has interrupted the flow of dollars for transit operations and capital projects 
through the Public Transportation Account (PTA), and for local roadway projects through 
Proposition 42.

Given California’s continuing fiscal challenges, protecting state transportation dollars for their 
intended purpose will once again be a top priority for VTA and the transportation community in 
2010.  Other key policy issues addressed under the State Section of the recommended 2010 
Legislative Program include:  (a) the structure of state transportation programs;  (b) 
transportation and the environment;  (c) transit-oriented development;  (d) project delivery; and  
(e) high-speed rail.

Regional & Local Section:  In early 2009, the Metropolitan Transportation Commission (MTC) 
adopted the Regional Transportation Plan (RTP) for the nine-county Bay Area.  The RTP is the 
Bay Area’s 25-year vision for transportation.  As part of the RTP, MTC included a series of 
regional programs to address issues such as climate change, express lanes, bicycles, and land use.  
In 2010, a top priority for VTA will be to ensure that these programs are administered in a way 
that benefits Santa Clara County, as well as the region as a whole.

In addition, VTA will be working with MTC and other regional partners on implementing SB 
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375 (Steinberg) in the Bay Area and developing the region’s sustainable communities strategy 
pursuant to the requirements of this legislation.  The sustainable communities strategy will be a 
key part of the next RTP, and will document development patterns and transportation measures 
designed to achieve greenhouse gas emission reductions in the Bay Area.  Because of the 
emphasis on land use, it will be vital for VTA, as well as our county and city partners, to play a 
key role in the planning process for the region’s sustainable communities strategy.

In the area of new revenues, the passage of SB 83 (Hancock) provides congestion management 
agencies (CMAs) with the authority to place a vehicle registration surcharge on the ballot, 
subject to a simple majority vote, to pay for a predetermined list of transportation projects and 
programs that are geared toward congestion relief and the mitigation of the environmental 
impacts of motor vehicles.  In 2010, VTA will explore the opportunities and challenges related to 
placing such a measure on a future ballot.

Other key areas addressed in the Regional & Local Section of the recommended 2010 
Legislative Program are:  (a) the Caltrain Commuter Rail Service;  (b) the Capitol Corridor 
Intercity Rail Service; and  (c) the Dumbarton Rail Project.  In general, the Legislative Program 
calls for VTA to work collaboratively with our partners to deliver projects and programs that 
provide cost-effective benefits for current and future users of these regional transit services.

ALTERNATIVES:

It is necessary for VTA to have a Legislative Program in place to be prepared to address the 
policy and legislative issues that may arise in Washington, D.C., Sacramento and the Bay Area 
during the coming year.  The Board of Directors may elect to add other elements to VTA’s 2010 
Legislative Program, or to modify or delete elements contained in the recommended program.

FISCAL IMPACT:

There is no fiscal impact directly related to this recommendation.

Prepared by: Kurt Evans, Government Affairs Manager
Memo No. 2245
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EXECUTIVE SUMMARY
The Santa Clara Valley Transportation Authority (VTA) annually adopts a Legislative Program 
to provide direction for its legislative and policy activities for the year.  The purpose of the 
Legislative Program is to establish financial, statutory, regulatory, and administrative policies 
and principles to guide VTA’s advocacy efforts.  The program is meant to be flexible in order to 
give VTA the ability to pursue unanticipated legislative and administrative opportunities that 
may present themselves during the course of the year, and to respond expeditiously to the 
dynamic political and policy processes in Washington, D.C., Sacramento and the Bay Area.

The 2010 Legislative Program is divided into the following sections:

1. Federal.
2. State.
3. Regional & Local.

Each section of the program consists of a summary of the key policy issues and a series of 
related advocacy principles.

FEDERAL
The Federal Section of VTA’s 2010 Legislative Program is divided into the following policy 
areas:

1. Surface Transportation Authorization.
2. FY 2011 Federal Transportation Appropriations.
3. Climate Change.
4. High-Speed Rail.
5. Economic Stimulus.
6. SILO/LILO Transactions.
7. Public Transit Security.

SURFACE TRANSPORTATION AUTHORIZATION

The Safe, Accountable, Flexible, Efficient Transportation Equity Act: A Legacy for Users 
(SAFETEA-LU) authorized federal surface transportation programs for a six-year period—from 
FY 2004 through FY 2009—and allowed federal dollars to be spent on these programs during 
that timeframe.  Although SAFETEA-LU expired on September 30, 2009, Congress has kept its 
provisions intact through a series of short-term extensions in the absence of an agreement on a 
new six-year authorization bill.

As part of its 2010 Legislature Program, VTA will urge Congress to act on a longer term surface 
transportation authorization measure to replace SAFETEA-LU as quickly as possible to ensure 
that much-needed transportation capital investments are initiated and critical infrastructure 
improvement projects are advanced.  A six-year authorization bill for highways, public transit 
and other federal surface transportation programs will provide the guidance and predictability 
that VTA, other project sponsors across the nation and our private sector partners need in order 
to do long-range planning and to make multi-year financial commitments.  In addition, VTA’s 
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advocacy platform regarding the form, content and funding provisions of a new federal surface 
transportation authorization bill will embrace the following principles.

General Principles:  VTA endorses the California Consensus on Federal Transportation 
Authorization, which was developed through a collaborative process involving Gov. Arnold 
Schwarzenegger; the Business, Transportation & Housing Agency; Caltrans; and transportation 
stakeholders from across California.  These principles, which are intended to provide a unified 
California position to Congress and the President on the future of the nation’s surface 
transportation policies, are summarized as follows:

1. Ensure the financial integrity of the Highway Trust Fund:  The financial integrity of the 
Highway Trust Fund is at a crossroads.  Current user fees are not keeping pace with needs or 
even the authorized funding levels in current law.  In the long-term, the per-gallon taxes now 
charged on motor vehicle fuels will not provide the revenues or stability needed, especially 
as new fuels enter the marketplace.  This authorization must stabilize the existing revenue 
system and prepare the way for a transition to new methods for funding the nation’s 
transportation infrastructure.

2. Rebuild and maintain transportation infrastructure in a good state of repair:  Conditions on 
California’s surface transportation network are deteriorating while demand is increasing.  
This situation adversely impacts the operational efficiency of the state’s key transportation 
assets, hindering mobility, commerce, quality of life, and the environment.  The successor 
bill to SAFETEA-LU must give top priority to the preservation and maintenance of the 
nation’s existing system of roads, highways, bridges, and public transit.

3. Establish goods movement as a national economic priority:  Interstate commerce is the 
historic cornerstone defining the federal role in transportation.  The efficient movement of 
goods across state and international boundaries enhances the nation’s ability to remain 
globally competitive and to generate jobs.  A new federal program and funding sources 
dedicated to relieving growing congestion at America’s global gateways need to be created.

4. Enhance mobility through congestion relief within and between metropolitan areas:  
California is home to six of the 25 most congested metropolitan areas in the nation.  These 
mega-regions represent a large majority of the population affected by travel delays and by 
exposure to air pollutants.  Funding should be increased to enhance the capacity of all modes 
aimed at reducing congestion and promoting mobility in the nation’s most congested areas.  
In addition, increased state flexibility to implement performance-based infrastructure 
projects, public-private partnerships and innovative finance programs should be provided.

5. Strengthen the federal commitment to safety and security:  Traffic safety involves saving 
lives, reducing injuries and optimizing the uninterrupted flow of traffic on the nation’s
transportation network.  Increased funding should be provided for safety projects aimed at 
reducing fatalities and for a national program to enhance the security of the nation’s 
transportation systems, including public transit.

6. Strengthen comprehensive environmental stewardship:  Environmental mitigation is part of 
every transportation project and program.  The federal role is to provide the tools that will 
help mitigate future impacts and to cope with changes to the environment.  The successor 
legislation to SAFETEA-LU should strive to integrate the consideration of climate change 
and land-use/transportation linkages into the planning process.  In addition, funding should 
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be provided for the planning and implementation of measures that have the potential to 
reduce emissions and improve public health, such as new vehicle technologies, alternative 
fuels, clean public transit vehicles, transit-oriented development, ride-sharing, and bicycle 
and pedestrian travel.

7. Streamline project delivery:  Extended processing time for environmental clearances, permits 
and reviews adds to the cost of projects.  Given constrained resources, it is critical that these 
clearances and reviews be kept to a minimum, consistent with good stewardship of our 
natural resources.  The successor legislation to SAFETEA-LU should:  (a) increase the 
opportunities for state stewardship through delegation programs for National Environmental 
Policy Act (NEPA) and air quality conformity;  (b) increase state flexibility for using 
innovative contracting methods, such as construction management-general contractor and 
design-build;  (c) ensure that federal project oversight is commensurate with the amount of 
federal funding; and  (d) require federal permitting agencies to engage actively and
collaboratively in project development and approval.

Finance Principles:  Under SAFETEA-LU, the overall funding level for highways, public 
transit, highway safety, motor carrier safety, and transportation research during the legislation’s
six-year life was $286.4 billion.  While this amount was greater than previous authorizations, it 
fell far short of the level of federal investment needed to maintain the nation’s existing 
transportation infrastructure, as well as to expand its capacity in order to keep up with the 
steadily growing demand for transportation.  Therefore, providing sustained federal investment 
in the nation’s transportation infrastructure that is adequate to meet the significant needs of 
highways, public transit and other transportation modes must be front-and-center in the debate
concerning the successor legislation to SAFETEA-LU.

According to a report issued by the National Surface Transportation Policy and Revenue Study 
Commission in January 2008: “Any effort to address the future transportation needs of the 
United States must come to grips with the sobering financial reality of such an undertaking.  
Estimates indicate that the U.S. needs to invest at least $225 billion annually for the next 50 
years to upgrade our existing transportation network to a good state of repair and to build the 
more advanced facilities we will require to remain competitive.  We are spending less than 40 
percent of this amount, and the current fuel-tax-based revenue mechanisms probably cannot be 
relied upon alone to raise the needed sums.”

As part of its 2010 Legislative Program, VTA endorses the following finance principles for 
federal surface transportation authorization:

• Authorize a significant increase in federal surface transportation funding sufficient to meet 
the needs.  In the case of public transit, the American Public Transportation Association 
(APTA) is advocating for a total investment of no less than $123 billion over the six-year 
authorization period in order to:  (a) meet at least 50 percent of the estimated $60 billion in 
annual critical public transit capital needs by the end of the authorization period; and (b)
support a projected doubling of ridership over the next 20 years.

• Authorize individual programs within the highway and transit titles at increasing funding 
levels that are sufficient to address current and future surface transportation infrastructure 
needs.
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• Maintain and strengthen the current budgetary protections and funding guarantees for surface 
transportation programs to ensure that authorized spending levels are actually appropriated 
each fiscal year.

• Preserve the General Fund contributions to the Mass Transit Account to support federal 
public transit programs.

• Restore and increase the purchasing power of the federal gas tax in order to support a 
significant increase in the level of federal investment in surface transportation programs.

• To diversify and augment Highway Trust Fund resources, authorize the implementation of 
innovative financing mechanisms, such as public-private partnerships, tolling, congestion 
pricing, tax-exempt/tax-credit bonds, express lanes, and freight user fees.

• Provide an appropriate balance between highway and public transit investments by 
continuing to credit the Mass Transit Account with, at a minimum, 20 percent of each future 
increase in the gas tax or any successor tax.

• Ensure that the Highway Trust Fund is appropriately credited for ethanol fuels, as well as 
other new and currently exempt alternative fuels.

• Restore the earning of interest income to the Highway Trust Fund.

• Support longer-term efforts to transition the Highway Trust Fund from motor fuel taxes and 
fees to a vehicle mileage tax or a vehicle weight/mile tax.

Program Structure Principles:  For the most part, SAFETEA-LU respected the basic program 
structure that existed previously. This program structure consists of a core highway program that 
is primarily formula-based, a core public transit program comprised of both formula and 
discretionary elements, and flexible funding programs that allow the states and metropolitan 
planning organizations (MPOs), such as the Metropolitan Transportation Commission (MTC) in
the Bay Area, to move funds around in a manner that best meets local and regional mobility 
needs.  While this basic, overall program framework should remain in place, VTA supports the 
following modifications:

• Explore opportunities to consolidate similar program categories under the highway title.

• Create a new multimodal “metropolitan mobility program” dedicated to funding large-scale 
transportation infrastructure projects that would reduce congestion and improve mobility in 
the nation’s major metropolitan areas.

• Re-evaluate current federal surface transportation law regarding the definition, designation, 
structure, and composition of MPOs.

• Support APTA’s proposal to modify the Bus/Bus Facilities Program from a discretionary to a 
formula-based program.

• Create a separate and distinct Clean-Fuels Bus Program for the purchase of alternative-fuel 
buses, and the construction of fueling facilities and other related infrastructure.
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• Continue allowing Urbanized Area (UZA) Formula Program funds to be used for preventive 
maintenance costs.  In addition, support providing all public transit agencies, regardless of 
size, with the flexibility to choose to use a portion of these funds for general operating 
expenses.

• Support APTA’s proposal to restructure the Fixed Guideway Modernization Program by 
replacing the current, complicated seven-tier structure with a simpler two-tier formula 
distribution that, at a minimum, holds all current recipients harmless.

• Support the following reforms to the New Starts Program:  (a) strengthening the language in 
existing law to ensure that a multi-measure approach is used to evaluate a New Starts project 
and to determine whether it should be recommended for funding;  (b) either eliminating cost-
effectiveness as a criterion or, at a minimum, restructuring it to evaluate the federal 
investment in a New Starts project, to utilize a composite rating that takes into consideration 
other factors besides travel time savings, to differentiate between transit modes so as not to 
prejudice or bias the local alternatives analysis process, and to reflect the benefits of the 
project to all travelers in the transportation corridor, not just transit users;  (c) ensuring that 
the New Starts evaluation/rating process considers in a meaningful way situations where 
local communities have stepped forward with significant local and non-federal resources to 
fund their projects; and  (d) streamlining the process to shorten the length of time it takes for 
meritorious New Starts projects to progress from preliminary engineering to a Full Funding 
Grant Agreement (FFGA).

• Support the following reforms to the Small Starts Program:  (a) creating a simplified and 
streamlined planning, project development and evaluation/rating process for Small Starts 
projects;  (b) opposing the segregation of the program into “Very Small Starts” and “Small 
Starts” to ensure that all Small Starts projects are subjected to the same simplified and 
streamlined process;  (c) reinstituting the exemption from the evaluation/rating process for 
projects seeking $25 million or less in New Starts or Small Starts funding; and  (d) ensuring 
that the evaluation/rating process utilizes a multi-measure approach that does not 
overemphasize one particular criterion.

• Support APTA’s proposal to combine the Job Access/Reverse Commute, New Freedom, and 
Elderly and Disabled Formula Programs into one program that provides funding for
transportation services for seniors, the disabled and other populations with specialized 
mobility needs.

• Clarify current law to allow public transit operators to specifically design routes to 
accommodate the needs of schools so long as those routes are open to the public and are part 
of an operator’s regularly scheduled service.

• Provide funding to promote workforce development and career opportunities in the public 
transit industry.

FY 2011 FEDERAL TRANSPORTATION APPROPRIATIONS

Every year, Congress adopts at least 12 separate appropriations bills, including one for 
transportation.  These measures provide the legal authority for federal agencies to spend money 

14.a



Page 6 of 21

during the upcoming fiscal year for the programs they administer.  In developing these 
appropriations bills, Congress may allocate funding for programs within a particular policy area 
up to the maximum amount included in the related authorizing legislation, but no more.  In the 
case of surface transportation, the annual appropriations process is guided by SAFETEA-LU
until successor legislation is enacted.

In general, VTA’s advocacy efforts with regard to the FY 2011 federal transportation 
appropriations bill will emphasize the following:

• Support a minimum appropriations level for federal surface transportation programs equal to 
the guaranteed spending levels authorized in SAFETEA-LU or its successor.

• Advocate for the highest possible levels of funding for individual programs within the 
highway and transit titles of SAFETEA-LU or its successor.  The key federal surface 
transportation programs for VTA are:  (a) the UZA Formula Program;  (b) the New Starts, 
Small Starts, Fixed Guideway Modernization, and Bus/Bus Facilities Programs;  (c) the Job 
Access/Reverse Commute and New Freedom Programs;  (d) the Surface Transportation 
Program (STP); and  (e) the Congestion Mitigation and Air Quality Improvement Program 
(CMAQ).

• Ensure that appropriations are allocated according to the program structure contained in 
SAFETEA-LU or its successor.

CLIMATE CHANGE

The United Nation’s Intergovernmental Panel on Climate Change has found that a concerted and 
coordinated effort must be made to limit the effects of global warming.  The United States is 
responsible for 22 percent of the world’s total greenhouse gas emissions.  The transportation 
sector produces approximately one-third of the greenhouse gas emissions in this country, 
primarily in the form of carbon dioxide (CO2) emissions.  Therefore, as Congress considers 
climate change legislation, it must address the challenge of reducing transportation-related 
emissions.

Public transit will play a key role in reducing greenhouse gas emissions from the transportation 
sector.  Studies show that public transit cuts CO2 emissions by 37 million metric tons annually 
by reducing the number of automobile trips, easing traffic congestion and supporting more 
efficient land-use patterns.  These contributions are important because driving rates, as measured 
in vehicle miles traveled, are expected to double by 2030, which would negate the greenhouse 
gas emission reductions resulting from recent changes in Corporate Average Fuel Economy 
(CAFE) standards and from new low-carbon fuel requirements.

In partnership with APTA, VTA will advocate on issues related to federal climate change 
legislation according the following four principles:

1. Use revenues from federal climate change legislation to expand public transit services:  To 
achieve the increases in public transit ridership that will significantly reduce greenhouse gas 
emissions from the transportation sector, federal climate change legislation must begin to 
address the large annual capital funding shortfall for public transit, as well as allow public 
transit agencies to address service levels, fare strategies and the cost of carbon under a cap-
and-trade program.  Revenues from the auction or sale of emission allowances under a cap-
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and-trade program or from an emission reduction program should be used to supplement—
not supplant—public transit funding provided through SAFETEA-LU and its successor.

2. Increase the availability of fixed guideway transit:  Fixed guideway transit investments help 
create energy efficient land-use patterns, which produce greenhouse gas emission reductions 
beyond the immediate benefit of increased public transit use.  These investments have the 
potential to significantly improve the way people live and travel, reducing individual carbon 
footprints while preserving and enhancing mobility.

3. Promote energy efficient technologies:  Federal climate change legislation should encourage 
new investment in energy efficient technologies that can increase the annual CO2 savings 
from current public transit services.  Federal support for such investment would speed up the 
deployment of advanced technologies, thereby freeing up resources to support expanded 
service.

4. Support local, regional and state efforts to increase mobility while reducing emissions from 
the transportation sector:  As part of a comprehensive strategy to reduce greenhouse gas 
emissions, a new source of funding should be created for local, regional and state 
governments to advance mobility in ways that reduce vehicle miles traveled.  New funding 
could be linked to efforts that will capture emission reductions through energy efficient land-
use patterns, expanded public transit service and transit-oriented development.

HIGH-SPEED RAIL

Rapid population growth, congested highways and constrained airports prompted California 
leaders to consider building a high-speed train system in the state along the lines of those that 
have been in operation for decades in Europe and Asia.  In 2000, the California High-Speed Rail 
Authority, the agency currently responsible for planning, building and operating the state’s high-
speed train system, unveiled a plan for an 800-mile system that would link all of the state’s major 
population centers, including the Bay Area, Los Angeles, Sacramento, the Inland Empire, 
Orange County, and San Diego.  Through a subsequent program-level environmental document, 
the High-Speed Rail Authority recommended using an alignment over the Pacheco Pass to enter 
the Bay Area.  This alignment would maximize service to Silicon Valley and dramatically 
improve the Caltrain commuter rail corridor.

The High-Speed Rail Authority projects that trains operating at speeds of up to 220 miles per 
hour would be able to transport riders from downtown San Francisco to Los Angeles in just 
under two and a half hours.  The steel-wheel-on-steel-rail, electrically powered high-speed trains 
would rely on proven technology employed by systems in use in Europe and Asia.  Supporters of 
the state’s proposed high-speed train system contend that it would relieve highway and air traffic 
congestion between Northern and Southern California, and significantly reduce transportation-
related greenhouse gas emissions.

To fund the core segment of the state’s proposed high-speed train system, SB 1856 (Costa) was 
enacted in 2002 to provide for the submission of the Safe, Reliable, High-Speed Passenger Train 
Bond Act for the 21st Century to the voters of California for their approval.  The bond act calls 
for the issuance of a total of $9.95 billion in general obligation bonds, $9 billion of which would 
be used in conjunction with federal and private funds for the planning and construction of the 
first phase of the system—from Anaheim through Los Angeles to the Bay Area.  The remaining 
$950 million would be made available for capital projects on other passenger rail lines in 
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California to provide connectivity to the high-speed train system, and for capacity enhancements 
and safety improvements to those lines.  Under the provisions of SB 1856, the bond act was 
initially scheduled for the 2004 general election.  However, two subsequent bills postponed its 
consideration until November 2008, at which time it was approved by the voters as Proposition 
1A.

In 2009, the Obama Administration unveiled a long-term strategy intended to build an efficient, 
high-speed passenger rail network of 100- to 600-mile intercity corridors as one element of a 
modernized national transportation system.  In the near term, the proposal lays the foundation for 
this network by investing in intercity and high-speed rail infrastructure, equipment and 
intermodal connections, beginning with an $8 billion down payment provided under the 
American Recovery and Reinvestment Act (ARRA), and continuing with a grant program of $1 
billion per year over the next five fiscal years.  California, as well as Silicon Valley, will benefit
from this federal commitment.

In 2010, VTA will work with the California High-Speed Rail Authority, MTC, Caltrain, and 
other regional partners to pursue actions at the federal level that advance the San 
Francisco/Silicon Valley Corridor Investment Strategy for High-Speed Rail.  In addition, VTA 
will support efforts to fund and implement improvements to the Diridon Station Area consistent 
with plans developed by the city of San Jose and Caltrain.

ECONOMIC STIMULUS LEGISLATION

If the Obama Administration and Congress consider a second economic stimulus bill, VTA will 
advocate for the inclusion of substantial funding for transportation infrastructure in such 
legislation.  Public transit and other types of transportation infrastructure projects yield 
considerable benefits to the economy in terms of job creation and revenue generation.  In 
addition, VTA will work to ensure that the legislative parameters defining how any federal 
economic stimulus funding would be provided for transportation infrastructure projects allow 
VTA to take advantage of such funding for high-priority projects in Santa Clara County.

SILO/LILO TRANSACTIONS

Throughout the 1990s and up until 2003, the Federal Transit Administration (FTA) encouraged 
public transit agencies to enter into Sale-In/Lease Out (SILO) and Lease-In/Lease-Out (LILO)
transactions.  As a result, VTA entered into six such transactions.  The benefit to public transit 
agencies for entering into these transactions was to provide additional resources to increase their
capital budgets and allow them to make critical investments in their infrastructure.

In 2004, however, the Jobs Creation Act was enacted, which prohibited SILO/LILO transactions.  
As a result, the Internal Revenue Service (IRS) began denying the benefits claimed by investors 
under these transactions.  After successfully defending its position in at least two major court 
cases, the IRS made a settlement offer to the investor community, under which investors would 
be allowed to keep 20 percent of the tax benefits that they had originally anticipated while 
agreeing not to litigate the matter any further.  This settlement was accepted by the vast majority 
of the investors.

As part of a SILO/LILO agreement, it was necessary for a public transit agency to retain a third-
party guarantor to distribute lease payments over the life of the transaction.  In many cases, AIG, 
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Ambac and FSA provided this guarantee.  During the period that these transactions were 
undertaken, AIG, Ambac and FSA were considered to be extremely reliable parties to play this 
role, and they were three of a handful of financial institutions that were eligible to meet the credit 
standards of the contractual requirements.

However, during the recent financial crisis, AIG, Ambac and FSA saw their credit ratings
reduced below the contractual requirements of most SILO/LILO agreements.  Under such a 
circumstance, the duty to replace the guarantor with a like party that met the credit standards
rested solely with the public transit agency.  Because the marketplace has been and continues to 
be in such disarray, and no other financial institutions exist that could meet the contractual 
standards, banks and other investors could claim a technical default and attempt to dissolve the 
transactions.  Such an early termination would expose public transit systems to significant 
liability for earnings and unrealized tax benefits of the investors.

As part of its 2010 Legislative Program, VTA will continue to work with other public transit 
agencies from across the country on administrative and/or legislative remedies that would 
prevent investors from taking advantage of the credit ratings of the third-party guarantors in 
order to seek an early termination of SILO/LILO transactions and secure unrealized tax benefits 
that were denied to them by Congress and the IRS.

PUBLIC TRANSIT SECURITY

Security is a top priority for public transit agencies across the United States.  Since the terrorist 
attacks of September 11, 2001, public transit agencies have spent more than $2 billion on 
security and emergency preparedness programs from their own budgets.  As a result, many 
public transit systems are more secure now than they were prior to 9/11.  However, more needs 
to be done.  Although state and local governments, as well as public transit agencies, are doing 
what they can to improve security, it is important for the federal government to be a full partner 
in efforts to ensure the security of the nation’s public transit users.

As part of its 2010 Legislative Program, VTA will advocate for funding to enhance the security 
and safety of our nation’s public transit systems through the FY 2011 U.S. Department of 
Homeland Security appropriations bill, as well as for the following policies:

ó The federal government should increase its financial support for public transit security and 
safety improvements.  However, such funding should not be provided at the expense of 
existing federal transit programs.

ó Federal public transit security and safety funding should recognize the varying needs and 
nature of systems across the nation, and should be flexible in terms of use.

ó Federal public transit security and safety funding should be provided at a 100 percent federal 
share with no match requirement.

ó Consideration should be given to transferring the responsibility for administering federal 
transit security and safety grants from the Homeland Security Department to the U.S. 
Department of Transportation.  In addition, the process should be streamlined to decrease the 
length of time between when grant applications are submitted to the federal government and 
when a public transit agency actually receives its grant funding.
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ó Federal public transit security and safety funding should be allocated directly to operators, 
rather than through State Administering Agencies (SAAs) to ensure that funding is made 
available in an efficient and timely manner.

STATE
The State Section of VTA’s 2010 Legislative Program is divided into the following policy areas:

1. FY 2011 State Budget.
2. Transportation Finance.
3. Transportation Program Structure.
4. Transportation and the Environment.
5. Transit-Oriented Development.
6. Project Delivery.
7. High-Speed Rail.

FY 2011 STATE BUDGET

Transportation funding in California has been plagued by uncertainty, unpredictability and 
instability.  Throughout this decade, significant amounts of transportation dollars have been
loaned or transferred to the General Fund to help address state budget deficits.  This loss of 
revenue has negatively impacted the ability of Caltrans and local agencies to deliver capital 
improvement projects funded through all of the state’s transportation programs, including the 
Traffic Congestion Relief Program (TCRP), the State Transportation Improvement Program 
(STIP), and the State Highway Operation and Protection Program (SHOPP).  It also has 
interrupted the flow of dollars for transit operations and capital projects through the Public 
Transportation Account (PTA), and for local roadway projects through Proposition 42.

Given the state’s worsening fiscal condition, protecting transportation dollars for their intended 
purpose will once again be a top priority for VTA and the transportation community in 2010.  
Although the passage of Proposition 1A was an important step, it does not completely close the 
door on the possibility of Proposition 42 gasoline sales tax revenues being loaned for non-
transportation uses.  Moreover, PTA revenues continue to remain vulnerable to diversion to the 
General Fund.  Finally, transportation revenues that were loaned to the General Fund in prior 
fiscal years still need to be repaid.  Therefore, as part of its 2010 Legislative Program, VTA will 
advocate for the following:

• Support the full transfer of gasoline sales tax revenues from the General Fund to the 
Transportation Investment Fund (TIF) pursuant to Proposition 42.  Furthermore, oppose the 
loaning or diversion of Proposition 42, PTA and other state transportation dollars to the 
General Fund or to pay for General Fund obligations.

• Support the constitutional amendment being proposed by the League of California Cities, the 
California Alliance for Jobs and the California Transit Association that seeks to permanently 
protect local government and transportation funding for their intended purposes.

• Support the California Transit Association’s efforts to reclaim PTA revenues for public 
transit purposes, including the State Transit Assistance Program (STA), that were used to 
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cover General Fund obligations over the past three fiscal years, pursuant to the Association’s 
successful lawsuit.

• Ensure that all previous loans from the various state transportation accounts to help with 
prior-year General Fund deficits are repaid in full and as expeditiously as possible, using 
General Fund and tribal gaming revenues as originally specified in state law.  Oppose 
attempts to repay these loans with PTA or other transportation dollars.

• Support appropriating the full amount of funding for STA as part of the FY 2011 state 
budget.

• Continue to partner with the California Transportation Commission (CTC) and the TCRP 
Working Group to implement the commission’s adopted TCRP Allocation Plan, which 
includes a payment schedule for the remaining TCRP funding for the BART Extension to 
Silicon Valley.

• Support appropriating the highest possible level of Proposition 1B bond revenues as part of 
the FY 2011 budget.  Monitor discussions within the Schwarzenegger Administration and the 
Legislature concerning the distribution of these revenues among the various Proposition 1B 
program categories.  Oppose efforts to use Proposition 1B bond funds to supplant existing 
revenues for other state transportation programs.

• Partner with other transportation stakeholders to advocate for the timely issuance of bonds by 
the Treasurer’s Office to ensure that Proposition 1B projects are not delayed.

• Work with the CTC to ensure the approval of any allocation requests submitted in FY 2011
for Santa Clara County Proposition 1B and STIP projects.

TRANSPORTATION FINANCE

California is suffering from an overall underinvestment in transportation infrastructure.  The gas 
tax, the historic foundation of transportation funding, has substantially eroded in value.  
California last approved a gas tax increase in June 1990 under Proposition 111, which raised the 
rate up to the current level of 18 cents a gallon.  However, statistics indicate that the state’s gas 
tax rate has not kept pace with the growth in population, licensed drivers, registered vehicles, and 
vehicle miles traveled.  At the same time, automobile fuel economy has more than doubled, 
resulting in drivers using less gas and paying less gas taxes for each mile they drive.  
Furthermore, while the cost of constructing transportation projects increases each year, the gas 
tax stays constant.  The result is an erosion of purchasing power.

In May 1999, the CTC published a report suggesting that the magnitude of California’s unfunded 
transportation needs over 10 years was close to $120 billion.  Although the CTC has not done a 
comprehensive update of this 1999 assessment, the commission recently reported that the 
number has actually grown to roughly $200 billion since that time.

VTA supports legislative proposals and policies that ensure that adequate levels of funding are 
available for operating, maintaining, rehabilitating, and improving California’s transportation 
infrastructure, including state highways, public transit, local streets and roads, bicycle and 
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pedestrian facilities, transportation corridor management strategies, and intelligent transportation 
systems.  In 2010, VTA’s advocacy efforts in this regard will emphasize the following:

ó Support legislation that would require the state gas and diesel fuel tax rates to be adjusted 
annually for inflation.  In addition, explore the possibility of changing how the gas tax is 
collected at the pump from a per-gallon rate to a percentage of the purchase price.

ó Support efforts to place a constitutional amendment before the voters of California to allow 
them to decide whether the two-thirds voting requirement for local transportation sales tax 
measures should be lowered.

• Support legislation that would provide the necessary authorization in state law to implement 
the proposed Bay Area regional express lane network predicated on the following:  (a) such 
legislation must ensure that the regional express lane network will be implemented through a 
partnership between MTC and the Bay Area congestion management agencies (CMAs);  (b) 
it must ensure that individual corridors retain at least 95 percent of their net revenues for 
transportation improvements within those corridors; and  (c) it must maintain the ability of 
the CMAs to manage the development and construction of express lane projects within their 
counties, as well as any improvements in express lane corridors within their counties that 
generate net revenues.

TRANSPORTATION PROGRAM STRUCTURE

STIP:  SB 45 (Kopp), which was enacted into law in 1997, brought about various changes to the 
process for programming transportation dollars through the STIP.  In general, this legislation 
simplified the programming process by consolidating nine separate state transportation funding 
pots into two broad categories:  (1) the Regional Transportation Improvement Program (RTIP); 
and  (2) the Interregional Transportation Improvement Program (ITIP).  SB 45 also devolved a 
significant amount of programming responsibility from the CTC to regional transportation
planning agencies (RTPAs), such as MTC in the Bay Area.

VTA will work with other transportation stakeholders on possible reforms to the STIP process, 
including:  (a) eliminating the four-year county share period, thereby allowing county shares and 
programming capacity to be calculated based on the STIP Fund Estimate; (b) strengthening the 
language in current law that states that the CTC can only accept or reject RTIPs in their entirety; 
(c) establishing clear criteria as to when the CTC may reject an RTIP; and  (d) allowing local 
agencies to bond against their STIP county shares.

PTA:  Revenues in the PTA are derived primarily from the following four sources:  (1) sales tax 
on diesel fuel;  (2) sales tax on 9 cents of the state excise tax on gasoline;  (3) Proposition 42; 
and  (4) spillover.  On the expenditure side, how PTA revenues are allocated varies by funding 
source, causing a certain amount of confusion.

The PTA is in need of some restructuring.  In 2010, VTA will work with the California Transit
Association and other transportation stakeholders on the following:  (a) providing adequate 
constitutional protections for all PTA revenue sources to ensure that they cannot be used to shore 
up the General Fund;  (b) determining whether to allocate spillover through Proposition 42;  (c) 
clarifying the definition of public transit to ensure that PTA dollars cannot be used for 
expenditures that historically have been covered by the General Fund; (d) determining whether 
to distribute PTA revenues that are currently allocated through the STIP process by some other 
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method; and  (e) establishing the same method of distribution for PTA revenues, regardless of 
funding source.

TRANSPORTATION AND THE ENVIRONMENT

Transportation is an environmental issue.  How the transportation system is planned and 
developed can have either positive or negative environmental consequences.  Improving air and 
water quality, protecting wildlife habitats, preserving open and green spaces, sensibly managing 
energy and resource consumption, and preventing sprawl are among the environmental 
objectives that directly impact the quality of life of California’s communities.  Creating a more 
balanced transportation system is central to preserving the environment as a whole.

Climate Change:  In 2006, Gov. Schwarzenegger signed into law AB 32 (Nunez), the Global 
Warming Solutions Act, which made California the first state in the nation to attempt to cap its 
greenhouse gas emissions.  This legislation sets the ambitious goal of cutting greenhouse gas 
emissions throughout the state to 1990 levels by 2020.  This translates into an estimated 25 
percent reduction, or 174 million metric tons per year.  To achieve this goal, AB 32 empowers 
the California Air Resources Board (CARB) to adopt rules and regulations to “achieve the 
maximum technologically feasible and cost-effective greenhouse gas emissions reductions from 
sources or categories of sources” according to a series of benchmarks and timetables specified in 
the legislation.

Two years later, SB 375 (Steinberg) was enacted into law.  This extremely complex piece of 
legislation attempts to put in place a framework for cutting vehicle miles traveled as a strategy 
for reducing greenhouse gas emissions from the transportation sector.  In general, SB 375 
requires MPOs in California, including MTC, to include a “sustainable communities strategy” in 
their regional transportation plans (RTPs) that would consist of development patterns and 
transportation measures designed to achieve regional greenhouse gas emission reduction targets 
provided by CARB.  In addition, the bill requires the allocation of regional housing needs 
assessment (RHNA) shares to cities and counties to be consistent with a particular region’s 
sustainable communities strategy.  Finally, SB 375 provides California Environmental Quality 
Act (CEQA) incentives for certain types of development projects in order to encourage local 
governments to undertake their planning activities in a manner that is consistent with the 
sustainable communities strategy, and to entice developers to build high-density housing near 
public transit stations.

As part of its 2010 Legislative Program, VTA will advocate at the state level on issues related to 
the implementation of AB 32 and SB 375 according the following four principles:

1. Recognize the role of public transit:  Given that the AB 32 scoping plan includes multiple 
policies directed at reducing vehicle miles traveled and increasing the use of alternative 
modes of transportation, reliable funding for public transit is needed to build capacity to 
accommodate the resulting growth in ridership.  Public transit operators across the state 
already are experiencing financial pressures due to the loss of PTA funding and steep 
reductions in local sales tax revenues resulting from California’s struggling economy.  The 
significant role that public transit will play in meeting the goals of AB 32 and SB 375 must
be recognized, and new revenues must be dedicated for transit capital and operating needs.

2. Ensure that AB 32 and SB 375 actions do not erode the existing transportation funding base:  
Significant transportation funding is derived from state and federal gas taxes.  Incentives to 
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reduce consumption of taxable fuels will cut greenhouse gas emissions, but run the risk of 
reducing a major funding source that California relies on to develop and maintain its 
transportation infrastructure.  CARB should evaluate the impact of AB 32 actions on 
transportation funding levels and develop a plan to supplement any lost revenues.

3. Dedicate revenues from market mechanisms implemented under AB 32 for transportation:  
Future policies directed at reducing greenhouse gas emissions present challenges and 
opportunities for the transportation sector.  Therefore, CARB should develop a framework 
for the use and allocation of new revenues created under AB 32 for multimodal 
transportation projects and programs that provide greenhouse gas emission reductions.

4. Incorporate greenhouse gas adaptation in CEQA:  CARB should work with the Office of 
Planning and Research and other key stakeholders to address how greenhouse gas emissions 
would be analyzed under CEQA, and allow transportation projects to be evaluated for 
greenhouse gas emissions at the programmatic level.

In addition, VTA will work with local agencies and the business community in Silicon Valley to 
develop a coordinated response to any legislation that may be introduced that seeks to reform 
parking policies.

Urban Transit Bus Fleet Rule:  As part of its 2010 Legislative Program, VTA will continue to 
monitor the implementation of CARB’s Urban Transit Bus Fleet Rule to ensure that these 
efforts:  (a) are consistent with VTA’s environmental policies and clean-fuels strategies, as well 
as with the regional Zero-Emission Bus Demonstration Program; and (b) do not impose any 
unnecessary financial and administrative burdens on public transit operators.  In addition, VTA 
will work with the California Transit Association to ensure the certification of diesel hybrid 
engines to meet the diverse needs of the state’s public transit operators.

TRANSIT-ORIENTED DEVELOPMENT

Transportation and land use are inextricably connected.  Land use determines commute patterns 
by influencing mode choices, travel routes and trip distances.  At the same time, the 
transportation system shapes land-use patterns as development tends to occur along major 
transportation corridors.  To maximize mobility, land-use planning should encourage alternatives 
to the automobile.  Policies that promote the clustering of high-density housing and mixed-use 
developments at existing or planned public transit hubs result in more effective utilization of the 
transportation system.  Specifically, they help reduce sprawl and encourage more efficient use of 
public transit services.

As part of its 2010 Legislative Program, VTA will support legislative proposals and policies that 
encourage transit-oriented development and other smart growth initiatives that enhance the 
effectiveness of public transit and other alternative modes of transportation.

PROJECT DELIVERY

Project delivery continues to be an area of focus.  Oftentimes, transportation projects can take a 
considerable amount of time to complete.  Project sponsors must maneuver through a multi-stage 
development and review process that includes design and engineering, right-of-way acquisition, 
environmental impact review and mitigation, financing, construction, and other related 
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requirements at various levels of government.  As a result, delays are common.  Therefore, it is 
important to explore different and innovative ways to expedite the delivery of transportation 
projects in order to control costs and provide the benefits of transportation improvements to the 
system’s users quicker.

In general, VTA supports legislative proposals and policies that enhance the ability of local 
project sponsors and Caltrans to effectively manage and expedite project delivery.  In 2010, 
VTA’s efforts in this regard will emphasize the following:

• Support legislation that would allow project sponsors to utilize design-build contracting,
construction management-general contractor and other innovative contracting methods for 
delivering state highway and other types of transportation projects.  In addition, ensure that 
adequate flexibility is provided in state procurement law to allow project sponsors to do 
advanced purchases of materials and supplies for construction projects when it would result 
in expediting project delivery.

• Support legislation that would enhance the ability of VTA to engage in public-private 
partnerships to deliver transportation projects.

• Preserve the flexibility for local transportation organizations to be designated as the lead 
agency for the preparation of environmental documents and the management of construction 
work for state highway projects.

• Support the continued use of Grant Anticipation Revenue Vehicle (GARVEE) bonds and AB 
3090 arrangements by the CTC for STIP projects that are programmed in the out-years, but 
are ready to go now.  In addition, work with the CTC to encourage the use of pre-award 
authority for projects programmed in the current year of the STIP.

• Monitor legislative proposals regarding eminent domain to ensure that:  (a) the authority for 
local transportation entities to use eminent domain for transportation projects is not 
jeopardized; and  (b) any changes to eminent domain law do not adversely impact the 
delivery schedules and cost of transportation projects.

HIGH-SPEED RAIL

VTA has historically supported the concept of building and operating a high-speed rail line to 
provide a competitive, long-distance travel option between Northern and Southern California as 
a way to relieve air traffic and highway congestion.  In fact, several years ago, VTA partnered 
with four other organizations to establish the Silicon Valley High-Speed Rail Coalition to 
advocate not only for high-speed rail in general, but also for a Pacheco Pass alignment into the 
Bay Area.  As part of its 2010 Legislative Program, VTA will continue to participate in the 
Silicon Valley High-Speed Rail Coalition to:

• Support full funding for the activities of the High-Speed Rail Authority in the FY 2011 state 
budget.

• Support the implementation of a Pacheco Pass alignment into the Bay Area for high-speed 
rail as proposed in the California High-Speed Rail Authority’s program-level environmental 
document.
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REGIONAL & LOCAL
The Regional & Local Section of VTA’s 2010 Legislative Program is divided into the following 
sections: 

1. MTC Discretionary Allocations.
2. Transit for Livable Communities Program.
3. Regional Bicycle Program.
4. Climate Change Program.
5. Express Lanes.
6. Sustainable Communities Strategy.
7. Vehicle Registration Surcharge for Transportation.
8. Caltrain Commuter Rail Service.
9. Capitol Corridor Intercity Rail Service.
10. Dumbarton Rail Project.
11. Other Regional Transit Services.

MTC DISCRETIONARY ALLOCATIONS

MTC allocates more than $1 billion per year in federal, state and toll revenues to operate, 
maintain and expand the Bay Area’s transportation network. While many of these allocations 
are based on formulas, MTC does distribute discretionary money. Historically, Santa Clara 
County has not fared well with regard to MTC’s allocation of discretionary funding. Based on 
population, Santa Clara County should receive approximately 25 percent of all regional 
discretionary funding.

As part of its 2010 Legislative Program, VTA will:

• Support efforts to distribute MTC discretionary funding by population at every opportunity.

• Seek to direct any unanticipated regional highway funding to high priority projects in Santa 
Clara County. Such priorities include the I-280/I-880/Stevens Creek Boulevard Interchange 
Project, improvements in the U.S. 101 Corridor, the SR 85/SR 237/El Camino Real 
Interchange Project, the U.S. 101/SR 25 Interchange Project, and the Silicon Valley Express 
Lane Program.

• Seek to direct any unanticipated regional public transit funding to high priority projects in
Santa Clara County, which include the BART Silicon Valley Project, and light rail 
extensions to Eastridge and Vasona Junction.

• Support efforts to have decision-making authority regarding project selection and program 
implementation occur at the county level.

• Promote VTA projects in competition for regional discretionary funding.

TRANSPORTATION FOR LIVABLE COMMUNITIES PROGRAM

The Transportation for Livable Communities Program (TLC) provides planning and capital 
assistance to promote transit-oriented development throughout the Bay Area. MTC is in the 
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process of re-evaluating this program in order to make it more effective and to encourage more 
transit-oriented development projects. Currently, 75 percent of all TLC funding is distributed at 
the regional level and 25 percent at the county level. VTA plans to distribute its share of TLC 
money through its Community Design and Transportation Program, which promotes the same 
goals as the TLC Program.

As part of its 2010 Legislative Program, VTA will advocate according to the following 
principles with regard to the TLC Program:

• The distribution of TLC funding should be reflective of each county’s population in the Bay 
Area.

• MTC should set the vision for the program in collaboration with the CMAs. The criteria for 
project scoring should be equitable for all counties.

• The TLC Program should be administered and implemented entirely at the county level.

• The TLC Program should recognize that the nine counties in the Bay Area are at different 
stages in terms of pursuing transit-oriented development. Therefore, the program needs to be 
flexible in order to be effective throughout the Bay Area.

• The TLC Program should be simple and should not duplicate the efforts of other agencies.

REGIONAL BICYCLE PROGRAM

MTC is planning to spend $1 billion over the next 25 years to complete the Regional Bikeway 
Network, which is comprised of a list of bicycle projects that are regionally significant. This list 
of projects was compiled with the intent of creating a regional bicycle network that would allow 
for long-distance bike travel throughout the Bay Area.

Since the drafting of the Regional Bikeway Network, many Bay Area counties have developed 
countywide bicycle plans that include both local and regional projects. These plans were put 
together by the CMAs using an extensive public process to identify the most important needs of 
bicyclists in their counties.

With regard to the Regional Bicycle Program, VTA will advocate according to the following 
principles:

• The program should allow maximum flexibility for counties to determine which local 
projects will provide the highest public benefit.

• The program should focus on developing county-based networks and facilitate the 
development of intra-county, short-distance bicycle connections.

• MTC should allocate regional bicycle funding by population to each county. This funding 
should support both local and regional projects as determined through the Regional Bikeway 
Network, or based on countywide bicycle or long-range transportation plans.
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CLIMATE CHANGE PROGRAM

The Climate Change Program is a new MTC effort designed to identify cost-effective methods 
for using transportation funding to reduce greenhouse gas emissions in the region. The Climate 
Change Program will likely be comprised of a number of smaller programs, such as: (a) Safe 
Routes to School/Transit, which would provide funding to promote walking or bicycling to 
schools and public transit centers; (b) Outreach Campaign to educate the public about how it can 
reduce its greenhouse gas emissions on an everyday basis; and (c) Transit Priority Program,
which would support the implementation of transit priority measures to maintain and improve 
the speed and on-time reliability of bus transit.

As part of its 2010 Legislative Program, VTA will advocate according to the following 
principles with regard to MTC’s Climate Change Program:

• Non-Regional Measure 2 funding for Safe Routes to School/Transit should be distributed to 
the counties by population.

• Funding for the Transit Priority Program should be distributed to the counties by population.

• MTC should work closely with the CMAs in developing the Climate Change Program. The 
CMAs should be included early in the process.

EXPRESS LANES

Express lanes allow solo motorists to drive in the carpool lanes for a fee. Revenues generated 
from express lanes would be used to pay for the operation and maintenance of the express lanes.
Any additional revenues would pay for transportation improvements in the express lane corridor. 
VTA currently has the authority to build express lanes in two transportation corridors within
Santa Clara County.

MTC is planning to implement a regional express lane network throughout the Bay Area, but it 
currently does not have the necessary statutory authority to do so. MTC and the CMAs have 
pledged to work collaboratively to seek the necessary authority by securing the passage of AB 
744 (Torrico). Assuming that this legislation is enacted into law, VTA’s Express Lane Program 
would be integrated into the regional network.

At the regional level, VTA will advocate for a Bay Area express lane network that:

• Utilizes a corridor-based structure that recognizes commute-sheds and geographic 
communities of interest as being the most effective and user-responsive model for express
lane implementation. Therefore, each individual corridor working group must be organized 
in a manner that reflects actual commute sheds.

• Recognizes that popular, political and legislative support will rest on demonstrating that the 
revenues collected in a particular corridor are used to benefit travelers in that corridor.
Therefore, any net revenues generated by a particular corridor must be allocated to the 
appropriate local agency in a timely manner in order to fund the improvements that are 
identified in the corridor’s investment plan.
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SUSTAINABLE COMMUNITIES STRATEGY

Under the provisions of SB 375 (Steinberg), MTC is required to include a “sustainable 
communities strategy” as part of the Bay Area’s RTP. This strategy will document development 
patterns and transportation measures that are designed to achieve regional greenhouse gas 
emission reduction targets. MTC, the Association of Bay Area Governments (ABAG), the Bay 
Area Air Quality Management District (BAAQMD), and the Joint Policy Committee (JPC) will 
be working with regional and local agencies throughout the Bay Area to develop policies and 
procedures for crafting this strategy.

As part of its 2010 Legislative Program, VTA will advocate for a Bay Area sustainable 
communities strategy that:

• Is generated through a “bottoms-up” process, rather than being imposed from the top down.
• Includes the CMAs extensively in the planning process.
• Recognizes the unique needs, opportunities and travel patterns of the Bay Area’s nine 

counties.

VEHICLE REGISTRATION SURCHARGE FOR TRANSPORTATION

SB 83 (Hancock), which was enacted into law in 2009, authorizes a “countywide transportation 
planning agency,” including VTA, to place a measure before its voters to impose an annual
surcharge of up to $10 on each motor vehicle registered within its county to fund transportation-
related programs and projects. The legislation requires the governing board of the countywide 
transportation planning agency to adopt an expenditure plan that details the programs and 
projects that would be funded with surcharge revenues. The expenditure plan must demonstrate 
that the programs and projects to be funded with surcharge revenues provide benefits to persons 
paying the surcharge.

As part of its 2010 Legislative Program, VTA will explore the opportunities and challenges 
related to placing a vehicle registration surcharge measure before the voters of Santa Clara 
County at some future election.

CALTRAIN COMMUTER RAIL SERVICE

Caltrain is a 76.8-mile daily commuter rail service that runs between San Francisco and Gilroy.  
It operates on railroad track owned by the Peninsula Corridor Joint Powers Board (JPB) between 
San Francisco and the Tamien Station in San Jose, and on Union Pacific Railroad track between 
the Tamien Station and Gilroy. Currently, Caltrain runs a total of 98 weekday trains.

Caltrain is administered through a Joint Powers Agreement (JPA) that was executed by the City 
and County of San Francisco, the San Mateo County Transit District (SamTrans), and VTA.  
Three JPB members are appointed from each of the three counties, and SamTrans serves as the 
managing agency. Currently, Caltrain is partnering with the California High Speed Rail 
Authority on the Peninsula Rail Program, which proposes to build the necessary infrastructure to 
electrify the Caltrain service and provide the facilities that are needed for future high-speed rail
along the Peninsula Corridor.
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Funding for Caltrain operations and capital projects comes from the three partner agencies. 
Given that all three member agencies are experiencing financial hardships that impact the public 
transit service that they provide to their local communities, it is important that they work closely 
together to determine how to best meet future ridership demand for Caltrain with the limited 
resources available.

As part of its 2010 Legislative Program, VTA will:

• Work collaboratively with San Francisco Muni and SamTrans to fund Caltrain system 
improvements that provide cost-effective benefits for current and future passengers.

• Advocate on behalf of Santa Clara County Caltrain passengers to ensure that they receive 
high quality service.

CAPITOL CORRIDOR INTERCITY RAIL SERVICE

The Capitol Corridor is a 170-mile intercity rail service that runs between Auburn/Sacramento 
and San Jose. Service consists of 32 weekday trains between Sacramento and Oakland, and 14 
daily trains between Oakland and San Jose. The Capitol Corridor Joint Powers Authority 
consists of two representatives from each of the eight counties that the Capitol Corridor serves. 
Funding is provided by the state, and the Bay Area Rapid Transit District (BART) serves as the 
managing agency.

As part of its 2010 Legislative Program, VTA will advocate for improvements to the Capitol 
Corridor service as identified by the Joint Powers Authority.

DUMBARTON RAIL PROJECT

The Dumbarton Rail Project calls for providing commuter train service from the East Bay to the 
Peninsula over the existing Dumbarton Railroad Bridge. The current schedule contemplates
three trains during the morning peak hours and three trains during the evening, with a transfer at 
the Redwood City Caltrain Station. VTA is one of four project partners, along with Alameda 
County, San Mateo County and MTC. However, the project faces several obstacles, the most 
significant of which is a $400 million capital funding shortfall.

As part of its 2010 Legislative Program, VTA will:

• Advocate for providing enhanced express bus service in the Dumbarton Bridge Corridor. 
The plan should include direct service to the Stanford Research Park in Palo Alto and the 
Shoreline Area of Mountain View.

• Work collaboratively with MTC and the project’s other partners to identify revenue sources 
to close the capital funding shortfall.

OTHER REGIONAL TRANSIT SERVICES

VTA’s transportation network includes other regional public transit services that provide travel 
options for passengers requiring longer trips through multiple counties. VTA participates in 
these partnerships through JPAs, not through direct representation on a board of directors. 

14.a



Page 21 of 21

Through these partnerships, VTA is able to provide Santa Clara County residents and workers 
with a wealth of transportation alternatives. These services include: (a) the Dumbarton Express, 
which provides bus service from the East Bay over the Dumbarton Bridge to northern Santa 
Clara County; (b) the Highway 17 Express, which provides bus service between Santa Cruz 
County and downtown San Jose; (c) the Monterey-San Jose Express, which provides bus service 
between Monterey County, Gilroy, Morgan Hill, and downtown San Jose; and (d) the Altamont 
Commuter Express (ACE), which provides commuter rail service between San Joaquin, 
Alameda and Santa Clara Counties. VTA’s long-term commitment to these services is reflected 
in its 2000 Measure A Expenditure Plan, which includes capital funding for ACE and the 
Highway 17 Express.

As part of its 2010 Legislative Program, VTA will work collaboratively with its partners in these 
regional public transit services to identify any cost-effective capital and operational 
improvements that would provide benefits to their passengers.
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