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Screening Criterion for Small Infill Office Projects 

The City’s screening criterion for CEQA transportation analysis for small infill office projects is as 
follows: 

1. Office of 10,000 s.f. of gross floor area or less. 

The office component of the project would meet the criterion listed above. The residential component of 
the project would meet all but screening criteria 1 and 3 above as follows: 

 Not located within a Planned Growth Area = Criterion 1 not met; 
 Located within ½ mile of high-quality transit (Penitencia Creek LRT station) = Criterion 2 met; 
 Located in an area in which the per-capita VMT is greater than the CEQA significance threshold 

(see VMT Evaluation Tool summary report) = Criterion 3 not met; 
 Residential density of 110 DU/AC = Criterion 4 met; 
 The project would provide the minimum amount of parking required = Criterion 5 met; and 
 The project would not negatively impact transit, bike or ped infrastructure = Criterion 6 met. 

As indicated above, the project does not meet all the screening criteria for Residential Projects because 
the project site is not located within a Planned Growth Area and is located in a high VMT area 
according to the City’s General Plan (see Criterion 3). Therefore, a detailed CEQA transportation 
analysis is required for the project. 

Local Transportation Analysis Scope 

The Local Transportation Analysis (LTA) supplements the VMT analysis by identifying potential adverse 
operational effects that may arise due to a new development, as well as evaluating the effects of a new 
development on site access, circulation, and other safety-related elements in the project study area. 

As part of the LTA, a project is generally required to conduct an intersection operations analysis if the 
project is expected to add 10 or more vehicle trips per hour per lane to: 1) any signalized intersection 
that is located within a half-mile of the project site, or 2) any signalized intersection that is located within 
one-mile of the project site and is operating at LOS D or worse. City of San Jose staff may also require 
LOS analysis at additional intersections at their discretion based on engineering judgement. 

Based on these criteria, as outlined in the City’s Transportation Analysis Handbook, the LTA comprises 
an analysis of AM and PM peak hour traffic conditions for three (3) signalized intersections (as shown 
on Figure 1). City staff have approved the list of study intersections. The nearby freeway ramps also 
were evaluated for potential operational issues (e.g., vehicle queuing and delay). 

Study Intersections: 

1. N. Capitol Avenue and Berryessa Road 
2. N. Capitol Avenue and Penitencia Creek Road 
3. N. Capitol Avenue and Mabury Road 

Study Freeway Ramps: 

1. I-680 Northbound Ramps at Berryessa Road 
2. I-680 Southbound Ramps at Berryessa Road 

Traffic conditions at the study intersections and freeway ramps were analyzed for the weekday AM and 
PM peak hours. The weekday AM peak hour is generally between 7:00 and 9:00 AM and the weekday 
PM peak hour is typically between 4:00 and 6:00 PM. It is during these periods that the most congested 
traffic conditions occur on a typical weekday. 
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Traffic conditions were evaluated for the following scenarios: 

 Existing Conditions. Due the current COVID-19 pandemic situation, the City of San Jose is 
requiring that all new traffic counts for study intersections be put on hold until further notice. 
Instead of conducting new counts, City staff are requesting that a compounded annual growth 
factor of 1% be applied to historical count data (i.e., any count that is more than two years old). 
Accordingly, a 1% annual growth factor was applied to the turning movement counts provided 
by City staff for this project. 

 Background Conditions. Background traffic volumes are typically estimated by adding to 
existing peak hour volumes the projected volumes from approved but not yet completed 
developments. The added traffic from approved but not yet completed developments was 
provided by the City of San Jose in the form of the Approved Trips Inventory (ATI). Background 
conditions represent the baseline conditions to which project conditions are compared for the 
purpose of determining potential adverse operational effects of the project. The ATI sheets are 
contained in Appendix B. Note that the approved trips associated with the Capitol 
Ave/Penitencia Crk Creekside Station (Yoneda) project (PDC04-017) were removed from the 
ATI sheets because this project is built and has been fully occupied for years. 

 Background Plus Project Conditions. Project conditions reflect projected traffic volumes on 
the planned roadway network after completion of the project. Project traffic volumes were 
estimated by adding to existing/background traffic volumes the additional traffic generated by 
the project.  

The LTA also includes an analysis of site access, on-site circulation, vehicle queuing, and effects to 
transit, bicycle, and pedestrian facilities. 

VMT Analysis Methodology  

Methodology 

To determine whether a project would result in CEQA transportation impacts related to VMT, the City 
has developed the San Jose VMT Evaluation Tool to streamline the analysis for residential, office, and 
industrial projects with local traffic. For non-residential or non-office projects, very large projects or 
projects that can potentially shift travel patterns, the City’s Travel Demand Model can be used to 
determine project VMT. Because the proposed project is a relatively small residential development that 
would generate local traffic, the VMT Evaluation Tool was used to estimate the project VMT and 
determine whether the project would result in a significant VMT impact. As previously stated, the office 
component of the project would meet the City’s screening criteria and would not require a CEQA-level 
VMT analysis. 

Based on the assessor’s parcel number (APN) of a project, the evaluation tool identifies the existing 
average VMT per capita and VMT per employee for the area. Based on the project location, type of 
development, project description, and proposed trip reduction measures, the evaluation tool calculates 
the project VMT. Projects located in areas where the existing VMT is above the established threshold 
are referred to as being in “high-VMT areas”. Projects in high-VMT areas are required to include a set 
of VMT reduction measures that would reduce the project VMT to the extent possible. 

The VMT Evaluation Tool evaluates a list of selected VMT reduction measures that can be applied to a 
project to reduce the project VMT. There are four strategy tiers whose effects on VMT can be 
calculated with the evaluation tool:  

1. Project characteristics (e.g., density, diversity of uses, design, and affordability of housing) that 
encourage walking, biking and transit uses.  
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2. Multimodal network improvements that increase accessibility for transit users, bicyclists, and 
pedestrians,  

3. Parking measures that discourage personal motorized vehicle-trips, and  
4. Transportation demand management (TDM) measures that provide incentives and services to 

encourage alternatives to personal motorized vehicle-trips.  

The first three strategies – land use characteristics, multimodal network improvements, and parking – 
are physical design strategies that can be incorporated into the project design. TDM includes 
programmatic measures that aim to reduce VMT by decreasing personal motorized vehicle mode share 
and by encouraging more walking, biking, and riding transit. TDM measures should be enforced 
through annual trip monitoring to assess the project’s status in meeting the VMT reduction goals. 

Thresholds of Significance 

Table 1 shows the VMT thresholds of significance for development projects, as established in the 
Transportation Analysis Policy. The VMT impact thresholds are 15 percent below the regional average 
for general employment developments and 15 percent below the citywide average for residential 
developments. Thus, projects that include residential uses are said to create a significant adverse 
impact when the estimated project generated VMT exceeds the existing citywide average VMT per 
capita minus 15 percent. Currently, the reported citywide average is 11.91 daily VMT per capita. This 
equates to a significant impact threshold of 10.12 daily VMT per capita.  

Projects that trigger a significant VMT impact can implement a variety of the four strategies described 
above to reduce the impact. A significant impact is said to be satisfactorily mitigated when the 
strategies and VMT reductions implemented render the VMT impact less than significant. 

Intersection Operations Analysis Methodology 

This section presents the methods used to determine the traffic conditions at the study intersections 
and the potential adverse operational effects due to the project. It includes descriptions of the data 
requirements, the analysis methodologies, the applicable intersection level of service standards, and 
the criteria used to determine adverse effects on intersection operations. 

All study intersections are located within the City of San Jose and were evaluated based on the City of 
San Jose level of service standard.  

Data Requirements  

The data required for the analysis were obtained from previous traffic studies, the City of San Jose, and 
field observations. The following data were collected from these sources: 

 existing traffic volumes 
 lane configurations  
 signal timing and phasing 

Analysis Methodologies and Level of Service Standards  

Traffic conditions at the study intersections were evaluated using level of service (LOS). Level of 
Service is a qualitative description of operating conditions ranging from LOS A, or free-flow conditions 
with little or no delay, to LOS F, or jammed conditions with excessive delays. The analysis methods are 
described below. 
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Table 1  
VMT Thresholds of Significance for Development Projects 

 

Signalized Intersections 

The signalized study intersections are subject to the City of San Jose’s level of service standards. The 
City of San Jose level of service methodology is TRAFFIX, which is based on the 2000 Highway 
Capacity Manual (HCM) method for signalized intersections. TRAFFIX evaluates signalized 
intersections operations on the basis of average delay time for all vehicles at the intersection. Since 
TRAFFIX is also the CMP-designated intersections level of service methodology, the City of San Jose 
methodology employs the CMP defaults values for the analysis parameters. The City of San Jose level 
of service standard for intersections is LOS D or better. The correlation between average delay and 
level of service is shown in Table 2. 

Adverse Intersection Operations Effects 

According to the City of San Jose’s Transportation Analysis Handbook, 2020, an adverse effect on 
intersection operations would occur if for either peak hour: 

11.91 10.12

VMT per capita 
(Citywide Average)

VMT per capita

14.37 12.21

VMT per employee 
(Regional Average)

VMT per employee

14.37 14.37

VMT per employee 
(Regional Average)

VMT per employee

Source: City of San Jose, 2018 Transportation Analysis Handbook , Table 2.

Regional Total VMT Net Increase

Project VMT per capita exceeds existing citywide 
average VMT per capita minus 15 percent, or existing 
regional average VMT per capita minus 15 percent, 
whichever is lower.

In accordance with most appropriate type(s) as 
determined by Public Works Director.

Project VMT per employee exceeds existing regional 
average VMT per employee.

Evaluate the full site with the change of use or 
additions to existing development, and apply the 
threshold of significance for each project type 
included.

Appropriate 
thresholds listed 

above

Evaluate each land use component of a mixed-use 
project independently, and apply the threshold of 
significance for each land use type included.

Change of Use / 
Additions to Existing 
Development

Area Plans
Evaluate each land use component of the Area Plan 
independently, and apply the threshold of significance 
for each land use type included.

Mixed-Uses

Appropriate 
thresholds listed 

above

Appropriate levels 
listed above

Appropriate 
thresholds listed 

above

Retail / Hotel / School 
Uses

Net increase in existing regional total VMT.

Residential Uses

General Employment 
Uses

Appropriate levels 
listed above

Project VMT per employee exceeds existing regional 
average VMT per employee minus 15 percent.

Public / Quasi-Public 
Uses

Appropriate levels 
listed above

Project Types Significance Criteria Current Level Threshold

Industrial Employment 
Uses

Appropriate levels 
listed above

Appropriate 
thresholds listed 

above
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1. The level of service at the intersection degrades from an acceptable level (LOS D or better) 
under background conditions to an unacceptable level under background plus project 
conditions, or 

2. The level of service at the intersection is an unacceptable level (LOS E or F) under background 
conditions and the addition of project trips cause both the critical-movement delay at the 
intersection to increase by four (4) or more seconds and the volume-to-capacity ratio (V/C) to 
increase by one percent (.01) or more. 

The exception to this threshold is when the addition of project traffic reduces the amount of average 
control delay for critical movements, i.e., the change in average control delay for critical movements are 
negative. In this case, the threshold is when the project increases the critical v/c value by 0.01 or more. 

Table 2  
Signalized Intersection Level of Service Definitions Based on Control Delay 

 

Adverse effects at signalized intersections can be addressed by one of the following approaches: 

 Construct improvements to the subject intersection or other roadway segments of the 
citywide transportation system to increase overall capacity, or  

 Reduce project-generated vehicle trips (e.g., implement a “trip cap”) to eliminate the adverse 
operational effects and restore intersection operations to background conditions. The extent of 
trip reduction should be set at a level that is realistically attainable through proven methods of 
reducing trips.  

Level of 
Service

Description
Average Control Delay 

Per Vehicle (sec.)

Source: Transportation Research Board, 2010 Highway Capacity Manual, (Washington, D.C., 2010).

C
Operations with average delays resulting from fair progression and/or 
longer cycle lengths. Individual cycle failures begin to appear.

20.1 to 35.0

F
Operation with delays unacceptable to most drivers occurring due to 
oversaturation, poor progression, or very long cycle lengths.

Greater than 80.0

D
Operations with longer delays due to a combination of unfavorable 
progression, long cycle lengths, or high V/C ratios. Many vehicles stop and 
individual cycle failures are noticeable.

35.1 to 55.0

E

A
Operations with very low delay occurring with favorable progression and/or 
short cycle lengths. 

up to 10.0

B
Operations with low delay occurring with good progression and/or short 
cycle lengths. 

10.1 to 20.0

Operations with high delay values indicating poor progression, long cycle 
lengths, and high V/C ratios. Individual cycle failures are frequent 
occurrences. This is considered to be the limit of acceptable delay.

55.1 to 80.0
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Intersection Vehicle Queuing Analysis 

The analysis of intersection operations was supplemented with a vehicle queuing analysis at 
intersections where the project would add a substantial number of trips to the left-turn movements or 
stop-controlled approaches. For the purpose of this analysis, a substantial number of trips equates to 
10 trips per lane. The queuing analysis is presented for informational purposes only, since the City of 
San Jose has not defined a policy related to queuing. Vehicle queues were estimated using a Poisson 
probability distribution, which estimates the probability of “n” vehicles for a vehicle movement using the 
following formula: 

P (x=n)    = n e – ( 
n! 

Where:  

P (x=n) = probability of “n” vehicles in queue per lane 
n = number of vehicles in the queue per lane 
average # of vehicles in the queue per lane (vehicles per hr per lane/signal cycles per hr) 

The basis of the analysis is as follows: (1) the Poisson probability distribution is used to estimate the 
95th percentile maximum number of queued vehicles for a particular left-turn movement; (2) the 
estimated maximum number of vehicles in the queue is translated into a queue length, assuming 25 
feet per vehicle; and (3) the estimated maximum queue length is compared to the existing or planned 
available storage capacity for the left-turn movement. This analysis thus provides a basis for estimating 
future turn pocket storage requirements at intersections. 

For signalized intersections, the 95th percentile queue length value indicates that during the peak hour, 
a queue of this length or less would occur on 95 percent of the signal cycles. Or, a queue length larger 
than the 95th percentile queue would only occur on 5 percent of the signal cycles (about 3 cycles 
during the peak hour for a signal with a 60-second cycle length). Thus, turn pocket storage designs 
based on the 95th percentile queue length would ensure that storage space would be exceeded only 5 
percent of the time for a signalized movement. Vehicle queuing at unsignalized intersections are 
evaluated based on the delay experienced at the specific study turn movement. 

US 101/Oakland/Mabury Transportation Development Policy 

The City of San Jose has identified operational problems along the Oakland Road corridor at the US 
101 interchange, which are due primarily to the capacity constraints of the interchange. As a result, the 
City has identified two key capital improvement projects: 1) modification of the US 101/Oakland Road 
interchange, including improvements to the Oakland Road/Commercial Street intersection, and 2) 
construction of a new US 101/Mabury Road interchange. To fund these interchange improvements, the 
City has developed the US 101/Oakland/Mabury Transportation Development Policy (TDP). 

As part of the Policy, a fee to fund the planned interchange improvements has been adopted. Any 
project that would add traffic to the US 101/Oakland Road interchange is required to participate in the 
TDP program. The fee for the US 101/Oakland/Mabury TDP is based on the number of PM peak hour 
vehicular trips that a project would add to the interchange. The current TDP traffic impact fee (as of 
January 2021) is $43,696 per each new PM peak hour vehicle trip that would be added to the 
interchange. This fee is subject to an annual escalation on January 1st per the Engineering News-
Record Construction Cost Index for San Francisco. Note that the signalized intersections of Oakland 
Road/US 101 Ramps (South), Oakland Road/US 101 Ramps (North), and Oakland Road/Commercial 
Street make up the interchange. 
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Freeway Segment Analysis Requirement 

According to CMP guidelines, an analysis of freeway segment levels of service is only required if a 
project is estimated to add trips to a freeway segment equal to or greater than one percent of the 
capacity of that segment. Since the number of project trips added to the freeways in the area is 
estimated to be below the one percent threshold, a detailed analysis of freeway segment levels of 
service was not necessary. A simple freeway segment capacity evaluation to substantiate this 
determination is presented below in Table 3. 

Table 3  
Freeway Segment Capacity Evaluation 

 

Report Organization 

This report has a total of six chapters. Chapter 2 describes existing transportation conditions including 
VMT of the existing land uses in the proximity of the project, the existing roadway network, transit 
service, bicycle and pedestrian facilities. Chapter 3 describes the CEQA transportation analysis, 
including the project VMT impact analysis and cumulative transportation impact assessment. Chapter 4 
describes the local transportation analysis including operations of study intersections, the methods 
used to estimate project-generated traffic, the project’s effects on the transportation system, and an 
analysis of other transportation issues including site access and circulation, parking, transit services, 
bicycle and pedestrian facilities, and vehicle queuing at intersections and freeway ramps. Chapter 5 
presents the project’s required Transportation Demand Management (TDM) plan. Chapter 6 provides 
the conclusions of the transportation analysis. 

 

 

 

  

Mixed-Flow Mixed-Flow

Lanes 1% of Lanes 1% or

Peak Capacity Mixed-Flow Project More of

Freeway Direction Hour (vph) 1 Capacity Trips Capacity?

AM 9200 92 7 NO
PM 9200 92 18 NO
AM 9200 92 22 NO
PM 9200 92 15 NO
AM 9200 92 9 NO
PM 9200 92 22 NO
AM 9200 92 17 NO
PM 9200 92 12 NO

Notes:
1 Capacity based on the ideal capacity cited in the 2000 Highway Capacity Manual.

Segment

NB

NB

SB

SB

I-680 Hostetter Rd to Berryessa Rd

I-680 Berryessa Rd to McKee Rd

I-680 McKee Rd to Berryessa Rd

I-680 Berryessa Rd to Hostetter Rd
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2. Existing Transportation Conditions  

This chapter describes the existing conditions of the transportation system within the study area of the 
project. It presents the vehicle miles traveled (VMT) of the existing land uses in the proximity of the 
project and describes transportation facilities in the vicinity of the project site, including the roadway 
network, transit service, and pedestrian and bicycle facilities. The analysis of existing intersection 
operations is included as part of the Local Transportation Analysis (see Chapter 4). 

VMT of Existing Land Uses 

To determine whether a project would result in CEQA transportation impacts related to VMT, the City 
has developed the San Jose VMT Evaluation Tool to streamline the analysis for residential, office, and 
industrial projects. Based on the evaluation tool and the project’s APN, the existing VMT for residential 
uses in the project vicinity (Area VMT) is 11.4 per capita. The current citywide average daily VMT for 
residential uses is 11.91 per capita (see Table 1 in Chapter 1). Thus, the VMT for existing residential 
uses in the project vicinity is lower than the citywide average VMT level. Chapter 3 presents the VMT 
analysis results for the project. 

Existing Roadway Network 

Regional access to the project site is provided via I-680. Local access to the project site is provided via 
N. Capitol Avenue, Berryessa Road, Penitencia Creek Road, and Mabury Road. These facilities are 
described below. 

I-680 is a north-south freeway that begins at US 101 in San Jose, where I-280 transitions to I-680, and 
ends at I-80 in Solano County. I-680 provides access to the project site via the Berryessa Road 
interchange. The section of I-680 in the project vicinity is an eight-lane freeway, with four mixed-flow 
lanes in both directions. 

N. Capitol Avenue is a north-south four-lane Grand Boulevard with an LRT line within the center 
median in the study area. As defined by the Envision San Jose 2040 General Plan, Grand 
Boulevards are major transportation corridors that serve as primary routes for LRT, busses, and 
other public transit vehicles. Although Grand Boulevards accommodate all modes of travel, priority 
is given to public transit vehicles. N. Capitol Avenue provides direct access to the project site. It has 
striped bike lanes on both sides of the street and has a posted speed limit of 40 mph. N. Capitol 
Avenue provides sidewalks on both sides of the street with pedestrian signal heads and push 
buttons at all signalized intersections. To the north, N. Capitol Avenue transitions into Great Mall 
Parkway north of Montague Expressway in the City of Milpitas. To the south, N. Capitol Avenue 
becomes S. Capitol Avenue south of Alum Rock Avenue and then terminates at Capitol 
Expressway. 
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Berryessa Road is an east-west City Connector Street that begins where it transitions from Suncrest 
Avenue at its intersection with Piedmont Road. Berryessa Road is six lanes in the vicinity of the project 
site and narrows to four lanes west of Commercial Street where it becomes Hedding Street after 
crossing over US 101. Berryessa Road has a posted speed limit of 40 mph and contains striped bike 
lanes on both sides of the street. There are sidewalks on both sides of the street. Berryessa Road 
provides access to the project site via N. Capitol Avenue. 

Penitencia Creek Road is a two-lane Local Connector Street with a two-way left-turn lane and striped 
bike lanes on both sides of the street. It extends from N. Capitol Avenue east to where it terminates at 
Alum Rock Avenue in the east foothills. Penitencia Creek Road has a sidewalk along the north side of 
the street and a paved multi-use trail along the south side of the street between N. Capitol Avenue and 
Viceroy Way. East of Viceroy Way, Penitencia Creek Road has a sidewalk along the south side of the 
street and a paved multi-use trail along the north side of the street. Penitencia Creek Road has a 
posted speed limit of 35 mph and provides direct access to the project site. 

Mabury Road is a two- to four-lane City Connector Street with striped bike lanes along much of its 
length. Mabury Road runs from Oakland Road in the west to Gridley Road in the east, where it changes 
designation to San Marino Road. Within the study area, Mabury Road provides sidewalks on both sides 
of the street with pedestrian signal heads and push buttons at all signalized intersections. Mabury Road 
has a posted speed limit of 40 mph west of N. Capitol Avenue and 35 mph east of N. Capitol Avenue. 

Existing Pedestrian, Bicycle and Transit Facilities  

San Jose desires to provide a safe, efficient, fiscally, economically, and environmentally sensitive 
transportation system that balances the needs of bicyclists, pedestrians, and public transit riders with 
those of automobiles and trucks. The existing bicycle, pedestrian and transit facilities in the study area 
are described below. 

Existing Pedestrian Facilities 

Sidewalks are found along all previously described local roadways in the study area. The existing 
network of sidewalks provides good connectivity for pedestrians between the project site and other 
surrounding land uses and transit stops. Crosswalks with pedestrian signal heads and push buttons are 
located at all the signalized intersections in the study area. ADA compliant curb ramps are provided at 
all the signalized intersections along N. Capitol Avenue, although not all the curb ramps at the N. 
Capitol Avenue/Penitencia Creek Road and N. Capitol Avenue/Gilchrist Drive intersections meet 
current ADA standards. 

Existing Bicycle Facilities 

Bicycle facilities are divided into three classes of relative significance. Class I bikeways are bike paths 
that are physically separated from motor vehicles and offer two-way bicycle travel on a separate path. 
Class II bikeways are striped bike lanes on roadways that are marked by signage and pavement 
markings. Class III bikeways are bike routes and only have signs and/or Sharrows (bike route lane 
markings) to help guide bicyclists on recommended routes to certain locations.  

There are a number of roadways in the project study area that have Class II bike lanes. Striped bike 
lanes currently exist on the following roadways: 

 Capitol Avenue 
 Jackson Avenue 
 Berryessa Road 
 Penitencia Creek Road 
 Mabury Road 
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The Penitencia Creek multi-use trail system (Class I bikeway) runs alongside Penitencia Creek and 
separates bicyclists from motor vehicle traffic. Access to the 4-mile multi-use trail is provided via N. 
Capitol Avenue, a short walk from the project site. This trail system provides access to Penitencia 
Creek Park and Alum Rock Park. Figure 4 shows the existing bicycle facilities in the study area. 

Existing Transit Services 

Existing transit services near the project site are provided by the Santa Clara Valley Transportation 
Authority (VTA). The Penitencia Creek LRT Station is conveniently located a short distance (about 500 
feet) from the project site and is served by Light Rail Transit (LRT) and VTA express bus route 104 (see 
Figure 5). 

VTA Light Rail Transit (LRT) Service 

The VTA currently operates the 42.2-mile light rail line system extending from south San Jose through 
downtown to the northern areas of San Jose, Santa Clara, Milpitas, Mountain View and Sunnyvale. The 
service operates nearly 24 hours a day with 15-minute headways during much of the day. The 
Penitencia Creek LRT Station is served by the Mountain View-Alum Rock LRT Line (Orange Line). 

VTA Bus Service 

Local bus route 61 operates along Berryessa Road with stops located approximately ¼-mile north of 
the project site. Route 61 provides service between Good Samaritan Hospital and the Piedmont 
Road/Sierra Road intersection with 20-minute headways during the weekday AM and PM peak 
commute hours. Local bus route 70 operates along Flickinger Avenue and along Berryessa Road west 
of Flickinger Avenue with stops located about ¾-mile west of the project site. Route 70 provides service 
between the Milpitas BART station and Eastridge Mall with 20-minute headways during the weekday 
AM and PM peak commute periods of the day. 

Existing Intersection Lane Configurations 

The existing lane configurations at the study intersections were determined by observations in the field 
and are shown on Figure 6.  

Observed Existing Traffic Conditions  

Due the current COVID-19 pandemic situation, traffic volumes are generally lower than under “normal” 
conditions. However, it is still valuable to observe traffic conditions in the field to identify any existing 
operational deficiencies. Accordingly, traffic conditions in the study area were observed during the 
weekday AM (7:00-9:00 AM) and PM (4:00-6:00 PM) peak traffic periods.  

In general, the traffic volumes on N. Capitol Avenue are heaviest in the northbound direction during the 
AM commute period and in the southbound direction during the PM commute period. AM and PM field 
observations revealed that the study intersections operate acceptably, and the level of service 
calculations accurately reflect existing conditions. The minor operational issues that were observed are 
discussed below. 
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Figure 4
Existing Bicycle Facilities
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Figure 5
Existing Transit Services
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N. Capitol Avenue and Berryessa Road 

During the AM and PM peak hours, the northbound left-turn movement was heavy. Although the 
maximum green time provided for the northbound left-turn movement is quite long, two signal cycles 
were sometimes required for all the queued vehicles to clear the intersection due to the imbalance in 
lane usage. The majority of vehicles turning left onto westbound Berryessa Road intend to enter 
northbound I-680. Since the freeway on-ramp is so close to the N. Capitol/Berryessa intersection, most 
vehicles use the outside left-turn lane (No. 2 lane) so they can easily access the I-680 on-ramp. The 
inside northbound left-turn lane is, therefore, underutilized due to the disproportionate lane usage. 
Based on field observations, AM and PM peak hour vehicle queues of up to 11 vehicles and 14 
vehicles, respectively, were observed in the No. 2 northbound left-turn lane. The No. 1 (inside) left-turn 
lane consistently had fewer cars with a maximum observed queue of 8 vehicles. The No. 2 (outside) 
left-turn lane was full when a queue of 14 vehicles occurred.  

During the PM peak hour, the eastbound vehicle queues on Berryessa frequently extended past the I-
680 off-ramp. As a result, it occasionally took two signal cycles for all the eastbound queued vehicles to 
clear the N. Capitol Avenue/Berryessa Road intersection. 

N. Capitol Avenue and Mabury Road 

During the PM peak hour, the long eastbound through movement vehicle queue at this intersection 
often prevented vehicles from entering the left-turn pocket and occasionally extended back to 
Cedarville Lane. As a result, vehicles turning left onto northbound N. Capitol Avenue had to wait to 
enter the left-turn pocket until the queue dissipated. 

N. Capitol Avenue and Penitencia Creek Road 

The intersection of N. Capitol Avenue and Penitencia Creek Road was observed to operate without any 
noteworthy operational issues during both the AM and PM peak hours. 
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3. CEQA Transportation Analysis  

This chapter describes the CEQA transportation analysis, including the VMT threshold of significance, 
the VMT impact analysis screening criteria, the project-level VMT impact analysis results, and the 
cumulative transportation impact analysis used to determine consistency with the City’s General Plan.  

Project-Level VMT Impact Analysis 

The project-level impact analysis under CEQA uses the VMT metric to evaluate a project’s 
transportation impacts by comparing against the VMT thresholds of significance as established in the 
Transportation Analysis Policy. The City of San Jose’s Transportation Analysis Handbook, 2020 
includes screening criteria for projects that are expected to result in less-than-significant VMT impacts 
based on the project description, characteristics and/or location. Although the proposed project includes 
high-density residential development and is located within walking distance of the Penitencia Creek 
LRT Station, the residential component of the project does not meet the screening criteria (as described 
in Chapter 1) because the project is not located within a Planned Growth Area according to the City’s 
General Plan, and the project is located in an area in which the per-capita VMT is greater than the 
CEQA significance threshold. Therefore, a detailed CEQA transportation analysis (i.e., VMT analysis) 
was prepared for the residential project. Note that the small amount of office space being proposed 
does meet the City’s criterion for small office infill projects. 

The San Jose VMT Evaluation Tool was used to estimate the residential project VMT based on the 
project location (APN), type of development, project description, and proposed trip reduction measures. 
The threshold of significance for residential uses (see Table 1 in Chapter 1) is used for the VMT 
analysis. The VMT threshold for residential uses is the existing citywide average daily VMT level (11.91 
per capita) minus 15 percent, or 10.12 daily VMT per capita. 

Project VMT Impact Analysis Results 

The project daily VMT estimated by the City’s VMT Evaluation Tool is 10.86 per capita. The project 
VMT, therefore, exceeds the residential threshold of 10.12 daily VMT per capita.  

Project Impact 

Since the VMT generated by the project would exceed the threshold of significance for residential uses 
in the area, the project would result in a significant transportation impact on VMT, and mitigation 
measures are required to reduce the VMT impact to a less-than-significant level.  

Project Mitigation 

Based on the four VMT reduction strategy tiers included in the VMT Evaluation Tool, it is recommended 
that the project implement bike access improvements, pedestrian network improvements, and traffic 
calming measures (Tier 2 multimodal infrastructure strategies), as well as provide an on-site car 
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sharing program and a voluntary travel behavior change program (Tier 4 TDM strategies) to mitigate 
the significant VMT impact. These measures are described below. 

Bike Access Improvements 

Per the City of San Jose Better Bike Plan 2025, Class IV protected bicycle facility improvements along 
both sides of N. Capitol Avenue are planned between Penitencia Creek Road and Gilchrist Road. The 
bicycle facility improvements would connect the eastern and western trailheads of the Penitencia Creek 
Trail network. The project would construct the planned bike access improvements along N. Capitol 
Avenue (see Figure 7). Implementation of these improvements would require coordination with the City 
of San Jose Department of Parks, Recreation & Neighborhood Services (PRNS). These multi-modal 
infrastructure improvements would promote bicycling, thus reducing drive-alone commute trips. 
Providing new bicycle facilities that close gaps in existing multi-use trail networks improves bike access 
and circulation and promotes bicycling as an alternative to driving, thereby reducing VMT. 

Pedestrian Network Improvements 

The project would construct a new crosswalk on the south leg of the N. Capitol Avenue/Penitencia 
Creek Road intersection, including pedestrian signal heads with push buttons and new ADA compliant 
curb ramps. This improvement would provide a safe connection between the eastern and western ends 
of the Penitencia Creek Trail. Adding this 4th crosswalk to the intersection would require signal 
modifications and re-striping. This improvement would also require California Public Utilities General 
Order 88-B (CPUC-GO88-B) coordination and approval, since the crosswalk would cross the LRT 
tracks. Providing pedestrian improvements and enhancing off-site pedestrian connections would 
encourage people to walk instead of drive, thereby reducing VMT. 

Traffic Calming Measures 

Class IV protected bicycle facility improvements along both sides of N. Capitol Avenue are planned 
between Penitencia Creek Road and Gilchrist Road. As a result of these bicycle improvements, the 
existing travel lane widths along Capitol Avenue would be narrowed. Narrowing travel lane widths 
results in reduced vehicle speeds. The project would construct these planned bicycle improvements. In 
addition, the project would install all-way stop control and crosswalks (including signage and striping) at 
the Penitencia Creek Road/Kestral Way intersection. Providing traffic calming measures such as 
narrowing travel lane widths and adding stop control to intersections creates a safer environment and 
promotes walking and biking as alternatives to driving. Accordingly, these multi-modal infrastructure 
improvements would reduce drive-alone commute trips and thus VMT. 

Car Sharing Program 

The project would provide subsidized memberships to a car sharing program (e.g., Zipcar, City 
Carshare) for future residents of the apartments upon request. Dedicated car share parking would also 
be provided in a preferential on-site location. Car sharing services are a low-cost alternative to car 
ownership and provide flexibility to those who use other transportation modes for their daily commute 
but may need to access a car for mid-day errands. Car sharing helps support the use of walking, biking, 
carpooling, and transit by providing another means for business/day trips or a guaranteed ride home 
option, allowing for overall reductions in automobile use which results in reduced VMT. 

Voluntary Travel Behavior Change Program   

The project would provide a program that targets individual attitudes and behaviors towards travel and 
provides information and tools for residents to analyze and alter their travel behavior. Voluntary Travel 
Behavior Change programs include mass communication campaigns and travel feedback programs, 
such as travel diaries or feedback on calories burned from alternative modes of travel. This strategy 
encourages the use of shared ride modes, transit, walking, and biking, thereby reducing drive-alone 
vehicle trips and VMT. All residents/households would be provided with the information/tools necessary 
to fully participate in the Voluntary Travel Behavior Change program. 
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Figure 7
Class IV Bicycle Facility Improvements on N. Capitol Avenue
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Conclusions of VMT Impact and Mitigation 

Based on the City’s VMT Evaluation Tool, implementing the multimodal infrastructure improvements 
and TDM measures described above would lower the project VMT to 10.04 per capita, which would 
reduce the project impact to a less-than-significant level (below the City’s threshold of 10.12 VMT per 
capita). The mitigation measures and the resulting reduction in VMT per capita are summarized in 
Table 4. 

Table 4 
Summary of VMT Mitigation Measures and Resulting VMT per Capita 

 

Mitigation Measure Mitigation Description

VMT Per Capita     
with Single 

Mitigation Measure

Residential 
Threshold         

(VMT / Capita)
Significant 

VMT Impact?

1 - Bike Access 
Improvements (Tier 2)

Per the City of San Jose Better Bike Plan 2025, Class IV protected bicycle facility 
improvements along N. Capitol Ave are planned between Penitencia Creek Rd and 
Gilchrist Rd. The bicycle facility improvements would help connect the eastern and western 
ends of the Penitencia Creek Trail. The project should construct these planned bike 
access improvements along N. Capitol Ave. Implementation of these improvements would 
require coordination with the City of San Jose Department of Parks, Recreation & 
Neighborhood Services (PRNS). These multi-modal infrastructure improvements would 
promote bicycling, thus reducing drive-alone commute trips. Providing new bicycle 
facilities that close gaps in existing multi-use trail networks improves bike access and 
circulation and promotes bicycling as an alternative to driving.

10.84 10.12 YES

2 - Pedestrian Network       
Improvements (Tier 2)

The project would construct a new crosswalk on the south leg of the N. Capitol 
Ave/Penitencia Creek Rd intersection, including pedestrian signal heads with push buttons 
and new ADA compliant curb ramps. This improvement would provide a safe connection 
between the eastern and western ends of the Penitencia Creek Trail. Adding this 4th 
crosswalk to the intersection would require signal modifications and re-striping. This 
improvement would also require California Public Utilities General Order 88-B (CPUC-
GO88-B) coordination and approval, since the crosswalk would cross the LRT tracks. 
Providing pedestrian improvements and enhancing off-site pedestrian connections would 
encourage people to walk instead of drive.

10.64 10.12 YES

3 - Traffic Calming               
Measures (Tier 2)

Class IV protected bicycle facility improvements along N. Capitol Ave are planned 
between Penitencia Creek Rd and Gilchrist Rd. As a result of these bicycle improvements, 
the existing travel lane widths along Capitol Ave would be narrowed. Narrowing travel lane 
widths results in reduced vehicle speeds. The project should construct these planned 
bicycle improvements. In addition, the project would install all-way stop control and 
crosswalks (including signage and striping) at the Penitencia Creek Rd/Kestral Wy 
intersection. Providing traffic calming measures such as narrowing travel lane widths and 
adding stop control to intersections creates a safer environment and promotes walking 
and biking as alternatives to driving. Accordingly, these multi-modal infrastructure 
improvements would reduce drive-alone commute trips.

10.64 10.12 YES

4 - Car Sharing           
Program (Tier 4)

The project would provide subsidized memberships to a car sharing program (e.g., Zipcar, 
City Carshare) for future residents of the apartments upon request. Dedicated car share 
parking would also be provided in a preferential on-site location. Car sharing services are 
a low-cost alternative to car ownership and provide flexibility to those who use other 
transportation modes for their daily commute but may need to access a car for mid-day 
errands. Car sharing helps support the use of walking, biking, carpooling, and transit by 
providing another means for business/day trips or a guaranteed ride home option, allowing 
for overall reductions in automobile use.

10.80 10.12 YES

5 - Voluntary Travel 
Behavior Change          
Program (Tier 4)

The project would provide a program that targets individual attitudes and behaviors 
towards travel and provides information and tools for residents to analyze and alter their 
travel behavior. Voluntary Travel Behavior Change programs include mass communication 
campaigns and travel feedback programs, such as travel diaries or feedback on calories 
burned from alternative modes of travel. This strategy encourages the use of shared ride 
modes, transit, walking, and biking, thereby reducing drive-alone vehicle trips and VMT. All 
residents/households would be provided with the information/tools necessary to fully 
participate in the Voluntary Travel Behavior Change program.

10.53 10.12 YES

VMT Per Capita with Implementation of all 5 Mitigation Measures: 10.04 10.12 NO

Vehicle Miles Traveled (VMT)
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Figures 8A and 8B show the VMT summary reports generated by the City of San Jose’s VMT 
Evaluation Tool without and with implementation of the recommended mitigation measures, 
respectively. The column chart at the bottom of each figure shows the Area VMT (red column), Project 
VMT (blue and green columns), and the Impact Threshold for residential uses (bold black line at the top 
of the chart). 

Cumulative Impact Analysis 

Projects must demonstrate consistency with the Envision San Jose 2040 General Plan to address 
cumulative impacts. Consistency with the City’s General Plan is based on the project’s density, design, 
and conformance to the General Plan goals and policies. If a project is determined to be inconsistent 
with the General Plan, a cumulative impact analysis is required as part of the City’s Transportation 
Analysis Handbook. 

The project site (both parcels) is designated Transit Residential on the Land Use/Transportation 
Diagram of the Envision San Jose 2040 General Plan. This is the primary land use designation for high-
density residential or mixed-use residential and commercial development sites located in close 
proximity to transit, jobs, amenities and services, and supports development with a density between 50 
and 250 dwelling units per acre (DU/AC) and a floor area ratio (FAR) from 2.0 to 12.0. 

As proposed, the residential project would develop a total of 381 dwelling units on the two parcels that 
make up the project site. This would result in a combined development density of approximately 110 
DU/AC (381 DU / 3.47 AC = 110 DU/AC), which would be consistent with the density of the General 
Plan land use designation. The project would also include a small amount of office space, which would 
be consistent with the mixed-use residential and commercial development allowed under the Transit 
Residential land use designation.   

Since the project would conform to the current General Plan, a General Plan Amendment (GPA) would 
not be required. The project would be considered part of the cumulative solution to meet the General 
Plan’s long-range transportation goals and would result in a less-than-significant cumulative impact. 
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Figure 8A 
San Jose VMT Evaluation Tool Summary Report – No Mitigation 
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Figure 8B 
San Jose VMT Evaluation Tool Summary Report – With Mitigation 
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4. Local Transportation Analysis  

This chapter describes the local transportation analysis including the method by which project traffic is 
estimated, intersection operations analysis for background plus project conditions, any adverse effects 
to intersection level of service caused by the project, intersection vehicle queuing analysis, site access 
and on-site circulation review, effects on bicycle, pedestrian and transit facilities, and parking. 

Intersection Operations Analysis 

The intersection operations analysis is intended to quantify the operations of San Jose intersections 
and to identify potential negative effects due to the addition of project traffic. Information required for the 
intersection operations analysis related to project trip generation, trip distribution, and trip assignment 
are presented in this section. The study intersections are located in the City of San Jose and are 
evaluated based on the City of San Jose’s intersection analysis methodology and standards in 
determining potential adverse operational effects due to the project, as described in Chapter 1. It is 
assumed in this analysis that the future transportation network with the project would be the same as 
the existing transportation network. 

Project Trip Estimates 

The magnitude of traffic produced by a new development and the locations where that traffic would 
appear are estimated using a three-step process: (1) trip generation, (2) trip distribution, and (3) trip 
assignment. In determining project trip generation, the magnitude of traffic entering and exiting the site 
is estimated for the AM and PM peak hours. As part of the project trip distribution, the directions to and 
from which the project trips would travel are estimated. In the project trip assignment, the project trips 
are assigned to specific streets and intersections. These procedures are described below. 

Trip Generation 

Through empirical research, data have been collected that quantify the amount of traffic produced by 
many types of land uses. This research is compiled in the Trip Generation Manual, 10th Edition (2017) 
published by the Institute of Transportation Engineers (ITE). The magnitude of traffic added to the 
roadway system by a particular development is estimated by multiplying the applicable trip generation 
rates by the size of the development. 

Trips that would be generated by the project were estimated using the ITE average trip rates for 
“Multifamily Housing Mid-Rise” (ITE Land Use 221) and “Small Office Building” (Land Use 712) located 
in a General Urban/Suburban setting. The Land Use 221 category includes apartment, townhouse and 
condominium developments with a total of at least four (4) dwelling units and that have between three 
(3) and ten (10) levels. As proposed, both residential buildings (apartment building and townhouse 
building) would be at least 3 stories tall but less than 10 stories tall. Thus, the same trip rates were 
applied to both the apartments and the townhomes.  
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Trip Adjustments and Reductions 

In accordance with San Jose’s Transportation Analysis Handbook (April 2020, Section 4.8, “Intersection 
Operations Analysis”), the project is eligible for adjustments and reductions from the baseline trip 
generation described above. The applicable trip adjustments and reductions are described below. 

Location-Based Trip Adjustment 

Based on the 2020 San Jose guidelines, the project qualifies for a location-based adjustment. The 
location-based adjustment reflects the project’s vehicle mode share based on the “place type” in which 
the project is located per the San Jose Travel Demand Model. The project’s place type was obtained 
from the San Jose VMT Evaluation Tool. Based on the tool, the project site is located within the place 
type “Urban Low Transit”. Therefore, the baseline project trips were adjusted to reflect an Urban Low 
Transit mode share. Residential and office developments within this area type have vehicle mode 
shares of 87% and 91%, respectively (according to Table 6 of the City's Transportation Analysis 
Handbook). The reductions were applied to the project trip generation estimates based on the location-
based vehicle mode share outputs produced from the San Jose Travel Demand Model. The 13% and 
9% trip reductions are based on the percent mode share for other modes of travel besides automobiles. 

Project-Specific Residential Trip Reduction 

The total VMT reduction resulting from Tier 1 VMT reduction strategies (i.e., project characteristics) 
were applied as part of the project trip generation estimates. The VMT Evaluation Tool calculates the 
total Tier 1 VMT reduction based on the following list of project characteristics: Increase Residential 
Density, Increase Employment Density, Increase Development Diversity, and Integrate Affordable and 
Below Market Rate units. Based on the proposed project, the VMT Evaluation Tool calculated a 5% 
external trip reduction due to the increased residential density for the site. 

Net Project Trips 

After applying the ITE trip rates to the proposed residential project and applying the appropriate trip 
reductions, the project would generate 1,758 new daily vehicle trips, with 120 new trips occurring during 
the AM peak hour and 146 new trips occurring during the PM peak hour. Using the inbound/outbound 
splits contained in the ITE Trip Generation Manual, the project would produce 34 new inbound and 86 
new outbound trips during the AM peak hour, and 88 new inbound and 58 new outbound trips during 
the PM peak hour (see Table 5). 

Trip Distribution and Assignment 

The trip distribution pattern for the residential project was estimated based on existing travel patterns 
on the surrounding roadway network that reflect typical weekday AM and PM commute patterns, the 
locations of complementary land uses, and freeway access points. The AM and PM peak hour vehicle 
trips generated by the project were assigned to the roadway network in accordance with the trip 
distribution pattern. Figure 9 shows the project trip distribution pattern and trip assignment.  

Traffic Volumes Under All Scenarios  

Existing Traffic Volumes 

Due the current COVID-19 pandemic situation, the City of San Jose is requiring that all new traffic 
counts for study intersections be put on hold until further notice. Instead of conducting new counts, City 
staff are requesting that a compounded annual growth factor of 1% be applied to historical count data 
(i.e., any count that is more than two years old). Accordingly, a 1% annual growth factor was applied to 
the turning movement counts provided by City staff for this project. The existing peak-hour intersection 
volumes are shown on Figure 10. 
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Table 5 
Project Trip Generation Estimates 

 

Background Traffic Volumes 

Background traffic volumes were estimated by adding to existing peak hour volumes the projected 
volumes from approved but not yet completed developments. The added traffic from approved but not 
yet completed developments was provided by the City of San Jose in the form of the Approved Trips 
Inventory (ATI). Background conditions represent the baseline conditions to which project conditions 
are compared for the purpose of determining potential adverse operational effects of the project. The 
background peak-hour intersection volumes are shown on Figure 11. 

The ATI sheets are contained in Appendix B. Note that the approved trips associated with the Capitol 
Avenue/Penitencia Creek Creekside Station (Yoneda) project (PDC04-017) were removed from the ATI 
sheets because this project is built and has been occupied for years. 

Background Plus Project Traffic Volumes 

Project trips were added to background traffic volumes to obtain background plus project traffic 
volumes (see Figure 12).  

Traffic volumes for all traffic scenarios are tabulated in Appendix A. 

AM Peak Hour PM Peak Hour

Daily Daily Pk-Hr Pk-Hr
Land Use Rate Trips Rate In Out Total Rate In Out Total

8 Plex Townhomes (3 Stories) 
1

32 DU 5.44 174 0.36 3 9 12 0.44 9 5 14

Apartments (7 Stories) 
1

349 DU 5.44 1,899 0.36 33 93 126 0.44 94 60 154

Location-Based Vehicle Mode Share (13%) 
2

(269) (5) (13) (18) (13) (9) (22)

Project-Specific Trip Reduction (5%) 
3

(90) (2) (4) (6) (4) (3) (7)

Net Residential Trips: 1,714 29 85 114 86 53 139

Ground Floor Office 1 3,000 SF 16.19 49 1.92 5 1 6 2.45 2 5 7

Location-Based Vehicle Mode Share (9%) 
2 (4) 0 0 0 0 0 0

Net Office Trips: 45 5 1 6 2 5 7

Total Net Project Trips: 1,758 34 86 120 88 58 146

Notes:
1

2

3

    Size

Trip generation based on average rates contained in the ITE Trip Generation Manual, 10th Edition , for Multifamily Housing Mid-Rise (Land Use 221) and 
Small Office Building (Land Use 712) located in a General Urban/Suburban setting. Rates are expressed in trips per DU and per 1,000 s.f., respectively.

A 13% reduction was applied to the residential component and a 9% reduction was applied to the office component based on the location-based vehicle 
mode share % outputs (Table 6 of TA Handbook) produced from the San Jose Travel Demand Model for place type: Urban Low Transit.

A 5% reduction was applied to the residential component of the project based on the external trip adjustments obtained from the City's VMT Evaluation Tool 
due to the increased residential density for the site as a result of the project.








































































































