INTRODUCTION

The Santa Clara Valley Transportation Authority
(VTA) has prepared this Supplemental Environmental
[mpactReport (SEIR) in accordance with the California
Environmental Quality Act (CEQA), Public Resources
Code 21000 et seq.; and the CEQA Guidelines,
California Administrative Code, 15000 et seq. Per
CEQA Guidelines Section 15163(2)(b), a supplement
to an EIR “need contain only the information necessary
to make the previous EIR adequate for the project
as revised.”

The SEIR updates information presented in the
Silicon Valley Rapid Transit Corridor-BART Extension
to Milpitas, San Jose and Santa Clara - Final Environ-
mental Impact Report (November 2004). The VTA
Board of Directors certified the Final Environmental

ImpactReport (FEIR) in December 2004 in accordance

with CEQA. Analysis of the Bay Area Rapid Transit
Extension to Milpitas, San Jose and Santa Clara
(BART Extension Project) presented in the FEIR was
based on 10 percent design plans prepared during the
Conceptual Engineering design phase of the Project.
Following approval of the BART Extension Project by
the VTA Board, the Preliminary Engineering design
phase began, taking design plans to the 35 percent
level. This SEIR describes the design changes and
evaluates the associated environmental impacts of the
Project at the 35 percent design level. The SEIR also
covers substantive new information since certification

of the FEIR.
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The BART Extension Project would begin at
the planned BART Warm Springs Station (to be
implemented by 2013) in Fremont and proceed on the
former Union Pacific Railroad (UPRR) right-of-way
(ROW) through Milpitas to near Las Plumas Avenue
in San Jose. The extension would then descend into

a subway tunnel, continue through downtown San Jose,

BART EXTENSION
PROJECT
DESCRIPTION
OVERVIEW

and terminate at grade in Santa Clara near the Caltrain
Station. The total length of the alignment would be
16.1miles. Sixstations are proposed with an additional
future station in Milpitas. Passenger service for the
BART Extension Project would start in 2016, assuming

funding is available.
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DESIGN CHANGES

Several design changes occurred as the BART
Extension Project moved from the 10 percent Con-
ceptual Engineering design phase to the 35 percent
Preliminary Engineering design phase. The following
discussion lists and briefly describes the design
changes by city (Fremont, Milpitas, San Jose, and
Santa Clara). Summary tables of the changes are
provided atthe end of each city’s section. These tables
also indicate the environmental analysis sections
in this SEIR that include a discussion of potential
environmental impacts or benefits associated with a
particular design change. Design changes that result
in impacts and the mitigation measures proposed
to avoid or minimize these impacts are included in
Section 1.5.

Several options for the BART Extension Project
alignment, station configurations, and other features
are presented. These options will be finalized during

subsequent engineering phases of the Project.

1.3.1 CITY OF FREMONT

Design changes in Fremontinclude: the addition
of two aerial alignment options from north of Mission
Boulevard to East Warren Avenue; the addition of

electrical facilities; the identification of access ease-

ments/roads; the elimination of a locomotive wye
option; the addition or relocation of crossover tracks;
a slight modification to the configuration of the Kato
Road underpass; and the inclusion of a railroad in-
trusion detection system, which would also be
installed in the cities of Milpitas, San Jose, and Santa
Clara. The design changes are listed in Table 1.3-1
and shown in Figure 1.3—1. A full description of each

design change in Fremont is provided in Section 3.2.1.

see Table 1.3-1 and Figure 1.3-1 >>
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NO. PROJECT FEATURE

Mlission Boulevard o East

FEIR

Warren Avenie BART gl
Electrical and communication
facilities near East Warren Access ho site not discussed
Avenue
Whe opton loczted
Lacomative wye (Fremont) approdmmately 08 miles south
| af East Warren Avenue
Crossover tracks near Kato Road | Mot applicable
Fato Boad reconstructed as an
Fato Foad underpass underpass with an & percent
grade
Electrical and communication | Trection power substation at
facilites near Scott Creek this bacation
Railroad intrusion detection Mat applicable

SEIR

TABLE 1.3-1:

Design Changes in the City of Fremont

ENVIRONMENTAL

AMALYSIS SECTION

system’

Retain al grade alignmenl; add | Notse and Vibration; Visual
Aedal Option and Aerial East | Choality and Aesthetics;
Oipbicn Construction
Add acoess easmentroad to . .
Missian Falls Court Sorioschnmicy
Biological Resources and
Eliminate wye locabion opbion | Wetlands; Socioeconomics;
Construction
Add crossover tracks both narth | 4,0 o
and south of Kaio Road Maise and Vibration
Change to a 5 peroent grade Socioeconomics;
Construction
Retain traction powver subst; add : AT
: p o Sociveconomics; Visual
train cntrd building; add acoess
easement’road to hilmant D, uality and Aesthetics
;mzdmrallmad intrusion detection Gecrisiy mrw System Salieky

proximity to BART.

1 The railroud intrusion detection system would also be installed in Milpitas, San Jose, and Santa Clara where freight trains operate in close

Design Change 1. Mission Boulevard/

East Warren Avenue Alignment.

Q In the FEIR, the BART alignment would travel
at grade over the Mission Boulevard underpass.
South of Mission Boulevard, the BART alignment
would be at grade and other agencies
would reconstruct East Warren Avenue as a

roadway underpass.

Q Inthe SEIR, there are three options for the
BART alignment from Mission Boulevard to
East Warren Avenue. One option is the at
grade configuration already analyzed in
the FEIR. The two additional options include
an Aerial Option and an Aerial East Option
where BART would transition into an aerial
configuration from just north of Mission
Boulevard to south of East Warren Avenue.
Under the aerial options, no improvements

would be required for East Warren Avenue to

accommodate the BART alignment.

Design Change 2. Electrical and Commu-

nication Facilities near East Warren Avenvue.

Q In the FEIR, a traction power substation and
train control building are located south of East
Warren Avenue and east of the railroad ROW;

however, access to the site is not discussed.

3 Inthe SEIR, this location is retained with an
access easement/road connecting the site with

Mission Falls Court.

Design Change 3. Locomotive Wye (Fremont).

Q Inthe FEIR, one option for the locomotive
wye would be located in Fremont on an
undeveloped parcel on the west side of the
corridor, approximately 0.8 miles south of East
Warren Avenue. The other option would be

located in Milpitas.

SILICON VALLEY RAPID TRANSIT CORRIDOR DRAFT SEIR / 4



q-c“ @\i = LEGEND
% W‘s | D Warm Speings BART Station
ity % 1 A Grade (Surface/Ground Leve)
ses Retained Filar Aerial
== was Retained Cut Trench)

Warm 5prings o “ Do e
: e w BART Extension to Warm Springs

DESHGN CHARGES [N FREMONT

) || End Warm Springs 1
Extenslan Mission Baulevard/East Warren
Awvenue Alignment {add sena/

opnis}

2 Blectrical and Communlcation
Facilities Near Exst Wamen Avenue
ek poess )

—1 3 Locomative Wye {Fremont) fdp
g spdianal wye focation)

& Crossover Tracks near Kain Road
(i rossover Do)

5 Kato Road Underpass {change mad 1o
% guade)
6 Electrical and Communication

Facilities near Scott Creak jadd
commuict fociity and aocess mad)

T Railroad Intrusion Detection System
{ckf e intrusion deteetion

sysem)

'_; MILPITAS i mm i

Figure 1.3-1: Design Chnages in Fremont
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Q In the SEIR, the Fremont wye location
option is eliminated. The option in Milpitas is
retained, plus an additional option (see

Design Change 13).

Design Change 4. Crossover Tracks near
Kato Road.

0 Inthe FEIR, there are no crossover tracks north

or south of Kato Road.

0 Inthe SEIR, crossover tracks would be located
both north and south of Kato Road.

Design Change 5. Kato Road Underpass.

Q Inthe FEIR, the BART alignment would cross
at grade on a new bridge structure over Kato
Road, which would be reconstructed as a
roadway underpass. The slope of Kato Road

would be an 8 percent grade.

3 In the SEIR, Kato Road would also be
constructed as a roadway underpass.
However, the slope would be a 5 percent grade

making the profile of Kato Road slightly longer.

Design Change 6. Electrical and Commu-

nication Facilities near Scott Creek.

Q In the FEIR, a traction power substation is
located south of Scott Creek and west of the
railroad ROW.

0 Inthe SEIR, this location is retained with an
access easement/road connecting the site with
Milmont Drive. The site would also include a

train control building.

Design Change 7. Railroad Intrusion

Detection System.

Q Inthe FEIR, a railroad intrusion detection system

is notincluded.

O Inthe SEIR, this system would be installed along

the railroad corridor in Fremont.'

1.3.2 CITY OF MILPITAS

Design changes in Milpitas include: the addition
of one alignment option at Dixon Landing Road;
the addition or relocation of crossover tracks; the
addition orrelocation of electrical and communication
facilities; the identification of access easements/roads;
the potential elimination of a locomotive wye; the
addition of three alignment options south of Curtis
Avenue; and the reconfiguration of Project features at
the Montague/Capitol Station. The railroad intrusion
detection system described for Fremont would also
be installed in Milpitas. The design changes are listed
in Table 1.3-2 and shown in Figure 1.3—2. A full de-
scription of each design change in Milpitas is provided
in Section 3.2.2.

Design Change 8. Dixon Landing Road

Alignment.

Q Inthe FEIR, the BART alignment would travel
below grade in a retained cut under Dixon
Landing Road. Dixon Landing Road would
be supported above BART on a new roadway

structure that would remain at grade.

Q In the SEIR, there are two options for the
BART alignment at Dixon Landing Road.
One option is the retained cut configuration
already analyzed in the FEIR. In addition, an
At Grade Option isincluded. Under this
option, Dixon Landing Road would be
reconstructed as a new roadway underpass
with BART passing at grade over the roadway
on a new bridge structure. An adjacent cross
street to the west of the railroad ROW, Milmont
Drive, would be lowered due to the slope of

Dixon Landing Road.

Design Change 9. Berryessa Creek.

Q In the FEIR, BART would pass over Berryessa
Creek on a new 100footlong bridge.

Q Inthe SEIR, BART would cross over Berryessa
Creek on a new double box culvert.

1 The railroad intrusion detection system would be installed not only in the City of Fremont but also in the cities of Milpitas, San Jose, and
Santa Clara where freight trains operate in close proximity to BART, such as where both trains are operating at grade in the corridor.
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10

NOTE;

PROJECT FEATURE '

Berryessa Creck

Crossover tracks between
Bermyessa Creek and Raifraod
Court

Electrical and cornmunication
Facilitves near Railroad Court

High rail vehicle access south of |
Calaveras Boulevard

Locomotion wye (Milpitas)
Curtls Avenue to Trade Zone
Beulevard

Crossover tracks north of
Montage Bopressway

Electrical facliies north of
Montague Bpressway

hdontagueCapitol Sition

Drepth of retined south of
East Penitencia Channel

BART in a retained cut

BART crosses over creek an a
100-foot-long bridge

Crossover tracks near Railroad

Court

Ancess to site not discussed

High rail vehicle acoess at this
location

Locomaobive wye located east of

the raifroad ROW bebween
Curtis Avenue and Montague

Expressway

BART in a long retained cut

Crossover tracks located ina

retained cut nocth of Montague
Expressway

Traction power substabion at
this locatian

Three- to five-level parking

structure on 3.4 acres at
Montague Capltol Staton; bus
transit cerrer south of South
Milpitas Boulevard; radio tower
at the northweest comer of
parking garage

Depth of retained cut from

south of East Penitencia Channel
te south of Trade Zone
Boulevard approsimately 30 feel
bebow grade

| Retain retained cut alignment;

add At Grade option

BART cross over creek
omn a double box
culvert

Eliminate crossover tracks near
Railroad Court, add erossover
tracks ko the nogth

Add access easementiroad to
Railroad Court

Retain high rail vehicle acoess;
acdd acoess easement/road to
Railroad Avenue

Retain location under the
Retained Cut Long and Aerial
Long optons; add & Mo Wye
Crotion associated with the
Retained Cut Short and Aerial
Shart oplions

Retain long retained cut
alignoment; add Retaired Cut
Short Otption, Aerial Long

| Option, and Aerial Short Option

Retain crossover iracks; other
lecations vary depending on
alignment chasen for south of
Curtis Avenue

Retain location under the
Retzined Cut Long or Aeral Long
options; under the Retained Cut
Shart or Aerial Ahort options,
aubstation located immediately
narth of Fiper Didve

Add a Parking Structure Option
with Surfzce Parking with a
four- bo eight-level parking
structure an 2 acres with
addibional surface parking: add
a Surface Parking Option with
no parking structure; bus transil
center north af South Milpitas
Boulevard; radio tower at

the southwest comer of the
station area

Under the Retained Cut Long
and Retained Cut Shart options,
depth between 10 and 30 fest
below grade

TABLE 1.3-2:
Design Changes in the City of Mil

ENVIROMMENTAL
AMALYSIS SECTION

| Maise and Vibration;
| Construction

! Biological Respurces and
Wetlands; Water Rescarces,
Wiater Chuality, and Floodplains:
Constructon

Moise and Vibration

Sodoeconomics; Visual Cruality
and Aesthetics

Socioeconamics

Sorioeconamics

Hazardous Materials;

Moisa and Vibration;

| Sacloeconamics; Wisual Cualiky
and Aesthebos; Construchon

Moise and Vibration

Moise and Vibration;
Sovipeconomics; Visual Chality
and Aethetics

Air Cuality; Moise and Vibration;
Socipeconomics; Transportation
and Trarsit; Visual Cruality and
Agzsthetics; Water Resources,

Wiater Quality, and Foodplains

Moise and Vibration

A The railroad intrusion detection system described in Desigen Change 7, Railroad Intrusion Detection System, would also be installed in Milpitas
wihere freight trains operate in close proximdfy fo BART,
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Figure 1.3-2: Design Changes in Milpitas
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Design Change 10. Crossover Tracks be-

tween Berryessa Creek and Railroad Court.

3 Inthe FEIR, crossover tracks would be located

near Railroad Court.

3 Inthe SEIR, the crossover tracks located near
Railroad Court are eliminated. Instead,
crossover tracks would be located to the north

towards the Berryessa Creek crossing.

Design Change 11. Electrical and Commu-

nication Facilities near Railroad Court.

0 Inthe FEIR, a high voltage substation, traction
power substation, switching station, and train
control building would be located north of
Railroad Court on the west side of the railroad
ROW:; however, access to the site is not

discussed.

0 Inthe SEIR, this location is retained with an
access easement/road connecting the site with
Railroad Court.

Design Change 12. High Rail Vehicle Access.

Q Inthe FEIR, a high rail vehicle access point
would be located south of Calaveras Boulevard
(State Route 237).

3 Inthe SEIR, this location is retained with
an access easement/road connecting to

Railroad Avenue.

Design Change 13. Locomotive Wye (Milpitas).

Q Inthe FEIR, one option for the locomotive
wye would be located north of Montague
Expressway and east of the railroad ROW. The
other option would be located in Fremont.

Q Inthe SEIR, there are two options for the
locomotive wye. One option includes
constructing a new wye in Milpitas in the same
location as that described in the FEIR. The
second option considered is no wye atall.

There is no longer a wye option in Fremont.

Design Change 14. Curtis Avenue to Trade

Zone Boulevard.

Q Inthe FEIR, the BART alignment would be in a
long retained cut starting from South of Curtis
Avenue and ending south of Trade Zone

Boulevard. BART would continue in a

retained cut past the Great Mall and would
pass beneath Montague Expressway, Capitol
Avenue, and Trade Zone Boulevard, each

of which would be supported above BART

on new roadway structures. The retained cut
configuration would allow a UPRR freight track
to cross the BART alignment on a bridge to gain
access to a new locomotive wye and an existing
spur track that serves three businesses east of
the BART alignment.

Q Inthe SEIR, there are four options for the BART
alignment from south of Curtis Avenue. One
option is the long retained cut configuration
already analyzed in the FEIR. The three
additional options include a Retained Cut Short
Option, Aerial Long Option, and Aerial Short
Option. The Aerial Long Option would also
allow the UPRR freight track to cross the BART
alignment to gain access to industries and
the potential wye east of the railroad ROW.
However, the two short options do not allow for
this crossing. Under either retained cut option,
Montague Expressway, Capitol Avenue, and
Trade Zone Boulevard would require the same
improvements as described in the FEIR. Under
either aerial option, no improvements would be
required for Montague Expressway or Trade
Zone Boulevard. However, Capitol Avenue

would be reconstructed below grade.

Design Change 15. Crossover Tracks North

of Montague Expressway.

0 Inthe FEIR, crossover tracks would be located
north of Montague Expressway in a retained

cut configuration.

3 Inthe SEIR, the crossover tracks would remain
in the same location and configuration under
the Retained Cut Long Option for the alignment
south of Curtis Avenue (see Design Change 14).
Under the Aerial Long Option, the tracks would
be located slightly farther north and on the
aerial structure. Under the Retained Cut Short
Option, the crossover tracks would be located
in the same general location as under the Aerial
Long Option butin an at grade configuration.
Under the Aerial Short Option, the crossover

tracks would be located the farthest north.
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Design Change 16. Electrical Facilities North

of Montague Expressway.

Q In the FEIR, a traction power substation would
be located north of Montague Expressway and
east of the railroad ROW.

0 Inthe SEIR, this substation would remain in this
location under the Retained Cut Long and Aerial
Long options for the alignment south of Curtis
Avenue (see Design Change 14). However,
under the Retained Cut Short and Aerial Short
options, this substation would be located
immediately north of the Piper Drive cul-de-sac
and east of the railroad ROW.

Design Change 17. Montague/Capitol Station.

Q Inthe FEIR, a three to five level parking structure
would be constructed on 3.4 acres at the north
end of the station area. A radio tower would be
located atthe northwest corner of the parking
structure, either alongside or on top of the
structure. A bus transit center would be located
to the south of both the porking structure and
South Milpitas Boulevard, which would be
extended into the station area from Montague

Expressway to Capitol Avenue.

O Inthe SEIR, there are two new options for
parking in the station area. Under the Parking
Structure with Surface Parking Option, a fourto
eight level parking structure on two acres would
be inthe same general location as described
in the FEIR. New property acquisition would
include the areas east and west of Gladding
Courtto be designated as surface parking and/
or future transit facilities. Additional surface
parking and/or future transit facilities would
be located as needed within the station area.
Under the Surface Parking Option, the area
where the parking structure would be located
under the Parking Structure Option would
be for surface parking and/or future transit
facilities. The areas east and west of Gladding
Court would be acquired and used for
surface parking and/or future transit facilities.
Additional surface parking and/or future transit
facilities would be located within the station
area. Under either parking option, the bus
transit center would be located north of the
South Milpitas Boulevard extension. The radio
tower would be located west of the railroad
ROW and south of South Milpitas Boulevard.

The configuration of the station would vary
depending on the option chosen for the
alignment south of Curtis Avenue (Retained Cut
Long or Short Options, Aerial Long or Short
Options — see Design Change 14). Ifeither
retained cut option were chosen, the station
would include two side platforms, as described
inthe FEIR. If either aerial option were chosen,
the station would include a center platform in an

aerial configuration.

Design Change 18. Depth of Retained Cut
South of East Penitencia Channel.

Q In the FEIR, the depth of the retained cut
from south of East Penitencia Channel to
Trade Zone Boulevard is approximately
30 feet below grade.

0 In the SEIR, under the Retained Cut Long and
Retained Cut Short options for the alignment
south of Curtis Avenue (see Design Change 14),
the depth is generally less than 30 feet. Along
the shallowest portion of the retained cut, the

depthis only 10 feet below grade.

1.3.3 CITY OF SAN JOSE

Design changes in San Jose include: the addition
or relocation of electrical, communication, or vent-
ilation facilities; the identification of access ease-
ments/roads; the adjustment in the depth of some
of the retained cuts; the reconfiguration of Project
features at the Berryessa, Alum Rock, and Diridon/
Arena stations; the elimination of the Civic Plaza/
SJSU and Market Street stations; the addition of the
Downtown San Jose Station; the addition or
relocation of crossover tracks; the modification of the
tunnel alignment in some locations; and other minor
changes. The railroad intrusion detection system
described for Fremont would also be installed in San
Jose (see Design Change 7). The design changes are
listed in Table 1.3-3 and shown in Figures 1.3-3 and
1.3-4. A full description of each design change in
San Jose is provided in Section 3.2.3. The yard and
shops facility, which is partially located in San Jose but
mostly located in Santa Clara, is discussed in Section

1.3.4 for design changes in Santa Clara.
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20

23

B3
Cn

B3
o~

PROJECT FEATURE '?

b Bectrical Facilities south of Trade

Zone Boulevard

[Depth of retamed cut Hosletber
Road to Sierra Road Lundy

Avenue

Communcation facilies south
af Hostetter Road

Electrical and communicaion
facilities near Berryessa Road

TABLE 1.3-3:

Design Changes in the City of San Jose

Traction power substation at
this location

Diepth of retained out from
north of Hostetter Road fo south
of Slerra Road Lundy Avenue
bebwean 20 to 50 feet below

grade
Mok applicable

Traction power substation

located north of Berryessa Road
either near Aschauer Court or

Berryessa Road

Berryessa Station

Crossover tracks and pocket track
near Berryessa and Mabury roads

Parking structure located
nartheast ar southwest of
Bermyessa Station; acoess from
Bemyessa Road from a new
street alomg the west side of the
railrod FOW.: up bo 400 vendor
stalls would be displaced at the
San Jose Flea Market

Three crossower tracks and a
pocket track located on aertal

guideway from Berryessa Station

to south of Mabury Koad

Electrical and communication
facilities near Mabury Road

High rail vehicle acoess south af |
hdabury Road

Mzintenance of way siding track

High voltage substation located
narth of Mabury Foad and east
of the railroad ROW; high
woltage line along the north side
of Mebury Road that connects
to &n existing Pacific Gas &
Electric (PG&E) high voltage
line mear the inkersection of
Mlabury and King roards; site
ndudes switching station, gap
breaker station, and train
conirel building

High rail wehicle access at this
loeation with access road to San
Jose Mabury Yard

Mok applicable

East unnel portal located north

Tunnel portals

Tunne] cross passages

Weniilation structure south of
Las Flumas Avenue

of Las Flumas Awenue; cut and
cover excavation is approdmatehy
600 feet long; west tunnel partal
located west of 1-880: cut and
cover excavation is
approvdrately 1000 feet long:
turnel portal equipment rooms
nat discussed

Cross passages spaced every

650t 800 feet

Ventilztion structure/shaft
located bebween Las Flurmas
Awenue and Lower Silver Cresk

track south of Mabury Road

Fetain traction power substation;
add two potental kocations for
access easement’rd, o Cume D

Depth balwean 10 and 35 [eel

below grade

Audd train contral building south

of Hostetter Road and east of
the railroad ROW

Substation located south of
Berryessa Road under the BART
aerial structure at the north end

of the Berryessa Station area

Audd & Parking Structure with
Surface Parking Option with a
4- to A-level parking

structure on 3.4 acres; add 2
Surface Parking Option with no
parking structure; add access
road east of railroad ROW and
narth af habury Road; change
configuration of access road off

Berryessa Road

Two crossaover tracks and &

pocket track from Berryessa
Station to Mabury Read

Changg location of fadlities

to south of Mabury Road and
west of the milroad EOW,

add twa options for high voltage
line connection: Mabury
Linderground Option and Las
Flumas Overhead Option; add
access easementroad to

DOT Way

High rail vehicle access farther
south wy access easementroad

b Micora Avenue

Add a maintenanoe of way siding

East tuninel portal located near
Las Plhumas Avenue, cut-and-cover
excavation reduced to appro.
150 feet; wes! lunnel partal
located near Newhall Strest;
cut-and-cover excavation
reduced to approximateby 200 fi;
add tunnel partal equipment
ROMS

(Cross passages spaced every
200 to 800 feet

Drrop ventilation structure/shaft
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ENVIRONMENTAL
AMALYSIS SECTION

Moise and Vibration;
Sodoeconamiles

Moise and Vibration;
Construction

Socdeeconomics; Wisual Cuality
and Acsthetics

Moise and Vibration;

Sodeecanomics: Visual Clualiby
and Aesthetics

Adr Chuality; Biological Resources

and Wetlands; Moise and
Vibration; Sodoeconomics;
Transportation and Transit;
Visual Quuality and Aesthetics

Moise and Vibration

Moise and Vibration; Visual

Cruality and Assthetics

Soroeconomics

Moise and Vibration;

Socioeconomics

Socdeeconomics; Constructon

Security and System Safety

Wisual Quality and Aesthetics




NQ.

PROJECT FEATURE'? FEIR SEIR ENVIROMMENTAL
AMALYSIS SECTION
: Motse and Vibration;
Gap breaker station near . ' Add gap breaker station north of ; : .
Mot applicable Marburg : Sodosconamics; Visual Chuality
Martrurg Way b and Aesthetics; Construdtion
Tunmel curves under LIS 101 in S
; : Shift aligroment bo the east to
; conflictwith abandoned bridge : : Moise and Vibmatia
E L Migsan) foundationsat LS 101/McKee ?;“;ldd;m:”'“d bridgs e
RoedJulian Street interchange
3 to Sevel parking Change to 5-level parking
structure on 4.2 acres; tracion | structure on 3.9 bo 6 acres; Air Cruality; Community Services
power substation located traction power substation located | and Fadlities; Moise and
urderground at the soutvwest | #boveground at the north end | Vibration; Security and System
Alum Rock Station end af the station beneath of the station; add am awdliary | Safety; Transportation aned
28th Street; bwo venls shafts; pewer substationy; change Transit; Visual Quality and
no BART Transit Folice Station: | location of vent shafts; add vent | Aesthebics; Construction
slip ramp provides direct acoess | shafts; add a BART Police
from parking garage to LS 101 | Transit Station; drop slip ramp
Add facility at the northesest Moise and Vibration;
f;fjbsm”m near Mot applicable comer af East Senta Clara and. | Socioeconarmies; Visual Quality
et 2Ind streats and Aesthetics;Construction
Ventilation structure/shaft
Ventilation struchre near located soulh of East Santa Clara | Eliminate venblabon structurs Visueal Chuality and Aesthetics
10th Street Strest on the east stde of 20th | shaft
Street
Ventilation stricture/shaft Four alternate sites include the
located at the northavest comer | lacatian in the FEIR, plus three
Ventilation stnschre west of of East Santa Clara and 13th locations south of Eaxst Sanla Moise and Vibradon:
: i streets Clara Street: one between 16t | Sodosconomies; Viswal Cheality
" and 17th streets and bvo between | and Apsthetics; Construction
15th and 16th; add auxiliary
power substation
; Add faclity at the northwest | Culural and Histode Resouoroes;
Cop burkarsition nee Nt applicable comer of East Santa Claraand | NNoise and Vibratior,
gth Sireet oth streets Socioeconomics; Vissal Cuality
and Aesthetics; Constructian
Station located underground
etween &ih and WM STEets | Consolidate station with Market L
Crvic Plaza/S[51 Station i chrcetba: veint bt Sireet Station Ir_‘lho a single 10ed
located at either end of the dawntown station
stabon
Crossover tracks located in Crossover tracks within
tunnel west of Civic Mlam/S[SU | Downtown San fose Station bog : q
Dewsmitowvn San Jose Crossover Statior crossover bax crossover portion of bax Mpise and Vibration

Dhewsmicavn San Jose Station

Market Street Station

approwimately 685 feet long

Moot applicable

Station kocated underground

between 15t Street and Almaden
Avenue; station enlrances
betvesn 2nd Street and Almaden
Avenue; vent shafts located at

either end of the station

approxdmately 535 feet long

Add station between 4th and
San Pedra streets; station
enirances located between 2nd
and San Pedro strects; add vent
shafts; add action power sub-
station and adliary power
substation

Consolidate station with Civic
Flaza/S]=1) Station inko a single
downkowm station
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Cultural and Historic Resources;

Energy: Geology, Soils, and
Selsmicity; Hazardous Materials;
Moise and Vibration;
Socioeconomics; Transportation
and Transit; Lltlities; Visual
Cuality and Aesthetics;

Constructon

Cultural and Historic Resources;
Socioeconarmics




PROJECT FEATURE'? FEIR SEIR ENVIROMMENTAL
AMALYSIS SECTION
Shift station away fram the
Caltrain tracks; shifl tunnel
Station under the Calrain tracks; | T8 o e 50U Form fhe
one vent shatt located at each el ey atead'tl J"I:JIQ‘LIE]][}'; Hazardous Materials;
DiridoryArena Sationand | endaf the station; d-8level oy oo caion: 4 evel parking | HoSe and Vibration:
alignment parking structure on 28 acres | o 4.5 acres west of | vcoecanomics; Transportation
earst of HP Favilion plus 4-6 level HP Favilion: el : and Transit; Visual Quality and
parking structure southeast of m‘“"’l"’;‘”ﬁl"; ast‘" " D&"gm“ "“IE‘SEE Aesihetics; Construction
San |ose Diridon Caltrain Station Diridan Station; add No Parking
Oiption; add bwa options for bus
transit center
; [
Substation located at the east | Substatian ] st 6 this , , :
Traction power substabion near ll;ﬂ'ld af the Diridon/ Area Station | Caltrain tlr;dcs at mg?maeasr kzttmﬁﬂ?q}ﬂmc ﬁ?ﬂmﬁﬂ.
[DHridon/Arena Station ebween Autumn and Whi : !
Meriigmery streets comer of While and West Santa | Chuality and Aesthetics
= & Motse and Vibration;
Gaplzkeak‘:rslabunnear Natapplicable Iﬂfwﬂt}}n{z{rﬁld?’h;ﬁdﬂmeﬂa Socioeconomics; Visual Quality
Momison Avenue westof Morrison Avenue | oy oberies Construction
Eliminate e two faclitdes in the
FEIE; add fve altemnate locabions
Orne ventilation structurefshaft | forone facility: one on the west
located west of Stockton Avenue | side of Stocklon Averue near | Cultural and historic Resources;
Wentlation stnachure near and nonth of Cinnabar Sireet, | Schiele Avenue; bwo on the east | Nolse and Vibration;
Stockion Avenue the other located east of side of Stockton Avenue, also Sociceconomics; Visual Cualiby
Stockbon Avenue and nodh of | near Schicle Avenue; and bvo and Aesthetics; Construdion
Taylor Street an the east side of Stackton
Awere near Villa Avenue; add
auxilizry power substation
” - Add fadility at the southwest Maise and Vibration;
E:E&?;hrga::;snmn Tew Mat applicable comer of Stockion Avenue and | Socipeconomics; Visual Cuality
i Emary Sireet and Aestheties; Construction
Tunnel near Hedding Street
Tunnel sllgnment near nuns along the east side of the | Tunnel is shifted bo the east and | oo 214 Vibration:
Hedding Street Galtmainradlroad ROWand | ascends at 1880 tunmel portal | 4000 momics; Construction
B ascends south of 1-880; unnel | north of Newhall Street ;
portal south of MNewhall Street
: Ventilation structure/shaft L ; ) :
?n{_l;l;&un struchare south lexcsbed seibh oF LAA0 and east Esﬂunahe venblation stucturs | Wisual Cluality and Aesthetics
of the Caltrain railroad ROW
Drepth atapprocdmately 2060 | Depth at approsimatehy 20 to
Depth of tunnel bores &0 feet below ground surface to | 75 feet below ground surface to | Woise and Wibration
lop of tunnel bores top of tunne] bores
Crossover tracks near the west Crossover tracks located in i
tunrnel partal Mat applicable retained cut north of tunnel Naise and Vibratiom
portal

NOTE:

1 The raffroad intrusion detection system described in Design Change 7, Ratfroad Intrwsion Detection System, world also be installed in San Jose

wwhere freight trains opencte in close proxiedty fo BART

2 The yard and shops facility, which is pertially located in San Jose but mostly located in Santa Clara, is described in Design Chunge 51 in Santa Clara,
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Figure 1.3-3: Design Changes in San Jose

Design Change 19. Electrical Facilities Design Change 20. Depth of Retained Cut
South of Trade Zone Boulevard. from Hostetter Road to Sierra Road/Lundy

Q In the FEIR, a traction power substation is Avenue.

located south of Trade Zone Boulevard and Q In the FEIR, the depth of the retained cut from

west of the railroad ROW. north of Hostetter Road to south of Sierra Road/
Q |n the SEIR, this location is retained with a two Lundy Avenue varies from approximately 20

potential locations for an access easement/ to 50 feet below grade. The deepest portions

road connecting the site with Qume Drive. are under the Hostetter Road and Sierra Road/

Lundy Avenue overcrossings.

Q Inthe SEIR, the depth varies from approximately
10to 35 feet below grade.
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asor upg ui sabupy) ubisaq :p-g°| 24nbiyg

Aoy =
JEIEE G0 SNUSAY UOSLIOEY g =

T UOIRIS RORWA RS g | — \
{SAOny e pon

it 3a0u) UDGEIS BURIYUCRING
IR UONESORS a4 UooR| £

foutajey

R A0l 9 po Sunido

Ppo pup uppod umy Juaniye

U fALUT i) wawuiy

e UoREIS PUNVUPIND T

LTS JBRUS IR

dip) ungens 125 e L

fuiIg 2505 DT UMD
O] UDRIE 3500 LES WMDLMA) (e
[IAIFSE LML LIS
RADSSOL) 507 URS UMOILMOY GE

BRI (157500 04T
i) UOJIRIS NSIS/ETRIA IND) B

oy jEisE oe) 1R
i Jeau Liogjes sapEig den f§

s annns
NN S0 SN
oY Fp) A Shake)

10153\ ANANNS UOIENLEY OF
LBy
T o) 13015

07 13U AUNLINIS UONBIRA G
oy il )

1AG PUET S SgENg deg E

{2 107) 3507 KV NESIINVHD N30

-----

F50r NYS

F.J.

.ﬂ* ..._...m__.
X/
o

faedy Keicsean ppe) |2y [auung
15 U R TR SMOTEIT)
(i 0 yap
afiumgs) samg [auun jo idag G

{mysannIs
e ) 0gs-
19 4INS AIMANIG UORRINLEA, G

L UL A

P03 2 0] JuuBe L) J2ang
Buippay Jeau by jaeuny £

(o) KDL poo) 13a0g
fanar3 see uoners syRig deg o

ST AN

LKA S SN

G e aUAKY DG
IBBUANNIE UORRLE, S

GINNILNGY

EXECUTIVE SUMMARY—DESIGN CHANGES / 15



Design Change 21. Communication Facilities

south of Hostetter Road.

Q In the FEIR, a train control building is not
identified south of Hostetter Road.

Q In the SEIR, a train control building would be
located south of Hostetter Road and east of the

railroad ROW.

Design Change 22. Electrical and Commu-

nication Facilities near Berryessa Road.

Q Inthe FEIR, a traction power substation
would be located west of the railroad ROW
and either south of Aschauer Court or north

of Berryessa Road.

In the SEIR, this substation would be located
south of Berryessa Road under the BART aerial
structure at the north end of the Berryessa
Station area. The site would also include a train
control room.

Design Change 23. Berryessa Station.

Inthe FEIR, there are two options for the parking
structure. One option includes a three-to six-
level parking structure on 5.1 acres in the
northeast section of the station area. A second
option includes a three- to six-level parking
structure on 6.2 acres in the southwest section of
the station area. Access to the station area from
the north would be from Berryessa Road via a
new street along the west side of the railroad
ROW. Right-of-way required for this access
road would displace up to 400 vendor stalls at
the San Jose Flea Market.

In the SEIR, the northeast parking structure is
eliminated, and there are two new options

for parking. Under the Parking Structure

with Surface Parking Option, a four-to six-

level parking structure on 3.4 acres would be
constructed in the same general location as the
parking structure in the southwest section of the
station area described in the FEIR. Property
would be acquired to the east of the railroad
ROW and north of Mabury Road. This area
would be designated for surface parking and/
or future transit facilities. Access to this eastern
parking area would be from a new access road
off Mabury Road. A new traffic signal would be
installed at the intersection of this new road and
Mabury Road. Additional surface parking

and/or future transit facilities would be located
as needed within the station area. Underthe
Surface Parking Option, the area designated
for the parking structure under the Parking
Structure with Surface Parking Option would
be designated for surface parking only and/
or future transit facilities. Additional surface
parking and access would be provided as
described under the Parking Structure with
Surface Parking Option. Under either option,
access to the station area from the north would
be from Berryessa Road via a new street along
the east side of the railroad ROW.

Design Change 24. Crossover Tracks and

Pocket Track near Berryessa and Mabury Roads.

0 Inthe FEIR, three crossover tracks would be

located on the aerial structure from south of
Berryessa Station to south of Mabury Road. A
pocket track would be located between the
three crossover tracks.

0 Inthe SEIR, the crossover tracks located south of

Mabury Road are eliminated. Two crossover
tracks and a pocket track would be located
on the aerial structure from south of Berryessa
Station to Mabury Road.

Design Change 25. Electrical and Commu-

nication Facilities near Mabury Road.

Q Inthe FEIR, a high voltage substation, switching

station, gap breaker station, and train

control building would be located north of
Mabury Road and east of the railroad ROW.
Approximately 1,400 feet of new high-voltage
line would run from the substation along the
north side of Mabury Road and connectto an
existing Pacific Gas & Electric (PG&E) high-
voltage line near the intersection of Mabury

and King roads.

In the SEIR, this location north of Mabury Road
and east of the railroad ROW is eliminated.
Instead, these facilities would be located south
of Mabury Road and west of the railroad ROW.
An access easement/road would connect the
site to DOT Way, a private street that leads to
the City of San Jose Mabury Yard. There are
two options for a high-voltage line connection
from the high voltage substation to the PG&E
Mabury Substation, which located south of the
King Road/Las Plumas Avenue intersection.
Under the Mabury Underground Option, the

SILICON VALLEY RAPID TRANSIT CORRIDOR DRAFT SEIR / 16
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new line would run underground within the
ROW of Mabury Road beginning at the high
voltage substation and extending to King
Road. An existing PG&E high-voltage line on
King Road would be upgraded, extending for
approximately 2,500 feet from Mabury Road
to the PG&E Mabury Substation. Under the
Las Plumas Overhead Option, the new line
would begin at the high voltage substation,

run south along the BART alignment, continue
along Marburg Way, then along Las Plumas
Avenue to King Road. The existing PG&E high-
voltage line on King Road would be upgraded,
extending for approximately 550 feet to the
PG&E Mabury Substation.

Design Change 26.High Rail Vehicle Access.

In the FEIR, a high rail vehicle access point
would be located south of Mabury Road with
an access road connecting to the City of San
Jose Mabury Yard.

In the SEIR, the high rail vehicle access point
would be located slightly south of the location
described in the FEIR with an access easement/

road connecting to Nicora Avenue.

feet to minimize property acquisition. The west
tunnel portal would be near Newhall Street
and the length of cut-and-cover excavation
required between the portal and headwall is
reduced to approximately 200 feet to avoid
conflict with the I-880 bridge foundations. At
each tunnel portal, an aboveground structure
would provide access leading down to an

equipment room.

Design Change 29. Tunnel Cross Passages.

Q Inthe FEIR, cross passages between the two
tunnel bores would be spaced every 650 to
800 feet.

Q Inthe SEIR, cross passages would be spaced
every 300 to 800 feet.

Design Change 30. Ventilation Structure

South of Las Plumas Avenue.

0 Inthe FEIR, a ventilation structure and vent shaft
is located between Las Plumas Avenue and

Lower Silver Creek.

Q In the SEIR, this facility is eliminated.

Design Change 31. Gap Breaker Station near

Design Change 27. Maintenance of Way Marburg Way.

Siding Track. Q Inthe FEIR, there is no gap breaker station north
Q Inthe FEIR, a maintenance of way siding track is of Marburg Way.
not located south of Mabury Road. Q In the SEIR, a gap breaker station would

be located north of Marburg Way and east
of US 101.

Q Inthe SEIR, a maintenance of way siding track
would be constructed to the west of the railroad
ROW just south of Mabury Road to just south of
the east tunnel portal.

Design Change 32. US 101 Alignment.

Q Inthe FEIR, the tunnel alignment would
Design Change 28. Tunnel Portals.

curve under US 101 in potential conflict with
abandoned bridge foundations atthe US 101/

Q Inthe FEIR, the east tunnel portal is north
McKee Road/Julian Street interchange.

of Las Plumas Avenue and the length of the

cutand cover excavation between the portal Q In the SEIR, the alignment is shifted to the east to

and headwall is approximately 600 feet. avoid the abandoned bridge foundations.

The west tunnel portal is west of I-880 and

the length of the cut and cover excavation Design Change 33. Alum Rock Station.

between the portal and headwall is

approximately 1,000 feet. Tunnel portal Q Inthe FEIR, athree-to five-level parking structure

equipment rooms are not discussed.

In the SEIR, the east tunnel portal would be near
Las Plumas Avenue and the length of cut-and-
cover excavation required between the portal
and headwall is reduced to approximately 150

would be constructed on 4.2 acres at the

north end of the station area. A traction power
substation would be located underground at the
southwest end of the Alum Rock Station beneath
28" Street. Two vent shafts would be located

EXECUTIVE SUMMARY—DESIGN CHANGES / 17



at either end of the station along 28" Street. A Q Inthe SEIR, this location is retained as

BART Transit Police Station was notincluded at one of four alternate locations for the ventilation
the Alum Rock Station. A slip ramp would be structure and associated vent shaft. The
constructed to provide direct access from the other three locations are on the south side of
parking garage to southbound US 101. East Santa Clara Street between 15™ and

17" streets.
Q Inthe SEIR, a five-level parking structure on

3.9 acres would be in the same general
location as described in the FEIR. Additional
surface parking and/or future transit facilities

Design Change 37. Gap Breaker Station
near 9th Street.

would be located as needed within the station 0 Inthe FEIR, there is no gap breaker station near
area. The traction power substation would be East Santa Clara and 9" streets.

located aboveground at the north end of the

5 .
station. An auxiliary power substation would In the SEIR, a gap breaker station would

be located near the traction power substation. be located afthe nothwest comer of this

The station would include five vent shafts: three infersection.
vent shafts would be located near the traction
Design Change 38. Civic Plaza/SJSU Station.

power substation, and two vent shafts would be

located near the plaza at the south end of the O Inthe FEIR, the Civic Plaza,/SJSU Station

station. The Alum Rock Station would include would be located underground between 4"

a BART Transit Police Station. The slip ramp is and 7" streets. Station entrances would be

eliminated, as it does not meet the California located between 4™ and 8" streets. The station
Department of Transportation’s (Caltrans’) would include two vent shafts. One shaft would
design criteria. be near the southwest corner of East Santa

Clara and 7" streets. The other vent shaft would

Design Change 34. Gap Breaker Station
near 22nd Street.

be north of East Santa Clara between 4" and

5" streets.
Q Inthe FEIR, there is no gap breaker station near 3 Inthe SEIR, the Civic Plaza,/SJSU Station
nd
East Santa Clara and 22 streets. and all associated station features, such
0 Inthe SEIR, a gap breaker station would as station entrances and vent shafts, are
be located at the northeast corner of this consolidated into a single downtown station
intersection. (see Design Change #40).
Design Change 35. Ventilation Structure Design Change 39. Downtown San Jose
near 20th Street. Crossover.
0 Inthe FEIR, a ventilation structure and vent shaft 3 Inthe FEIR, crossover tracks are located in the
is located south of East Santa Clara Street on tunnel west of the Civic Plaza/SJSU Station
the east side of 20" Street. between 2" and 4" streets. The crossover box

to accommodate these tracks is approximately

Q Inthe SEIR, this facility is eliminated. 685 feetlong.

Design Change 36. Ventilation Structure Q Inthe SEIR, crossover tracks are located east
West of Coyote Creek. of the Downtown San Jose Station (see next

design change) between 2™ and 4" streets. The

3 Inthe FEIR, the ventilation structure and vent L
crossover tracks are accommodated within the

shaft would be located at the northwest corner . . .
station box, with the crossover portion of the

».
of fastSanta Cloraand 137 sfreets. box reduced from the FEIR to 535 feet long.
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Design Change 40. Downtown San Jose

Station.

a

a

In the FEIR, there is no underground station

located between San Pedro and 4" streets.

In the SEIR, a single downtown station would
be located underground between these two
streets. Station entrances would be located
between 2" and San Pedro streets. The station
would include two ventilation facilities and
associated vent shafts. One shaft would be
north of East Santa Clara between 2™ and 3+
streets. The other vent shaft would be located at
the southwest corner of West Santa Clara and
Market streets. The station would also include
a fraction power substation and an auxiliary

power substation.

Design Change 41. Market Street Station.

In the FEIR, the Market Street Station would be
located underground between 1¢ Street and
Almaden Avenue. Station entrances would

be located between 2™ Street and Almaden
Avenue. Station entrances would be located
between 2™ and San Pedro streets. The station
would include two vent shafts. One shaft would
be north of East Santa Clara between 1 and
2" streets. The other vent shaft would be
located at the southeast corner of West Santa

Clara and Almaden Avenue.

In the SEIR, the Market Street Station and all
associated station features, such as station
entrances and vent shafts, are consolidated
into a single downtown station (see Design
Change #40).

Design Change 42. Diridon/Arena Station

and Alignment.

a

In the FEIR, this station would be partially
constructed under the Caltrain railroad tracks
north of the San Jose Diridon Caltrain Station.
The station would include two vent shafts. One
vent shaft would be located at east end of the
station at the southeast corner of Crandall and
Montgomery streets and the other would be
located atthe west end of the station at White
Street. The station area would include two large
multilevel parking structures. A four-to six-level
structure would be located on 2.8 acres within

an existing parking area adjacent

to and immediately west of the HP Pavilion. A
second four-to six-level structure with a potential
bus transit facility would be located east of

the Caltrain Station and south of West San

Fernando Street.

Q In the SEIR, the underground station would be
constructed to the east of the Caltrain railroad
tracks to avoid these tracks. Due to this modified
station alignment, the tunnel alignment would
shift slightly to the south starting at the west end
of the station. The tunnel would transition back
to the original alignment near The Alameda.
The station would include four vent shafts, two
at each end of the station. Atthe eastend, two
vent shafts would be located east of Autumn
Street. Atthe west end, two vent shafts would be
located west of Cahill Street. Two options are
included for the parking structure. Under the
Parking Structure Option, a four-level structure
on 4.5 acres would be in the same general
location west of the HP Pavilion as described
inthe FEIR. No surface parking would be
provided. Underthe No Parking Option,
no parking structure would be constructed.
Under this option, additional parking would
be provided atthe Santa Clara Station (see
Design Change 52). The SEIR also includes
two options for a bus transit facility. Under the
North Bus Transit Center Option, an existing
facility located south of West Santa Clara Street
between the Caltrain railroad tracks and Cahill
Street would be expanded. Under the South
Bus Transit Center Option, the facility would be
located north of San Fernando Street between
Cahill and Montgomery streets.

Design Change 43. Traction Power Substation
near Diridon/Arena Station.

Q Inthe FEIR, this traction power substation would
be located underground at the east end of the
Diridon/Arena Station between Autumn and

Montgomery streets.

0 Inthe SEIR, this substation would be located
at street level west of the Caltrain tracks at the
southeast corner of White and West Santa
Clara streets. This site would also include an

auxiliary power substation.
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Design Change 44. Gap Breaker Station
near Morrison Avenue.

Q Inthe FEIR, there is no gap breaker station near

Morrison Avenue.

0 Inthe SEIR, a gap breaker station would be
located north of The Alameda and west of

Morrison Avenue.

Design Change 45. Ventilation Structure
near Stockion Avenue.

3 Inthe FEIR, one ventilation structure and vent
shaft would be located west of Stockton Avenue
and north of Cinnabar Street. Another facility
would be located east of Stockton Avenue and

north of Taylor Street.

3 Inthe SEIR, both these locations are eliminated
and there are five alternative locations for one
ventilation structure and associated vent shaft.
One site is on the west side of Stockton Avenue
near Schiele Avenue. Two sites are on the east
side of Stockton Avenue, also near Schiele
Avenue. Two other sites are on the east side
of Stockton Avenue near Villa Avenue. Any of
these locations would also include an auxiliary

power substation.

Design Change 46. Gap Breaker Station

near Emory Street.

Q Inthe FEIR, there is no gap breaker station near

Emory Street.

Q Inthe SEIR, a gap breaker station would be
located at the southwest corner of Stockton

Avenue and Emory Street.

Design Change 47. Tunnel Alignment near
Hedding Street.

Q Inthe FEIR, the tunnel alignment near Hedding
Street runs along the east side of the Caltrain
railroad ROW. The tunnel begins to ascend
south of the -880 overpass, with the west tunnel
portal located south of Newhall Street.

Q Inthe SEIR, the tunnel alignment near Hedding
Street is shifted to the east. The tunnel begins
to ascend at the I-880 overpass with the tunnel
portal north of Newhall Street. This new
configuration avoids conflict with the I-880
bridge foundations.

Design Change 48. Ventilation Structure
South of 1-880.

0 Inthe FEIR, a ventilation structure and vent shaft
would be located south of 1-880 and east of the
Caltrain railroad ROW.

Q In the SEIR, this facility is eliminated.

Design Change 49. Depth of Tunnel Bores.

Q In the FEIR, the depth of the tunnels as
measured from the ground or street level to
the top, or crown, of the tunnels varies from 20
feetto 60 feet.

Q In the SEIR, the depth would vary from 20
feetto 75 feet.

Design Change 50. Crossover Tracks near
the West Tunnel Portal.

3 Inthe FEIR, there are no crossover tracks near

the west tunnel portal.

3 Inthe SEIR, crossover tracks would be located in

aretained cut just north of the west tunnel portal.

1.3.4 CITY OF SANTA CLARA

Design changes in Santa Clara include the re-
configuration of Project features at the yard and shops
facility and the Santa Clara Station. The yard and
shops facility, which is partially located in San Jose but
mostly located in Santa Clara, is discussed entirely in
this section. The railroad intrusion detection system
described for Fremontwould also be installed in Santa
Clara (see Design Change 7). The design changes are
listed in Table 1.3-4 and shown in Figure 1.3-5. A full
description of each design change in Santa Clara is

provided in Section 3.2.4.

SILICON VALLEY RAPID TRANSIT CORRIDOR DRAFT SEIR / 20



TABLE 1.3-4:
Design Changes in the City of Santa Clara

NO. PROJECT FEATURE! FEIR SEIR ENVIRONMENTAL
AMALYSIS SECTION
Ir San Jose, no property required
south of |88 fFdlibes located
north of Mewhall Street;

[n San Jose, the fadlity indudes | reconfigure size and location of | Community Services and
property south of 1680 and east | some buildings and facilides; Facilities; Noise and Vibration;
of Caltrain railroad ROW ko the | eliminate radio bower; elim. BART | Security arsd System Safety;

city line Transit Police Stabiorn; add Sodoroonomics; Visual Cheality
51 “ard and shops fadility In Santa Clara, the facility retention pond; and private and Aesthetics;
N consists of several faciliies on. | parking spaces Water Resources, Watar Cruality,

a site located narth of the dity In Sanka Clara, a single tal track | and Roodplalns
line ko De La Cruz Boulevard | ends north of De la Cruz Bivd;
with tail tracks extending bo reconfigure size and location of
Lafayette Sroet some buildings and facilities;
acd radic tower; add retention
pond; and private parking spaces

Eliminate parking structure south | Air Quality; Cultural and Historic
; location; retzin parking stracture | Resources; Hazardous Materials;
Parking structure oo nofh | ot Jocationy wo altemate | Noise and Vibraton:
Santa Clara Station designs for parking stnuchare Socioeconomics; Transportabon
depending on parking option and Transit; Visual Cuality end
dasen for the Difidon/Arena Aesthetics
Staticon

Ln
ra

NOTE:
1 The raitroad itrusion detection systew desoribed in Design Change 7, Raitroad Intriwsion Dietechion System, wonld also be installed in Santa Clare
where freight Ermins apenate in close procimity o BART,

Design Change 51. Yard and Shops Facility. city include the identification of additional
property acquisition on the FMC property
City of San Jose (approximately 0.41 acres); the reconfiguration
0 Inthe FEIR, the yard and shops facility in of the size and location of some of the buildings
San Jose would include property from south and facilities; the elimination of the radio tower
of I-880 and east of the Caltrain railroad ROW located midway between Brokaw Road and
to the San Jose/Santa Clara city line. Newhall Street; the elimination of a BART
Buildings south of I-880 would include a Transit Police Station (now located at the
train control building; a two-story, 30,000 Alum Rock Station); the addition of a retention
square foot Station/Structure Maintenance pond; and the addition of parking spaces for
and Training Facility; and a 20,000 square employees, authorized visitors, and delivery
foot Systems, Wayside Equipment and and service vehicles.

Non-Revenue Vehicle Maintenance Facility and
Shops. A ventilation structure and vent shaft
would be located at this site. A radio tower
would be located midway between Brokaw
Road and Newhall Street. The site would
include a BART Transit Police Station.

2 Inthe SEIR, the yard and shops facility does
not include any property, buildings, or other
facilities south of I-880. Instead, the yards and
shops facility in San Jose would be located
north of Newhall Street. Other noteworthy
changes to the yards and shops facility in the
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D BART Statin
57 ard and Shops Facility (change some focations

At Grade (Surface/Ground Lavel)
e e v comfgurctions of yord an shaps facites) ﬁ?‘

Retained Curt (Trench]
|l|::|l| BART Tannel Alignment L mmmwmm o 0.25 mile

Scale in Miles

Figure 1.3-5: Design Changes in Santa Clara
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City of Santa Clara Design Change 52. Santa Clara Station.

Q Inthe FEIR, the yard and shops facility in Santa Q Inthe FEIR, there are two options for the parking

Clara would be located from the City of San
Jose/City of Santa Clara boundary line to De
La Cruz Boulevard, where tail tracks would

continue to Lafayette Boulevard.

Inthe SEIR, the location for the yard and shops
would be similar to that described in the FEIR,
although a single tail track would terminate
just north of De La Cruz Boulevard. Other
noteworthy changes to the yards and shops
facility in the city include the reconfiguration of
the size and location of some of the buildings
and facilities; the addition of a radio tower in
the tail track area; the addition of a retention
pond; and the addition of parking spaces for
employees, authorized visitors, and delivery

and service vehicles.

structure. One option includes a three-to five-
level parking structure on 3.6 acres north of
Brokaw Road. A second optionincludes a
three- to five-level parking structure on 4.0 acres

south of Brokaw Road.?

In the SEIR, the south parking structure is
eliminated. The Santa Clara Station would
include a three-to four- level parking structure
on 3.3 acres located north of Brokaw Road in
the same general area as described in the FEIR.
Ifthe No Parking Structure Option were chosen
for the Diridon/Arena Station (see Design
Change 42), the Santa Clara Station would
include a five-to six-level parking structure in
the same location. Additional surface parking
and/or future transit facilities would be located
as needed within the Santa Clara Station area

near Coleman Avenue.

2 On May 26, 2004, the Silicon Valley Rapid Transit Corridor Policy Advisory Board recommended the Parking Structure North Option only,
which is reflected in the FEIR, Volume II, Chapter [, Introduction. However, on December 4, 2004 (the certification date of the FEIR), the VTA
Board of Directors recommended retaining the Parking Structure South Option in addition to the Parking Structure North Option for further
study.
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In addition to the design changes described
above, changes between the FEIR and the SEIR include
changes to the construction staging areas, BART core
system access requirements, VTA and BART fleet
requirements, VTAand BART operatingplans, and sta-
tion boardings. While these are not necessarily design
changes, they are listed here as such for consistency.

Other than the construction staging areas, the
changes are due primarily to the difference in the
long-range planning horizon where the FEIR includes
projections for Year 2025 service levels and the SEIR
includes projections for Year 2030. A summary table
of design changes to other Project features is
provided in Table 1.4-1 followed by a discussion of
the changes.

CONSTRUCTION
STAGING AREAS

Design Change 53. Construction Staging

Areas.

Q Inthe FEIR, there are 11 primary construction
staging areas identified. Several of these areas
encompass the locations of permanent facilities

such as station areas.

CHANGES TO
OTHER PROJECT
FEATURES

Q In the SEIR, the locations (footprints) of
all permanent facilities would be used as
construction staging areas, as each of these
locations would involve some degree of
construction equipment usage and
storage, construction vehicle parking, and
materials storage. These permanent facility
locations would include stations areas,
electrical and communication facilities
areas, the yard and shops facility, etc.
Since permanent facilities in and of themselves
were not considered in the FEIR as
construction staging areas but are considered
as such in the SEIR, this increases the overall
number of staging areas in the SEIR. In
addition, the SEIR identifies 12 primary
construction staging areas that are not part
of the permanent facility footprints; 5 of
these areas are included in the FEIR, although
the acreages and configurations of these

5 areas are differentin the SEIR.

see Table 1.4.4 >>
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TABLE 1.4-1:

Design Changes for Other Project Features

NO. | PROJECT FEATURE'® FEIR SEIR ENVIROMMENTAL
AMNALYSIS SECTION

Footprints of all permanent
i ) 11 primary construction skaging hd[liti&s used as construckon Sistioe ik Gt )
Construction stagingaress | 1e. olus the sations area staging areas, plus 12 other FAEORCONISS ansmiakn
primary consiruction staging areas
.Fm‘r‘:arlﬂﬁscnn'.ctlwcls\, .Fncr‘!'ear.'lll’ﬂsewﬁceleuels, .
BART core system access approodmately 3,235 spaces parking was limited o 3,235 Chapter §
required SERACES

Existing fleet size based on 2002 | Existing fleet size based on 2006
data, future fleet size projected | data, future fleet size projected | gpn Design Change 51

Fleet i s
e for Year 2025 included 106 to 126 | for Year 2030 includes 166

additional BART cars addditional BART cars

Eight VTA bus routes to 5o¢ VTA bus routes to provide
provide service o major desti- | service ko major destinations
nations Bus routes o operake ak 5- o

Bus routes to operate at 10- to | &0<minute headways in the
&0-mimute headways in the peak. | peak direction from about
Operating plan direction from 4:30 am. to 500am. o900 am in the Transpartation and Transit
830 am, in the moming peak | moming peak and from 3200 p.m.,
and from 300 pm. o 700 pm. | ko 700 puam. in the evening peak.
in the evening peak Fivwer routes bo operate in the
Three routes to operate inthe | reverse-peak commute direction
reverse-peak commute direction

Aokl of 63,585 daily beardings | A total of 104,645 daily boardings
were projected in 2025 forthe 7| were projected in 2050 forthe | Adr Quality; Energy;

Station Boardings stations without the future & staticms without the future Transpartation and Transit
Calaveras Station Calaveras Station
142 BART CORE SYSTEM 1.4.3 FLEET REQUIREMENTS
" ACCESS

Design Change 55. Fleet Requirements.

Design Change 54. BART Core System 0 Inthe FEIR, the existing fleet sizes for VTA and

Access. The BART core system refers to the BART BART are given for Year 2002. Projected fleet
system located north of the BART Extension Project. requirements are given for Year 2025.
Q Inthe FEIR, BART core system access (parking) Q |n the SEIR, this information is updated to include
atthe stations north of the BART Extension the 2006 existing fleet size and anticipated Year
Project is based on Year 2025 service levels. 2030 service levels.

In2025, 3,235 spaces were projected to be

required. VTA's existing fleet (2006) consists of 525 buses,
0 Inthe SEIR, parking expansion at existing BART 36 Valley buses, and 100 light rail vehicles. BART's
stations for the new horizon year of 2030 was current fleet consists of 670 train cars. The projected
assumed to be limited to 3,235 parking spaces fleet size to meet Year 2030 service levels if the BART

as addressed in the FEIR Extension Project were not built includes an increase

of 27 buses, no change in the number of Valley buses
orlightrail vehicles, and an increase of 229 BART train
cars. With the BART Extension Project, the projected
fleet size to meet Year 2030 service compared to the

Year 2030 no Project conditions includes an increase
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of 16 buses, a decrease of 4 Valley buses, no change
in the number of light rail vehicles, and an increase
of 166 BART train cars. Table 1.4—2 summarizes the

differences in existing and projected fleet sizes between
the FEIR and the SEIR.

TABLE 1.4-2:

Comparison of Fleet Requirements Between the FEIR and SEIR

WTA Buses
Valley Buses
VTA Light Rail

BART Cars 87810898

1.4.4 OPERATING PLAN

Design Change 56. Operating Plan.

Q In the FEIR, BART would operate every day
from 4:00 a.m. to 1:00 a.m. with 6-minute
headways from 6:00 a.m. to 7:30 p.m. After
7:30 p.m. and on weekends, the average
headway would be 10 minutes. Eight VTA bus
routes would provide service to several major
employment destinations, activity centers,
and transit facilities in the Silicon Valley. VTA
bus routes would operate at 10-to 60-minute
headways in the peak direction from 4:30 a.m.
to 8:30 a.m. in the morning peak and from 3:00
p.m.to 7:00 p.m. in the evening peak. Three of
the express bus routes would also operate in the
reverse-peak commute direction. Bus service
from the Central Valley would operate at the
sole discretion of the respective local transit
agencies and would terminate at the Warm
Springs BART Station.

Q Inthe SEIR, BART service would operate as
described in the FEIR. Six VTA bus routes would
provide service fo several major employment
destinations, activity centers, and transit facilities
in the Silicon Valley. VTA bus routes would
operate at 5-to 60-minute headways in the
peak direction from 5:00 a.m. to 9:00 a.m. in
the morning peak and from 3:00 p.m.

36
100 100

1,004 899 1,065

Sowrce: VTA, July 2002; Connelics 2008,

to 7:00 p.m. in the evening peak. Five of the
express bus routes would also operate in the
reverse-peak commute direction. Bus service
from the Central Valley would operate at the
sole discretion of the respective local transit
agencies and would terminate at the Warm
Springs BART Station.

1.4.5 STATION BOARDINGS

Design Change 57. Station Boardings.

O Inthe FEIR, 83,585 station boardings were
projected in 2025 for seven stations without the
Calaveras Station. The Montague/Capitol,
Market Street, and Santa Clara Stations were
all projected to have over 14,000 boardings
per day.

0 Inthe SEIR, atotal of 104,645 station boardings
were projected in 2030 without the Calaveras
Station. A comparison of the 2025 FEIR and
2030 SEIR boardings by stations is provided
in Table 1.4-3. The 2030 SEIR boardings
are substantially higher than the 2025 FEIR
primarily due to forecasting five more years
into the future and the ridership models’ use of
ABAG's regionally adopted “Smart Growth”
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land use scenario. The Montague/Capitol, Station are slightly lower than without the
Downtown, and Santa Clara Station are alll Calaveras Station due to the increased travel
projected to have over 20,000 boardings per times from an additional stop.

day. The SEIR boardings with the Calaveras

TABLE 1.4-3;

Comparison of 2025 FEIR and 2030 SEIR Daily
Station Boardings

STATION NAME FEIR
7 STATIONS

South Calaveras
Montague,/Capitel
Berryessa

Alum Rock

Civic Center/5J5U
Market Street
Downtown 23,474

Diridon/Arena 11,236 10,760
Sonta Clara 20,066 19,532

TOTAL

Source; Connmefics 2004
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Table 1.5-1 summarizes the impacts and miti-
gation measures of the BART Extension Project not
previously identified in the FEIR. Where impacts can-
not be mitigated to less than significant levels, CEQA
Guidelines require the preparation of a Statement of
Overriding Considerations in order for the SEIR to be
certified. This statement provides a means to describe
the balance between economic, legal, social or other
benefits of a project and its unavoidable environ-
mental effects.

Table 1.5-1 uses the following abbreviations to

classify impacts by level of significance:

N No impact

Less than significantimpact (impact below
threshold levels either before or after

LS
mitigation is applied
Significant or potentially significantimpact
S (before mitigation)
Significant unavoidable impact (impact
above threshold levels where feasible
SU mitigation would not reduce to less than

significant)

IMPACTS
AND MITIGATION
SECTION

These definitions are also repeated on each

page of the table.
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TABLE 1.5-1:

Summary of New Significant Impacts and Proposed Mitigation
for the BART Extension Project

IMPACT | SIGNIFICANCE MITIGATION SIGNIFICANCE
AFTER
MITIGATION

4.2 TRANSPORTATION AND TRANSIT
TRANSIT

significant impacts would result. N Mo new mitigation is necessary. M
PARKING
Mo new significant impacts wiould result. M Mo new midgation is necessany. M

PEDESTRIANS AND BICYCLES
Mo new significant imp ould result N Mo new mitigation is necessary. M

VEHICULAR TRAFFIC-FREEWAYS

Dwesign Change 52. Santa Clara Station
(N Parking Option af Diridon/

5 The mitigation necessary to reduce significant sU
mmipacts at these freeway segrnents is the
widening of -880. Due to the substantial
cost, this measure is not considered feasible,
resulting in a significant unavoidable impact
b Freeways,

3 Mo ather cost-effective feasible improvements suU
can be made at this intersection beyond those
identified under the 2030 Without Froject
conditons. Because the Project would contr-
bute to the need for improverments at this
intersection, the Project will contribute a
*fair share” amount toward the implementation
of traffic improvements, The Project would
cause a significant unavoldable impact at this
imbersechon.
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IMPACT

[ Design Change 17, cont”.]

ilpitas Boulevard and Yosemibe Dinve

conditions, and the
ion would experi

cal
of 4 or more ds and an inc
in the or more during the

cant impact by CMP standards.

Dempsey Road and Landess Avenue

of ice wonld be an un
! ¢ LOS E during the AM peak
hour unde 30 Without Project with
ii and the

| SIGNIFICANCE |

MITIGATION

SIGNIFICANCE
AFTER
MITIGATION

Mo ather cosl-effective feasible improvements
can be made at this Intersection beyend those
ideniified under the 2030 Without Project
conditions. Because the Projectwould combribute
tox the need for improvements at this intersection,
the Project will contribule a *fair share” amount
toward the implementation of traffic improve-
ments. The Projectwould cause a significant
unavoidable impact at this intersection.

Mo ather cost-effective feasible mprovements
can be made at this intersection beyond those
identified under the 2050 Without Project
conditions. Because the Project would contribute
b e need for Improvements at this Intersecon,
the Project will contribute a *fair share” emount
toward the implementation of traffic improve-
ments. The Project would cause a significant un-
avoidable impact ak this intersection.

Mo ather cost-effective feasble mprovements
can be made at this intersection beyond those
identified under the 2050 Without Praject con-
ditions. Because the Project would contribute to
the mesd For Improvements at this intersecton,
the Project will contributbe a *fair share” amount
toward the implementation of traffic improve-
ments. The Project would cause a significant
unavoidalle impact at this intersection
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IMPACT

er 2030 Pre

stitutes a significant im
5 standards

SIGNIFICAMNCE

MITIGATION

SIGMIFICANCE
AFTER
MITIGATION

Mo ather cost-effective feasible improvements
can be made at this intersection beyond those
identified under the 2030 Without Project condi-
Hong. Because the Project would contribute to
the need for improvements at this intersection,
the Project will contribube a *fair shere” ameunt
toward the implementation of traffic improve-
ments. The Project would cause a significan
unavoidable impact at this intersection

Mo other cost-effective feasible improvements
can be made at this intersection beyond those
identified under the 2030 Without Project con-
ditions. Because the Project would contribute to
the mead for improvements at this intersection,
the Project will contribute a *fair share” ameaunt
toward the implementation of traffic improve-
ments. The Projectwould cause a significant
unavoidable impact at this intersection.

Mo other cost-effective feasible Improvements
can be made at this inbersection beyond those
identified under the 2030 Without Project condi-
tions. Because the Project would contribute to
the meed [or improvemenits al this intersection,
the Project will contribute a *falr share” amount
toward the implementation of traffic improve-
ments. The Projectwould cause & significant

unavoidable impact at this intersection.

Mo ather cost-effective feasible improvements
can be made at this intersaction beyond those
identified under the 2030 Without Project con-
ditiens. Because the Project would contribube to
the need for improverments at this intersection,
the Project will contribute a *fair share” amount
toward the implementation of raffic improve-
ments. The Projectwould cause a sighificant
unaveidable impact at this Intersection.
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IMPACT

a Diive and Calaveras
Boulevard

The level of service would be LOS E
during the AM peak hour under 2030
Wi j ments
wioild
experence an increase in cribic
movement delay of 4 or more seconds
Ol or
nditions.

bitutes a sig
of Milpitas standards,

Milpitas Boulevard and Los Coches
Street

s level of service would be LOS C
during the FM peak hour under 2030
Without Project with Improvements

n wiould
Proj

Hhutes & significant impact by Ciky

| SIGNIFICANCE

MITIGATION

SIGNIFICANCE
AFTER
MITIGATION

Mo ather cost-effective feasible impravements
can be made at this inlersection beyond those
Identified under the 2030 Without Project con-
ditiens. Because the Project would contrbube to
the need for improvements at this intersection,
the Project will contribute a “fair share’ amount
toward the implementation of traffic improve-
ments. The Project would cause a significant
unavoidable impact at this inbersecion.

The necessary improvernents to mitigate the
Project impact at this intersection consist of the
addition of an exclusive nothbound dghit-tum
[ame an Milpitas Boulevard. The implementabon
of this improvernent will improve intersection
level of senvice to an ecceptable LOS D during
the AM peak hour, Because the Project would
corntribube to traffic congestion at this intersection,
the Project will contribube a *falr share” amount
towvard the implementation of this traffic improve-
ment. With the implementation of the above
traffic improvernent, the Project waould result in
 less-than-significant impact.

The necessary improvements bo mitigate the Project
impact at this infersection consist of the modifica-
tion of the east and west legs of the intersection
{Los Coches Streel) o provide bwo lefi-tum lanes
and one shared through/rght-turn lane in the eas-
thound dirsction; and ane lef-tum lane, one
through lane, and one fght-fum lane in the west-
bound direction. This improvement will upgrade
the infersection level of service to an acceptable
LS D durng the PV peak hour, Because the
Project would contrbute to traffic congestion at
this inbersection, the Project will contribute a *fair
share” amount towend the implementation of this
traffic improvernent. With the implementation of
the above traffic improvement, the Project would
result in a less-than-significant impact.
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IMPACT

Design Change 23, Berryessa Station

Flickinger Avenue and Berryessa Road

ant impact by City

Lundy Avenue and Berryessa Road

e wotld be LOS F
M and FM peak
hout Project with
and the i
ean in

The level of sen
furri ath t

ad and Mabury

el of service would be an un

Design Change 33. Alum Rock
Station

US 101 and Julian Streel

| SIGNIFICANCE

MITIGATION

SIGMIFICANCE
AFTER
MITIGATION

The necessary improvement bo miligate the
Project impact at this intersection ko an acceptable
level consists of the additon of a second east-
bound left-turn lane on Berryessa Road, The
implementation of this improvement will improve
inersection level of service to an acceptabla LOS
D during the AM peak hour. Because the Project
would contribute bo taffic congestion at this mber-
section, thie Praject will contribute a *fair share®
amount boward the implementation of this traffic
improvernent. With the implementation of the
above traffic improvement, the Project would
resultin a less-than-sigrificant impact.

Mo ather cost-effective feasible improvernents
can be made at this intersection beyond those
identified under the 2030 Without Project cond-
tions. Because the Project would contribute to
the nead for improvements at this intersection,
the Project will contribube a *fair share” amount
toweard the implementation of traffic improve-
ments. The Project wiould cause a significant
unavoidable impact at this Inbersection

Mo other cost-effective feasible improvements can
be made at this inbersection beyand those ident-
fied wnder the 2030 Without Project conditions.
Because the Project would contribute to the need
for improvernents at this intersection, the Project
will contribube a “fair share” amount boward the
implementation of traffic improvernents. The
Project would cause a significant unavaidahle
impact al this intersection,

The neoessary improvement to mitigate the Project
impact at this intersection to an acceptable level
comsists of the addition of an exclusive ezsthound
right-hurn kane an Julian Street. Becawse the Project
wotthd contribute to traffic congestion at this inber-
secton, the Project will contribube & *fair shane”
amount toward the implementation of this traffic
improvement, The implementation of this improve-
ment woukd impeove intersection level of serdce to
an acceptable LOS C
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IMPACT

115 101 and McKee Road

The level of se
during the AM p
Without Pro

vould be LO
hour under 20
with Improvements

d the i ion would

24th Street and Santa Clara Street

The level of
acceptable LOS E during the PM peak

ithout Project with
degrade to L(
mditions. Th
ant impact by City
ndards.

U5 101 and Santa Clara Street
The level of service would be LOSE

during the FM peak hour under 2030
Without P with Improvements

cant impact by ChMP standards. -

MeLaughlin Avenue and Story Road

i be an un-

SIGNIFICAMCE

MITIGATION SIGNIFICANCE
AFTER

MITIGATION

L5

The necessary improvement to mitigate the Project
impact at this intersection to an acceptable level
congists of the conversion of the northbound
shared right and through lane on the U5 101 off-
rammip b an all-mevement lane. Because the Project
would contribute to traffic congestion at this inter-
section, the Project will contribute a *fair share®
amaount toward the implementation of this traffic
Improvement, The implementation of this im-
provernent would improve intersecton leve] of
service bo an acceptable LOS D

Mo ather coat-effective feasible improvernents can
be made at this intersection beyond those ident-
fied umder the 2050 Without Project conditions.
Because the Progect wionld contribate bo te meed
for improvements at this intersection, the Project
will contribarte a “fair share” amount toweard the
Implementation of traffic improvements, The
Project would cause a significant unavoidakle
irmpact at this intersection.

The necessary improvement to mitigate the Project
impact at this intersection to en acoeptable level
conststs of the conversion of the eastbound right-
tum kane on Santa Clara Street 1o & ree-right-hum
lare, The unacoeptable level of service condiden
at this inbersection is due to the significantty high
easthound traffic volume accessing the LS 101
southbound on-ramp. However, the addition of

a free-right-fum lane would not be feasible due to
ks inakdlity to cperate as & fee-rght-tum movement
with the ramp metering in operation. Should a
feasible improvement be determined, a *fair share”
contribution will be evaluated at that time. The
Project would cause a significant unavoidable
Imipact at this intersection

su

o otfwer cost-effective feasible lmprovements
can be made at this ntersection beyond those
identified under the 2030 Withaut Project condi-
tions. Because the Project would contribute to
the need for improvernents at this intersection,
the Project will contribute a *fadr share” amount
tewvard the implementation of traffic improve-
ments. The Project would cause a significant
unavoideble impact at this intersection.

SILICON VALLEY RAPID TRANSIT CORRIDOR DRAFT SEIR / 34




IMPACT

Dresign Change 42. Diridon/Arena
Station and Alignment
Structure (

and Taylor Street!

M peak hours under
orsti-

ble LOS E
and the

ment delay of

5 and an increase in

| SIGNIFICANCE

MITIGATION

SIGMIFICANCE
AFTER
MITIGATION

Mo other cost-effectie feastble improvements
can be made at this intersection beyand those
identified under the 2030 Withaut Project condi-
Homs, Because the Project would contribute o

the nesd for improvements at tis inbersecion, e
Project will contribute a “fair share” amount to-
ward the implementation of traffic improvements.
The Project would cause a significant unavoidable
Impact at this intersection.

Mo ather cost-effective leasible improvernents can
be maxde at this intersection beyond these identified |
under the 2030 Without Project conditions, Because
the Progect would contribute to the need foe ime-
provements at this intersection, the Project will
contribute a “fair share” amaount toward the im-
plementation of rafic improvements, The Project
wirtild cause a significant unavoidable impact at

this inbersection.

The identified 2030 Withoul Project possible
improvement Incdudes the addidon of secand
westbound left-tum lane. Because the Progect
would contribute to traffic congestion at this inter-
section, the Project will contribute a *fair share®
amaount keweard the implementation of these
traffic improvements, With the Project traffic,

a possible improvement indudes the addition

of an exdusive northbound dght-ham lane.
Because the Project would contribute to traffic
comgestion at this intersaction, the Project will
contribute a “fair share” amount toward the fm-
plementabion of this traffic improvernent.
Although intersection operations would improve
to an acceptable LOS E during the AM peak hour
with this improvernent, the level of service would
rernain at an unacoeptable LOS T during the PM
peeak hour for both the Without Project and Project.
The unacceptable level of service condition at this
intersection is due o the significantly high non-
Project related eastbound right-tum movement
volume, The necessary improvement bo improve
Irtersection operations to acceptable levels con-
sists of the addition of a fourth easthound lane
on The Alameda. However, this improvement
would reguire the widening of The Alameda and
Race Street, which is mot feasible due bo right-of-
way constradnis and not reguired bo mitigate
Project related traffic impacts. With the implement
ation af the above traffic improvement, the Project
wauld result in a less-than-significant impect.
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IMPACT

Cahill Street and Santa Clara Street

Design Change 42.
Dirdon/Arena Station and Alignment

The Alameda and Taylor Street/
Maglee Avenue

This Intersection was projected 1o be
impacted during both the AM and PM
gk hours with the Parking Structure

This inter:
by the Pa
i er, with
Dhiridon)

SIGNIFICANCE

MITIGATION

SIGNIFICANCE
AFTER
MITIGATION

The necessary improvements o mitigate the
Project impact at this intersection to &n acceptable
lewvel consist of the addition of a second narth-
bound left-turm lane on Cahfll Street, and the
addition of an exclusive lef-tum and dght-tum
lzne on the eastbound approach on Santa Clara
Street. Theimplementation of these improve-
ments will improve intersection level af service to
an acceptable LOS C and D during the AW and
Ph peak hours, respectively, Because the Project

would contribute to traffic congestion at this inter-|

section, the Project will contribute a *fair share®
amount toward the implementation of this traffic
Improvement. With the implementation of the
abgve affic improvement, the Project would
result in a less-than-significant impact.

There are fio cost effective feasible improvements
that can be made o mitigate Project impacts at this
intersection. Should a feasible improvement be
determined, a “fair share” contribution will be
evaluated at that ime, The Project would cause a

stgnificant unavaldable impact at this intersection,

Mitigation will include adding a third easthound
through lane to reduce impacts. Because the
Project would contribube to traffic congestian at
this intersection, e Project will contribute a

*fair share” amount boward the implementation
of this traffic improvemnent. With the implement-
ation of the above traffic improvement, the Project
would result in a less-than-significant impact.
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1 than with

52. Santa Clara Station.
Chortiert et

with Improw
and the int
an increase

peak hour un
Hons. This
impact by CIP stanid

Lafayette Street and Benton Sin

f senvice would be an accept-

2 Clara standards

impact by City of Sa

SIGMIFICANCE |

MITIGATION

SIGMNIFICANCE
AFTER
MITIGATION

The necessary mitigation measures o mitigate
the Project impact at this intersection include the
addition of a second northbound lefi-um lane
and the addition of an exclusive left-tam and
right-tum lane on the eastbound approach,
Because the Project would contribute to traffic
cangestion at this intersection, the Project will
cortribute a *fair share” amount toward Lhe im-
plementation of this traffic improvernent, With
the implementation of the above traffic improve-
ment, the Project would result in a less-than-
significant impact.

Mo other cosl-effective feasible iImprovements can|
be made at this intersection bevend those dent- |
Fied wunder the 2030 Without Project conditions,
Because the Project would contribute to the need
fiar improvernents at this intersection, the Project
will comtribute & *fair share” amount toward the
implementation of raffic improvements, The
Project would cause a significant unavoidable
impact at this intersection.

The identified 2030 Without Project possible im-
provements include the addition of an exchusive
Ieft-tumn Jane on the nothbound direction, second
through lames on the northbound and south-
bound approaches, addition of an exchasive east-
bound right-turn lane, and providing pratected
|eft-tum phasing an all approaches to the inter-
section. While thess impeovements would up-
grade operations to acceptable levels, they may
niot bee feasible dug to right-ofway constraints
and the cument reversible lane on Lafayette Street.
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et and Benton Streel

man Avenue and Brokaw Road

acceptabl
hour under

De La Cruz Boulevard and Central
Expreasway

| SIGNIFICANCE

MITIGATION

SIGNIFICANCE
AFTER
MITIGATION

The necessary improvemsent, o mibgate the
Project impact at this inbersection beyond the
Without Project condition, consists of the addition
of an exclusive southbound right-turn lane on
Lafayette Street, The implementation of this im-
provement would improve intersection level of
service to an acoeptable LOS D Because the
Project would contribute to raffic congestion at
this intersection, the Project will contribute a “fair
share” amount toward the implementation of
these traffic improvements. With the implement-
ation of the above traffic improvernent, the Project
woauld resultin a less-than-significant impact.

The identified 2050 Without Project necessany

impravement includes the addition of third 5|:|Ll1i'.-I

bound through lane. The necessary improverment
to ritigate the Project impact at this intersection
consists of the addiion of a second eastbeund
left-turn lanwe on Brokaw Boad. The implements-
tran af this improvement would improve inter-
section level of service to an ecceptable LOS 0,
Because the Froject would contribube to traffic
congestion at this intersection, the Froject will
contribube a “fair share” amount boward the m-
plementation of bath of these traffic improve-
ments. With the implementation of the above
traffic improvement, the Project would result in

a less-than-significant impact.

Mo other cost-effective feasible improvements can
be made at this intersection beyvond those ident-
fied under the 2030 Without Project conditions.
Because the Project would contribute to the need
for improvernents 2t this intersection, the Project
will comtribube a *fair share” armount toward the
implementation of raffic improvements, The
Project would cause a significant unavoidahle
impact at this intersection.

Possible improvements include the addition of
exclusive northbound and southbound rght-turn

lanes on Monroe Street. This improvement may |

be challenging due to fght-of-way constraints
alang Monroe Street, but it is included as possible
improvement. Although intersection operation
levels will imnprove with the Implementation of
these improvernents o conditians better than
Without Project, the intersection level of sendce
would remain at an unacceptehle LOS F during
thie Wi peak hour, Because the Project would
contribute ko traffic congestion at this intersection,
tive Project will contrbute a *fair share” amount
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t and Benton Street

wilevard and Martin Avenue

The level of service would be an unaccept-

g Option at Diridon

Arena Station)

San Tomas Expressway and
Fl Camino Real

SIGNIFICAMNCE

MITIGATION

toweard the Implementation of these traffic im-
provements, With the implementation of the
abonee traffic improvemnent, the Project would

result in a less-than-significant impact.

Mo other cost-effective feasible improvements can)
be made at this intersection beyond those idenli- |

fied under the 2030 Without Project conditions,
Because the Projectwould contribute to the need
for imprevements at this inbersection, the Project
will conitribute a “fair share” amount toward the
implementation of raffic improvements. The
Project would cause a significant unasvoldable
impact at this intersection.

Noother costeffecive feasible improvements can|

be made at this intersection bevond those identi-
fied under the 2030 Without Project conditions.
Because the Project would contribute to the need
for improvernents at this intersectiarn, the Project
will contribube a *fair share” amount toward the
implementation of fraffic improvements. The
Project would cause a significant unawoidable
impact at this inlersection.

The identfied 2030 Without Project possible im-
provements include the addition of an exclusie
left-tumn lane on the northbound direction, second
through lanes an the narthbound and south-
bound approaches, addition of an excluaive easl-
bound dght-turn lane, and providing protected
left-tum phasirgg on all approaches to the nber-
section. While these improvements would up-
grade operations to acceptable levels, they may
niot be feasible due to right-ol-+way conatraints
and the current reversible kane on Lafiyette Street
The necessary improvement, o mitgate the
Project impact at this intersection beyond the

Without Project condition, consists of the addition |

of an exclusive southbaund right-tum Lane on
Lafapette Street, The implementation of this im-
provement would improve intersection level of
servioe to an acceptable LOS DY Because the
Project would contribute to traffic congestion at
this intersection, the Project will contribute a “fair
share” amount boward the implementation of
these traffic improvernents, With the Implement-
ation of the above traffic improvemnent, twe Project
would result in a less-than-significant impact.
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Coleman Avenue and Brokew Road 5

g Option at the Diride
Station, this intersecHon would
ade (the int
2 3 greater inc

De La Cruz Boulevard and Central 5
Expressway

The level of service would be LOSF

ﬂu; constitute
(MP standards

Monroe Street and Benton Street 5

ice would be an un-

MITIGATION

The necessary improverment o mitigate the Project
imipact at this intersechion conststs of the addition
of a second eastbound left-tum lane. With
implementation of this improvemnent, the inter-
section level of service would improve to an
acceptable LOS D, assurmning the Farking Structure
Option at the Dhridaon/Arena Stabion. With the
Mo Parking Optian, the proposed mitigation for
this intersection would not be suffident to mitigate
the Project impact, The intersection of Coleman/
Brokaw would continue b operate at an
unaceeptable LOS E with the implementatian of
the proposed second eastbound left-tum lane.
The additional improvernent needed to mitigate
the Mo Parking Option Project impact at this
intersection consists of the addition of an exclugive
right-turn lane, the intersection bevel of sendos
would irmprove ta LOS D In addition, although
the AM peak hour is not projected to be impacted
by the Projedt, a significant amount of northbound
left-tum lame would be needed at this intersection.
This will help serve station traffic more efficiently
and avoid lengthy vehiche queues for this
movement Because the Project would contribute
to traffic congestion at this intersection, the
Project will contritute a *Fair share® amount toward
the implementation of these raffic improvements
With the mmplementation of the above traffic
improvement, the Project would result in a less-
than-significant impact.

Mo other cost-effective feasible improvements can
be made at this intersection beyond those idenbi-
foed under the 2030 Without Froject conditions.
Brecause the Project would contribute to the need
forimprovements at this intersection, the Project
will eantribute a *fair share” amaunt toward the
Implementation of trafflc improvements. The
Progect would cause a significant unavoidable
impact at this intersection.

Fossible improvements include the addition af
excciusive northbound and southbound right-tum
lames an Monroe Street, This improvement may
be challenging due to dght-af-way constraints
alomgs Monroe Street, but it is induded as possible
improvemnent. Although intersection operation
levels will improve with the implementation af
these improvements b conditions better than
Without Project, the intersection level of service
would remain at an unacceptable LOS F during
the P prak hour. Because the Project would
contribute bo traffic congestion at this intersection,
the Project will comtribule a *fair share” amount
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IMPACT SIGMIFICANCE MITIGATION SIGMIFICAMNCE
AFTER
MITIGATION

toward the implementation of thess traffic
impronvermnents, With the implementation of the
above traffic improvement, the Project wiould
result in a less-than-significant impact.

sU

Mo ather cost-effective feasible improvements can
be made at this intersection beyond thase identi-
fied under the 2030 Without Project conditions.
Because the Praject would contribute ko the nead
for improvements at this intersection, the Project
will condribute a *fair share” amount toward the
implementation of fraffic improvements. The
Projectwould cause a significant unavoidalble
Irnpact at this intersecon.

Mo new mitigation |5 necessary, M

Impacts to Co 's VTA will design all facilities to avoid temporary L5
greater than that descrit and permanent impacts to Congdon's tarplant to
g el the maxdmum extent practicable. [f avoidanceis
not feasible, a focused botanical sureey will be
conducted by a qualified plant hiologist (o as-
certain the presenoe or absence of the species in
an thie Provjesct area during the inital Blooming perdod
tarplant {Auzgust) that ocours prior o the construction.
VLA will mitigabe the permanent loss of Congdon's
tarplants at a minimum rato of 1:1 {replacement
plants: lost planis), ar #t a ratio determined in
consultation with resource agency personnel,
YT A will also mitigate in accordance with the
Califrnia Mative Plant Sodety's recommended
measures for mitigating impacts to Congdon's
tarplant.

WTA will design all Projedt facilities to avoid temp-| L5
crary and permanent impacts to wetlands and
waters of the Linited States to the maximum extent
practicable, [f avnidance i not feasible, VTA will
the information pre ] i mitigate the permanent lnss of wetlands at a min-

2-2) i i imum 21 ratio (replecement area: loss area) and
the temporary loss of wetlands at a minimum 1:1
ratio, or at higher ratios determined in consultation
with resource agency personnel. Fermanent and
temporary impacts bo waters of the United States
will be mitigated at minirmum 1:1 ratia, or aka higher
- ratie determined in consultation with resource
would be im O naf agency personnel, Mitigation will be an-sile and
amulti-cell b (see he in-kind to the maximum extent practicable, [1
Confirmati ] = mitigation cannot be accommedated entirely on-
by the Army Co ine site, VTA will investigate other mitigation oppor-
tunities in coordination with resource agency per-
somnnel within the impacted watershed, if possible.
A qualified binlogist, in coardination with re-
source agency personned, will prepare a mitigation
and monitoring plan for impacts to wetlands and
waters of the Unibed States due to the Project.
Advermatively, VTA may purchase credits in an
approved mitigation bank.

pending, M
replaces th rmation in the FEIR.
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Design Change 9, Berryessa Creek.

The FEIR includes an as
Berryessa Road to y :
road ROW, During

h supplements the information in
the FEIR.

ARCHITECTURAL RESOURCES
Design Change 40. Downtown San
Jose Station

stantial alteration
of a historic property which would con-
stitufe a substantial a
a component of the historic district as

it e ph | Fea

SIGNIFICAMNCE

MITIGATION

prary and permanent impacts o rfiparian habitat
o the masimum extent practicable. If avoidance
18 mok Feasible, impacts bo the dparian habitat will
be mitigatesd at ratios based on the quality of hab-
itat to be impacted. Impact ratios of 3.1, 21, and
1:1 (replacement area: loss area) will be applied
for impacts to high-guality, medium-quality, and
lower-quality habitats, respectively, hMitigation
for impacts to aparan habitat will be in-kind,
except that non-native speces will be replaced
with commercially available native spedes com-
mon by the planting arez, and on-site to the max-
Imum extent practicable. IF mitigation cannct be
acoommodated entireby onesite, VTA will coordine
ate with resource agency persannel to identify

impacted watershed, if possible. A qualified big-
logist, in coordination with resource agency per-

sonnel, will prepare a mitgation and monitoring
plan for impacts to ripanan habitst due to the Project

WTA will design all Project faclities to avoid temp-

other potential riparian mitigation sites within the |

SIGMIFICANCE
AFTER
MITIGATION

Mo new mitigation is necessary

ARCHAEOLOGICAL RESOURCES
AMemorandum of Agreermnent MOA) and
supporting Cultural Resources Treatment Flan
(CRTP) will be developed for the archacological
sites in consultation with the Native American
community, Hispanic historical crgandzations,
appropriate city and county historc preservation
bodies, SHPO, and ACHE Mitigation measures
may include subsurface excavations, focused
archival research, site protection, on-site monitor-
ing, following procedures in CRTF curation, and
public interpretation.

ARCHITECTURAL RESOURCES

Mlitigation measures for the historic properties
will be sel forth in a MO to be executed by
appropiate government and historic preservaton
bodies. Other elements of the mitigation measires
and MOA desoribed in the FEIR ane applicable.
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4.7 ELECTROMAGNETIC FIELDS
Mo new significant impacts would result. M . Mo new mitigation is necessary., N
| I — _ . I O —
4.8 ENERGY
Mo cost effective feasible mitigation. su
Mo nev mitigation is necessary. N
Mo new mitigation is necessany, M
! Mo new mitigaion is necessary, M
Approsdmately 9,100 linear feet of sound walls, s
5¢ o 10-13 feet high, and 2,850 linear feet of sound
of 132 residenc c pacte ahsorphive material on retaining walls will reduce
under the FI noise impacts to less than significant Levels,
Deesign Change 4. Crossover Tracks
near Kato Road.
Approximately 340 feet of 14-foot high sound 15
walls and nolse insulation for the second and
highver Aoars will reduce noise impacts to less
than significant levels.
Design Change 8. Dixon Landing
Road Alignment.
- The Retained Cut Option requires approximatehy s
It in 14 resi- 350 limear feet of B-Foot high scund walls and
opund floor otz nsulation for the second and higher Aoors.
The At Grade Oiption requines approsimatehy
720 limear feet of 7- to &-foot high sound walls
and noise insulation for the second and higher
flocrs, These mitigation measures will reduce
meoise to Jess than significant levels.
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Design Change 14. Curtis Avenoe to

Trade Zone Boulevard.

TUNNEL PORTION

For the baseline condibions 133 resi
dences wonld be impact

bome noise under the F

VIBRATION

171 mult-family residenc 3
impacted under the FTA critenia

Design Change 4. Crossover Tracks
near Kato Road.

change would resultin 29
criteria comp

ot o T

Design Change 8. Dixon Landing
Road Alignment.

Design Change 14. Curtis Avenue ko
Trade Zone Boulevard.

| SIGNIFICANCE

MITIGATION

SIGNIFICANCE
AFTER
MITIGATIEN .

The Retaired Cut Lang Option requires approx-
irnately 1150 lirwear feet of 13- to 16-foot high
sound walls. The Retained Cut Shart Crption
requires approximately 1,850 linear feet of 10- to
T&-ioot high sound walls, The Aerial Long Option
reguires appreximabely 3,120 linear Feet of 10- to
1é-foat high sound walls. The Aesial Short Option
Tequires approximately 3,040 linear feet of 10- to
16-foot high sound walls. All of these options

require noise insulation for the second and higher |

Acars, These mitigation measunes will reduce
nicdse o less than sigmficant levels,

Approximately 5,500 linear feet of highty resilient |

direct focation fasteners and 10,500 linear feet of
rail suspension fasteners or equivalent measures
will reduce groundbome noise impacts o less
thamn significant levels.

Approxdmately 6,260 linear feet of tre derved
aggregate and 8 225 linear feet of 8 Hz floating
slab or equivalent measures will reduce vibration
impacts to bess than significant levels

Approdmately 700 linear feet of tire derived
aggregate and 300 feet of 8 Hz floating slab ar
equivalent measures compared o approximately
1,000 linear feet of Hre derdved aggregate without
the crossover tracks will reduce vibration impacts
to2 less than significant levels.

The Restained Cut Chpbion will require approsd-
mately 480 finear feet of tire derfived aggregate
and 880 feat of & Hz floating slab or equivalent
meagures. The Al-Grade Option al Dixon
Landing Foad will require approximately 2,050
linear feet of tre derived aggregate and 560 fest
of & Hz flnating slab or equivalent measures,
These mitigation measures will reduce vibration
impacts to less than significant levels.

The Retzined Cut Lang Option will require 575
linear feet of 8 He Aoating slab or equivalent
measure. The Betained Cut Short Option will
reguire 590 linear fest of 8 He foating slab or
equivalent measure. The Aerial Long Option
willl require 630 lnear feet of & Hz Acating slab
ar equivalent measure. The Aerial Short Ciption
will regquire 590 linear feet of & He Acating slab or
equivalent measure.

With mitigation, all of the optians result in bwa
residences at the Terrace Gardens Senior Housing
complex continuing o have vibrabon impacts
that would exceed the FTA orteria by 1 VdB.
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AFTER
MITIGATION
[UMNEL PORTION M Mo new mitgation is necessary. N
The tunne ] partion d not result
unider the
FTA criteria.
4.13 SECURITY AND SYSTEM SAFETY
Mo new significant impacts would resulk. N Mo new mitigation is necessary. N
4.14 SOCIOECONOMICS
Mo new significant impacts would result. M Mo new mitigation is necessany. N
4.15 UTILITIES
Mo new significant impacts would resulk. M Mo new mitigation is necessary, | N
4.16 VISUAL QUALITY AND AESTHETICS
M Mo new mitigation is necessary. | M
4.17 WATER RESOURCES, WATER QUALITY, AND FLOODFLAINS
Mo new significant impacts would resulk. N Mo new mitigation is necessary. ‘ M
4.18 CONSTRUCTION
TRANSPORTATION AND TRANSIT
VEHICULAR TRAFFIC
Design Change 5. Kato Road
Underpass.
Construction of the Kato Road under- 5 hitigatiom measures bo reduce impacts o less sU

than significant levels are nol feasible due to
ROW constraints and additional project cost,
Therefone, constrechon at this location would
result in a significant unavaidable impact.

IT.sr|1| at Ihrlullqu.'m:_a_:
wio intersections:

Dhuring construction, the southbound epproach
will be modified o bvo right tum lanes, a bike
pocket, one through lane, and one left tum lane,
Temporary wamning signs will be provided for
hicyclists entering the bike pocket and south-
bound drivers turming might to yield to pedestrians.
The sastbaund approach will be modifed to one
|eft-turn Lane, one shared left-thraugh lane, and
ane through-right lane, and the traffic signal
phasing will be modified to an eastwest split*
phasing to accommaodate the shared lefe-through |
lane. The combdned effect of re-striping and trafc
signal phase sequence modifications results in
an L0 E operation. Toachieve LOS D, road
widening would be required, which is not feasible
sinee it would add addibonal project cost and im- |
pact adjacent private property.

currently striped with ane left-turn 1at1L.
one through lane, and one shared
Ihrn:JF_h-riFrh‘. lane
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mented within the existing sireet Bl

Design Change 8. Dixon Landing
Road Alignment.

& months in th
|:T.I'I]..Ll'|t ]11- e

M

i

rm volume in-

Jrl..‘ill:li.'r.;]'.ll.‘_,-' in both the mom-

st leg) is currently striped

beft-turm lax through lar

and one shared through dght-tum lane,

SIGMIFICANCE

MITIGATION

SIGNIFICAMCE
AFTER
MITIGATION

ilmont Dhrive.

During constructian, the nothbound approach
will be madified o one left-tum lzne, tvo through

lanes, and b right-tum lanes. During construct |

ion, the westhound approach will be modified to
two left-tum lanes, one through lane, and one
rght-turn lane. The combined effect of re-striping
and traffic signal phase sequence modifications

mesults in an LOS E operation. To achieve LOS D, |

road widening would be required, which is not
feasible since it would add additional project cost
and impact adjacent private property.

Mitigation measures to reduce impacts bo less
thean significant levels are not feasible due to
ROW eonstraints and addibional project cost.
Therefare, construction at this locaton would
result in & significant unavoidable impact:

Mo mitigation s necessary,

The necessany improvernents to provide acoept-
able levels of service for the At Grade Option
consist of road widening, wiich is not feasible
since it would add additional project cost and
Imnpact adjacent private property,

During the conatrection of both aptions, the naorth-
bound approach will be modified to one shared
through-left lane and one dght tum lane, The
southhound approach will be modified toone
shared left-through-right lane. [In addition, traffic
signial phasing will be modified to allow the north-
bound right-tum movement to overlap with the
westhound left tum movement. This wall be im-
plemented within exdsting street ROW to avoid
impacts to adjacent properties.

During the construction of bath options, the east-
bound approach will be modified to one left tum
lane, one through lane, one shared through dght-
turn lang, and one right tum lane. This will be im-
plemented within existing street ROW to avoid
impacts to adjacent properties,
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Design Change 14. Curtis Avenue to 5 sU
Trade Zone Boulevard.
er aerial option The necessary improvernent Lo provide acceptable
ng wotkd levels of service for the Aerial Option consists of
5 along widening Capitol Avenoe; however, the widening
of Capitol Avenue is not feasible due to right-of-
of the lowered way constraints and additional project cost. There-
mt. Oh fore, comstruction at this lecation would cause a
significant uravoldable impact.
Design Change £0. Downtown 5 U
San Jose Station.
The necessary improvernents to reduce impacts
bo less than significant levels are not feasible due
to ROW constraings and additonal project cost:
therefore, construction of the Diowntown San Jose
Smtion would result in a significant unavoidable
Pedro Street over the p o 4y impact
construction period.
struction of the Downtown San jose
degradation of
llowing intersections to below
[ during construction:
+ Santa Clara 5t | 3rd Street
= banta Clara Street and 4th Street
5 Street and 5th Street
Design Change 42, Dirdon/Arena 5 sU
Station.
The necessary improvernents Lo reduce impacts
b bess than significant levels are not feasible dus
to ROW constraints and additional project cost:
therefone, construction of the DirndonfArena Sea-
tion would result in & significant unavoidable impadt.
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- ita Clara Street and
Autumn Strect

5 WA will wiork with the business awner to minimize 5uU
parking impacts to the extent feasible. However,
the temporary loss of parking for the office would

T bwo bo cause & significant unavoidable impact.
oul-

5 WA willl work with business owners to minimize su
parking impacts to the extent feasible. However,
the temporary loss of approsinately 400 parking
spaces in the Downbown San Jose Station area
would be considered a significant unavaidable
impact.

3 WTA will continue bo work with the City of San su

north of £
Cahill and Mo
the pr

sit O
temporary bus tra
truction of the permanent transit

Trar

ment of approximately

for mare than three mor
demand is high from area uses s
the HP Pavi C

Jose, JFB, and HP Pavilion to minimize parking
impacts, such as providing shulties 1o remaote
parking lots. Howeever, the temporary loss of
parking spaces in the DirdonArena Station area
would be considered & significant unavoidable
impact.
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IMPACT SIGNIFICANCE

AIR QUALITY

Mo new significant impacts would result N

BIDLOGICAL RESOURCES AND WETLANDS

eel) of an occ Ll{lil"l.‘l

MITIGATION

Mo new mitigation is necessary.

A preconstruction suney of suitable habitat within
250 feet of construction areas (aeoess permitting)
will be conducted per Califomia Department of
Fish and Game (CDRG) guidelines by a qualified
biclogist within 30 days priar bo construction to
determine the presence of burmawing owls. If
burrowing owts are determined o be present,
avaidance of ocoupied burmows is the prefemed
method of addressing potential impacts. If awaid-
ance is not feasible, a qualified biologist, in consult-
ation with CDFG, will use passive relocation tedh-
nigues (e.g., installing one-way doars at burraw
entrances) to displace burmowing owds from the
construction area to avoid the loss of any indivd-
uals due b construction, IF destruction of cecup
ied burrows is unavoddable, the loss of formging,
nesting, and roosting habitat waill be mitigated
throuwgh habitat preservation at a rabio of 6.5 scres
of foraging hakitat permanently praserved far each
pair or unpaired resident bind displaced due to the
Project. Such mitigation will be provided va pre-
servation of the appropriate acreage of ocoupied
burrowing owd habitat with a conservation ease-
ment, or the purchase of credits in & CORG-
approved conservation bank.

| SIGNIFICANCE
AFTER
MITIGATION

Construction activiles may impact 5
nesting raptors in nonnative grassland

s, [n addition, the re-

lign-

and ripari
maowval of b

ywhere alon
menkt may impact nesting raptors

To the extent feasible, construction activities, in-
cluding tree and shrub removal, will be scheduled
hetween September and December to avoid the
nesling seasan for maost raptors, &s well as other
bird species.

If comstruction an not be scheduled between
September and December, preconstruction
surveys for nesting raptors will be conducted by a
qualified omithologist during the nesting season
(January through August) bo ensure that no raptor
nests will be disturbed during construdtion. The
Surveys will be conducted no mare than 14 days
prior ko the initiation of construction activities
during the earty part of the breeding season (Jan-
uary through Apl) and no more than 30 days
prior to the initiation of these adtivities during

the late part of the breeding seascn (hay through
August). During this survey, the omithologist will

inspect all trees and electrdcal towers in, and Immed-

iately adjacent to, the impact area for raptor nests,
IF an acthve raptor nest is found dose enough o the
oonstruction area to be disturbed by these activities,
the amithalogist, in consultation with CDFG, will
determine the extent of a construction-free buffer
zone, typically 250 feet, to be established around
the niest undil the chicks have Aedged.
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stream dive
with VTA

sign Gaid

aerial structure and roadww:
thee staticmn.

|t;|'|_1j|i|1_f
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ase-hy-case
rout and

SIGMIFICAMCE MITIGATION SIGNIFICAMNCE
AFTER
MITIGATION
5 Construction within the chanmels that cross the L5
Project alignment, induding installation of temp-
orary stream diversion structures, will be restricted
to the dry sexson, which generally extends from
June T ko Octaber 15 depending on the species
present. [n some cases, construction may begin
earlier than fune 15 ar confinue past Oictober 15,
a5 sperified in regulatony agency permits and agres-
menks or any authorized extensions.
N No new miligation is necessary, |
5 Pre-construction condition surveys of the interiars L5

and exteriars of select structures within the settie-
merit rough along the tunnel alignment and with-
in the limit of influence around the cut and cover
excavations will be conducted by independent
sunveyors to assess the condition of each property.
These surveys will iInclude written and photographic
{viddeor and still} records, The results of these sur-
wys will be compared with post-construction con-
dition surveys so that amy effects of tunneling and
cut and cover construction on structures can be
assessed. For the tunnel activity, surveys will cocur
as chose to the planned dates of nneling as poss-
ible 5o that the results ane as curment s possible.
Therefore, surveys will be performed priar to pass-
age of the unnel boring machines with some sur-
veys conducted once lunneling has commencoed,

Far the: tunneling activity, ground surface monitor-
ing will be performed prior to and during constroct-
ion, Instrumentation will be installed to monitar
ground movements and effects of tunnel boring
on structures and uiilibes. Monitodng can be used
fo direct real-time modifications, as appropriate, to
tunneling practices and procedures bo assistin min-
imizing impacts along the funnel alignment.

Moniboring peings will be mounbed on select struct-
ures within the seifement rough along the unnel
alignment and within the limit of influence around
the cut and cover excavations to monitor any effects
af settlernent

A pre-construction condition survey will be con-
ducted of utilities deemed to be potentially at risk
due ko surface settlement or ground movement.
Major utilities deemed to be at risk will be monitored

during construction. Cocrdination with utility pro-

widers will be conducted prior to nsallation of ublib
maonitorng points.
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IMPACT SIGMNIFICANCE MITIGATION SIGMNIFICANCE
AFTER
MITIGATION
oils and icity, cont’,] The optlon of post construction repair is based on
the probability of damage, predicted degree of dam-
age, sensitivity of the structure or facility, and cost
and ease of repair. [frepair i not feasible, comp-
ensation may be necessary,
HAZARDOUS MATERIALS
Mo new significant impacts would result N i Mo new mibgation is necessary. M
LAND USE
Mo new significant impacts would result. N | Mo new mitigation is necessary,
NOISE AND VIBRATION
Construction 5 A combination of temporary sound walls, noise suU
occur during sib conirol curtains, restrictions on werk hours, or
of 5 temporary relocation of impacted residents have
been identified to achieve the constructon nodse
omn for the lis criteria, Similar measures are identified to mini-
uring tunnel porta mize naise impacts where it may not be feasible
shaft and auxiliary facility t reduce nipise impacts bo acceptable levels,
] The use of resonantfree pile drivers” or ather L5
measures will be required if vibration levels exc-
ead the criteria. Vibration monitoring during
construction is proposed to ensure compliance
from the tunnel boring machines
SECURITY AND S5YSTEM SAFETY
Mo new significant impacts would result. N Mo new mitigation is necessary. N
SOCIOECONOMICS
Mo new significant impacts would result, N Mo new mitigation is neoessary. N
UTILITIES
Moo new significant invpacts w N Mo new mibigation is necessary. N
VISUAL QUALITY AND AESTHETICS
Mo new significant impacts would result, N Mo new mitigation ia necessary, Il
WATER RESOURCES, WATER QUALITY AND FLOODPLAINS
Mo mew significant impacts would result. N Mo new miligation is necessary. [
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PUBLIC AND
AGENCY
INVOLVEMENT

VTAissued the Notice of Preparation (NOP) for These public meetings were preceded by Community
the SEIR in July 2006 in accordance with CEQA. Public Working Group meetings, established during the early
scoping meetings were held as follows: planning stages for the Silicon Valley Rapid Transit

Corridor project. In addition, other meetings were held

August 8, 2006 with the Policy Advisory Board (PAB), Technical Advisory
Milpitas Community Center

Committee (TAC), and Project Development Teams
457 E. Calaveras Boulevard, Milpitas

(PDTs) to address issues related to the SEIR and

August 14, 2006 Preliminary Engineering design phase. These various

City of Santa Clara Police Department
601 El Camino Real, Santa Clara are given in Chapter 6.

groups are described in the FEIR. Details of the meetings

August 15, 2006
Portuguese Community Center
1115 E. Santa Clara Street, San Jose

August 21, 2006

City of San Jose City Hall
200 East Santa Clara Street, San Jose
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PUBLIC
CIRCULATION OF
THE DRAFT SEIR

The Draft SEIR was circulated for public com-
ments for a period of over 45 days beginning in January,
2007. Public hearings will be held to receive com-
ments on the design changes, environmental impacts,
and proposed mitigation measures. The times and

locations of the public hearings will be announced

in direct mailings, in display advertisements in local
newspapers of general circulation and noted in the
Project web site. The VTA Board of Directors will
consider the public comments along with the infor-
mation presented in this document prior to a decision

on the Project.
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ISSUES TO BE
RESOLVED

0 Berryessa Station (Design Change 23)

Several design options are presented in the
SEIR for the BART Extension Project. Decisions would
need to be made on which options are to be carried

through into subsequent engineering phases. These

Q Parking Structure with Surface Parking
Option
Q Surface Parking Option

options include:

0 Mission Boulevard/East Warren Avenue

Alignment (Design Change 1)
O At Grade Option

Q Aerial Option
0 Aerial East Option

0 Dixon Landing Road (Design Change 8)

0 Retained Cut Option
0 At Grade Option

0 Locomotive Wye (Milpitas Option)
(Design Change 13)

O Relocated Milpitas Wye Option
0 No Wye Option

0 Curtis Avenue to Trade Zone Boulevard
(Design Change 14)
0 Retained Cut Long Option
0 Retained Cut Short Option

Q Aerial Long Option
0 Aerial Short Option

0 Montague/Capitol Station (Design Change 17)

O Parking Structure Option with Surface
Parking Option
0 Surface Parking Option

0 Electrical and Communication Facilities Near

Mabury Road (Design Change 25)
0 Mabury Underground Option (for the high

voltage line)
O Las Plumas Overhead Option (for the high

voltage line)
0 Diridon/Arena Station Parking
(Design Change 42)
Q Parking Structure Option
@ No Parking Option
0 Diridon/Arena Station Bus Transit Center
(Design Change 42)

0 North Bus Transit Center Option
0 South Bus Transit Center Option

In addition, future decisions will be required on the
provision of BART core system parking to accom-
modate Project demand north of the BART Extension

Project limits.
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