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• New Alternative #4 - Niles Canyon to Union City and Newark via Route 84/Decoto 
 This alignment is similar to proposed new alternative #1 except Oakland is reached via a new 

Transbay Tube in the vicinity of the Bay Bridge rather than a line up the East Bay. The wye for 
the Union City intermodal station would be retained for Dumbarton commuter rail ervice only, 
with a possible extension to Hayward along the Oakland subdivision.  

 

Figure 4. Proposed Alternative #4 - Junction of Two Branch System to San Francisco and San Jose  
(via Niles Canyon, Route 84, Dumbarton, and UPRR/Former SP ROW) 
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• New Alternative #5 -  to Warm Springs BART and to Newark via Auto Mall 
Parkway/utility corridor 

 This alignment is similar to proposed new alternative #3 except Oakland is reached via a new 
Transbay Tube in the vicinity of the Bay Bridge rather than a line up the East Bay. The northern 
branch from alternative #3 is completely eliminated.   

 

Figure 5. Proposed Alternative #5 - Junction of Two Branch System to San Francisco and San Jose  
(via I-680, Auto Mall Parkway, Alviso, Dumbarton, and UPRR/Former SP ROW) 

 
 

Santa Clara County 
The Alignment choices in Santa Clara County are simpler than in Alameda County, and our comments 
generally support the scope as proposed by the Authority and the Partnership. However, we would like 
an examination of providing direct access to the Mineta International Airport.  

 
• UPRR and/or I-880 Milpitas, Milpitas and North 1st Street Stations  

Californians For High Speed Rail recommends continued study of both the UPRR and I-880 
alignments for the ARCP within Santa Clara County. The UPRR route may be more viable in 
Fremont due to the recent closure of the Fremont NUMMI plant, and subsequent reduction in 
rail traffic. A station should be provided that connects the ARCP to the Valley Transportation 
Authority’s (VTA) light rail system in Milpitas for either alignment. Additionally, we support 
further study of the Trimble corridor. We strongly encourage that a station be located at North 
1st Street and Trimble to connect to VTA’s light rail system.  
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• Mineta International Airport Station 
We would also like to encourage the Authority and the Partnership to study the possibility 
of providing direct service to a station located immediately east of the terminals at the 
Mineta International Airport, as envisioned by the Caltrain Metro East vision promoted by 
several organizations. This would be much more convenient than forcing riders to transfer to a 
people mover from a station in Santa Clara. This link would allow for the flexibility of some 
core HSR trains to head directly to the airport from Diridon station as well, or at least the ARC 
service could serve as a feeder to/from the airport for core HSR system riders (as current plans 
have no way for HSR riders to access the airport from/to Diridon Station unless they transfer to 
Caltrain and then to the proposed people mover).  
 

       
      Figure 6. Image of proposed Mineta Airport Station. (Image created by David Vasquez)   

 
South of a Mineta Airport station, routes for ARCP would need to be studied. One possible 
route is along Highway 87 until it intersects with tracks that connect to the Diridon Station.  

 
Thank you for your consideration,

        
Brian Stanke       Daniel Krause     

Executive Director and Co-Founder    Vice-Chair of the Board of Directors and 
Californians For High Speed Rail    and Co-Founder 
        Californians For High Speed Rail 
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Attachment A:   Criteria and Mitigation Measures  
The land use impacts, growth inducement potential, and transportation impacts of a HSR stations along 
the Los Angeles to San Diego alignment can be very environmentally beneficial or negative, depending 
on the station location, mitigation measures chosen, and land use and transportation policies undertaken 
by the host localities. The following criteria and mitigation measure should be included in the process 
of selecting station and alignment alternatives.  
 
The station sites need to maximize walking and transit access to the station in order to maximize 
ridership and minimize automobile trips generated (ATG). Therefore the amount of existing and 
planned transit-oriented development (TOD) around the site is of critical importance. 
 
Station site selection criteria: 

• Number of residences and hotel rooms existing within a half-mile radius of proposed station 
site. 

• Square footage of commercial/ retail space within a half-mile radius of the proposed station site. 
• Amount of transit-oriented development (TOD), residences and commercial square footage, the 

locality has committed to planning for within a half-mile radius of the proposed station site. 
• The existing and planned peak hour capacity of connecting transit network to the proposed 

station site. 
• Number of residences and hotel rooms and square footage of commercial and retail space 

within a one-seat, 15-minute, transit ride of the proposed station site. 
 
Land use mitigation needs to focus on pulling development into the station area, away from more 
environmental sensitive areas on the urban fringe. 
 
Land Use and Growth Inducement mitigation strategies: 

• Growth management policies the locality has adopted or is committed to adopting that would 
direct growth into the half-mile radius of the station site. 

 
Transportation mitigation strategies likewise need to focus on the reduction of automobile trips 
generated (ATG) rather than the subsidization of automobile parking and access. Transportation 
mitigation strategies include: 

• Transportation demand management measures to be adopted by the station operator to mitigate 
ATG.  

• Use of the Natural Resources Agency 2009 Proposed Rulemaking to evaluate transportation 
impacts in a broader more multi-modal approach, rather than the conventional intersection 
automobile level-of-service (LOS) analysis.1 This includes use of ATG rather than LOS as the 
measure to mitigate. 

• Transportation demand management measures adopted or committed to by the locality to 
mitigation traffic generation. 

• Availability of current and planned local transit access to HSR stations to mitigate traffic 
generation. 

                                                 
1California Natural Resources Agency. “Proposed Guideline Amendments” (“to the “Guidelines for Implementation of the California 
Environmental Quality Act”). <http://ceres.ca.gov/ceqa/docs/Text_of_Proposed_Changes.pdf.>  




