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3.13 Station Planning, Land Use, and Development
3.131 Introduction

This section describes land use patterns—both existing and planned—as well as their character
and intensity in the land use resource study area (RSA). Critical land use issues along the San
Jose to Central Valley Wye Project Extent (project or project extent) of the California High-Speed
Rail (HSR) System include the lack of land available for development in the northern portion of
the project extent in San Jose, the limited right-of-way in San Jose and Gilroy in which to
construct and operate the project, the scale of the project and its impacts on land uses in the
communities along the project extent, the conversion of agricultural land and introduction of
incompatible uses that could alter land use patterns, and the proximity of sensitive land uses
(e.g., residential, parks, schools, hospitals) in the more urban sections of the project extent. By
following existing transportation corridors as much as possible, the project design would reduce
land use conflicts. In some locations, the project would incorporate an elevated guideway into its
design, reducing right-of-way impacts and minimizing traffic impacts that could affect land use.

This analysis considers short- and long-term conflicts with adjacent land uses, the potential
alteration of land use patterns in the RSA through direct conversion of land uses or the
introduction of incompatible uses, and the inducement of substantial population growth beyond
planned levels. Land uses along the existing Caltrain corridor between San Jose and downtown
Gilroy, as well as areas currently undeveloped or in agricultural production, would experience
long-term land use changes from the introduction of HSR and its associated infrastructure.
Overall land use patterns could change as a result of conversion of land uses. In some areas,
HSR would introduce a transportation-related use incompatible with existing land uses, which
could alter land use patterns. Development of the Gilroy maintenance of way facility (MOWF) and
the maintenance of way siding (MOWS) facility near Turner Island Road could also result in a
long-term change to existing and planned land uses. Short-term land use changes would be
associated with construction staging areas at the HSR stations and along the rail alignment that
store the equipment and materials used to construct the project as well as the introduction of
temporary construction access roads and roadway closures.

HSR stations can become a focal point of economic . e
activity as public and private investment seeks to What is Transit-Oriented Development?
capture the travel-related benefits of increased

. . e . Transit-oriented development (TOD) is a
intercity accessibility. Beneficial effects are

pattern of dense, diverse, pedestrian-

anticipated in the area surrounding the San Jose friendly land uses near transit nodes that,
Diridon and Downtown Gilroy stations because under the right conditions, translates into
HSR service would attract a new market of intercity higher transit patronage (Transit
travelers and increase statewide accessibility to Cooperative Research Program 2004).

jobs, goods, and services. HSR station
improvements would create new passenger throughput capacity, increase capacity for future
travel demand, and expand travel capacity for future residential and employment growth.

The following appendices in Volume 2 of this Draft Environmental Impact Report
(EIR)/Environmental Impact Statement (EIS) provide additional details on station planning, land
use, and development:

¢ Appendix 2-D, Applicable Design Standards, describes the relevant design standards for
the project.

e Appendix 2-E, Project Impact Avoidance and Minimization Features, provides the list of all
impact avoidance and minimization features (IAMF) incorporated into the project.

e Appendix 2-J, Regional and Local Plans and Policies, provides a list by resource of all applicable
regional and local plans and policies related to station planning, land use, and development.

e Appendix 2-K, Policy Consistency Analysis, provides a summary by resource of project
inconsistencies and reconciliations with local plans and policies.
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e Appendix 3.13-A, General Plan Land Use Maps—San Jose to Central Valley Wye Project
Extent RSA, provides maps showing general plan land use designations in the RSA for
all subsections.

As a resource topic, station planning, land use, and development encompasses a range of factors
that contribute to an area’s land use character. The following eight Draft EIR/EIS resource
sections provide additional information related to station planning, land use, and development:

e Section 3.2, Transportation, evaluates changes in circulation and access resulting from
construction and operation of the project.

e Section 3.3, Air Quality and Greenhouse Gases, evaluates the project’s contribution to air
quality and greenhouse gas emissions resulting from construction and operation.

e Section 3.4, Noise and Vibration, evaluates the project’s contribution to temporary and
permanent increased levels of ambient noise and vibration.

e Section 3.12, Socioeconomics and Communities, evaluates changes to demographics,
property, economic factors, and affected communities and neighborhoods as a result of land
conversions, including the division and disruption of communities and the displacement of
residences and businesses.

e Section 3.14, Agricultural Farmland, evaluates the conversion of agricultural lands to
transportation-related uses that would result from construction of the project.

e Section 3.15, Parks, Recreation, and Open Space, evaluates project-related impacts on
parks and recreation areas.

e Section 3.16, Aesthetics and Visual Quality, evaluates changes in the visual environment as
a result of construction and operation of the project.

e Section 3.18, Regional Growth, evaluates impacts on regional growth, employment during
construction and operation, and the potential for the project to induce growth.

3.13.2 Laws, Regulations, and Orders

Federal and state laws, regulations, and orders applicable to station planning, land use, and
development affected by the project are presented below. The California High-Speed Rail
Authority (Authority) would implement the entire HSR project, including the project extent, in
compliance with all federal and state regulations. Regional and local plans and policies relevant
to station planning, land use, and development considered in the preparation of this analysis are
provided in Appendix 2-J.

3.13.2.1 Federal

There are no federal laws, regulations, or orders that pertain to station planning, land use,
and development.

3.13.2.2 State

Sustainable Communities and Climate Protection Act of 2008 (Senate Bill 375,
Chapter 728)

This statute requires regional planning agencies to include a sustainable communities strategy
(SCS) or alternative planning strategy in the next version of their regional transportation plans
(RTP). The SCS coordinates land use, housing needs, and transportation/transit planning to meet
the regional target for the reduction of greenhouse gas emissions from automobiles and light
trucks established by the California Air Resources Board.

Coordination is enforced by requiring transportation projects identified in the RTP to comply with
the SCS to be eligible to receive state and federal funding through the regional housing needs
allocation. The requirements of Senate Bill 375 are reflected in the 2014 RTPs adopted by the
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(Santa Clara) Valley Transportation Authority (VTA), the Council of San Benito County
Governments, and the Merced County Association of Governments.

California State Planning and Zoning Law (California Government Code §§ 65000—66037)

This law delegates most of the state’s local land use and development decisions to cities and
counties and describes laws pertaining to the regulation of land uses by local governments,
including the general plan requirement, specific plans, subdivisions, and zoning.

3.13.2.3 Regional and Local Plans and Policies

Regional and local plans relevant to station planning, land use, and development included Plan
Bay Area; the San Joaquin Valley Blueprint Planning Process Summary Report; Santa Clara, San
Benito, and Merced County general plans; and the general plans, zoning codes, and specific
plans of the Cities of Santa Clara, San Jose, Morgan Hill, and Gilroy. Appendix 2-J lists the
regional and local plans and describes the policies adopted by the cities and counties in the RSA
that were identified and considered in the preparation of this analysis.

3.13.3  Consistency with Plans and Laws

The California Environmental Quality Act (CEQA) and Council on Environmental Quality (CEQ)
National Environmental Policy Act (NEPA) regulations require a discussion of inconsistencies or
conflicts between a proposed undertaking and federal, state, regional, or local plans and laws.
Accordingly, this Draft EIR/EIS describes the inconsistency of the project alternatives with federal,
state, regional, and local plans and laws to provide planning context.

The state laws and implementing regulations listed in Section 3.13.2.2 that regulate land use and
development and are applicable to this Draft EIR/EIS are the Sustainable Communities and Climate
Protection Act of 2008 and the California State Planning and Zoning Law. Impacts on agricultural
lands are described in Section 3.14, Agricultural Farmland. As described in Section 3.14, federal
and state acts that deter the development of agricultural lands and open spaces include the federal
Farmland Protection Policy Act and the California Land Conservation Act.

The Authority, as the lead agency proposing to construct and operate the HSR system, is
required to comply with all federal and state laws and regulations and secure all applicable
federal and state permits prior to initiating construction on the selected alternative.

The Authority is not required to comply with local land use and zoning regulations; however, it has
endeavored to design and construct the HSR project so that it is compatible with land use and zoning
regulations. For example, the project alternatives incorporate IAMFs to avoid or minimize impacts on
agricultural land and address multimodal connectivity. A total of 17 plans and 87 policies are listed in
Appendix 2-J. The project alternatives are consistent with 81 policies and ordinances and inconsistent
with 6 policies and ordinances set forth in the following regional and local plans and laws:

e 2030 Merced County General Plan (2013)—Policy LU-2.3. Construction of the project would
introduce transportation-related use into Agricultural and Foothill Pasture areas.

e Santa Clara County General Plan (1994)—Policies R-LU 2, R-LU 3, R-LU 11. Construction of
the project would remove unincorporated rural farmlands outside of Urban Service areas that
are designated as a type of Resource Conservation Area and would introduce a non-
allowable use into agricultural zones.

e Morgan Hill 2035 General Plan (2016)—Policy NRE-1.4. Construction of the project would
remove existing open space areas.

e San Benito County 2035 General Plan (2015)—Policy NCR-1.1. Construction of the project
would reduce the amount of open space land.

Appendix 2-K further details the project’s inconsistency with these local and regional land use
policies. It also includes a discussion of approaches the Authority has committed to take to
reconcile any inconsistency as well as the rationale for carrying forth the project where it remains
inconsistent with the policy despite these approaches. Although the project alternatives would be
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inconsistent with these specific provisions, they would be consistent with the overall land use and
development objectives of these ordinances and plan policies.

3.13.4 Methods for Evaluating Impacts

The evaluation of impacts on land use and development is a requirement of NEPA and CEQA.
This section defines the RSA and describes the methods used to analyze the existing and
planned land uses along the project extent and around the HSR station sites and determine the
construction and operations impacts on these land uses. As summarized in Section 3.13.1,
Introduction, other resource sections in this Draft EIR/EIS provide additional information related to
station planning, land use, and development.

3.13.4.1  Definition of Resource Study Area

As explained in Section 3.1, the RSA is the geographic boundary in which the environmental
investigations specific to each resource topic were conducted. The RSA for impacts on land use
and development encompasses the areas directly or indirectly affected by construction and
operation of the project. Direct short-term land use impacts would result from the construction
laydown areas used to store equipment and materials as well as from temporary road closures.
Direct long-term impacts reflect a permanent conversion of lands to transportation-related uses,
such as development of the Gilroy MOWF.

Indirect long-term impacts could include permanent changes in land use development patterns near
HSR stations that are incompatible with current uses. Indirect short-term construction impacts
related to noise, dust, transportation, and aesthetics would reflect a change in patterns of use
during construction. The RSA for analyzing direct and indirect impacts (construction-related noise
and vibration, transportation, and aesthetics and visual quality impacts; operational noise and light
and glare impacts) is the area within 0.5 mile of the project footprint. It is assumed that direct
impacts would be confined to the project footprint, while indirect impacts could extend to the limits of
the RSA. Table 3.13-1 shows the RSA for station planning, land use, and development.

Table 3.13-1 Definition of Station Planning, Land Use, and Development Resource
Study Area

Boundary Definition

Direct and indirect impacts Areas within 0.5 mile of the project footprint!

Source: Authority and FRA 2017
1 The project footprint includes all areas required to construct, operate, and maintain all permanent HSR facilities, including permanent right-of-way,
permanent utility and access easements, and temporary construction easements.

3.13.4.2 Impact Avoidance and Minimization Features

IAMFs are project features that are considered to be part of the project and included, as
applicable, in each of the alternatives for purposes of the environmental impact analysis. The full
text of the IAMFs that are applicable to the project is provided in Appendix 2-E. The following
IAMFs are applicable to the station planning, land use, and development analysis:

LU-IAMF#1: HSR Station Area Development: General Principles and Guidelines
LU-IAMF#2: Station Area Planning and Local Agency Coordination

LU-IAMF#3: Restoration of Land Used Temporarily During Construction
AG-IAMF#1: Restoration of Important Farmland Used for Temporary Staging Areas
AG-IAMF#2: Permit Assistance

AG-IAMF#3: Farmland Consolidation Program

AG-IAMF#4: Notification to Agricultural Property Owners

AG-IAMF#5: Temporary Livestock and Equipment Crossings

AG-IAMF#6: Equipment Crossings
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direct and indirect impacts; and the relative sensitivity of surrounding land uses to
construction or operational land use changes.

¢ Intensity—For this analysis, intensity was determined by assessing the degree to which the
project would result in changes to land uses in the RSA, including direct and indirect changes to
the type, pattern, or density of land uses; incompatibility with regional and local land use plans,
including the disruption of existing or planned development; and the duration of the effect.

3.13.4.5 Method for Determining Significance under CEQA

CEQA requires an EIR to identify the significant environmental impacts of a project (CEQA
Guidelines § 15126). One of the primary differences between NEPA and CEQA is that CEQA
requires a threshold-based impact analysis. Significant impacts are determined by evaluating
whether project impacts would exceed the significance thresholds established for the resource
(as presented in Section 3.1.5.4, Methods for Evaluating Impacts). For this analysis, the project
would result in a significant impact on station planning, land use, and development if it would:

o Cause a substantial change in land use patterns by introducing incompatible land uses
¢ Induce substantial population growth in an area beyond planned levels, either directly or indirectly

Physical division of an established community is discussed in Section 3.12, Socioeconomics and
Communities. As described in Section 3.13.3, because the HSR project is an undertaking of state
and federal agencies, conflicts with applicable regional and local plans and policies are not
environmental impacts for determining significance under CEQA.

3.13.5 Affected Environment

This section describes existing land uses and planned development (in accordance with zoning)
in the RSA from north to south by subsection. This information provides the context for the
environmental analysis and evaluation of impacts.

3.13.5.1  Existing Land Uses
San Jose Diridon Station Approach Subsection

The project extent begins at Scott Boulevard in the city of Santa Clara and travels south to San
Jose Diridon Station in an existing historical rail corridor, largely within the Caltrain alignment. The
San Jose Diridon Station was opened in 1935; the Caltrain stations in south San Jose, Morgan
Hill, and San Martin were constructed in the 1990s. The Southern Pacific Railroad, which used
the corridor historically, arrived in Gilroy in 1869. Immediately adjacent to the station areas in
Santa Clara, San Jose, and Gilroy, development was influenced by activities associated with the
railroad stations, including the creation of active downtown areas and employment hubs.

The RSA for this subsection is the same for all four project alternatives. At the northern end of the
subsection, between Scott Boulevard and the San Jose Diridon Station, land uses within the RSA
include areas of commercial and industrial uses on the northeast side of the existing tracks and
residential neighborhoods and commercial areas southwest of the alignment. Immediately north
of the San Jose Diridon Station, land uses are generally a mix of large industrial and civic uses
such as the SAP Center at San Jose and Caltrain’s 20-acre Central Equipment and Maintenance
Facility, interspersed with lower-density residential uses. Northeast of the alignment is Norman Y.
Mineta San Jose International Airport.

Between the San Jose Diridon and Tamien Stations, single-family and multifamily residential uses
predominate. The guideway would pass between residential neighborhoods and vacant land
along the Guadalupe River, then cross over the river on an elevated structure. At that point, the
alignment would continue through residential neighborhoods. At the existing Tamien Caltrain
station, multifamily residential uses are located east of the alignment, and State Route (SR) 87 is
located west of the alignment, with commercial uses adjacent to the tracks.
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Figure 3.13-1 Existing Land Uses — San Jose Diridon Station Area
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San Jose to Merce
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Figure 3.13-2 Existing Land Uses—Downtown Gilroy Station Area (Alternatives 1, 2, and 4)
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Figure 3.13-3a Existing Land Uses—South Gilroy MOWF (Alternatives 1 and 2)
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Figure 3.13-3b Existing Land Uses—South Gilroy MOWF (Alternative 4)
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Figure 3.13-4 Existing Land Uses—East Gilroy Station Area (Alternative 3)
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Figure 3.13-5 Existing Land Uses—East Gilroy MOWF (Alternative 3)
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Source: County of Merced 2013 MARCH 2019
Figure 3.13-6 Existing Land Uses—MOWS near Turner Island Road (All Project

Alternatives)
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Table 3.13-2 Distribution of Existing Land Uses and Current Zoning Opportunities within
the HSR Station Areas

Existing Land Uses

Anticipated
Changes from HSR

San Jose Residential—37% Residential—29% Increased density of
Diridon Commercia—9% Commercial—13% commercial a”fj
Station | dustrial—11% Industrial—54% g‘:;igfg;fgsw o
Mixed Use—16% Mixed Use—2% residential, mixed
Parks/Open Space—8% Parks/Open Space—1% use, parks/open
Public Facilities—8% Public Facilities—1% space, and public
Transportation—11% Transportation—0% faciliies uses
Downtown | Residential—40% Cannery District—3% Increased mixed-use
Gilroy Commercial—27% Civic/Cultural Art District—2% development .
Station Industrial—15% Expansion District—4% E:ngg’ C%?:ﬁ:fg alln
Mixed Use—8% Gateway District—2% uses
Parks/Open Space—5% Historic District—3%
Public Facilities—3% Residential—42%
Commercial—9%
Industrial—17%
Mixed Use—13%
Parks/Open Space—5%
Public Facilities—0%
East Gilroy | Agriculture—76% Agriculture—3% No increased
Station Residential—3% Residential—4% density expected
Commercial—12% Commercial—13%
Industrial—5% Industrial—7%
Parks/Open Space—0% Mixed Use—1%
Public Uses—5% Parks/Open Space—72%
Public Facilities—0%

Sources: City of San Jose 2014; City of Gilroy 2002; City of Gilroy 2005

San Jose Diridon Station Approach Subsection

The San Jose Diridon Station is in an urban area of downtown San Jose. As discussed in Section
3.13.2.3, Regional and Local Plans and Policies, and Appendix 2-J, the Envision San Jose 2040
General Plan (San Jose General Plan) and the Diridon Station Area Plan call for land use
changes in the downtown station area. As illustrated in Figure 3.13-7, the City of San Jose has
adopted a zoning code that reflects the San Jose General Plan (2011), the Midtown Specific Plan
(1992), and the Diridon Station Area Plan (2014), envisioning a variety of development types that
would support transit use and complement the existing high-density development near the San
Jose Diridon Station. These plans, which have overlapping boundaries, call for increased density
of land uses in the greater downtown area, including a mix of residential, office, commercial,
business service, ballpark,! open space, light industrial, and hotel uses in a pedestrian- and
transit-oriented environment. The Diridon Station Area Plan provides for employment, retail, and
entertainment uses close to the station to support transit activity and establish the area as a

1 The EIR for the ballpark project was certified in July 2017, and the project is proceeding to building permits.
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Pacheco Pass Subsection

The area within unincorporated Santa Clara County in this subsection is zoned R-1. The Santa
Clara County General Plan designates the area on both sides of the alignment as agriculture or
open space.

San Joaquin Valley Subsection

The entire area along Henry Miller Road is in unincorporated Merced County and designated
agricultural. There is no planned development in the area proposed for the MOWS near Turner
Island Road (Figure 3.13-12).

Summary of Planned Development Projects within Station and Maintenance Facility RSAs

The growth discussed in this section represents the development activity that is planned or has
recently occurred to implement the applicable specific plans in the vicinity of the station and
maintenance facility RSAs. This discussion presents proposed development data to indicate the
extent to which local governments have implemented their various area plans.

Table 3.13-3 shows the development activity planned for the station and maintenance facility
RSAs. Local jurisdictions provided this information, reflecting planned development as of October
2016; these data presented in Table 3.13-3 may not represent a complete accounting of planned
development in the station and maintenance facility areas. A full inventory of planned
development projects assessed for this project is presented in Appendix 3.19-A,
Nontransportation Plans and Projects List.

Table 3.13-3 Summary of Planned Development Projects within Station and Maintenance
Facility RSAs

Residential Commercial Industrial Other?

Station/Maintenance Facility Area Units (square feet) (square feet) (square feet)
San Jose Diridon Station 2,588 6,387,500 0 8,000,000°
Downtown Gilroy Station 7592 394,914 0 0

East Gilroy Station 0 0 0 0

East Gilroy MOWF 0 0 0 0
South Gilroy MOWF (Alts 1 and 2) 0 0 0 0
South Gilroy MOWF (Alt 4) 0 0 0 0
MOWS near Turner Island Road 0 0 0 0

Total 3,347 6,782,414 0 8,000,000

Sources: City of San Jose 2014; City of Gilroy 2002, 2005; County of Merced 2013

1 Other land uses include hospitals, medical facilities, governmental offices, and mixed-use areas.
2Entire Downtown Gilroy Specific Plan Area

3This includes the proposed Google campus of up to 8,000,000 square feet

Alt(s) = alternative(s)

MOWF = maintenance of way facility

MOWS = maintenance of way siding

RSA = resource study area

Although planned development varies by jurisdiction, San Jose accounts for the bulk of overall
planned development. Approximately 14.4 million square feet of commercial development,
including the proposed Google campus, is planned for the San Jose Diridon Station area (City of
San Jose 2017), 97.3 percent of the total planned commercial development in the HSR station
areas. The remaining projected commercial space in the project is approximately 395,000 square
feet in the Downtown Gilroy Station area. There are no other planned developments in the
remaining station area and maintenance facility RSAs.
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Figure 3.13-12 Planned Land Uses (Zoning)—MOWS near Turner Island Road RSA
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Anticipated housing development, which includes rental and ownership housing, assisted-living
units, and student housing, is similarly concentrated in San Jose. San Jose accounts for 77.3
percent of the planned housing development in the station and maintenance facility areas, while
the remainder is primarily in the Downtown Gilroy Specific Plan area.

3.13.6 Environmental Consequences
3.13.6.1  Overview

This section discusses the potential impacts related to station planning, land use, and
development that could result from implementing the project alternatives. The discussion
considers the potential for the project to (1) alter land use patterns by introducing incompatible
land uses and (2) induce population growth beyond planned levels. Each topic area discusses
potential impacts from the No Project Alternative and the project alternatives. Refer to

Appendix 2-J for a description of applicable land use plans and policies and Appendix 2-K for a
discussion of inconsistencies with applicable policies. Refer to Sections 3.12, 3.14, 3.15, and 3.16
for impacts and mitigation measures related to the displacement of residences, businesses, and
community facilities; the acquisition of agricultural and parkland; and impacts on visual character
and quality associated with project implementation.

3.13.6.2 Alteration of Land Use Patterns

The project alternatives would convert existing land uses—residential, commercial, mixed use,
industrial, park/open space, public facility, and agricultural—to a transportation land use
associated with HSR. Construction and operation of the project alternatives could result in
temporary and permanent changes to land use patterns. Existing areas of residential,
commercial, industrial, and agricultural uses would be temporarily or permanently acquired for
construction of the project alternatives. Areas of temporary acquisitions, such as construction
easements, would in some cases revert to their previous uses after construction of the project is
complete and the land is returned to its former condition (LU-IAMF#3). In other cases, a new
business or use could occupy the parcel after construction is complete, and existing zoning would
govern redevelopment of the parcel.

Land permanently acquired would not be returned to its former use but would be permanently
converted to transportation-related uses. Land use patterns could be permanently altered if the
project introduces a use that would be incompatible with adjacent existing land uses or with the
zoning designations of adjacent uses.

No Project Impacts

As described in Chapter 2, Alternatives, and Section 3.18, Regional Growth, the populations of
Santa Clara, San Benito, and Merced Counties, as well as the cities within them, are expected to
grow substantially by 2040. All three counties have experienced pressure to convert agricultural
land to other uses in recent years. Adopted regional and local plans and policies encourage
compact growth and infill development; however, not enough infill parcels are available to
accommodate all the growth anticipated through 2040. Therefore, the conversion of agricultural
and open space lands to developed uses is expected to continue. With or without the HSR
project, much of this growth would be focused in or adjacent to the urbanized areas of the RSA.

The No Project Alternative represents the foreseeable local and regional development projects
that are expected to be implemented in the RSA by 2040, regardless of whether the project is
constructed. Chapter 2 describes the No Project Alternative; foreseeable projects include a wide
range of office, commercial, industrial, residential, recreation, and transportation projects. The No
Project Alternative considers the effects of conditions forecast by current plans related to land use
and transportation in the vicinity of the San Jose to Merced Section, including planned
improvements to highway, aviation, conventional passenger rail, freight rail, and port systems
through the 2040 planning horizon for the environmental analysis if the proposed project is not
built. With no project, there would be a greater number of vehicle miles traveled, resulting in
increased pressure to improve capacity for all transportation modes throughout the area. The
Authority estimates that additional highway and airport projects (up to 4,300 highway lane miles,
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Table 3.13-4 Temporary Use of Land outside the Permanent HSR Right-of-Way for the Project Alternatives

Existing Land Use Category (acres)

Project Component

Alternative 1

Low-/

Medium-
Density
Residential

High-
Density
Residential

Commercial

Industrial

Public
Facilities

Parks/
Recreation/
Open Space

Agriculture!

Transportation

San Jose Diridon Station Approach Subsection

TCE/Staging 0.4 1.0 0.3 0.2 10.2 10.1 4.3 0.0 214 47.9

San Jose Diridon Station 0.0 0.3 0.0 8.4 0.0 0.0 0.0 0.0 0.0 8.7

Monterey Corridor Subsection

TCE/Staging 34 0.0 2.7 1.5 96.7 0.0 11.5 0.0 0.0 115.8

Morgan Hill and Gilroy Subsection?

TCE/Staging 39.0 6.2 6.0 24.7 50.6 13.7 255.7 265.7 0.0 661.6

Downtown Gilroy Station 0.1 0.0 5.1 8.2 0.0 0.0 0.0 0.0 0.0 13.4

Pacheco Pass Subsection

TCE/Staging 0.0 0.0 0.0 1.5 0.0 0.0 219.6 49.2 0.0 270.3

San Joaquin Valley Subsection?

TCE/Staging 0.0 0.0 0.0 3.1 0.5 0.0 0.0 400.2 0.0 403.8

TOTAL 42.9 75 141 47.6 158.0 23.8 4911 715.1 214 1,521.5

Alternative 2

San Jose Diridon Station Approach Subsection

TCE/Staging 1.9 1.0 0.5 0.1 23.3 9.2 52 0.0 255 66.7

San Jose Diridon Station 0.0 0.3 0.0 76 0.0 0.0 0.0 0.0 0.0 79

Monterey Corridor Subsection

TCE/Staging? 12.2 0.0 47 5.5 48.2 0.0 13.6 0.0 0.0 84.2
(12.3) (0.0) 4.7 (5.5) (46.0) (0.6) (13.6) (0.0) (0.0) (82.7)
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Table 3.13-5 Land Use Permanently Converted by the Project Alternatives

Existing Land Use Category (acres)

Low-/

Medium- High- Parks/
Density Density Recreation/
Project Component Residential | Residential Commercial | Industrial | Facilities | Open Space | Agriculture! | Transportation

Alternative 1

San Jose Diridon Station Approach Subsection

Track alignment 2.7 2.2 04 05 46.4 2.6 34 0.0 285 86.7

San Jose Diridon Station 0.0 2.2 0.0 12.6 0.0 8.7 0.0 0.0 0.0 23.5

Monterey Corridor Subsection

Track alignment 0.8 0.0 05 24 24.7 0.0 10.8 0.0 0.0 39.3

Morgan Hill and Gilroy Subsection

Track alignment 45.0 0.0 5.6 19.8 416 60.7 326.9 326.9 0.0 826.7

Downtown Gilroy Station 0.0 0.0 8.9 39.2 0.0 0.0 0.0 0.0 0.0 48.1

South Gilroy MOWF 0.0 0.0 0.0 0.0 0.0 50.7 0.0 20.7 0.0 714

Pacheco Pass Subsection

Track alignment 0.0 0.0 0.0 8.6 0.0 0.0 1,102.1 205.7 0.0 1,316.4

San Joaquin Valley Subsection

Track alignment 0.0 0.0 0.0 4.2 0.2 0.0 0.0 575.9 0.0 580.3

MOWS near Turner Island Rd 0.0 0.0 0.0 0.0 0.0 0.0 0.0 4.0 0.0 4.0

TOTAL 48.8 4.4 15.4 87.3 112.9 122.7 1,443.2 1,133.2 28.5 2,996.4
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Table 3.13-6 Summary of Permanent Land Conversion by Project Alternative

Existing Land Use (acres)

Low-/Medium- High- Parks/
Density Density Public Recreation/
Alternative Residential Residential Commercial | Industrial | Facilities | Open Space | Agriculture | Transportation

1 44.8 4.4 15.4 87.3 112.9 122.7 1,443.2 1,133.2 28.5 2,996.4
21 106.4 7.0 235 104.6 159.2 125.5 1,511.0 1,234.5 321 3,303.8

(106.4) (7.0) (23.5) (104.6) (161.2) (126) (1,511.0) (1,234.5) (32.1) (3,306.3)
3 514 4.4 0.9 43.3 77.6 311 1,425.8 1,417.7 321 3,084.3
4 79.2 4.5 26.5 115.5 124.2 14.5 1,465.3 1,145.1 28.2 3,003.0

T Alternative 2 has two design variants: Skyway Drive Variant A is presented first, with Skyway Drive Variant B shown in parentheses.
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CEQA Conclusion

The impacts on existing land use patterns from increased noise, light, and glare would be less
than significant under CEQA for all alternatives because existing transportation corridors are
already exposed to increased levels of noise from train and vehicular traffic. HSR train noise
would be intermittent and of short duration at any given location, and the predominant land uses
in the vicinity of the proposed brightly lit maintenance facilities are industrial or vacant/agricultural
lands and would not be sensitive to increases in light and glare.

Inducement of Population Growth beyond Planned Levels

Construction and operation of the project could induce population growth that would exceed
planned levels. Increases in population could result from increased development density, beyond
planned levels, and increased employment opportunities as a result of the project.

No Project Impacts

Construction of planned development and transportation projects identified in Section 3.19,
Cumulative Impacts, would generate short-term construction employment in the region and a
number of long-term permanent jobs to maintain new and expanded facilities. A comprehensive
analysis of regional growth is presented in Section 3.18. Table 3.13-7 shows the RSA county
population estimates for 2015 and projections for 2040. The land use plans of Santa Clara, San
Benito, and Merced Counties encourage infill and higher-density development in urban areas and
concentration of uses around transit corridors to accommodate future population growth and
provide more modal choices for residents and workers. These policies are being implemented in
the region regardless of whether the project is constructed. Under the No Project Alternative,

San Jose and Gilroy would not have HSR stations and thus may have a more difficult time
encouraging higher-density development closer to downtown areas without the demand for
growth downtown near stations created by HSR riders, and fewer transportation choices would be
available. The No Project Alternative would not contribute to inducing population growth beyond
planned levels.

Table 3.13-7 Population Projections 2015-2040

Annual Average

Geographic Area Population in 2015 | Population in 2040 | Change 2015-2040 Growth Rate

Santa Clara County 1,903,974 2,331,887 22.5% 0.8%
San Benito County 56,445 82,969 47.0% 1.6%
Merced County 269,280 389,934 44.8% 1.5%
Region! 2,229,699 2,804,790 25.8% 0.9%
California 38,907,642 47,233,240 21.4% 0.8%

Sources: CDOF 2014, 2016

The region is the three-county area (Santa Clara, San Benito, and Merced Counties combined).
Project Impacts

Construction Impacts

Impact LU#6: Temporary Induced Population Growth

Construction of the project could induce population growth that would exceed planned levels.
Increases in population could result from increased employment opportunities driven by the
project if temporary workers were to increase demand for housing such that new housing would
be constructed to accommodate them.

Each of the four project alternatives would be expected to increase local and regional
employment beyond what would be experienced under the No Project Alternative As noted in
Section 3.18, Regional Growth, Alternative 3 is estimated to result in the greatest employment,
generating almost 45,000 total job-years, followed by Alternative 1, with more than 43,000 job-
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Alternative 3

As discussed previously, operation of the East Gilroy Station and the East Gilroy MOWF would
not stimulate TOD or other development in the vicinity beyond planned levels. Measure H places
substantial constraints on development outside the UGB, which is adjacent to the station and
MOWEF sites. Because no TOD would be expected in the east Gilroy area as a result of
Alternative 3, nor would new development be stimulated by project operations, there would be no
substantial induced population growth under Alternative 3.

CEQA Conclusion

The increased population growth generated by the project would not exceed planned levels and
would therefore be a less than significant impact under CEQA for all alternatives. Population
increases at the Diridon and Downtown Gilroy Stations have been anticipated in the station areas
plans for these sites. Population growth at the East Gilroy Station would be prevented by
Measure H constraints, and development around maintenance facility sites would be restricted by
the existing zoning at these sites. Because there would be no anticipated population growth
beyond planned levels as a result of project operations, the impact would be less than significant.
Therefore, CEQA does not require mitigation.

3.13.7 Mitigation Measures

To mitigate potential impacts on land use in station areas, the following mitigation measure would
be implemented:

Mitigation Measure LU-MM#1: HSR Station Area Development: General Principles and
Guidelines

Prior to operation and maintenance, the Authority shall prepare a memorandum for each station,
describing how the Authority’s station area development principles and guidelines are applied to
achieve the anticipated benefits of station area development. Refer to HST Station Area
Development General Principles and Guidelines, February 3, 2011.

3.13.8 Impact Summary for NEPA Comparison of Alternative

As described in Section 3.1.5.4, Methods for Evaluating Impacts, the effects of the project
alternatives under NEPA are compared to the no-project condition when evaluating the impact of
the project on the resource. The determination of effect was based on the context and intensity of
the change that would be generated by construction and operation of the project. Table 3.13-8
shows comparisons of the impacts by project alternative, followed by a summary of the impacts.

Alteration of Land Use Patterns

The project would minimize the potential incompatibility of construction areas with adjacent land
uses by providing continuous property access for residences and businesses, maintaining traffic
flow in construction areas, minimizing fugitive dust emissions, minimizing impacts from noise and
vibration, and restoring construction staging areas to their original condition after construction is
completed.

Construction of the project would result in temporary direct impacts on land use patterns because
staging, laydown, and fabrication areas would occupy large areas for 1.5 years and displace
some business operations and residences. Impacts from construction staging, laydown and
fabrication areas, and reconductoring would not result in changes to land use patterns outside the
permanent rights-of-way. The project would restore any temporary disruptions or conversions of
land outside the permanent rights-of-way to the uses in place before construction.

Construction of the project would result in temporary indirect impacts on land use patterns from
the increase in noise and dust and changes in traffic patterns. The construction impacts would be
greatest under Alternatives 1 and 3, which use more aerial structures and therefore require a
larger number of precasting yards than Alternatives 2 and 4.
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Table 3.13-8 Comparison of Project Alternative Impacts for Station Planning, Land Use, and Development

Impact

Alternative 1

Alteration of Land Use Patterns

Alternative 2

Alternative 3

Alternative 4

Impact LU#1: Temporary
Alteration of Land Use
Patterns from Land Use
Conversion or Introduction of
Incompatible Land Uses

Construction of the project would
temporarily convert 1,521.5 acres,
but land use patterns would not be
substantially altered.

Construction of the project
would temporarily convert
1,807.2 (1,807.7)" acres, but
land use patterns would not be
substantially altered.

Construction of the project
would temporarily convert
1,531.4 acres, but land use
patterns would not be
substantially altered.

Construction of the project
would temporarily convert
1,109.7 acres, but land use
patterns would not be
substantially altered.

Impact LU#2: Temporary
Alteration of Land Use
Patterns from Increased
Traffic, Noise, Air Quality
Emissions, and Visual
Changes

Seven precasting yards would be
required as well as 20 additional
miles of aerial profile. The project
would provide continuous property
access by maintaining traffic flow;
managing fugitive dust emissions,
noise, and vibration; and restoring
construction staging areas to their
original condition.

Alternative 2 would include 20
additional miles of embankment
rather than aerial profile. Project
features would be the same as
Alternative 1.

Same as Alternative 1.

Alternative 4 would be
constructed entirely within the
existing rail corridor through
downtown Gilroy. Four
precasting yards would be
required. Temporary indirect
impacts on land use patterns
would be less than under
Alternatives 1 through 3.

Impact LU#3: Temporary and
Permanent Alteration of Land
Use Patterns from Roadway
Closures and Modifications

Seventeen permanent road
modifications and seven new grade
separations. Road closures and
modifications would not result in
large-scale relocations leading to
altered land use patterns.

Twenty-nine permanent road
closures and 32 new grade
separations. Similar to
Alternative 1, although
substantially more road
closures and grade separations.

Seventeen permanent road
closures and 10 new grade
separations, similar to
Alternative 1.

Fifteen permanent road
closures and six new grade
separations, similar to
Alternative 1.

Impact LU#4: Permanent
Alteration of Land Use
Patterns from Land Use
Conversion and Introduction
of Incompatible Uses

Construction of Alternative 1 would
result in the permanent conversion
of 2,996.4 acres, but the project
would improve connectivity to
neighboring communities. For the
majority of the alignment,
Alternative 1 would not substantially
alter land use patterns.

Construction of Alternative 2
would result in the permanent
conversion of 3,303.8 (3,306.3)"
acres but, with the same project
features as under Alternative 1,
would not substantially alter
land use patterns.

Construction of Alternative 3
would result in the permanent
conversion of 3,084.3 acres and
introduce an incompatible use
at the station site in east Gilroy,
and with the same project
features as Alternative 1, would
substantially alter land use
patterns.

Construction of Alternative 4
would result in the permanent
conversion of 3,003.0 acres but,
with the same project features
as under Alternative 1, would
not substantially alter land use
patterns.
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Construction of the project would not result in permanent impacts on land use patterns from
conversion of land uses under Alternatives 1 and 2; Alternative 4 would require limited new rights-
of-way between San Jose and Gilroy. Although the permanent conversion of land to
transportation and industrial uses for the project alternatives would be a change in specific
locations, none of the project alternatives would alter existing land use patterns. The Authority
would coordinate with local transit agencies and the cities to develop connectivity to neighboring
communities, minimizing the potential for incompatibility and disruption of existing land use
patterns. The East Gilroy Station under Alternative 3 would change land use patterns and
introduce a use incompatible with the residential uses immediately adjacent to the station site.

Construction of the project would not result in permanent impacts on land use patterns from road
closures and modifications. Primary differences among alternatives would occur in the Monterey
Corridor and the Morgan Hill and Gilroy Subsections, where Alternative 2 would require additional
roadway modifications and realignments. Alternative 4 would not require narrowing of Monterey
Road. Permanent road closures and roadway modifications could result in closure of some
businesses and residential relocation in response to permanent changes in access. The effects of
obstructed access would vary, depending on location and design option, but such obstructions
would not be expected to result in enough inconvenience to cause permanent relocation of a
substantial number of businesses and residents such that land use patterns could be altered.
These displacements and relocations are discussed in more detail in the San Jose to Merced
Project Section Draft Relocation Impact Report (Authority 2019).

Operation of the project would not result in altered land use patterns. The project would avoid or
minimize noise and lights from operations. Although some residents may choose to relocate away
from the alignment, such relocations would not result in a substantial change in land use patterns.

Induced Population Growth

Operation of the project at the San Jose Diridon Station and Downtown Gilroy Station would
support increased employment, population, recreation, and community cohesion, while
incompatible changes in land use patterns or intensities would be avoided. Services for
construction workers and station and maintenance facility personnel would be provided by local
businesses, and the project would not induce population growth beyond planned levels.
Alternative 3, which includes construction of a new East Gilroy Station, would not induce
population growth.

Operation of the project would not result in increased density or changes to TOD at the Gilroy
MOWEF or the MOWS near Turner Island Road. The project would not be expected to induce
development, with the exception of potentially inducing related industrial uses. Existing zoning
around the MOWS site is agricultural and rural residential, and construction and operation of the
MOWS would not induce population growth beyond planned levels.

3.13.9 CEQA Significance Conclusions

As described in Section 3.1.5.4, Method for Evaluating Impacts, under the Method for
Determining Significance under CEQA subsection, the impacts of project actions under CEQA
are evaluated against thresholds to determine whether a project action would result in no impact,
a less than significant impact, or a significant impact. Table 3.13-9 shows the CEQA significance
determination for each impact discussed in Section 3.13.6, Environmental Consequences. A
summary of the significant impacts, mitigation measures, and factors supporting the significance
conclusion after mitigation follows the table.

California High-Speed Rail Authority April 2020
San Jose to Merced Project Section Draft EIR/EIS Page | 3.13-57




Section 3.13 Station Planning, Land Use, and Development

CALIFORNIA

High-Speed Rail Authority

Table 3.13-9 CEQA Significance Conclusions and Mitigation Measures for Station
Planning, Land Use, and Development

Impacts

Impact Description and CEQA Level of
Significance

Alteration of Land Use Patterns

Mitigation
Measure(s)

CEQA Level of
Significance
after Mitigation

Impact LU#1: Less than significant for all project alternatives. No mitigation | Not applicable
Temporary Alteration of | Use of land for construction activities would be measures are
Land Use Patterns from | temporary and would not result in substantial required.
Land Use Conversion changes to land use patterns outside the
or Introduction of permanent rights-of-way.
Incompatible Land
Uses
Impact LU#2: Less than significant for all project alternatives. No mitigation | Not applicable
Temporary Alteration of | Project features would minimize impacts by measures are
Land Use Patterns from | providing continuous property access, required.
Increased Traffic, maintaining traffic flow, minimizing fugitive dust
Noise, Air Quality emissions, minimizing impacts from noise and
Emissions, and Visual | vibration, and restoring construction staging areas
Changes to their original condition after construction.
Impact LU#3: Less than significant for all project alternatives. No mitigation | Not applicable
Temporary and Temporary and permanent road closures and measures are
Permanent Alteration of | modifications would not result in substantial required.
Land Use Patterns from | changes to land use patterns.
Permanent Roadway
Closures and
Modifications
Impact LU#4: Less than significant for Alternatives 1, 2, and 4. LU-MM#1: Significant and
Permanent Alteration of | There would be no introduction of incompatible HSR Station Unavoidable for
Land Use Patterns from | uses that would result in substantial alteration of | Area Alternative 3
Land Use Conversion land use patterns. Development:
and Introduction of Significant for Alternative 3. nggral
Incompatible Uses The project would convert agricultural land to Principles and
nonagricultural use and introduce an incompatible | Guidelines
transportation-related land use into this
predominantly agricultural area.
Impact LU#5: Less than significant for all project alternatives. No mitigation | Not applicable
Permanent Indirect Project operations would not substantially alter measures are
Impacts on Land Use land use patterns. required.
Patterns from
Increased Noise, Light,
and Glare
Induced Population Growth
Impact LU#6: Less than significant for all project alternatives. No mitigation | Not applicable
Temporary Induced The anticipated population growth would not measures are
Population Growth exceed planned levels during construction of the | required.

project.
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