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RECOMMENDATION 

Staff Recommends That City Council Adopt A Resolution Approving The 
Downtown Oakland - San Leandro Altemafive (DOSL) As The Locally Preferred 
Alternative For The AC,Transit District's East Bay Bus Rapid Transit Project 
(BRT Project); Adopt Condifions Of Approval For The DOSL BRT Project; And, 
As A CEQA Responsible Agency, Adopt" As Its Own Independent Findings And 
Conclusions To The Attached CEQA-Related Findings Adopted By AC Transit 
For The DOSL BRT Project, Including Rejections Of Alternatives As Being 
Infeasible, The Findings Of Fact, Statement Of Overriding Considerations 
(Finding That The Benefits Of The Project Outweigh Its Environmental Impacts), 
And The Mitigation Monitoring And Reporting Program. 

EXECUTIVE SUMMARY 

AC Transit has obtained a commitment for federal funding for a Bus Rapid Transit (BRT) line 
through Oakland, and has established a priority corridor (the Downtown Oakland to San 
Leandro, or DOSL) in which to construct this project (the DOSL BRT Project). The terms to 
accept the Federal funding of the project require that Oakland formally approve a 'Locally 
Preferred Altemafive" (LPA) and adopt the Califomia Environmental Quality Act (CEQA) and 
the National Environmental Protecfion Act (NEPA) Findings of Fact and a Statement of 
Overriding Consideration for the project. The DOSL BRT Project, and the new LPA, represents 
a substantial investment in transit and City street infrastructure with potentially significant 
impacts and benefits, which are discussed in detail below. 

Existing City policy and practice has long promoted the establishment of transit lines as an 
important means of travel within the City. The Land Use and Transportation Element of the 
General Plan, the 1996 Transit First policy {Attachment A), the Pedestrian Master Plan, the 
Bicycle Master Plan, and the Sustainable Oakland strategy all support improving transit lines and 
access to them. Various specific plans, area plans, and streetscape projects have been designed to 
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support Transit-Oriented Development (TOD); this is the transit part of that equation. This 
project could represent a bold stride toward realizing the City's commitment to TOD and-
associated increased development opportunities at each permanent station stop. Finally, the 
DOSL BRT Project line will allow more transit capacity along the corridor, improving speed and 
frequency by using fewer vehicles, which in turn will decrease the environmental impacts of 
travel in the corridor including the reduction of greenhouse gases and other pollutants. 

Positive Attributes 
The DOSL BRT Project, if approved, will invest between one hundred fifty two million dollars 
($152,000,000.00) and one-hundred seventy-two million dollars ($172,000,000.00) in improving 
bus transit and providing other related and significant benefits to the people living, walking, and 
working on or near the International Boulevard corridor between downtown Oakland and the San 
Leandro border (See Attachment B: Map of BRT Project Line). During the constmction period, 
the project will create approximately three hundred constmction jobs, and four hundred 
addifional local jobs in retail, services, and manufacturing during the constmction period. BRT 
lines with permanent stations, like the one proposed for Oakland, have been a transit and 
economic success in other cifies, including Los Angeles' (Orange Line), Boston (Silver Line), 
Cleveland (RTA HealthLine), and Pittsburgh (Martin Luther King Jr. East Busway). 

Because virtually every transit user is a pedestrian, increased transit ridership depends on the 
high-quality of the station areas and access to those stations, as well as the increased frequency 
of buses and speed of travel on the line. Because the frequency of buses will increase to 5 minute 
headways (five minutes between buses), the system will be more efficient, and the average speed 
will also rise from 9 miles per hour to 13 miles per hour. This will mean that by the year 2035 
approximately 70,000 more riders will be able to rely on the new transit system to meet their 
destinafions quickly and on-time. Addifionally, the DOSL BRT Project promises to provide 
permanent, lighted and secure bus stations that allow pre-paid, level floor boarding, and other 
modem transit technology upgrades for using dedicated bus lanes that provide safe accessibility 
from both sides of the street. The DOSL BRT Project will significantly improve transit line 
service in the most heavily utilized transit corridor in Oakland. 

Another feature of the proposed project is that the City's proposed Conditions of Approval 
COAs, (see Exhibit A to the Resolution: Conditions of Approval) for the DOSL BRT Project 
will require that the project pave City streets, constmct curb ramps and other disability access 
features, constmct lighted and safe pedestrian improvements and bicycle lanes, add new street 
lights at stadons and crossings, and maintain existing and new facilities along the project 
corridor. 

Challenges for the Project 
Practical challenges to implementation of the project include addressing the impact of the 
removal of street parking along sections of the DOSL BRT Project corridor where stations will 
be located. Auto travel along the corridor will be slowed by removing one travel lane in either 
direction to accommodate the bus-only lanes. The average walking distance to a stop, which is 
between two blocks for a local bus, and eight blocks for an express bus, will be close to four 
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blocks for the DOAL BRT Project on average, which represents a potenUally significant tradeoff 
for the elderly and people with disabilities. AC Transit has estimated that 90% of current riders 
will walk no fiarther than they currently do to access the BRT system (and once they get there 
their joumey will be swifter and more pleasant). 

The DOSL BRT Project is not yet fully designed; it is sfill in the conceptual stage. Therefore, 
several advisory bodies, including the Commission on Aging, Commission on Persons with 
Disabilities, and the Bicycle and Pedestrian Advisory Committee have requested that they be 
included in ongoing design development. This has been included as a Condifion of Approval 
(COA) for the project, especially given that access for parents with children, older adults, and 
persons with disabilifies-is so crifical. Many detailed design issues that can affect cifizen access 
to the line remain to be worked out during the next stage of the design process. 

Additionally, to address these concems, staff is working extensively with AC Transit and local 
merchants and community groups to identify particular problem areas. To ensure these areas 
receive further attention as design progresses, staff has proposed a set of COAs that mitigate 
some of the negative impacts or otherwise improve the project beyond those required by the 
Environmental documents. For example, where the transit line impacts business by removing 
parking near stafion locafions, AC Transit is committed by the City's COA to hold additional 
meefings to discuss and record the separate issues and to commit to specific solufions to each 
one. This COA is one of many that are part of the Resolution attached to this report, and they 
also include key items such as the addition of two new stations located closer to senior 
residential areas, more lighting and security improvements for safe station access, and the 
replacement of off-street parking or parking lots where necessary. 

Summary Conclusion 
Staff believes the DOSL BRT Project presents benefits that, on balance, outweigh its costs. The 
project advances City Council's long range policy goals, including transit-first, promotes transit-
oriented development at each stafion stop, and reduces air pollutants and greenhouse gases. The 
permanent stafion stops should have a positive overall economic benefit, and the increased 
frequency and speed of the service should attract more riders, as has been shown in other cifies. 
The impacts of increased auto travel-time and removal of station-area street parking are mifigated 
by the project's substanfial transit, pedestrian, and bicycle benefits and by inclusion of the COAs 
and continued staff and community participafion in the next steps of design. 

Approval of the Locally Preferred Altemafive at this stage does not allow AC Transit to proceed 
without continued City participafion and the need to acquire a range of permits. Should this 
project be approved and move forward, the Conditions of Approval that are attached to the City 
Council Resolufion include provisions that AC Transit will work with staff to develop formal 
agreements that will address reimbursement of City costs and ensure the City's proper role in 
confinued public outreach with City advisory bodies, residents and merchants, preliminary 
engineering and final design, and constmcfion oversight. Each of these agreements will be 
prepared and presented to City Council for approval. Other COAs that respond to community 
needs include provisions for new paving, parking, lighfing, additional BRT stafions, improved 
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accessibility for the elderly and people with disabilities, and the maintenance and operafion of 
new facilities; these Conditions of Approval are incorporated by reference into the proposed 
Resolufion. 

AC Transit is the lead agency for the project under the Califomia Environmental Quality Act 
(CEQA). The FEIS/R evaluated the enfire project throughout Oakland and into San Leandro; 
however, the DOSL BRT Project portion is wholly within the City's right of way. AC Transit's 
environmental analysis found, and City staff concurs, that the greatest environmental impacts are 
due to projected traffic in the year 2035 and beyond. Combinations of design modifications and 
mifigation measures that have been buih into the project have reduced significant traffic impacts 
to less than significant for all but one intersecfion (a Significant Impact at 5th Avenue and East 
12th Street). Accordingly, staff recommends that City Council concur with AC Transit's 
certification of the FEIS/R, including their Findings of Fact, Statement of Overriding 
Considerations, and Mitigation Monitoring and Reporting Plan. 

The action now requested of City Council is to formally adopt the DOSL Altemafive as the 
preferred BRT Project. This will allow AC Transit to proceed with a full funding agreement with 
the Federal Transit Administration (FTA), which is due in September 2012. This funding will 
support AC Transit and Oakland to work together to complete preliminary and final design, and 
then proceed to constmction. 

OUTCOME 

Should City Council approve the Resolution, AC Transit will be able to report this milestone in 
their Federal "Small Starts" grant update (required in early September 2012), and will be able to 
proceed to a full funding grant agreement which will allow them to access up to seventy five 
million dollars ($75,000,000.00) in Federal Transit Administrafion (FTA) funds for design and 
construction of the project. Combined with other already committed funds, this funding will 
allow AC Transit to proceed to final design and constmction. This decision is therefore a critical 
project milestone for both the City of Oakland and AC Transit. 

As noted, this action alone will not give AC Transit the right to build the DOSL BRT Project on 
Oakland streets, but this decision commits the City's endorsement of this project as it is 
conceptually designed. It will indicate the City's intention to make this project a priority and to 
work together with AC Transit towards its completion. 

BACKGROUND/LEGISLATIVE HISTORY 

The AC Transit East Bay Bus Rapid Transit Project has a very lengthy history in the Cities of 
Oakland, Berkeley, and San Leandro that is summarized briefly here. 

Major Investment Study Selects Bus Rapid Transit (1998-2001) 
In 1998, AC Transit undertook a federally-funded Major Investment Study (MIS) to closely 
examine altematives for transit service on several transit corridors in their service area., This 
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Study was governed by a Policy Steering Committee comprised of representatives from all 
affected jurisdicfions including Oakland. In 2001, the MIS Policy Steering Committee 
concluded the MIS study by recommending a preferred route for a Bus Rapid Transit Project that 
specified the corridor alignment of Telegraph Avenue to International Boulevard/East 14̂ '' Street 
in the cities of Oakland, Berkeley, and San Leandro. 

Bus Rapid Transit, the choice of the MIS, is a form of bus service that is characterized by a 
combinaUon of dedicated lanes and transit priority at signalized intersections, often utilizing 
advanced-technology high capacity buses. It also may include more widely separated stations 
than conventional bus service. These stations have amenities such as larger platforms with 
seating and weather protection, ticket vending machines for pre-paid boarding, and level floor 
boarding to allow full ADA accessibfiity. In combination these facilifies allow for the provision 
of faster and more reliable service than conventional bus service. 

Draft Environmental Impact Statement/ Report (2002-2007) 
In May of 2007, after lengthy study, AC Transit released a Draft Environmental Impact 
Statement/Report (DEIS/R) for the, entire East Bay Bus Rapid Transit Project. The DEIS/R 
analyzed five BRT altematives along the corridor. 

1. No Build • " 7 
2. Altemative 1 - Separate BRT and Local Service from Berkeley through Oakland to Bay 

Fair BART . _ 
3. Altemative 2 - Separate BRT and Local Service from Berkeley through Oakland to San 

Leandro BART 
4. Altemative 3 - Combined BRT and Local Service from Berkeley through Oakland to 

Bay Fair BART 
5. Altemative 4 ~ Combined BRT and Local Service from Berkeley through Oakland to San 

Leandro BART 

The City of Oakland formally submitted comments and concems in response to the Draft 
Environmental Impact Statement/Report on line alignment, traffic, parking, economic, 
construction, roadway maintenance and operational impacts, arriong other concems. 

2009- 2010 Locally Preferred Alternative (LPA) 
In 2009, AC Transit began working-with the three cities (Berkeley, Qakland, and San Leandro) 
on the corridor to adopt a "Locally.Preferred Alternative" (LPA), in order to complete the Final 
Environmental Impact Statement/Report (FEIS/R) on the Project. The AC Transit Board Policy 
Steering Committee adopted the combined BRT and Local service concept (Altemafive 3 and 4 
of the DEIS/R) as the preferred service scenario in 2009. 

In April of 2010, the City of Oakland selected an LPA that modified the altemative in the 
DEIS/R in several important ways; including adding several more stations to provide additional 
local service, incorporating bike lanes where they are called for in Oakland's Bicycle Master 
Plan, incorporating enhanced pedestrian amenities such as pedestrian bulb-outs (an extension of 
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the sidewalk that makes crossing distances shorter) and mid-block refuges (crossing islands). 
The LPA included the full extent of dedicated lanes proposed by AC Transit on Telegraph and 
Intemational, as well as along East 12'*' Street through the Easfiake neighborhood. The City 
Council selected the LPA expressly in order for the full impacts of the project to be evaluated in 
the FEIS/R. In addifion to approving the LPA for further study, the City Council asked AC 
Transit to include in the FEIS/R a full analysis of an altemafive incorporafing left-side boarding, 
parking losses and potential mifigafions, the impacts of loss of local service on the elderly and 
disabled, security issues related to off-bus cash payment and increased walk distance to stops, 
and economic impacts to local businesses during and post-constmcfion. The City Council also 
requested that AC Transit fully analyze a "Rapid Bus Plus" option that includes all of the 
facilifies of Bus Rapid Transit, but without dedicated bus-only lanes. 

In Berkeley, the Project proposed as their LPA along Telegraph Avenue lacked any dedicated 
lanes for transit, which ultimately resulted in insufficient support for the project. The inclusion of 
transit-only dedicated lanes is a key requirement of the system in order for transit to meet 
performance standards required by federal funding sources. 

In San Leandro, an LPA was selected that terminated at the San Leandro BART Station, rather 
than traveling to Bay Fair. AC Transit relied on each of these determinations to prepare their 
FEIS/EIR for the Project. 

Final Environmental Impact Study/Report (2011-2012) 
In January, 2012, AC Transit released the FEIS on the Locally Preferred Alternative. Two 
altematives are described in the FEIS/R: 

1. The Locally Preferred Altemative (LPA) is a 14.4-mile, 47 stafion BRT line connecfing 
Berkeley, Oakland, and San Leandro, with termini in downtown Berkeley and at the San 
Leandro BART station. The LPA.is an improved version of Altemative 3 in the Draft EIS/R, 
responding to requests made by the City of Oakland and San Leandro. It includes minimal 
improvements in Berkeley limited to minor stop improvements and the provision of ficket 
machines to ease boarding. - . . 

2. A new, lower cost altemafive to the LPA, designated as the Downtown Oakland to San 
Leandro BART Altemafive (DOSL BRT Project). This altemative limits improvements to a 9.5 
mile, 32-station segment from the Uptown Transit Center in downtown Oakland to the San 
Leandro BART station, traveling largely upon International Boulevard through the City of 
Oakland. This altemative was proposed to fully disclose a funcfional system that could be 
considered if funding or other constraints prohibited the full buildout of the LPA. This 
altemative also permitted an option which did not include Berkeley. 

AC Transit Selection of Preferred Alternative and Certification of FEIS/R (April, 2012) 
Following release of the FEIS/EIR, AC Transit collected comments during a 45-day public 
comment period, and hosted six public fomms in Oakland at various locations along the Project 
alignment. On April 25, 2012, the AC Transit Board formally certified the FEIS/R and 
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idenfified the DOSL as their new Locally Preferred Altemative (See Attachment C: AC Transit 
District - GM Memo - Certification of East Bay Bus Rapid Transit Final Environmental 
Impact Report and Adoption of New Locally Preferred Alternative 

http://www.actransit.org/wp-content/up̂ oadŝ oard_memos/2_GM%2012-083a%20BRT.pdf). 

ANALYSIS 
The FEIS/EIR studied the full LPA from Berkeley to San Leandro (14 miles and 47 stafions), 
and the DOSL BRT Project altemative, which travels 9.5 miles from from the Uptown Transit 
Center in downtown Oakland to San Leandro BART and has 32 stations. 

The following are the primary reasons AC Transit adopted the shorter DOSL BRT Project 
altemative: 

• Operations: Operating independently (without the Telegraph Avenue - Berkeley 
alignment), the DOSL BRT Project would provide dedicated lanes in eighty percent 
(80%) of the corridor, and would therefore be able to provide the reliability expected of 
(and gain the funding for) a Bus Rapid Transit Project. 

• Transit benefits: Operating independently, the DOSL BRT Project improves transit 
capacity, speed, reliability, frequency, safety and convenience on what is currently the 
most heavily used section of the entire corridor. It corrects most of the reasons for 
currently slow and unreliable transit operations. 

• Traffic: AC Transit and the City of Oakland identified measures that feasibly mitigate all 
year 2015 Significant Impacts to Less Than Significant for all intersections in the DOSL 
corridor, and to all but one intersection (5th Avenue and East 12th Street, which remains 
a Significant Impact) in the DOSL corridor for year 2035. In contrast, in the north 

, corridor one intersection has Significant Impact in 2015, and five have Significant 
Impacts in 2035. The reason for this disparity is the narrower profile of Telegraph 
compared to Intemational Boulevard (particularly in East Oakland), and the lack of 
feasible auto diversion routes along Telegraph. Mitigating the impacts on Telegraph 
would require acquiring right-of-way to provide addifional roadway capacity, which is 
unacceptable to the City of Oakland. 

• Parking: The Telegraph Avenue corridor project in the full LPA would displace 416 
parking spaces in the north corridor, or 34%. While still significant, the DOSL displaces 
352 spaces in the much longer southern corridor, or 17% of the total supply. A higher 
percentage of the displaced spaces on the north corridor are metered, as well, (32% in the 
north vs 23% in the DOSL corridor), which would require additional replacement 
metering of side streets to maintain parity with the existing supply and guarantee the 
availability of parking to visitors. 

• Funding: The DOSL BRT Project can be provided at a lower cost than the entire 
Telegraph Avenue- DOSL BRT Project. The DOSL BRT Project is judged to be "fully-
funded" with current and projected available funding. 

o DOSL cost , $152 million 
o LPA cost $205 mfilion 
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o Committed Funds $171 million 

Given the reasons articulated above, A C Transit chose the DOSL BRT Project as the 
environmentally preferred altemative, and proposes to move ahead on that corridor only. Seeing 
no practical reason to disagree with this assessment, staff concurs, and confines further 
discussion in this document to the DOSL BRT Project alternative adopted by A C Transit. 

The DOSL Project Description 
In Oakland, traveling east to west, the DOSL BRT Project starts on Intemational Etoulevard at 
the San Leandro border and operates in median bus-only lanes to 14"̂  Avenue. Stations in this 
section are located on median center islands that can serve both directions of travel because the 
system will have buses with doors on both the left and right sides. Exisfing landscaped medians 
in East Oakland and Fmitvale districts will be preserved, with portions used to accommodate 
center platform stafions. Addifional medians may be created to result in no net loss of 
landscaping and to unify the streetscape where opportunifies exist that do not reduce parking 
spaces. 

Between 14^*^ Street and Broadway, the DOSL BRT Project will travel in one-way couplets, East 
12"^ Street and Intemafional Boulevard in the Eastlake district, and 11"' and 12'*^ Streets in 
Downtown. In these couplets, the BRT will operate in right-side mnning transit ways with 
curbside stafions, similar to convenfional buses. These lanes will be limited to buses, but will 
allow auto access for right tums or parking with curbside level or near-level boarding. The 
project would travel in convenfional mixed-flow auto lanes along Broadway through downtown 
Oakland, terminating at the Uptown Transit Center at 20"^ and Broadway. The dedicated bus 
lanes would be distinguished from auto lanes only by color or pavement markings, would not be 
physically separated in any way, and would be fully accessible to emergency vehicles. (See 
Attachment D: Sample Plan View, Travel Lanes) 

Thirty-two stations are spaced an average of six blocks apart along the whole length of the 
system. Stations will include shelters, proof of payment ficket validafion, lighfing and security. 
In addifion, access to stations will have level boarding, enhanced and addifional crosswalks, 
sidewalk bulb-outs, mid-block pedestrian refuges, and pedestrian scale lighting. (See Attachment 
E: Perspective Views of Typical Stations) 

Buses will be modem,, arficulated^ low-floor, low-emission vehicles, and will travel on five-
minute headways during peak and-midday periods and on ten-minute headways at other times. 
They will allow both left-side and right-side boarding, and will therefore be able to utilize center 
median stafions as well as convenfional curb-side stafions. 

Transit Impacts 
The DOSL BRT Project will allow for faster transit travel fime due to decreased auto congesfion 
and faster boarding at stafions, resulfing in a 25-30% average speed increase, from 9 miles per 
hour to 13 miles per hour. It is important to note that buses will operate no faster than the speed 
limit of 25 miles per hour, but will travel more constanfiy with fewer intermpfions. This 
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constancy will reduce driver's perceived need to have fast starts and sudden stops in order to 
meet required stop fimes. This method of driving is dangerous for passengers both entering and 
already on-board the bus, and will be greafiy diminished by the dedicated lane system. 

This travel fime, combined with the greater reliability and improved frequency is projected to 
increase ridership 70%, or by 17,100 patrons per day, by 2035. This increase in transit patronage 
will contribute to a net decrease in auto travel (by 11,300 miles per day) and consequent 
reducfions in pollufion and greenhouse gas emission. Projecfions indicate that the number of bus 
riders in the corridor will substantially outnumber the number of auto passengers, reversing the 
current situafion. 

Auto Impacts 
In order to accommodate two dedicated bus-only lanes (one in each direction), two automobile 
lanes must be removed. Although roadway width varies in the corridor, in general the current 
condition is two lanes in either direction, so the DOSL BRT Project leaves one through lane each 
way in the corridor. In order to provide acceptable traffic flow through major intersections, the 
DOSL BRT Project will provide dedicated left-turn lanes, and somefimes dedicated right-tum 
lanes at appropriate intersecfions. Flowever, project roadways will serve fewer automobiles at a 
slower speed. Projecfions show peak period auto speed to decrease by 18-23% upon implement 
of the DOSL BRT Project. There will also be lower overall traffic volumes, because some auto 
trips will be converted to transit trips, and other auto trips will be diverted to parallel routes. 

In the FEIS/FEIR AC Transit and Oakland Staff devoted considerable efforts to designing 
mitigations to ensure that traffic will flow acceptably with the project. AC Transit completed 
detailed traffic analysis in the FEIS/R, increasing the number of study intersecfions by 50% from 
the DEIS/R. Oakland performed addifional analysis ufilizing SimTraffic micro simulafion to 
confirm these results and help craft mifigations. The proposed project includes mitigafions both 
on-corridor and off corridor on adjacent streets (such as San Leandro and E. 12̂*̂) to ensure that 
traffic will flow smoothly. Based.on these studies, staff is confident that traffic condifions.in the 
corridor will confinue to meet Oakland's performance standards. 

Impacts to Pedestrians Including Older Adult and Disability Populations 
The DOSL BRT Project will provide many pedestrian safety benefits to the corridor by 
transforming it from one that often has five lanes of auto traffic (two lanes in each direcfion with 
a median tuming lane), high travel speeds, and limited crosswalks into a facility that will be 
much safer for pedestrians to cross the street and access the bus. The project will add high 
visibility crosswalks and new pedestrian signals with increased crossing fime, bulbouts and curb 
ramps at all stafions and at other locafions along the corridor. At stafion locafions, the stafion will 
provide a "pedestrian refuge" by allowing pedestrians to cross only half of the street if they need 
additional fime. In addifion, slower average auto travel speed will make uncontrolled street 
crossings safer for pedestrians. New pedestrian scale lighting at and adjacent to stafion locations 
will also provide addifional security to pedestrians. Level floor boarding will allow easy entry 
and exit to the bus. 
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The negafive impact to pedestrians and particularly to older adults and persons with disabilifies 
who have more difficulty with mobility is that the BRT system will replace the existing local and 
rapid systems. White the exisfing local service has stops on average every two blocks, the BRT 
stops approximately every four-to^six blocks, and some patrons will inevitably need to travel 
further to get to their bus station. Because most of the local bus stop locations that were dropped 
were very low patronage locafions, AC Transit esfimates that 90% of current riders will walk no 
further to access a DOSL BRT stafion (and once they get there their journey will be swifter and 
more pleasant). However, concems have repeatedly been raised about this issue at community 
meetings. As one solution, AC Transit has committed to relocating three stations and adding two 
new stafions closer to senior facilities. 

AC Transit reviewed the proposal with the Mayor's Commission on Persons with Disabilifies 
(MCPD) and Commission on Agirig joint Access Compliance Advisory Committee (ACAC). 
The Committee recognized the posifive impacts of the BRT plan on older adult and disability 
populations, but asked for further consideration and correction of critical disability access issues 
in the planning of the BRT. 

The MCPD asked that AC Transit commit to confinued involvement by the ACAC through the 
design process and to ensuring that the local needs of older adult and disabilities populations are 
met by the BRT, as well as a commitment on AC Transit's part to strive for universal access in 
the design of the DOSL BRT Project. See Attachment F: Motion approved by the MCPD. 

Parking Impacts 
On-street parking is removed by the DOSL BRT Project in some areas for a variety of reasons. 
Parking may need to be reduced at station locafions, or where additional turning lanes or through 
lanes are required to allow the remaining mixed-flow traffic lane to work acceptably. There will 
be no loss of meter revenue, although there will be removal and replacement of 76 parking 
meters out of the total of 450 meters in commercial areas along the line. AC Transit is 
responsible for the removal as well as one-to-one replacement of meters on adjacent side streets 
that serve businesses or commercial areas, or further down the corridor, as specified by the City. 
The City will continue to maintain these relocated meters and collect revenue. 

The impact of parking losses are highly localized and depend on the current usage rate of on-
corridor spaces, as well as the availability of parking spaces on adjacent side streets. AC 
Transit's analysis used a figure of 85% as an acceptable "full occupancy", which is currenfiy 
only exceeded in the Easfiake area and a portion of the San Antonio District. AC Transit 
assumed that if occupancy exceeds that rate in the future, due to loss of parking spaces due to the 
project, it would need to mifigated by policy changes (metering or time-limiting of adjacent non-
residenfial side streets) or, if that is not an available altemafive, through constmction of off-street 
parking lots. AC Transit's analysis found that on-corridor parking demand would exceed 85%, 
with the DOSL BRT Project, in the following locafions: 

• 11'̂  & 12'*' Streets between Webster and Alice Streets 
• Intemafional Boulevard/East 12"̂  Street between and 6"̂  Avenue 
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• Intemational Boulevard between 20th Ave. and Munson Way 
• Intemational Boulevard between 27'*̂  Ave. and Derby St 
• Intemational Boulevard between 37̂ '' and 40̂*̂  Avenues 
• Intemational Boulevard between 57"̂  and 61 '̂ Avenues 
• Intemational Boulevard between 67̂ "̂  and 71 '̂ Avenues 
• Intemational Boulevard between 71̂ * Avenue and Hegenberger 
• Intemational Boulevard between 76"̂  and 84'̂  Avenues 

Most of these locations have available parking on side streets, and a lack of current parking 
limitations (meters or time limits) which makes it possible to accommodate demand. While 
parking impacts may not be significant on a district or multi-block level, individual businesses 
may be understandably concemed if a significant .portion of parking is removed from their block 
face, particularly if they depend on automobile access to support their businesses. At this stage of 
the conceptual design process, it is not possible to tell with certainty how some existing 
businesses' parking needs will be impacted by the DOSL BRT Project. 

The recommended conditions of approval include a requirement that AC Transit hold additional 
meetings with those businesses or residents impacted by the removal of parking, and establish a 
process to discuss and record the separate owner issues,and to commit to specific mutually 
agreeable solutions with the business owner and the City within the financial constraints of the 
project. All solutions are to be incorporated into the DOSL BRT Project before finalizing the 
35% stage of preliminary design. Addifionally, in response to these types of concems, AC • 
Transit has also located and committed to providing additional off-street parking locations in the 
San Antonio, Fmitvale, and Elmhurst districts. 

Bicycle Impacts 
Much of the corridor has the bicycle facilities indicated in the City of Oakland Bicycle Master 
Plan. In this project, where there is sufficient roadway right-of-way-and community support, 
bicycle lanes are proposed to be installed as a part of the DOSL BRT Project, increasing 
Oakland's bike network by approximately five lane miles of Class II bike lanes. Installation of 
bike racks, as demand is needed and space permits, will be managed and maintained by AC 
Transit in areas adjacent to the stations. In addition, DOSL BRT Project buses will allow 
bicycles on-board, with some space limitations to be further determined during preliminary 
engineering. 

Responses to Specific City Council Concerns 
In approving the LPA in April 2010, the City Council asked AC Transit to include in the FEIS/R 
a full analysis of an altemative incorporating left-side boarding, parking losses and potenfial 
mitigations, the impacts of loss of local service on the elderly and disabled, security issues 
related to off-bus cash payment and increased walk distance to stops, and economic impacts to 
local businesses during and post-constmction. These issues were incorporated into the FEIS/R, 
and staff notes the following: 
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• Left side boarding: 
This has been adopted as the preferred altemative, allowing flexibility in using single 
center islands or conventional curb-side stations where road width dictates 

• Access for older adults and people with disabilities: 
AC Transit completed an analysis identifying the location of significant elderly housing 
complexes, has located stations in close proximity to these locations, and has added 
stations to decrease walk distance between stations. Additionally, the City's COAs 
specify the Mayor's Commission on Persons with Disabilities and Commission on Aging 
joint Access Compliance Advisory Committee being included on an ongoing basis in 
design and operations development. 

• Security issues: 
AC Transit has added security cameras at all stations, and has further decided to allow 
use of on-board fare collection in the evening hours to address potenfial concerns with 
use of on-platform fare boxes. 

• Economic impacts: 
The FEIS/R partially addresses the economic impacts to local businesses during and after 
constmcfion by discussing the typical staging and duration of constmction. The City 
desires constmction staging that will minimize impacts along the corridor (i.e., constmct 
a block or two at a time without disturbing the entire corridor). The FEIS/R also discusses 
parking loss during construction and the potenfial impacts on businesses dependent on 
convenient auto access. However, the analysis is not fine-grained enough to estimate the 
severity of these potential impacts, as they will depend greatly on the nature of the 
business and of the immediate environment. The City's COA on this issue requires AC 
Transit to continue to address these concems and provide solutions prior to the 35% level 
of engineering design. 

. "Rapid Bus Plus": 
The City Council also requested that AC Transit fully analyze a "Rapid Bus Plus" option 
that includes all of the facilities of Bus Rapid Transit, but without dedicated bus-only 
lanes. AC Transit produced the "Oakland Bus Bulbs Analysis: Telegraph Avenue 
Corridor" report in January, 2012. The report finds that a facility of this t̂ pe, which 
would include reduced headways, near-level boarding at curb-side bulb-outs, proof of 
payment ticketing, and all door boarding, would indeed increase the number of patrons 
on the system, but at significant addifional cost over the current "no-build" system. 
Unlike a BRT system, which decreases unit operating costs'over the no build option due 
to increased productivity, the bus bulbs altemative would increase unit operating costs. 
While it would cost less to build, and would have fewer traffic and parking impacts than 
the BRT system project, the analysis finds that the bus bulbs proposal can't jusfify the 
investment due to its high operating costs. 
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The DOSL BRT Project is consonant with Oakland's Transit First Policy (Attachment A), 
approved the City Council in October, 1996 (Resolufion No. 73036 C.M.S.) This policy declares 
that the City encourages and promotes the use of public transit as an altemafive to single-
occupant vehicles, and specifically indicates several components of bus rapid transit as potential 
transit improvements, including: 

• Exclusive bus lanes 
• Restricting auto tuming lanes 
• Synchronizing traffic signals for buses on transit preferential streets, and permitting 

transit vehicles to preempt signals 

BRT systems like the one proposed for Oakland have been a transit and economic success in 
other cifies. Systems in place include the Los Angeles' Orange Line, Boston's Silver Line, 
Cleveland's RTA HealthLine, and Pittsburgh's Martin Luther King Jr. East Busway. For 
example, Cleveland's system is 7.1 miles in length and shares the same off-board fare, at-level 
boarding, and median-dedicated bus-only lanes as proposed for the Oakland BRT. The average 
speed of buses prior to BRT was comparable to that of AC Transit on the Intemational 
Boulevard corridor: 9.3 miles per hour. The new system now has average bus speeds of 13.5 
miles per hour (a 34% increase). This enables more people to use transit to get to work and home 
efficiently and on-time. A 60% ridership increase has happened since 2008. Because the system 
improvements also addressed the business communities' concems adjacent to the BRT line, the 
Euclid Avenue corridor has experienced approximately $4.3 billion of real estate investment. 

The DOSL BRT Project constitutes a major and transformative investment in the public realm of 
the City of Oakland. It will significantly enhance transit performance along the Intemational 
Boulevard corridor from downtown Oakland to the San Leandro border, provide enhancements 
to pedestrians and bicyclists, and decrease access for auto travel and remove significant on-
corridor parking. The impacts of such an investment are far-reaching. There will be significant 
impacts, both positive and negative, and these impacts will affect different Oakland residents 
differently. 

Based on staffs independent review, staff recommends that the City Council adopt a Statement 
of Overriding Consideration, as discussed above, finding that the positive impacts of the DOSL 
BRT Project - supporting economic development with fixed stations, providing better transit 
service, investing in improvements to the pedestrian realm including enhanced lighting, 
improved street crossings, repaving the entire corridor resulting in decreased pollution and 
greenhouse gas emissions - all of these outweigh the negative consequences to auto travel time 
and parking as well as the short-term economic dismption to businesses typical of any major 
constmction project. {See Exhibit B to the Resolution: Findings of Fact and Statement of 
Overriding Considerations dated March 24, 2012 and adopted by A C Transit on April 25, 
2012. http://www.actransit.Qrg/wp-content/uploads/board_memos/2 GM%2012-
083a%20BRT.pdf) 
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POLICY ALTERNATIVES 

Alternative 1 Decline to Adopt the DOSL BRT Project 
Pros Without a project, there will be no traffic and parking impacts, and no 

impacts during construction 
Cons Without a project, there will be none of the associated transit mobility 

benefits, no improvements to pedestrian and bicycle facilities, no 
repaving of auto travel lanes along the corridor, and none of the positive 
impacts of a $150 - $170 million dollar project constructed largely in 
Oakland 

Reason for not, 
recommending 

On balance, the benefits of the project outweigh its negative impacts 

Alternative 2 Reject Dedicated Lanes in favor of "Rapid Bus Plus" 
Pros Lower traffic and parking impacts, lov^er cost to construct 
Cons No dedicated funding for construction, higher operating costs than 

current system 
Reason for not 
recommending 

AC Transit will not pursue this option, because it cannot fund capital or 
operations costs of this alternative 

PUBLIC OUTREACH/INTEREST 

The City coordinated seven public meefings with AC Transit in early 2010, prior to the start of 
the FEIS, to confirm a Locally Preferred Altemative (LPA) to study in the FEIS/R. This LPA, 
which included both the Telegraph Avenue and Intemational Boulevard segments of the BRT 
Project, was then confirmed by City Council on April 25, 2010. 

AC Transit, as project sponsor, coordinated public outreach during the FEIS/R phase of the 
project. At the City's request, AC Transit organized six public meefings along the corridor in 
Oakland following the release of the FEIS/R in Febmary and March 2012, prior to the required 
public hearing that was held at AC Transit on April 25, 2012. At these public meefings, held on 
weekday evenings in the Fmitvale, East Oakland, Elmhurst, Easfiake, Downtown and Temescal 
districts, AC Transit described the proposed entire BRT project and its impacts, answered 
questions about the project, and took written comments. A variety of viewpoints were expressed 
during public meefings, from enthusiastic support to outright opposition. City staff attended each 
of these meetings and answered questions regarding the City's involvement in the process, but 
otherwise did not have an official role: 
The BRT Project has been presented many times to the Bicycle and Pedestrian Advisory 
Committee of the City, and comments from that group enhanced the project. After release of the 
FEIS/R, AC Transit presented the project to the Commission on Aging and the Commission on 
Persons with Disabilifies and their comments have also been integrated into this report and as 
Conditions of Approval. 
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COORDINATION 

The DOSL BRT Project has been the subject of intense coordination between AC Transit, the 
City of Oakland and the City of San Leandro. Coordinafion within the City of Oakland has been 
managed by the Infrastmcture Plans and Programming Division and the Transportafion Services 
Division of the Public Works Agency. Over a two year period, AC Transit and Oakland staff 
and their respecfive consultants have met on a regular basis, as often as once a week, to review 
and ensure that the project elements meet Oakland's needs. 

The DOSL BRT Project has also been reviewed by staff with responsibilifies for ADA 
compliance, transportafion planning, traffic engineering, street design, the paving program, and 
the street and landscape maintenance groups, to ensure that major concems are addressed. 
Redevelopment and Parking staff participated in review of parking mitigations. As a result, 
project configurafion, operation, and maintenance responsibilities have been defined in principle 
and are attached in the COAs. 

The Intemafional Boulevard Transit Oriented Development Plan, developed by the Planning, 
Building, and Historic Preservafion Department, was developed during the analysis leading up to 
the FEIS/R, and considered the DOSL BRT Project in its analysis. While the Intemafional 
Boulevard plan was not officially adopted by the City Council, it provides guidance for the • 
future development of the corridor. The final BRT plan helps implement the goals of that TOD 
plan. 

COST SUMMARY/IMPLICATIONS 

This acfion alone has no direct cost impact on the City of Oakland. However, this acfion will 
allow AC Transit to apply for and receive federal funding to complete final design of the project 
and proceed to constmcfion. The constmction and eventual operation of the DOSL BRT Project 
will have a net posifive impact as a capital investment that will renew and replace infrastmcture 
along the Intemational Boulevard and 11̂*̂  and 12'̂  Street corridors. It will result in no new 
maintenance and operafions costs for the City, as AC Transit will be responsible for maintenance 
of its new facilifies, including transit stations, dedicated bus lanes, and other transit 
infrastmcture. See the next sub-sections for the analysis of Capital Cost, Project Development 
and Constmcfion, Parking Meters, and Operations and Maintenance. 
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Capital Costs 
The cost of the DOSL BRT Project is currently estimated at one hundred fifty-two million 
dollars ($152,000,000.00), however, committed funding totals approximately one hundred and 
seventy-two million dollars ($172,000,000.00). 

Committed Funding, DOSL BRT Project (from AC Transit) 

Source of funds Amount ($ millions) 
Federal Transit Administration "Small Starts" 75.0 
Federal Transit Administration Bus 3.1 
Regional Measure 2 (Bridge Tolls) 43.4 
Alameda County Measure B 5.5 
Alameda CTC STIP ftinds 40.0 
Other Committee (various) 4.9 
Total 171.9 

While the funding summary suggests the project is fully funded, and in fact has nearly twenty 
million dollars ($20,000,000.00) in additional funds, this cost estimate is based on conceptual 
engineering and is subject to change during future project phases. AC Transit's total DOSL BRT 
Project costs include only those that are within the scope of the federally funded transit project, 
and do not include some of the "other related improvements" requested by the City of Oakland in 
the approval of our Locally Preferred Altemative of April, 2010. 

These "other related improvements" are currently estimated (again, on a conceptual engineering 
cost basis) to total approximately twenty-four million dollars ($24,000,000.00). These costs 
include paving the entire length of the lanes along the BRT corridor, and providing lighting and 
streetscape improvements (pedestrian bulbouts, parking lots, and median refuges) in locations 
other than the BRT station sites. Many of these improvements have now been incorporated into 
the project's committed funding. However, the other related improvements do not include any 
estimates for "whole corridor" street lighting improvements, nor do they include all of the costs 
of the two new stations recommended projects in the COAs, nor additional parking in the San 
Antonio district. 

With the addition of improvements requested by the City of Oakland, the project does not appear 
to be fully funded, although there currently seems to be funding available for most of the 
requested additions. The City has proposed our absolute minimum requirements in the COAs 
that AC Transit must fund with exisfing or additional BRT Project funds. During the next phase 
of project development, during which cost estimates will be refined, staff will work with AC 
Transit to ensure that all necessary project components are included in the baseline project costs. 

Project Development and Construction 
During the next phase of project development, when the DOSL BRT Project will move from the 
planning phase to the preliminary and final design phases, there will be substantial costs to the 
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City for development review of this very complex project. There will be significant alterafions to 
the street and sidewalks all along the corridor and staff in the Public Works Agency will need to 
review all steps of the project to ensure that Oakland's requirements and standards are met. 
There will be a need to fund community engagement during the design process. Finally, during 
project constmcfion the city will incur costs for project permits, review and inspection. As AC 
Transit and the City have done in previous planning phases of the project, the two parties will 
draft agreements that seek to cover Oakland's reasonable costs during this phase. 
Reimbursement of City costs is listed as a Condifion of Approval. 

Parking Meters - No Loss of Revenue 
There will be no loss of meter revenue, although there will be removal and replacement of 76 
parking meters out of the total of 450 meters in place along the line. Downtown will need 15 
meters moved, East Lake/San Antonio will need 14 meters moved, and the Fmitvale area will 
need 47 meters relocated. AC Transit is responsible for the removal as well as one-to-one 
replacement on adjacent side streets that serve businesses or commercial areas, or further down 
the corridor, as specified by the City. After the capital investment by AC to remove, replace, or 
install new meters as required for the DOSL BRT Project, the City will assume ownership, 
operations and maintenance of the relocated on-street meters. 

Operations and Maintenance 
AC Transit agrees that the City of Oakland should not incur additional maintenance costs due to 
implementafion of the DOSL BRT Project, and that AC Transit will assume responsibility for 
any City maintenance cost resulfing from the project. This agreement is specified in the proposed 
COAs for this project. 

Post-constmction, the street will be rebuilt with a dedicated transit lane and stations, a through 
travel lane in each direcfion, new traffic signals, pedestrian scale lighting, enhanced sidewalks, 
crosswalks, and pedestrian signals. An MOU will be developed for a maintenance agreement for 
new facilities including but not limited to stafions, transit-way, security, street furniture, median 
landscaping, and graffiti and litter to ensure that the project is attracfive and that total City costs 
will not increase. 

SUSTAINABLE OPPORTUNITIES 

Economic: The design and constmcfion of the proposed East Bay Bus Rapid Transit system 
will have a significant economic impact to the corridor, invesfing approximately one hundred 
fifty-two million dollars ($152,000,000 - $172,000,000) in capital facilities and vehicles. AC 
Transit esfimates that the DOSL BRT Project will create approximately three hundred local 
constmcfion jobs (in person years), as well as four hundred addifional local jobs in retail, 
services, and manufacturing during the constmction period. 

Environmental: Constmction of the DOSL BRT Project and improvement of bicycle and 
pedestrian facilities in this corridor promises to increase the number of people traveling by bus, 
bicycle and foot, and decrease the number otherwise traveling by automobiler These acfions will 
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decrease the environmental impacts of travel in the corridor, including the generation of 
greenhouse gases and other pollutants. 

Social Equity: The DOSL BRT Project will significantly improve bus service in the most heavily 
utilized bus transit corridor in Oakland, by providing both more frequent service and faster 
average transit speeds. It promises to benefit transit-dependent citizens, and all residents of the 
corridor, by providing better and more accessible mobility options than they currenfiy enjoy. 

CEOA 

AC Transit is the lead agency for the project, and as such prepared the FEIS/R that addressed the 
entire route from Berkeley through Oakland to San Leandro. AC Transit Certified the Final 
Environmental Impact Report for this project on April 25, 2012, adopfing Resolufion No. 12-
018. The certificafion also included the adopfion of the Findings of Fact, the Mitigafion 
Monitoring and Reporting Plan and the Statement of Overriding Considerafions. 

As a Responsible Agency under CEQA (Secfion 15096. Process for a Responsible Agency) the 
City of Oakland is required to make findings required by CEQA (Section 15091. Findings) for 
each significant impact. As a Responsible Agency the City is also required to approve a 
Statement of Overriding Considerations (Section 15093. Statement of Overriding 
Considerations) that documents that the benefits of a proposed project outweigh any unavoidable 
adverse environmental effects. City staff has independently reviewed these documents and the 
evidence in the record that supports these findings and recommends them for City Council 
adoption find them adequate. Therefore, for these purposes, staff proposes that City Council 
adopt, as their own, the Findings of Fact and Statement of Overriding Considerations dated 
March 24, 2012 and adopted by AC Transit on April 25, 2012. These findings are attached as 
Exhibit B and in the proposed Resolution. 
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For questions regarding this report, please contact Bmce Williams, Senior Transportation 
Planner, at (510)-238-7229. 

^ Respectfully submitted, 

VITALY B. TROYAN, P.E. 
Director of the Public Works Agency 

Reviewed by; 
Michael Neary, P.E. 
Assistant Director of the Public Works Agency 
Department of Design, Engineering and Construction 

Prepared by; Bruce Williams 
Senior Transportation Planner 
Infrastructure Plans and Programming Division 

Exhibits to the Resolution: 
A. Proposed Conditions of Approval 
B. Findings of Fact and Statement of Overriding Considerations dated March 24, 2012 and 
adopted by AC Transit on April 25, 2012. http://wvyw.actransit.org/wp-
content/uploads^oard memos/2 GM%2012-083a%o20BRT.pdf 

Attachments: 
A. Oakland Transh First Policy (Resolution No. 73036 C.M.S.) 
B. Map ofBRT Project Line 
C. AC Transit District - GM Memo 12-083a -Certificafion of East Bay Bus Rapid Transit Final 

Environmental Impact Report and Adoption of New Locally Preferred Altemative 
http://www.actransit.org/wp-content/uploads/board memos/2 GM%2012-083a%20BRT.pdf 

D. Sample Plan View, Travel Lanes 
E. Perspective Views of Typical Stations 
F. Motion Approved by the Mayor's Commission on Persons with Disabilities (MCPD) and 
Commission on Aging Joint Access Compliance Advisory Committee (ACAC), June 11, 2012 
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ATTACHMENT A: 

OAKLAND TRANSIT FIRST POLICY (RESOLUTION NO. 73036 C.M.S.) 



O A K L A N D CITY C O U N C IL 

R E S O L U T I O N N O . 73036 c . M. S . 

I N T R O D U C E D B Y C O U N C I L M E M B E R 

RESOLUTION DECLARING THE CITY OF OAKLAND'S SUPPORT OF PUBLIC 
TRANSIT AND OTHER ALTERNATIVES TO SINGLE-OCCUPANT VEHICLES 

WHEREAS, public transit including buses, trains and ferries carries 120,000 riders 
per day in Oakland and reduces air pollufion by eliminafing the need for private 
automobiles; and 

WHEREAS, shifting additional trips from the private automobile to public transit 
has many benefits including: reducing traffic congestion, thereby making streets safer for 

' pedestrians and bicycUsts; decreasing demand for auto parking so that land can be put to 
more productive use; decreasing automobile tailpipe emissions; and potenfially reducing 
the cost of housing by eliminafing the need for garage space; and 

WHEREAS, a shift from private vehicles to public transit or other transportafion 
modes also reduces an individual's transportation costs thereby freeing up personal 
resources for other important needs; and 

WHEREAS, increased speed, better accessibility to, and improved frequency of 
transit services encourages greater use of public transit and increases fare box revenues; 
and 

WHEREAS, certain traffic engineering techniques such as creation and 
enforcement of exclusive transit lanes, synchronization of traffic signals to transit speed, 
extension of bus stop curbs out to the traveled transit lane, and the use of signal 
preempfion devices can improve the speed of transit travel; and 

WHEREAS, improvements to public transit infrastructure and pedestrian facilities 
can increase the attracfiveness and use of public transit by making it safer, more 
convenient, and more comfortable; and 

WHEREAS, increased use of other transportafion altemafives including bicycling 
and walking, carpooling, vanpooling, and telecommuting also reduce traffic congestion 
and improve air quality, as well as enable more efficient use of our roadway system by 
accommodafing more people in fewer vehicles; and 

WHEREAS, use of transportafion altematives also frees up roadway space for 
freight and commercial vehicles thereby stimulating economic development; and 

WHEREAS, a balanced transportation system which offers an array of choices to 
travelers makes communities more livable; and 

WHEREAS, in determining improvements that will facilitate travel by public 
transit and other altemative modes of transportation, it is important to strike a balance 
between economic development opportunities and the mobility needs of those who 
travel by other than the private automobile; now therefore be it 

RESOLVED, that it shall be the official policy of the City of Oakland to encourage 



and promote use of pu. x transit in Oakland and to expe , the movement of and 
access to transit vehicles on designated "transit streets;" and be it further 

RESOLVED, that the City, in constmcting and maintaining its transportation 
infrastmcture, shall resolve any conflicts between public transit and single occupant 
vehicles on City streets in favor of the transportation mode that provides the greatest 
mobility for people, rather than vehicles, giving due consideration to the environment, 
public safety, economic development, health, and social equity impacts; and be it further 

RESOLVED, that as part of the General Plan Transportation Element, a system of 
transit preferential streets and associated transit-oriented improvements shall be 
proposed; and be it further 

RESOLVED, that the General Plan Congress shall consider and incorporate in the 
General Plan Transportation Element, as appropriate, various methods of expediting 
transit services on designated streets and encouraging greater transit use including but 
are not limited to: 

1. Creating exclusive bus lanes. 
2. Restricting automobile tuming movements that conflict with transit vehicles. 
3. Synchronizing traffic signals for buses on transit preferential streets. 
4. Permitting transit vehicles to preempt traffic signals. 
5. Instalhng sidewalk curb cuts at all transit stops. 
6. Bulbing out bus stops into the travel lane. 
7. Enforcing parking restrictions at bus stops. 
8. Encouraging regular maintenance of bus stops and the provision of amenities such 

as benches, shelters, and posting of schedules. 
9. Ensuring that designated transit loading areas are not blocked by news racks, 

trash receptacles, or other barriers. 
10. Adhering to transit-oriented design features in all developments served by public 

transit (See AC Transit Board Policy No. 520). 
11. Discouraging provision of free parking at transit stations and employment sites. 
12. Promoting intermodal transfer stations to encourage seamless transfers among 

transit modes; and be it furfiier 

RESOLVED, that it shall also be the official policy of the City of Oakland to 
encourage and promote bicycle and pedestrian travel by providing a bicycle 
circulation system which includes. Class I, II and IH facilities, safe and secure bicycle 
parking, pedestrian/bicycle bridges, pedestrian plazas, bicycle loop detectors, traffic 
calming devices, crosswalks and sidewalk bulbs, median "safety zones," and repair of 
damaged sidewalks. 

IN COUNCIL, OAKLAND. CALIFORNIA, O c t o b e r 29 19 96 

PASSED BY THE FALLOWING VOTE: 

AYES- BAYTON, CHANG. DE LA FUENTE. JORDAN, MILEY, RUSSO. SPEES. WOOOe UffllUlX and PRESIDENT 
HARRIS J l V 

NOES- U C A ^ C 

ABSENT-K/O^UC 

ABSTENTION- U O A f £ 

ATTEST: 
CEDAFLOYD 

City Clerk and Clerk of tb^^e^uncil 
Bon-?4:i MW'̂ \ t̂̂ e Citv o1 Oakland. Califnrnia 
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MAP OF BRT PROJECT LINE 
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ATTACHMENT C: 

AC TRANSIT DISTRICT - GM MEMO12-083a - CERTIFICATION OF EAST 
BAY BUS RAPID TRANSIT FINAL ENVIRONMENTAL IMPACT REPORT 
AND ADOPTION OF NEW LOCALLY PREFERRED ALTERNATIVE 



AC TRANSIT DISTRICT GM Memo No. 12-083a 
Board of Directors 

Meeting Date: April 25,2012 
Committees: 
Operations Committee • Planning Committee • 
External Affairs Committee • Finance and Audit Committee • 
Board of Directors Financing Corporation • 

SUBJECT: Certification of East Bay Bus Rapid Transit Final Environmental Impact Report 
and Adoption of New Locally Preferred Altemative 

RECOMMENDED ACTION: • Briefing Item Recommended Motion 

Receive Public Comment and Consider the Adoption of Resolution No. 12-018 
Certifying the Final Environmental Impact Report (FEIR) for the East Bay Bus Rapid 
Transit Project, and selection of the Downtown Oakland-San Leandro Alternative 
(DOSL) as the Locally Preferred Alternative (LPA) for the Project, and authorizing the 
filing of a Notice of Determination. 

Budqetarv/Flscal Impact: 
None directly associated with this action. However, this project will require the expenditure of 
District funds to match federal and state funds currently dedicated to this project for its design 
and construction, and to purchase specialized Bus Rapid Transit (BRT) vehicles. The project 
will require an expenditure of operating funds to operate the service, maintain vehicles and 
facilities and to Implement and monitor environmental mitigation measures. 

Background/Discussion: . . 
There are two proposed actions requested in this memorandum: 1) certification of the Final 
Environmental Impact Report (FEIR) and 2) adoption of the Downtown Oakland San Leandro 
(DOSL) Alternative as the new definition of the Locally Preferred Alternative (LPA). 

1) Certification of the FEIR 
As the lead agency for the project under the California Environmental Quality Act (CEQA), the 
District is responsible for certifying environmental documents for their legal and technical 
sufficiency. For this project, that certification also includes the adoption of the Findings of 
Fact, the Mitigation Monitoring and Reporting Plan and the Statement of Overriding 
Considerations. Once the FEIR is certified, the District is responsible for submitting a Notice 
of Determination (NOD) with the Alameda County Clerk as part of the certification process, 
along with paying any filing fees associated with the action of certifying the EIR. 

The Federal Transit Administration is the lead agency at the federal level and is responsible 
for issuing environmental approvals under the National Environmental Protection Act (NEPA). 
FTA is expected to issue a Record of Decision (ROD) shortly after certification of the 
California element of the joint NEPA/CEQA FEIS/FEIR. 

Per CEQA Guidelines Section 15090, prior to approving the proposed project or DOSL 
Alternative, the AC Transit Board of Directors (Board) shall certify that: 



GM Memo No.12-083a 
Meeting Date: April 25, 2012 
Page 2 of 8 

• The Final EIR has been completed in compliance with CEQA; 
• The Final EIR was presented to the Board and that the Board reviewed and 

considered the information contained in the Final EIR; and 
• The Final EIR reflects the independent judgment and analysis of the Alameda-Contra 

Costa Transit (AC Transit). 

In addition to the NOD, the District must also issue the following documents: 
• Finding of Fact 
• Mitigation Monitoring and Reporting Plan 
• Summary of Public Comments on the FEIR 

Findings of Fact 
As defined in Section 15091 of the CEQA Guidelines, AC Transit shall not approve or carry 
out a project for which an EIR has been certified that identifies one or more significant 
environmental effects of the project unless the Board makes one or more written findings for 
each of those significant effects, accompanied by a brief explanation of the rationale for each 
finding. These are included in the Finding of Fact document contained in Attachment A. 

Within the FEIR, the Finding of Fact document and the Mitigation Monitoring and Reporting 
Plan, the Board will find that design features and mitigation measures have been incorporated 
into the proposed project and the DOSL Altemative to reduce, minimize or avoid significant 
environmental effects identified in the Final EIR. If the DOSL is adopted, design features and 
mitigation measures would only apply to that alternative. The District would be responsible for 
funding and implementing the mitigation measures. However, the implementation of 
mitigation measures would not occur prior to approval by agencies with jurisdiction, which 
may include the cities of Oakland, San Leandro and the California Department of 
Transportation for the DOSL alternative. 

Traffic is the area where the greatest environmental impacts are expected. A combination of 
design modifications and mitigation measures has reduced traffic impacts at all but 6 
intersections in the full LPA and at all but 1 intersection in the DOSL altemative. Most traffic 
impacts that could not be mitigated would be on Telegraph Avenue, which is why. from a 
CEQA perspective, the DOSL Alternative, has been identified as the superior environmental 
alternative in the FEIR and in the Finding of Fact document. 

There would be no other significant environmental impacts. For example, there would be 
small adverse impacts and small positive impacts to the aestheticA/isual environment, 
depending on location. There would be no impacts to biology, noise, air quality, cultural 
resources, etc. For those impacts that cannot be reduced, avoided or eliminated, the District 
will adopt, as part of the CEQA certification, a Statement of Overriding Considerations (see 
Section 11 of Attachment A). Its adoption should be balanced with the project benefits 
summarized above. 

Statement of Overriding Considerations 
In order to approve the proposed project or DOSL Alternative, CEQA requires that AC Transit 
as the lead agency, balance, as applicable, the economic, legal, social, technological, or 
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other benefits against unavoidable environmental risks. If economic, legal, social, 
technological, or other benefits of the proposed project or DOSL Alternative outweigh the 
unavoidable adverse environmental effects, the adverse environmental effects may be 
considered "acceptable." The Statement of Overriding Considerations is incorporated as 
Section 11 of the Findings of Fact and identifies potentially significant traffic and circulation 
impacts that may result from implementation of the proposed project or DOSL Alternative. 

AC Transit, as the lead agency, must state in writing the specific reasons to support its action 
based on the Final EIS/EIR and/or other information In the record for projects that would 
result in the occurrence of significant effects identified in the Final EIS/EIR but are not 
avoided or substantially lessened. All material supporting the Findings of Fact and Statement 
of Overriding Considerations is included in the administrative record. 

Summarv of Mitigation Monitoring & Reporting Plan 
CEQA Section 21081.6 of the Public Resources Code requires a public agency to adopt a 
monitoring and reporting program assessing and ensuring the implementation of required 
standard conditions and mitigation measures applied to proposed developments. Specific 
reporting and monitoring requirements enforced during project initiation, implementation, and 
ongoing operation are adopted at the same times as the final approval of the project by the 
lead agency. Each potentially significant environmental impact is identified with 
accompanying mitigation measures to reduce potential impacts to less than significant. 

When a lead agency approves a project, it is doing so with a fully disclosed understanding of 
the project's impacts. The District has an obligation to adopt feasible mitigation measures and 
impose design features that ensure a project's environmental effects are reduced, avoided, or 
eliminated—except in those cases where statements of overriding consideration have been 
adopted. The FEIR identifies a number of potentially significant adverse environmental 
impacts that may occur if the project is approved and developed. Measures are 
recommended for each of the identified significant adverse impacts to mitigate those effects 
and which become part of the project that is adopted. Further, if the proposed project were 
approved, requirements enacted by ordinance or policy are imposed upon the District and 
other regulatory agencies. The Mitigation Monitoring and Reporting Plan is included as 
Attachment B. 

Public Comments on the FEIS/FEIR 
During the Final EIS/EIR review and comment period (February 3 to March 19, 2012), AC 
Transit received comments on the proposed LPA and the DOSL Alternative. A summary of 
the public outreach, categories of comments received and copies of all comments are 
included in Attachment C. 

Ninety-three written comments were received by mail and by email and 43 comments were 
submitted through the public meeting process during the public coniment period, while 7 
comments were received after the comment period closed. Major themes included comments 
on the trade-offs associated with how BRT achieves greater speed and. reliability - namely 
the use of dedicated lanes that require allocating portions of the roadway to transit that are 
previously allocated to mixed flow traffic (buses, trucks, cars and etc.) and parking. Feedback 
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at the community meetings was mixed; generally either extremely supportive of whatever 
would provide the greatest benefit to transit riders or, conversely concerned about impacts to 
automobile drivers, parking loss (particulariy in front of small businesses) and the distance 
between stops. 

The comments will be used to identify possible refinements to the project that will be further 
evaluated, as appropriate, during the Preliminary Engineering (PE) phase of project 
development. The potential refinements will remedy design issues, and further minimize 
specific impacts along the corridor. For example, refinements may include shifting stations or 
adding 1-2 stations, adjusting safety and pedestrian features, increasing parking mitigation or 
other minor design adjustments. Refining the project design will require continued 
coordination with the cities and Caltrans. If the refinements developed in PE result in 
changes requiring additional environmental review, the District will be required to prepare the 
appropriate level of environmental documentation, and conduct outreach, in compliance with 
applicable federal and state environmental review requirements. 

Additionally, today's public hearing was widely publicized through the web, newspapers, on
board vehicles and other channels to ensure that the general public and those that 
commented on the prior environmental documents were notified. The process is explained in 
Attachment C-1. 

2) Adoption of the Downtown Oakland to San Leandro (DOSL) Alternative as the Locallv 
Preferred Alternative 

The East Bay BRT project has undergone years of planning studies. Modifications to the 
project have been made based on community and city input and as mitigation for project 
impacts. Below is a summary of the decisions that have led to the recommendation by staff 
that the Board adopt the DOSL Alternative. 

Evolution of LPA & Recommendation of DOSL 
In 2001, the Board adopted the recommendations of the Policy Steering Committee to pursue 
BRT on Telegraph Avenue, International Boulevard and East 14̂^ Street. 

In 2007, four BRT alternatives were analyzed in the Draft EIS/EIR: 

• No-Build Alternative 
• Build Alternative 1 - Separate BRT and Local Service to Bay Fair BART 
• Build Alternative 2 - Separate BRT and Local Service to San Leandro BART 
• Build Altemative 3 - Combined BRT and Local Service to Bay Fair BART 
• Build Alternative 4 - Combined BRT and Local Service to San Leandro BART 

For each of the Build Altematives, route alignment, service options, and features were 
analyzed. Basic features of the proposed East Bay BRT Project include transit priority at all 
signalized intersections, new passenger stations, and a combination of mixed-fiow and 
dedicated travel lanes throughout the proposed project alignment. The East Bay BRT will take 
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the place of existing Route 1 local and Route 1R Rapid Bus service currently operating in the 
con'idor. 

Following the release of the Draft EIS/EIR, a concerted effort was undertaken with the cities 
to evaluate the four BRT alternatives and select or develop an Alternative that would meet 
city goals, address concems and still meet the project purpose and need. 

In 2010, the District completed its efforts to refine the project to increase community benefits 
and minimize negative impacts. The Oakland and San Leandro city councils defined their 
"Locally Preferred Altemative" BRT project for study in Final EIS/EIR and to potentially build. 
Of the Build Altematives studied in the Draft EIS/EIR, Alternative 4- BRT service from 
Beri<eley to the San Leandro BART station-with a combination of mixed-fiow and dedicated 
BRT lanes, was selected as the LPA for the Final EIS/EIR. The full LPA corridor is 14.38 
miles long. The process for selecting the LPA is described in greater detail in Section 2.1 of 
tiie Final EIS/EIR. The LPA was detennined at that time to be the most desirable altemative 
for balancing functional efficiency with environmental and social effects. 

When the LPA was adopted, the AC Transit Board, and in response to the City of Oakland 
and other stakeholder input, included a second less-costly build alternative for evaluation in 
the Final EIS/EIR. This alternative was defined and evaluated in the Final EIS/EIR in an effort 
to fully disclose a functional system that could be considered if funding or other constraints 
prohibit the full build out of the currently defined LPA. This alternative is called the Downtown 
Oakland-San Leandro BRT (DOSL) Alternative. 

The boundaries for tiie DOSL alternative were developed based on capital cost estimates, 
ridership forecasts, and consideration regarding logical termini for a shortened project. Under 
this altemative, there will be no significant dedicated BRT lanes north of 20th Street (Uptown 
station). South of 20* Street, the BRT will run in center-running or side-running BRT lanes as 
described in the LPA. Other features of the DOSL Alternative would be the same as the LPA, 
but with fewer stations (32). 

Downtown Oakland-San Leandro BRT Alternative (DOSL Altemative) 
Staff recommends that the Board adopt the DOSL Alternative as the Locally Preferred 
Alternative. The DOSL Alternative is an effective and viable project that meets the project's 
purpose and need while minimizing negative impacts 

As noted above, the Final EIS/EIR included the identification and full impact assessment of 
the LPA as well as the proposed DOSL Alternative. Consistent with the decision making 
throughout the EIS process and in compliance with requirements of the National 
Environmental Policy Act (NEPA), the recommendation of a revised LPA- the DOSL 
Alternative-is based on the analysis in the Final EIS/EIR, consultation with permitting 
agencies, comments received during the Final EIS/EIR review and comment period, more 
detailed analysis, and the results of the planning and engineering processes conducted with 
the cities of Oakland and San Leandro. As documented in the Final EIS/EIR, the DOSL 
Alternative is consistent with the goals and objectives developed for the project and that best 
meets the identified project Purpose and Need within the fiscal and environmental constraints 
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of the corridor. Additionally, as defined and disclosed in Sections 6.2.4.2 and 3. of the 
FEIS/EIR, the DOSL Alternative is identified as the environmentally superior altemative under 
the California Environmental Quality Act (CEQA) process, as it would result in fewer 
transportation related impacts than the original LPA. The table below from Chapter 9 of the 
FEIR compares the LPA and DOSL for their ability to meet project goals and objectives. 

Summary of Effects Relative to Project Goals and Objectives 

Measure LPA DOSL Alternative 

^p!^i?vi§i tay#^ 
Express buses per hour (frequency) ++ ++ 
Capacity 

Bus seat-miles operated +++ ++ 
- Roadway auto capacity ... -
- Roadway person-trip capacity 0 0 

Speed 
- BRT bus average speed + 
- Auto average speed - -

Express bus travel time (Berkeley to San Leandro BART) ++ + 
Express bus boarding time + + 
Reliability (Berkeley to San Leandro BART) ++ + 
Security, conifbrt and cleanliness + + 

llrijj^r^o^^ Ridership by Providing Transit 
;?!^iliifniitlyel^ 
•.-y,«;.^,l',.:^v.y^:c.,,,l,,„.>,•,•,.•:^!.•»-.••, 
Weekday boardings 

~ New trips and total corridor/system +++ ++ 
- Auto vehicle VMT/lrips + •+. 

^^JnilpipvSiand l̂WIilHta^ 

Capital costs - total -
Net operating costs - total -
Net operating costs - per trip ++ + 
Annualized total cost - per new transit trip ++ + 

^ S u p p ^ ^ L o c g l ^ ^ 
Weekday express buses between key activity centers ++ + 
(trips) 
Point-to-point peak-period express bus travel time between + + , 
key activity centers. 
Potential for transit-oriented development 4+ + 

>:|Ei^||||phir^^ 
Parking displaced - -
Intersection and roadway LOS 

- • 
Construction Impacts (traffic, utilities) 
EnvironmentalJustice + + + 
(effect on low-income/minority) 
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n/leasure LPA DOSL Altemative 
Other environmental effects 
(air quality, hazardous materials, land, use) 

0 0 

SCALE: -worse/greater Impact than No-Build 

The DOSL Alternative improves transit capacity, speed, reliability, frequency, safety and 
security, and comfort and convenience between Downtown Oakland and San Leandro BART, 
benefiting existing and future passengers. Shortly after the system opens in 2016, it is 
forecasted to increase transit boarding in the corridor by 11,400 per day, increase AC 
Transit's system-wide boardings by 5,900 per day, and "new riders" formerly using autos by 
2,500 per day. 

The DOSL Alternative is also financially viable. It would reduce net operating cost per 
boarding (adjusted for fare revenue) by approximately $0.76 in year 2016, from $2.26 to 
$1.49. The DOSL achieves the purpose of the project at substantially lower cost ($152.3 
million versus $205.1 million). 

The DOSL Alternative has positive environmental attributes and fewer negative impacts. It 
reduces vehicles miles traveled (VMT) by autos by 8,000 per day. It reduces generation of 
greenhouse gases in the corridor by 4,100 lbs of C02 equivalents per day. The DOSL 
Altemative has fewer intersection and roadway impacts and fewer parking displacements 
than the LPA. The DOSL Altemative has only one significant and unavoidable intersection 
impact in year 2035 and none in year 2015. In contrast, the LPA has six significant and 
unavoidable intersection impacts in year 2035 and one in year 2015. The DOSL Alternative 
displaces a total of 607 pari<ing spaces compared to the LPA which displaces 1,071. 

The DOSL alternative also supports Transit Oriented Development, it provides a major 
infrastructure investinent that enhances livability and helps attract economic investment and 
transit oriented development. The City of Oakland recently approved the Intemational 
Boulevard Transit Oriented Development Plan, which heavily featured the BRT in the corridor. 

During the outreach for the FEIR/S. several stakeholders expressed interest in fonA/arding 
BRT development in portions of the corridor that were already eliminated by city action (e.g. 
Bayfair BART terminus) or would be eliminated through the selection of the DOSL (i.e. 
Telegraph Avenue). \Nh\\e an environmental document only has a 3 year shelf life, much of 
the work conducted in the development of the BRT corridor would need to be redone if begun 
after the BRT is operational. However, because the FEIR/S represents a comprBhensive 
body of study, cities wishing to forward BRT development could use any and all of the work 
conducted to date to assist them in that decision-making process. This includes all of the 
technical documentation and studies that the District has undertaken thus far. 

Additionally, the District's Strategic Vision has not been revised since its inception. As a 
result, the corridors listed for BRT improvements may not refiect our current priorities. During 
the revision of the Strategic Vision, District staff commits to wori<ing with our city partners to 
ensure that the corridors selected for advancement match the District's priorities as well as 
city direction-
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Next Steps 
After certification of the FEIR and adoption of the DOSL as the LPA, the following activities 
would commence. 

1. Mav& June 2012 
• FTA issues Record of Decision on Final Environmental Impact Statement according 

to the National Environmental Policy Act 
• City councils of Oakland and San Leandro adopt project 
• Refine parking mitigation plan 

2. Summers Fall 2012 
• AC Transit to establish Community Advisory Committee for design, aesthetics, 

parking Impact mitigation and construction 
• Refine BRT design during Preliminary Engineering phase based on public input 
• Refine operating and maintenance costs 
• Formalize interagency agreements for operations (use of the street) and 

maintenarice 
• Substantial progress on preliminary engineering (PE) 
• Identify scope of other improvements to be pursued 

Prior Relevant Board Actions/Policies: 
GM 10-144: Adopting the LPA 
GM 10-212: Amending LPA 

Attachments: 
Attachment A: East Bay Bus Rapid Transit Finding of Fact 
Attachment B: East Bay Bus Rapid Transit Mitigation Monitoring and Reporting Plan 
Attachment C: East Bay Bus Rapid Transit Final Environmental Impact Statement 

/ Report Comment Summary & Public and Agency Comments 
Attachment C-1: Description of Public Hearing Notification 
Attachment D: Notice of Determination (Draft) 
Attachment E: Resolution No. 12-018 

Approved by: David Armijo, General Manager 
Reviewed by: Vincent C. Ewing, General Counsel 
Prepared by: Tina Spencer, Director of Service Development and Planning 

Jim Cunradi, Manager of Special Projects 
Victoria Wake, Manager of Marlteting and Communications 

Date Prepared: April 6,2012 
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ATTACHMENT F: 

MOTION APPROVED BY THE MAYOR'S COMMISSION ON PERSONS WITH 
DISABILITIES (MCPD) AND COMMISSION ON AGING JOINT ACCESS 
COMPLIANCE ADVISORY COMMITTEE (ACAC), JUNE 11, 2012 



CITY OF OAKLAND 
Mayor's Commission on Persons with Disabilities (MCPD) 

May 14, 2012 

MINUTES 

I. Called to order at 1:10 p.m. 

II. Roll Call: 
• Quorum: Yes 
• See Exhibit A1 

III. Public Comments 
• None 

IV. Commissioner's Announcements 
• None 

V. Approval of Minutes 

• March 12, 2012 
o Susie is the correct spelling of Commissioner Beard's late wife. 

Motion: "Susie Beard" is to be consistently used though the 
entire March 12, 2012 minutes, 

o Motion/Second: Commissioner Moore/Commissioner Bums 
o Motion passes. Commissioners Beard and Dotson abstained. 

• Special ACAC, April 16,2012 
o Motion; Correction on page 21, Item X correct spelling is 

Jacobson and not Jacobsen. 
o Motion/Second: Commissioner Aguillard/Commissioner 

Rosenblatt 
o Motion passes: Commissioners Hurd and Dotson abstained. 

VI. Agenda Modification and Approval 

• May 14, 2012 



o Motion: Correction on page 2, item IX, section B, the time for 
the Older Americans Celebration is from 11:30 a.m. to 1:30 
p.m. 

o Motion/Second: Commissioner Dotson/Commissioner Moore, 
o Motion passed without objection. 

V n . Chair Report 
• Chair Beard reported that the commission has two vacancies. 

There are several commissioners who are completing their 
second term this year, who will have holdover status. He will 
talk with each commissioner that is terming out regarding their 
holdover status. Commissioner Beard asked commissioners to 
help with outreach to the community in finding new candidates 
for the commission. 

• Commissioner Beard wrote a letter last month to Senator 
Dianne Feinstein regarding the regressive "ADA Notification 
Act of 2011" (H.R. 881) and it effects on the disability 
community. He received an extremely positive response from 
the Senator. (See Chair Report in this packet). 

VIII. Special Order of Business: Review East Bay Bus Rapid Transit (BRT) 
Downtown Oakland to San Leandro ("DOSL") Alternative with 
Commission on Aging, A/C Transit, and Public Works 
representatives. This item was continued from the Special Access 
Compliance Advisory Committee meeting on April 16, 2012. 

• Alameda/Contra Costa Transit, A/C Transit representatives 
were: Tina Spencer, Director of Service Development and 
Planning and Jim Cunradi, BRT Transit Project Manager, Long 
Range Planning. 

• Mr. Cunradi reported on the April 25, 2012, A/C Transit Board 
Meeting. 

o The Board voted to adopt the California Environment 
Quality Act, CEQA, report regarding the BRT. It also 

• approved the alternative Downtown Oakland San Leandro 
route, DOSL. This route starts at the San Leandro BART 
station and terminates at Broadway and 20'*̂  Street. 

• Ms. Spencer reported that based upon suggestions made on 
Monday, April 16, 2012, A C Transit will consider the 
following: (Please refer to the May 14, 2012 packet, page 17) 



o Ticket distribution issues; i.e., ease in acquisition by persons 
with mobility limitations. 

o Security at stations. 

o Way finding for people who are blind or have visual 
impairments; tactile treatment and other ways that blind 
persons navigate transit. 

o A C Transit is committed to working with its Accessibility 
Advisory Committee, A A C , and the MCPD on these and 
other issues from this point going forward. 

• Mr. Cunradi stated that A C Transit wants to resolve long 
standing transit barriers faced by persons who are blind and 
implement industry best practices for way-finding and hazard 
mitigation. 

• Commissioners and members of the public discussed and 
commented on functional needs access and other issues of 
concern for the older adult and disability communities. 

o Scott Blanks, Lions Center for the Blind, commented that 
AC needs to have Blind persons go though a station mock-
up to fully assess how its stations will/will not work for the 
visually impaired/blind community. 

o Commissioner Moore noted that individuals with white 
canes travel differently than persons with service animals. 
Seats with space undemeath for the service animals are 
necessary. 

o Commissioner Jacobson commented on the varied forms of 
ties downs for people that use wheelchairs. Pointed out the 
difficulty and caution that she employs when traveling by 
Muni in San Francisco with its narrow platforms. 

• Mr. Cunradi noted that AC Transit's stations will be 
much wider than Muni and that the BRT will have street 
level boarding capability thereby making it easier for 
people who use wheelchairs to board the BRT. 

o Commissioner Jacobson further commented on the time 
which a driver takes to secure wheelchair users and that this 
forces a bus to become delayed in its schedule; thereby, 
making other riders impatient with persons that use 
wheelchairs. 



• Mr. Cunradi commented that the BRT will also 
accommodate bike riders, with bikes stowed inside the 
bus in the rear. People will adjust and considering the 
frequency of the buses, there will be minimal, if any 
travel time loss because of wheelchair delays. 

o Commissioner Hurd suggested that the BRT coordinate "dry 
runs" that include wheelchair users and other mobility 
devices. 

• Mr. Cunradi agreed that would be a good idea and would 
like to work with its A A C and the MCPD on this. 

o Commissioner Burns commented that the Oakland Unified 
School District, OUSD provides its special needs pupils with 
paper bus tickets; how will the BRT station work 
and/provide for this? 

• AC Transit replied that it is still studying this issue but, 
presently, it still plans to accept the paper tickets/passes. 

o Commissioner Diaz, who also sits on the AAC, reported that 
present A C Transit functional needs access planning has not 
progressed much since 2009. She noted that a majority of 
the issues surfacing today were raised by the A A C in 2009 
but little concrete work has been done to address these 
concerns in BRT planning. 

Allen Temple Baptist Church, Reverend David Buford, 
Minister of Prophetic Justice addressed the MCPD at the 
invitation Chair Stephan Beard. 

o He said 'In the case of the BRT Plan, with all due respect, 
that Allen Temple is a 95 year old institution located in the 
Elmhurst District, a district which is older than the 
incorporated City of Oakland, itself The Elmhurst District 
is the entryway to the City of Oakland. Allen Temple has a 
development plan which pre-dates the BRT. This includes 
real estate and interests from 79"̂  Avenue outward. This 
includes an AIDS hospice, public health clinic, Allen 
Temple Arms, youth facilities, its sanctuary main building 
and Allen Temple Gardens. It is not enough for this area to 
be A D A compliant, it should be A D A exemplary. He 
proposed that beginning at 73̂ '* Avenue the area should be 
designated as a "504 Zone" which would show case 
accessibility and be a locale for other like-minded business.' 



o Reverend Buford went on to point out that there are physical 
constraints in the area because International Boulevard is 
extremely narrow in the Allen Temple area and he has 
concerns regarding BRT Station design along this corridor. 

MCPD and CoA recommendations for the City Administrator 
and City Council on adoption of the DOSL Alternative and/or 
on specific conditions of approval. 

Motion: Whereas the design of the East Bay Bus Rapid Transit 
(BRT) system seems to emphasize speed and convenience of 
bus transit with the least inconvenience for car drivers and local 
business, and with disability community concems ignored 
except with respect to the minimally required A D A compliance 
for access into and put of buses; and 

Whereas, the promise of some improvement in access to buses 
is appreciated, and potential improvements in transit travel time 
are always appreciated, the Oakland Mayor's Commission on 
Persons with Disabilities (MCPD) remains very concerned 
about the lack of adequate consideration and correction of the 
following issues in the planning of the BRT: 

1. Access to bus stations for seniors and people with 
disabilities; 

2. Access to the ticketing kiosks and fare boxes for seniors and 
people with disabilities; 

3. Inadequate room for people who use wheelchairs and other 
mobility aides, as well people with service animals, on BRT 
buses; and 

4. Inadequate consideration of community neighborhood 
concerns, especially neighborhoods with large senior and 
disability populations, such as the extended Allen Temple 
Baptist Church community. 

Therefore, the MCPD recommends that the City require A/C 
Transit to concretely and fully address these issues as part of 
the conditions of approval for this project. We request that the 
Oakland City Administrator and City Council consider allowing 
the MCPD, along with A/C Transit's Access Advisory 
Committee, and Alameda County Transportation Commission's 
Paratransit Advisory Planning Committee, the opportunity to 
review and have input into the decision making of A/C Transit 



and Oakland Public Works as a condition of City Council 
approval of the BRT. 

• Motion/Second: Commissioner Beard/Commissioner Dotson 

• Motion passed unanimously. 

IX. Committee Reports 

A. Access Compliance Advisory Committee, (ACAC); 

• Biannual Curb Ramp Activities Report for July 1, 2011 to 
December 31,2011. Attached report was revised per { 
commissioner comments at April 18 ACAC meeting. 

o The report that was previously published contained errors. 
The report has been corrected; see Table 1 and revised map. 
The full report is included on page 26 of the May 14, 2012 
packet. 

o Motion: Accept the Biannual Curb Ramp report: July 1, 
2011 to December 21, 2011 with corrections. 

o Motion/Second: Commissioner Mulholland/Commission 
Rosenblatt 

o Motion passed without objection. 

• Next meeting, June 20, 2012, 9:30 a.m. - 11:30 a.m. in City 
Hall Hearing Room 3. 

B. Ad-Hoc Outreach and Educational Committee; Lorraine 
Rosenblatt, Chair reported: 

• MCPD will participate in Older Americans Month Celebration 
on May 16, from 11:30 a.m. to 1:30 pm, in Frank H. Ogawa 
Plaza, hosted by the Department of Human Services (DHS). 

o Will send out email announcements regarding the MCPD 
participation in upcoming festivals, and events around the 
City. Always looking for volunteers at the events. 

• Youth in Action Planning Update. Commissioner Burns 
reported that the committee is proposing a scaled back Youth In 
Action celebration in City Hall, utilizing Hearing Room 3 in 
October 2012. 

o Have discussed producing certificates with the Mayor's 
staff. Will investigate if U . S. Congressional Representative 



Barbara Lee will sign the certificates as she has done in 
previous years. 

C. Ad Hoc Social Media Committee; Stephen Beard 
• Held over to next meeting. 

X . Staff Reports 
• None 

1:50 to 2:00 p.m. 

XI. Old Business 

A. Status of MCPD and Commission on Aging, CoA, Merger; 
Sara Bedford, DHS Acting Director reported that the 
reorganization/merger of the Department of Human Services, 
DHS with Oakland Parks and Recreation, OPR is presently 
underway and it is anticipated that the complexities surrounding 
this reorganization shall not be completed until the fall of 2012. 

• Therefore an "official" merger of the CoA and MCPD will 
be put off until 2013. There are no anticipated problems 
with an eventual merger of the two commissions and it is 
recognized that a united commission will have a stronger 
impact on issues particular to their communities. 

• In the interim, the two commissions will continue to hold 
joint meetings and work on common issues, such as the 
BRT. 

B. Status of A D A Programs Division transfer from the City 
Administrator's Office to the Public Works Agency under the 
FY 2011-13 Amended Policy Budget; Christine Calabrese 
reported that the A D A Programs Division was moved into the 
Public Works Agency, PWA effective March 2012. Ms. 
Calabrese will continue to hold enforcement authority under the 
City Administrator's office for ADA compliance in regards to 
City departments and facilities outside PWA's jurisdiction. 

C. MCPD 2011 Annual Report Status; Christine Calabrese 
reported that the commission's ordinance outlines quarterly 
reports to the Life Enrichment Committee, LEC. However, a 
few years ago, the LEC Chair directed the MCPD to go to an 
annual reporting schedule. 



• The LEC would accept an abbreviated report outlining the 
activities and goals of the commission for the previous year 
and such a report can be issued by the MCPD Chair, 
o Chair Beard to consider if he will issue an abbreviated 

2011 Annual report individually or defer this item until 
A D A staffers are available to write a detailed joint report 
on MCPD and A D A activities. 

XII. New Business 

• None 

XIII. Meeting Evaluation 

• Great, very productive 
• Chair Beard expressed his satisfaction with the MCPD website and 

thanked Ms. Sc'alia for her work on it. 

XIV. Agenda Items for Next Meeting 

• BRT (Old Business) 

• Committee reports 

• Staff reports 

X V . Adjourned at 3:35 p.m. 

NOTE: THE COMMISSION M A Y TAKE ACTION ON A N Y ITEM 
ON THE AGENDA 

Public Comments: To offer public comments at the MCPD meeting, 
please register with Adriana Mitchell, A D A Programs Assistant, before the 
start of the meeting. Public Comments is one of the first agenda items 
therefore, please, arrive by 12:45 p.m. Please note that the MCPD will not 
provide a detailed response to your comments but may schedule your issue 
for a future MCPD or committee meeting. The Public Comment period is 
limited to 15 minutes and each individual speaker is limited to 5 minutes. If 
more than 3 public speakers register, however, then each speaker will be 
limited to 3 minutes. If more than 5 public speakers register, then each 
speaker will be limited to 2 minutes. Exceptions to these rules may be 
granted at the discretion of the Chairperson. 

^ This meeting is wheelchair accessible. To request materials in 
alternative formats, or to request an ASL interpreter, captioning or assistive 



listening device, please call Adriana Mitchell 238-5219 (V) or 238-2007 
(TTY) at least three, 3, business days before the meeting. Please refrain from 
wearing scented products to this meeting so persons who may experience 
chemical sensitivities can attend. Thank you. 



FiLiOAKLAND CITY COUNCIL 
OFFICE OK THE ClT t Ct ER» 

RESOLUTION NO. C.M.S. 
20I2JUN28 PM 5̂ 0 Introduced by Councilmember 

RESOLUTION TO ADOPT THE DOWNTOWN OAKLAND - SAN 
LEANDRO ALTERNATIVE (DOSL) AS THE LOCALLY PREFERRED 
ALTERNATIVE FOR THE AC TRANSIT DISTRICT'S EAST BAY BUS 
RAPID TRANSIT PROJECT (BRT PROJECT); ADOPT CONDITIONS OF 
APPROVAL FOR THE DOSL BRT PROJECT; AND, AS A CEQA 
RESPONSIBLE AGENCY, ADOPT AS ITS OWN INDEPENDENT 
FINDINGS AND CONCLUSIONS TO THE ATTACHED CEQA-RELATED 
FINDINGS ADOPTED BY AC TRANSIT FOR THE DOSL BRT PROJECT, 
INCLUDING REJECTIONS OF ALTERNATTVES AS BEING EVEEASIBLE, 
THE FINDINGS OF FACT, STATEMENT OF OVERRIDING 
CONSIDERATIONS (FINDING THAT THE BENEFITS OF THE PROJECT 
OUTWEIGH ITS ENVIRONMENTAL IMPACTS), AND THE MITIGATION 
MONITORING AND REPORTING PROGRAM. 

WHEREAS, in 1998 the AC Transit District (AC Transit) initiated work on the "Major 
Investment Study" (MIS) to closely examine altematives for transit line service on several transit 
corridors in their service area; and 

WHEREAS, in 2000 a MIS Policy Steering Committee comprised of membership from all 
affected jurisdictions, including the City of Oakland was convened to provide.guidance to the 
study from a corridor-wide perspective; and 

WHEREAS, in 2001 the Policy Steering Committee recommended a preferred route for a Bus 
Rapid Transit project that specified the corridor alignment of Telegraph Avenue to Intemational 
Boulevard/East 14* Street in the cities of Berkeley, Oakland, and San Leandro; and 

WHEREAS, Bus Rapid Transit is a transit service line that has some or all of the following 
characteristics: dedicated travel lanes; level boarding platforms; off-board fare collection; signal 
preemption and real-time arrival signs; and, 

WHEREAS, the City of Oakland's General Plan Policy T3:6 Encouraging Transit calls to 
"encourage and promote use of public transit... on designated "transit streets", and Policy T3.7 
Resolving Transportation Conflicts call for the City to "resolve any conflicts between public 
transit and single occupant vehicles in favor of the transportation mode that has the potential to 
provide the greatest mobility and access for people..."; and 

WHEREAS, the 1996 Transit First Resolution (C.M.S. 73036) reads: "It shall be the official 
policy for the City of Oakland to encourage and promote public transit in Oakland to expedite the 
movement of and access to public transit vehicles on designated "transit streets" such as 
Intemational Boulevard; and • 



WHEREAS, in May 2007, AC Transit, in collaboration with the Federal Transit Administration 
released a Draft Environmental Impact Statement/Report for the continued development of the 
East Bay BRT Project; and 

WHEREAS, in July 2007 the City of Oakland formally submitted comments in response to the 
Draft Environmental Impact Statement/Report on the East Bay BRT Project, which comments 
focused on line alignment, traffic, parking, economic, construction, roadway maintenance and 
operational impacts, among other concerns; and, 

WHEREAS, in April 2010 the City of Oakland selected a "Locally Preferred Altemative" for 
analysis in the Final Environmental Impact Statement/Report (FEIS/R) for the East Bay BRT 
Project which consisted of a Bus Rapid Transit system travelling largely on dedicated lanes along 
Intemational Boulevard in East Oakland and Fruitvale/San Antonio, Intemational Boulevard and 
East 12'̂  Street in Eastlake, 11̂*" and 12̂ ^ Street in downtown, and Telegraph Avenue in North 
Oakland; and in mixed flow traffic lanes along Broadway through downtown Oakland; and 

WHEREAS, the City, in addition to adopting the LPA, requested that AC Transit investigate 
including left-door loading vehicles in the East Bay BRT Project in order to minimize parking 
impacts associated with constmction of stations; requested that AC Transit include in the FEIS/R 
a full analysis of: parking losses and potential mitigations, the impacts of loss of local service on 
older adults and the disabled, security issues related to off-bus cash payment; increased walk 
distance to stops, and economic impacts to local businesses during and post-constmction; and 
requested that AC Transit fully analyze a "Rapid Bus Plus" option that includes all of the 
facilities of the BRT line but without dedicated bus-only lanes; and 

WHEREAS, City staff has worked with AC Transit staff to refine the East Bay BRT Project' 
design to meet City policy goals related to transit-oriented development (TOD) and to create a 
project incorporating pedestrian, transit, and bicycle improvements, and to mitigate impacts to 
vehicular traffic and parking; and 

WHEREAS, in January 2012, AC Transit released the Final EnvironmentalTmpact Study/Report 
(FEIS/R) on the East Bay BRT Project; and 

WHEREAS, in January 2012, AC Transit released a report analyzing a "Rapid Bus Plus" option 
titled "AC Transit Oakland Bus Bulbs Analysis: Telegraph/ Intemational Corridor" that finds that 
this altemafive is less desirable in terms of delivering efficient transit service and will be difficult 
if not impossible to fund, although it has fewer traffic and parking impacts; and 

WHEREAS, in Febmary and March, 2012, AC Transit presented the East Bay BRT Project to 
the community in a series.of public meetings; and . 

WHEREAS, on April 25, 2012, the AC Transit Board of Directors certified the Final 
Environmental Impact Report (FEIR); and adopted the Finding of Fact and Statement of 
Overriding Considerations dated March 24, 2012 and attached here as Exhibit B; and 

WHEREAS, the FEIS/R analyzed two BRT opfions, the first being the Locally Preferred 
Altemative from Berkeley through Oakland to San Leandro, and the second being the Downtown 
Oakland - San Leandro (DOSL) Altemative, which terminates the BRT project at the Uptown 
Transit Center on 20"̂  Street; and 



WHEREAS, on April 25, 2012, AC Transit selected the DOSL (DOSL BRT Project) altemative 
as their preferred project for reasons of greatly improved service, reduced environmental impacts, 
and Federal funding availability; and 

WHEREAS, constmction of the DOSL BRT Project would provide streamlined transit service 
from downtown Oakland to East Oakland and into San Leandro by providing faster, more 
frequent and more reliable service between fixed stations; and 

WHEREAS, the construction of the approximately one hundred fifty-two to one hundred 
seventy-two million dollar ($152,000,000.00 - $172,000,000) DOSL BRT Project will provide 
employment opportunities and spin-off economic development activity for the City of Oakland; 
and 

WHEREAS, fixed stations along a transit line are the basis for transit-oriented development, 
which provides certainty to investors, business owners, and residents as to the long-term 
reliability and location of the service; and 

WHEREAS, the City is proposing a Condition of Approval (Exhibit A to the Resolution) to 
ensure that the DOSL BRT Project will continue to respond to and resolve business-owner 
concems related to parking impacts along the corridor resulting from the project; and 

WHEREAS, the City is proposing additional Conditions of Approval {Exhibit A to the 
Resolution) to ensure AC Transit delivers core upgrades such as paving, lighting, and pedestrian 
improvements; ensures that City operations and maintenance costs will not increase with the 
implementafion of the DOSL BRT Project; and commits to funding City costs for confinued 
community engagement, engineering design, and constmcfion oversight and management; and 

WHEREAS, the City is considered a Responsible Agency under CEQA because it has 
responsibility for approving the DOSL BRT Project, which is substanfially within the City's 
street right of way; and 

WHEREAS, the City has independently reviewed and considered the AC Transit FEIR/S on the 
East Bay Bus Rapid Transit Project, the April 25, 2012 AC Transit GM Memo No. 12-083a, 
Resolution No. 12-018, and CEQA findings, and other evidence in the administrative record, 
now therefore be it 

RESOLVED, that the City Council hereby adopts as its own independent findings and 
conclusions, and the.attached CEQA-related findings adopted by AC Transit, including rejections 
of altemafives as being infeasible, the Findings of Fact, Statement of Overriding Considerafions 
(finding that the benefits of the Project outweigh its environmental impacts), and the Mitigafion 
Monitoring and Reporting Program [Exhibit B to the Resolution); and be it 

FURTHER RESOLVED, that the City's Environmental Review Officer is directed, to file a 
Notice of Determination with the County Recorder; and be it 



FURTHER RESOLVED, that the City hereby adopts the DOSL BRT Project and concurs with 
AC Transit on the selection of the DOSL BRT Project altemafive as the preferred BRT Project, 
and encourages submission of the project to the Federal Transit Administration for funding and 
authorizafion to proceed to design and constmction; and be it 

FURTHER RESOLVED, that the City requires that the attached Conditions of Approval 
(Exhibit A to the Resolution) be appended to the DOSL BRT Project. 

IN COUNCIL, OAKLAND, CALIFORNIA, , 20 

PASSED BY THE FOLLOWING VOTE: 

AYES - BROOKS, DE LA FUENTE,.KAPLAN, KERNIGHAN, NADEL, QUAN, BRUNNER and PRESIDENT REID 

NOES-

ABSENT -

ABSTENTION- ' 
ATTEST: 

LaTonda Simmons 
City Clerk,and Clerk of the Council 
of the City of Oakland, California 



EXHIBIT A: 
PROPOSED CONDITIONS OF APPROVAL FOR THE DOSL BRT PROJECT 



DOSL BRT PROJECT CONDITIONS OF APPROVAL 

The following Conditions of Approval (COAs) are proposed to be accepted by AC 
Transit as a requirement of the City of Oakland's approval the Downtown Oakland-San 
Leandro (DOSL) Bus Rapid Transit Project (BRT Project). These condifions are not 
meant'to be a comprehensive or detailed list, but represent both general and specific 
aspects of the project idenfified to date and are the types of major issues the City needs to 
see resolved prior to continued stages of work on the project. For this reason, many of 
these Condifions of Approval are written as principles of agreement. 

Should the DOSL BRT Project be approved, the proposed COAs include provisions that 
AC Transit will work with City staff to develop agreements that will serve to not only 
reimburse the City for costs, but ensure the City's proper role in continued public, 
outreach with the residents and merchants, preliminary engineering and final design, and 
constmction oversight. Each of the funding agreements will be prepared and presented to 
City Council for adoption. 

Compliance with these and other condifions or agreements that are developed during 
DOSL BRT Project stages must be reviewed and approved by the Director of Public 
Works or designee prior to completion of the indicated phase of the DOSL BRT Project. 
All approvals for design, acquisition of permits, monitoring, inspecfion, and compliance 
authority will rest with the Director of the Public Works Agency or designee. All work 
will be completed to City requirements and standards. 

AC Transit understands that a legal agreement with the City of Oakland will be required 
to formalize these COAs before the 35% design stage documents are complete. 

I. Directly Addressing Business and Residential Impacts 
The City has supported economic development along the DOSL BRT Project line 
through many methods, one of which is the establishment of parking spaces to support 
automobile access to business. The DOSL BRT Project will need to remove some 
parking spaces where fixed stations will be built and the roadway width is too narrow to 
accommodate both parking and travel lanes. At this stage of the conceptual design 
process, it is not possible to tell with certainty how some existing businesses' parking 
needs will be impacted by this Project. 

Requirement: AC Transit will hold additional meefings with those businesses 
impacted by the removal of parking for the DOSL BRT Project. A process 
will be established by AC Transit to discuss and record the affected owner's 
issues and to commit to specific mutually agreeable solufions with the 
business owner and the City within the financial constraints of the project. All 
solufions will be incorporated into the DOSL BRT Project before finalizing 
the 35% stage of preliminary design. 

When Required: Prior to finalizing the 35% stage of preliminary design 
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DOSL BRT PROJECT CONDITIONS OF APPROVAL 

II. Parking Mitigation 
Three commercial areas were identified where the DOSL BRT Project displaces 
significant parking, demand exceeds 85 percent, exisfing off-street parking is limited, 
opportunities to park on nearby cross-streets is limited, and opportunities to provide 
parking by improving the use of nearby existing parking is limited. For these reasons, 
provision of parking lots that fiilly offset parking loss will be required, and the City will 
collect any revenue from meters or parking lot control systems in the following areas: 

A. San Antonio District 
Requirement: AC Transit shall coordinate acquisifion, design, constmcfion, 
operations and maintenance efforts necessary to provide off-street parking in 
the vicinity of Intemational Boulevard and 20th Avenue to mitigate the 
removal of on-street parking in the San Antonio District. This may occur by 
locating or creating new parking spaces, or acquiring a parking lot, whichever 
best meets the business owner's needs. AC Transit shall also assure that 
pedestrian safety lighting, according to City standards, is provided at any 
parking lot and along the .path of travel to E. 12"̂  Street and to Intemational 
Boulevard. 

When Required: Parking solutions shall be acquired/resolved prior to 
constmcfion award and available for parking prior to constmction on Intemafional 
Boulevard in the vicinity of the 20"̂  Avenue. 

B. Fruitvale District 
Requirement: AC Transit shall coordinate acquisition, design, constmction, 
operations and maintenance efforts necessary to provide off-street parking in 
the Fmitvale District to mitigate the removal of on-street parking along 
Intemational Boulevard due to constmction of the DOSL BRT project. AC 
Transit shall also assure that pedestrian safety lighting is provided at the 
subject parking lot and along the path of travel to Intemational Boulevard 
according to City requirements. 

When Required: Lot shall be acquired prior to constmction award and available 
for parking prior to constmction in the Fmitvale district 

C. Elmhurst District 
Requirement: AC Transit shall coordinate acquisifion, design, constmction, 
operations and maintenance efforts necessary to provide off-street parking in 
the vicinity of Intemational Boulevard and 87th Avenue to mitigate the 
removal of on-street parking in the Elmhurst District due to constmction of 
the BRT project. AC Transit shall also assure that pedestrian safety lighting 
is provided at the subject parking lot and along the path of travel to 
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DOSL BRT PROJECT CONDITIONS OF APPROVAL 

Intemational Boulevard according to Oakland's published lighting standards 
and City requirements. 

When Required: Lot shall be acquired prior to construction award and available 
for parking prior to constmction in the Elmhurst district. 

III. Relocated and Additional BRT Project Station Locations 
In response to concems raised by the community, several stafions shall be moved and 
two additional stations shall be added to the DOSL BRT Project. In total, these small 
adjustments are intended to better serve senior centers, schools, and residenfial areas, 
and will resuh in shorter walking distances to reach the stafions for these populafions. 
If these station relocations have a negative affect on other constituents, AC Transit 
will hold addifional meetings with those businesses or residents impacted by the 
DOSL BRT Project and work with the City to resolve these issues to the City's 
satisfaction. 

A. International at 63'^'^ Avenue 
Requirement: AC Transit shall coordinate design and constmction of a new 
BRT Project station in the vicinity of 63̂ '̂  Avenue, in order to achieve better 
stafion spacing. 

B. International at 67"! Avenue 
Requirement: AC Transit shall coordinate design and constmcfion of a 
relocated BRT Project station at 6?"' Avenue, replacing the planned BRT 
Project station at 65"" Avenue, in order to better serve nearby schools. 

C International at 86"' Avenue 
Requirement: AC Transit shall coordinate design and constmction of a 
relocated BRT Project station at 86"̂  Avenue, replacing the planned BRT 
Project station at 87'̂  Avenue, in order to achieve better station spacing. 

D. International at 90th Avenue 
Requirement: AC Transit shall coordinate design and constmction of a new 
BRT Project station in the vicinity of 90th Avenue, in order to achieve better 
station spacing. 

E. International at 103rd Avenue 
Requirement: AC Transit shall coordinate design and constmction of a 
relocated BRT Project stafion at 103"̂^ Avenue, replacing the planned BRT 
Project station at 104̂ ^ Avenue, in order to better serve nearby senior facilities 
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When Required: Al l feasible solufions will be incorporated into the DOSL BRT 
Project before finalizing the 35% stage of preliminary design. 

IV. Pedestrian Safety 
Pedestrian and patron safety needs to be specifically addressed as a part of this project. 
(See also Secfion X, Maintenance and Operations.) 

A. Pedestrian Lighting at Stations 
Requirement: AC Transit shall provide pedestrian-scale safety lighting in the 
vicinity of all DOSL BRT Project stations, including the stations themselves 
and adjacent sidewalks. This lighfing will be replaced by AC Transit as 
needed and will also be the responsibility of AC Transit for energy supply and 
maintenance. 

When Required: During Preliminary Engineering and Final Design 

B. Pedestrian Lighting at Al l New and Upgraded Signalized Intersections 
Requirement: AC Transit shall provide safety lighting at all signalized 
intersections being upgraded or implemented by the DOSL BRT Project. This 
lighting will be replaced or repaired by AC Transit as needed. The lighting 
will be the responsibility of the City for energy supply and maintenance. 

When Required: During Preliminary Engineering and Final Design 

C Pedestrian Lighting at Al l New and Upgraded Pedestrian Crossings 
Requirement: AC Transit shall provide safety lighting at all pedestrian 
crossings with pedestrian detecfion being upgraded or implemented by the 
DOSL BRT Project. This lighting will be replaced or repaired by AC Transit 
as needed. The lighting will be the responsibility of the City for energy supply 
and maintenance. 

When Required: During Preliminary Engineering and Final Design 

D. Security Provisions at All Stations 
Requirement: AC Transit shall provide security, to include cameras and safety 
personnel as necessary to ensure the security of the patrons at the stations and 
in nearby areas. The security systems will be replaced or repaired by AC 
Transit as needed. The security system will be the responsibility of AC 
Transit for energy supply and maintenance. 

When Required: During Preliminary Engineering and Final Design 
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V. Functional Needs Access 

A. Staff Review 
Requirement: Sign-off by the City Americans with Disabilities Act (ADA) 
Title II Coordinator is required for all improvements to the public right-of-
way under city's control, at regular intervals as part of the established 
Oakland Public Works (PW) review process. 

When Required: During Preliminary Engineering and Final Design 

B. Community Review 
, Requirement: A joint AC Transit / City of Oakland Access Advisory 

Committee will review and provide comment on all aspects of the project 
design and delivery. 

1. The existing AC Transit Access Advisory Committee and City of 
Oakland Mayor's Commission on Persons with Disabilities/Commission 
on Aging Access Compliance Advisory Committee shall joinfiy review 
the BRT in Oakland prior to the finalization of the 35% preliminary 
design, prior to the 65% design, prior to the 100% design, and prior to 
finalization of service and operating plans. 
.2. This joint body shall function as the official A D A / Rehabilitafion 
Act of 1973 [Section 504] review committee for the BRT Project in 
Oakland. This joint body shall ensure that the BRT Project is meeting the 
local priorifies of persons with disabilities in Oakland and shall be 
afforded the opportunity to provide comment on all aspects of the design 
and delivery of BRT Project, such as: 

a. Infrastmcture (street improvements) 
b. Stations 
c. Vehicles 
d. Fare CoUecfion 
e. Intelligent Transportation Systems 
f. Service and Operating Plans 

When Required: During Preliminary Engineering and Final Design 

C. ADA Compliance Standards 
Requirement: The BRT Project in Oakland shall comply with Federal ADA 
Guidelines and Standards, as well as all applicable State and Local accessibility 
requirements, such as: 

U.S. DOJ 2010 ADA Standards [link]; 
http://www.ada.gov/201QADAstandards_index.htm 
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U.S. Access Board ADA Guidelines for Transportation Vehicles [link]; 
http://www.access-board.tzov/transit/ 
U.S. Access Board ADA Standards for Transportafion Facilifies [link]; 
http://www.access-board.Rov/ada-aba/ada-standards-dot.cfm; 

When Required: During Preliminary Engineering and Final Design 

D. International Best Practices 
Requirement: AC Transit shall apply intemational best practices and universal 
design principles in the design and delivery of bus rapid transit in Oakland. This 
applies to infrastmcture, vehicle, and service delivery system design, 
constmcfion, and operation. Intemafional best pracfices include, but are not 
limited to "Technical and operafional challenges to inclusive Bus Rapid Transit" 
(2010), "Transit Access Training Toolkit" (2009), and, "Bus Rapid Transit 
Accessibility Guidelines" (2006); all compiled by T. Rickert for the World Bank. 

When Required: During Preliminary Engineering and Final Design 

VI. Paving 
The BRT Project will remove parking lanes and restrict autos and tmcks to one lane in 
each direction, increasing total wear and tear of these roadways. In order to 
accommodate this increased level of use, and to minimize future repairs that would force 
temporary suspension of dedicated bus lanes or detours to adjacent facilities, these lanes 
must be reconstmcted and paved as part of the seamless whole of the .paving project. 

A. Paving for the Downtown Oakland to San Leandro component of the BRT 
Project 

Requirement: AC Transit shall rehabilitate (not spot pave) all lanes, including 
the BRT-dedicated travel lanes, general purpose lanes, and any remaining 
parking lanes on Intemational Boulevard, 11̂"" Street, 12'̂  Street, and E. 12"" 
Street from curb to curb, wherever needed, to provide a 12-year useful life for 
these facilifies. Rehabilitafion method will be determined based on the 
existing condition and anticipated traffic index. 

When Required: Pavement design is required as part the design of the project, and 
delivered during constmction of the BRT Project. 
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VII. Bicyclist Safety 
Where compatible bike lanes exist along the corridor, the DOSL BRT Project shall fill 
gaps in the system and provide bike parking., 

A. Class II bike lanes 
Requirement: AC Transit shall design and constmct Class II bike lanes on 
East 12"̂  Street from 2"'' Avenue to 3"̂^ Avenue to close the bike lane gap 
between the current 12̂*̂  Street Measure DD Project and the East Bay BRT 
Project as proposed. 

When Required: Design cornpleted prior to advertisement of the construction 
contract. 

B. Bicyclist Safety Provisions Near Each BRT Station 
Requirement: AC Transit will install bike racks in the near vicinity of stations, 
to meet demand, based on availability of space. These will allow bicyclists to 
have safe, lighted, and easy access to the BRT system. These racks shall be 
designed and located in conjunction with the City's Bicycle and Pedestrian 

. Program, and maintained by AC Transit. 

When Required: Design completed prior to advertisement of the constmction 
contract. 

VHI. Oakland Streetscape Project Coordination 

A. 14"' Avenue Streetscape Project 
Requirement: AC Transit shall coordinate design and constmcfion efforts on 
East 12"' Street/International Boulevard and 14"' Avenue with the -14̂ '' Avenue 
Streetscape Project, which is currently in design development under a 
design/build contract by the City of Oakland. If the City's 14th Avenue 
project does not go through, AC Transit will work with the City to ensure that 
14th Avenue design components related to the BRT Project are incorporated 
into the design and constmction of the BRT Project. 

When Required: During Preliminary Engineering phase 

IX. Coordination with International Blvd Transit-Oriented Development (TOD) 
Plan 
The BRT project should coordinate with and help meet the public access goals of the 
Intemational Boulevard Transit Oriented Development Plan completed in 2011 by the 
City of Oakland. , 
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A. Implement Category J pedestrian improvements 
Requirement: AC Transit shall install pedestrian signals or other pedestrian 
improvements at named locations along International, or, if infeasible, at 
altemate locations that provide a minimum of 800-toot spacing between 
adjacent signalized crossings. 

When Required: During Preliminary and,Final Engineering phases 

X. Maintenance and Operations 
AC Transit agrees that the City of Oakland should not incur addifional maintenance costs 
due to implementation of the DOSL BRT Project, and that AC Transit will assume 
responsibility for any City maintenance cost resulting from the project. 

A. BRT Stations: 
Requirement: AC Transit is responsible for all operation and maintenance of 
stafions, including all capital replacement. 

B. BRT Transit-way, pavement and bus pads 
Requirement: AC Transit is responsible for all operation and maintenance of 
the transit way, pavement, and bus pads, including all capital replacement.. 

C. BRT Transit-way and medians 
Requirement: AC Transit is responsible for operation and maintenance of any 
new or upgraded facilities constructed for or needed as a result of the BRT 
Project. 

D. BRT Transit-way - Other (Signs, Markings, etc) 
Requirement: AC Transit is responsible for all operation and maintenance of 
all BRT Project facilities. 

E. Traffic Signal Systems 
Requirement: The City will continue to operate and maintain signal timing and 
Transit Signal Priority (TSP) through the city's Traffic Management Center 
after AC Transit pays for installation of new equipment. AC Transit will 
reimburse the City for any AC Transit-requested signal timing changes or TSP-
related costs. • ' • ^ 

F. Corridor Communication Systems 
Requirement: Each agency pays to operate and maintain their respective 
systems such as power and ufility for cameras, payments, security, etc. 
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G. Parking Meters 
Requirements: City assumes ownership, operations and maintenance of on-
s'treet meters, after capital investment by AC to remove, replace, or install new 
meters as required for the.DOSL BRT Project 

H. Litter and Graffiti, etc. 
Requirements: AC Transit is responsible for picking up litter; erasing graffiti 
and performing other clean up as needed for the maintenance of the station 
areas, transit way, signs, poles, and other DOSL BRT Project-related facilities. 

/. During Construction 
Requirement: AC Transit will be responsible for clean up of the site during 
construction, including litter and graffiti. All necessary measures shall be taken 
to ensure that materials from the job site identified in the project Waste 
Reduction and Recycling Plan (WRRP) are recycled. 

When Required: A signed MOU inclusive of details regarding the principles 
oufiined above is required prior to advertisement of the constmcfion contract. . 

XI. Reimbursement of City Costs 
Resolution of community concems, and the design, constmction, and operation of the 
DOSL BRT Project in City-owned right of way creates an on-going.requirement for City 
review and approval at all levels of project development. Prior to the start.of each phase 
of development, as follows, AC Transit and the City will complete an agreement 
specifying compensation for City staff in the development of the project. 

A, Ongoing Community Engagement 
Requirement: AC Transit shall compensate City staff for participafion in and 
support of ongoing or additional community meetings or meetings with those 
businesses or residents impacted by the DOSL BRT Project. 

When Required: From City Council approval of the project through complefion 
of construcfion. 

B. Design and Engineering 
Requirement: AC transit shall compensate City staff for their review of the ' 
design of the DOSL BRT Project through complefion of the final design and 
preparation of a bid package for constmcfion. In lieu of standard fees, a 
funding agreement may be developed specifying the scope and costs of this 
review. 

When Required: Prior to commencement of Preliminary Engineering Phase 
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DOSL BRT PROJECT CONDITIONS OF APPROVAL 

C. Construction Management 
Requirement: AC Transit shall compensate City staff for their costs during 
the DOSL BRTTroject constmcfion,phase, which includes but is not limited 
to permitting, review and inspecfion of constmction. In lieu of standard fees, a 
funding agreement may be developed specifying the scope and costs of this 
review. * 

When Required: Prior to advertisement of construction contract 

XII. Abandonment of Project 

Required: I f , for any reason, the DOSL BRT Project is abandoned during the 
construction period, or fails to remain in operation by AC Transit onanother 
transit agency, the constmcted improvements will be removed by AC Transit at 
the request of the City. Traffic lanes, signals and other roadway infrastmcture will 
be reconstmcted to an'acceptable condition and configuration as directed by the 
City. . : 
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1 INTRODUCTION 
This Findings of Fact and Statement of Overriding Considerations was prepared consistent with the 
Califomia Envuonmental Quality Act (CEQA) (Public Resource Code 21000-21177) and the CEQA 
Guidelines (Califomia Code of Regulations (CCR), Title 14, Division 6, Chapter 3, Sections 15000-
15387). This Findmgs of Fact (Findings) and Statement of Overriding Considerations (SOC) document 
was prepared per Sections 15091 and 15093 of the CEQA Guidelines as required by Section 15092 as 
part of the Final Environmental Impact Report (FEIR) approval and certification process for the East Bay 
Bus Rapid Transit Project. The East Bay Bus Rapid Transit Project was evaluated in a joint National 
Environmental Policy Act (NEPA) and CEQA document prepared per Section 15222 of the CEQA 
Guidelines. The proposed project as defined under Section 15378 of the CEQA Guidelines is defined 
within the Final Environmental Impact Statement (EIS)/EIR as the Locally Preferred Altemative (LPA) 
which is the terminology used by the Federal Transit Administration. Within this document, the East Bay 
Bus Rapid Transit (BRT) Project is referred to as the proposed project to ensure consistency with CEQA 
terminology. 

The proposed project evaluated as the LPA within the Final EIS/EIR would include BRT improvements 
between downtown Berkeley (at the northern terminus) and the San Leandro Bay Area Rapid Transit 
(BART) station (at the southem terminus). The corridor is approximately 14.4 miles in length. General 
corridor-wide elements proposed for Oakland and San Leandro are as follows: 

• Dedicated median bus lanes for exclusive use by buses and emergency vehicles in most of the 
corridor; ' 

" Dedicated right-hand bus lanes on some segments that give preference to transit operations; 
• Proof of payment ticket validation; 
• Transit signal priority (TSP), new traffic signals, pedestrian signals, and transit-only signals; 
• Real-time traveler information; and 
• Pedestrian access and safety improvements at stations. 

BRT stations in Oakland and San Leandro will include substantial shelters with extended canopies and 
amenities for the comfort and convenience of passengers, including lighting, security features (e.g., closed 
circuit television and emergency phones), ticket vending machines for off-board fare payment and 
collection. In Berkeley, BRT stations will retain features currently associated with Rapid Bus service 
stops but include off-board fare vending for BRT users. 

DOWNTOWN OAKLANDSAN LEANDRO ALTERNATIVE 

The AC Transit Board of Dhectors at its June 23, 2010, meeting provided direction on an additional 
altemative for study in the Final EIS/EIR. The downtown Oakland to San Leandro (DOSL) Altemative 
was recommended for study as a lower cost altemative that could have fewer environmental effects and 
lower capital costs to implement compared to the proposed project. The DOSL follows the same 
alignment as the proposed project from downtown Oakland to the San Leandro BART station, and has the 
same features as the proposed project in this portion of the alignment. Findings regarding both the 
proposed project and DOSL are referenced herein. 



2 ACRONYMS AND ABBREVIATIONS 
ABAG Association of Bay Area Governments 

AC Transit Alameda-Contra Transit District 

APS Be Accessible Pedestrian Signals 

BAAQMD Bay Area Air Quality Management District 

BART Bay Area Rapid Transit 

BMPs Best Management Practices 

BRT Bus Rapid Transit 

BSA Biological Study Area 

CAA Clean Air Act 

CCR Califomia Code of Regulations 

CDF&G Califomia Department of Fish And Game 

CEQA California Environmental Quality Act 

CNNDB Califomia Natural Diversity Database 

CNPSEI Califomia Native Plant Society Electronic Inventory 

CO Carbon Monoxide 

DOSL Downtown Oakland to San Leandro 

ESCP Erosion And Sediment Control Plan 

EIR Environmental Impact Report 

EIS Environmental Impact Statement 

FEIR Final Environmental Impact Report 

FHWA The Federal Highway Administration 

FTA Federal Transit Administration 

LOS Level of Service 

LPA Locally Preferred Altemative 

LRT Light-Rail Transit 

MIS Major Investment Study 

MMRP The Mitigation Monitoring And Reporting Program 

mph Miles Per Hour 

MTC Metropolitan Transportation Commission 

NAAQS National Ambient Air Quality Standards 

NAHC Califomia Native American Heritage Commission 

NB Northbound 

NEPA National Environmental Policy Act 



Acronyms and Abbreviations 

NHPA National Historic Preservation Act 

NOP Notice of Preparation 

NOx Nitrogen Oxides 

O3 Ozone 

PM Particulate Matter 

SB Southbound 

SIPs State Implementation Plans 

SOC Statement of Overriding Considerations 

SOx Sulfur Oxide 

SPCC Spill Prevention, Contaminant and Clean-Up Plan 

SWMP Storm Water Management Plan 

SWPPP Stormwater Pollution Prevention Plan 

TAC Toxic Ah: Contaminant 

TIP Transportation Improvement Program 

TMP Transportation Management Plan 

TSP Transit Signal Priority 

USFWS U]S. Fish and Wildlife Service 

VMT Vehicle Miles Traveled 

VOC Volatile Organic Compound 

WH&SP Worker Health and Safety Plan 
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3 PROJECT DESCRIPTION 
The Alameda-Contra Transit District (AC Transit) East Bay Bus Rapid Transit Project would provide 
high quality, fast and firequent express bus service along a 14-mile-long corridor between downtown 
Berkeley and the University of California at Berkeley at the northem end, through downtown Oakland, to 
San Leandro at the southem end. This corridor has characteristics that are highly conducive to transit use 
and particularly well-suited to bus rapid transit (BRT). Approximately 260,000 residents live within or in 
proximity to the corridor and the area contains some of the highest employment and residential densities 
in the East Bay communities of the San Francisco Bay Area. 

The project corridor is centered on downtown Oakland, the East Bay*s largest city, within which more 
than 65,000 people are employed. The northem end of the corridor is anchored by the University of 
Califomia, Berkeley, which has a student population of approximately 36,000 students in 2010 and 
employs approximately 15,360 people. An additional 20,460 employees work in Downtown Berkeley 
(estimated Fall 2009). South of downtown Oakland, the corridor passes through some of the San 
Francisco Bay Area's densest residential neighborhoods, averaging 13,440 persons per square mile (25 
persons per acre). The southem end of the corridor is anchored by the San Leandro BART station, a 
transfer point for four local bus routes and the BART regional rail system. 

The Oakland and San Leandro portions of the corridor include substantial concentrations of low-income, 
ethnic minority, and transit-dependent populations. AC Transit buses in this corridor currently carry 
approximately 25,000 riders (bus boardings) per day. This is over 10 percent of AC Transit's total 
ridership and rivals the numbers of passengers carried along some light rail Imes in Califomia. 

Recognizing the unportance of the Berkeley-Oakland-San Leandro transit corridor, the proposed project 
from downtown Berkeley to San Leandro would involve the following improvements: 

In general from north to south, the proposed project begins in downtown Berkeley, proceeds along the 
south side of the University of California, Berkeley campus to Telegraph Avenue, then along Telegraph 
Avenue to downtown Oakland, then along Intemational Boulevard to San Leandro. In San Leandro, lie 
alignment runs along East 14th Street to Davis Street, then San Leandro Boulevard to San Leandro 
BART. 

Weekday BRT service will be provided at five-minute frequencies throughout the day, 10-minute 
frequencies in the evenmg, and hourly service from midnight to 5:00 a.m. On weekends, daytime service 
will be at 15-minute intervals in the northem part of the corridor and 7.5-nunute intervals in the southem 
portion. Weekend evening service will be at 15-minute intervals. Over time, service could become more 
frequent as demand warrants. 

For the DOSL Altemative, the alignment would remain the same as the proposed project, but the BRT 
lane features would be different. The DOSL Altemative begins at 20th Street (Uptown station) in 
Oakland. Under this altemative, there will not be dedicated BRT lanes north of this point. South of this 
point, with the exception of downtown Oakland along 20"" Street and Broadway where BRT buses operate 
in mixed flow traffic lanes, the BRT runs in center-running or side-mnning BRT lanes as described in the 
proposed project. To preserve the reliability of buses operating in the dedicated bus lanes in south 
Oakland, the bus route will be split at 20th Street. One bus route will operate between downtown 
Berkeley and downtown Oakland. The other will operate as the DOSL Altemative between downtown 
Oakland and the San Leandro BART station. Hours of operation and service frequencies for the DOSL 
Altemative will be the same as the proposed project in the downtown Oakland to San Leandro BART 
segment of the corridor. This Final EIS/EIR describes the characteristics and potential environmental 
effects of the proposed project and DOSL Altemative. 



Project Description 

TRANSITWAY 

The BRT transitway will typically consist of dedicated lanes for transit only. Other traffic with the 
exception of emergency vehicles will be prohibited from using the transit way; however, vehicles tuming 
right and parking would be allowed to pass through the side-running transit ways. Median transitways 
will be 22 to 24 feet in width for two-directional travel and side-running transitways will be 11 to 12 feet 
in width for single direction travel. Transitways will be separated from mixed-flow traffic lanes by only 
striping, a rumble strip, or a low a mountable curb. Along several roadways, transit lanes will be 
established by converting mixed-flow traffic lanes to transit-only lanes. 

STATIONS 

There are 47 stations proposed as part of the proposed project, including six stations in Berkeley, 36 
stations m Oakland, and five stations in San Leandro. Other than crossing Lake Merritt Dam and 1-580, 
all stations are less than 0.45 miles apart, with 90 percent of stations less than 0.4 miles apart. Average 
station spacing is 0.31 mile. The DOSL Altemative includes 32 of these stations, from 20th Street south to 
San Leandro BART, For passengers, BRT stations in Oakland and San Leandro will be the most 
recognizable feature of the East Bay BRT Project. Stations in the roadway median will be designed to 
provide passenger platforms typically 12-feet wide and 60-feet long, raised 13 to 15 inches above the top 
of the roadway pavement. Stations along the curb will extend approximately sbc to eight feet from the 
curb and be raised 13 to 15 mches above pavement at the boarding edge, be integrated into the adjacent 
sidewalk, and also be 60-feet long. Platforms will be at or slightiy lower than the floor level of BRT 
buses, allowing fast and convenient passenger loading and unloading. 

Curbside stations in Berkeley will include ticket vending machines, passenger information, and passenger 
shelters. BRT stations m Oakland and San Leaiidro will provide a high level of amenities and provide 
convenient, safe, and secure areas for system users. BRT stations m Oakland and San Leandro will be 
constmcted either in the street median or along the outside ciirb—the latter designated as "curbside" 
stations. Median stations will serve transitways constructed in the middle of the street and will not be 
affected by curb and sidewalk activities (e.g., parking maneuvers and pedestrian traffic). It should be 
noted that all stations ia Berkeley will be curbside stations and will include a ticket vending machine and 
real-time passenger iiiformation signs. Berkeley stations will not have raised platforms or any other 
features discussed in this section. 

PEDESTRIAN AMENITIES AND LANDSCAPE TREATMENTS 

The proposed project will alter pedestrian envhonments along the alignment of the BRT transitway. The 
East Bay BRT Project has the potential to improve the overall pedestrian environment. Recommended 
pedestrian treatments include crosswalks, cud? ramps, pedestrian push buttons, curb extensions, and 
pedestrian refuge islands. For signalized intersections, also included will be accessible pedestrian signals 
(APS), countdown timers, and signal tuning and re-timing. Unsignalized intersections will include in-
roadway warning li^ts and pedestrian crossing signals. 

FARE COLLECTION 

The proposed East Bay BRT fare system will be barrier-free self-service, proof of payment fare 
collection. All BRT stations will have ticket vendmg machines so that passengers can pay their fares in 

. advance of the bus arriving, thereby speeding up passenger boarding. Single ride fares will require a 
receipt validated at the boarding stations showing date and time of mitial use. Ticket validating machines 
will be provided alongside ticket vending machines for this purpose. Under self-service fare collection, 
passengers can use any door to board buses, which will greatly reduce bus idling time at bus stops during 
fare collection. 

Findings of Fact and Statement of Overriding Considerations 3-2 East Bay Bus Rapid Transit 



Project Description 

ITS COMPONENTS 

The East Bay BRT Project will include technologically advanced passenger information and traffic 
control features, referred to as ITS. These systems are included with Rapid Bus Route IR under the No-
Build Altemative and will be enhanced under the proposed project or DOSL, where practicable. The two 
primary ITS elements will include real-time bus arrival information, displayed (and armounced) at 
stations and available on the Internet; and transit signal priority for buses at traffic signals along the 
alignment with real-time adjustments to maintain even spacing between buses. 

LOW-FLOOR, DUAL-SIDED DOOR BUSES 

To implement the proposed project, AC Transit would purchase new dual-sided door buses, where 
boarding and alighting can occur on either the left-side or the right-side of the bus. These buses allow for 
the constmction of platforms between the opposmg median-ruiming transitway lanes, as opposed to split 
platforms for each station, located between each transitway lane and the general purpose lanes. A smgle 
platform can serve both directions of travel, allowing for a more efficient use of station space. This 
reduces both project cost as well as parking space displacement. 

Except in Berkeley, all BRT stations will include substantial shelters with extended canopies and 
amenities for the comfort and convenience of passengers, mcluding lighting and security features (e.g., 
closed circuit television and emergency phones). 

3.1 PROJECT LOCATION 
The proposed project alignment would primarily follow Telegraph Avenue in the northem portion of the 
corridor and Intemational Boulevard/East 14th Street in the southem portion. The alignment would begin 
near the downtown Berkeley BART Station, continue along the south side of the UC Berkeley campus to 
Telegraph Avenue, arid then follow Telegraph Avenue to Broadway and downtown Oakland. The 
alignment would continue south of downtown Oakland along Int^ational Boulevard^ast 14th Street 
through downtown San Leandro and terminate at the San Leandro BART Station. 

3.2 PROJECT HISTORY 
AC Transit performed a systematic study of its busiest bus routes m the early 1990s. That study, the 
Altemative Modes Analysis, was completed in April, 1993, and identified priority corridors and candidate 
technologies for major transit investments that would provide cost effective methods to serve AC 
Transit's ridership. The study also evaluated ways to reduce noise and air pollution from AC Transit's 
operations and identified the Berkeley/Oakland/San Leandro corridor as the best single corridor for 
further evaluation. 

Over a three-year period from 1999 to 2002, AC Transit conducted a Major Investment Study (MIS) of 
the Berkeley/Oakland/San Leandro corridor to examine altematives for improved transit service. The MIS 
established nme key service objectives to guide the identification and evaluation of improvement options. 
The objectives continued to influence the study process as it progressed through the environmental review 
phase. The MIS was conducted with input and guidance from key stakeholder agencies, elected officials, 
community leaders, and the general public . The service objectives established during the MIS were 
converted to various, specific performance measures by which to evaluate the environmental, operational, 
and financial attributes of the Build Altematives carried forward into the environmental review process... 

On August 2, 2001, the AC Transit Board of Dkectors adopted BRT as the LPA (hereui referred to as the 
proposed project), with the understanding that light-rail transit (LRT) should be considered as a long-term 
goal. BRT, featuring high-capacity express operations along dedicated lanes on existmg roadways, was 
selected because it could provide many of the same features as LRT and would attract a large number of 
new riders at a much lower cost and witii fewer traffic, parking, and construction impacts than LRT. The 
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mode and alignment, consisting of BRT running along Telegraph Avenue, Intemational Boulevard and 
East 14tfa Street, were adopted for more detailed environmental studies. 

In 2003, AC Transit released a Notice of Preparation (NOP) to initiate die CEQA process. In May 2007. 
AC Transit released for public review a Draft EIS/ EIR for the proposed project. The Draft EIS/EIR is a 
joint CEQA/ NEPA document prepared as described in CEQA Guidelines Section 15222. 

Following a 45-day review period, the public review and comment period for the Draft EIS/EIR closed on 
July 3, 2007. A total of 234 agencies, individuals, and organizations provided review comments. After 
considering each altemative evaluated in the Draft EIS/EIR, AC Transit determined that improvements 
would be needed in the corridor to meet the study purpose and need (project objectives as defined in 
Section 15124(b) of die CEQA Guidelines). Of the Build Altematives studied in the Draft EIS, BRT 
service from Berkeley to the San Leandro BART station in a combination of mixed-flow and dedicated 
BRT lanes, was selected as the proposed project. Subsequent actions to refine the proposed project are 
summarized in the process to develop the preferred altemative discussion below. 

More than three years passed between circulation of the Draft EIS/EDR. and preparation of the Final 
EIS/EIR; thus, AC Transit evaluated whether recirculation was necessary per Section 15088.5 of the 
CEQA Guidelines. This evaluation occurred concurrently with preparation of a revaluation document 
required by the FTA under NEPA Regardmg recuculation of the Draft EIR, CEQA Guidelmes Section 
15088.5, requkes lead agencies to recirculate an EIR only when significant new mforination is added to 
the EIR after public notice is given of the availability of the Draft EIR for public review. New 
information added to an EIR is not significant unless the EIR has changed m a way that deprives the 
public of a meaningful opportunity to comment upon a substantial adverse, envu-dnmental effect of the 
project or a feasible way to mitigate or avoid such an effect that project proporients have declined to 
implement (CEQA Guidelines, Section 15088.5). In summary, significant new uiformation consists of: 

1) Disclosure of a new significant impact; 
2) Disclosure of a substantial increase in the severity of an environmental impact requiring new 

mitigation; 
3) Disclosure of a feasible project altemative or mitigation measure considerably different from the 

others previously analyzed that would clearly lessen the significant envuxjnmenta! impacts of the 
project but the project proponent declines to adopt it; and 

4) The Draft EIR was so ftmdamentally and basically inadequate and conclusory in nature that 
meaningful public review and comment were precluded (CEQA Guidelmes, Section 15088.5). 

Recirculation is not required where, as stated above, the new information added to the EIR merely 
clarifies, amplifies or makes insignificant modifications in an adequate EIR (CEQA Guidelines, Section 
15088.5). The analysis in the Final EIR provides additional details related to the analysis provided in the 
Draft EIR. Accordingly, this information is intended to clarify oi* amplify the analysis, and recirculation is 
not requued. Thus, clarifications to the Draft EIR provided through the responses to comments do not 
result in any changes to the Draft EIR "that deprives the public of a meaningful opportunity to comment 
upon a substantial.adverse environmental effect of the prbject or a feasible way to mitigate or avoid such 
an effect (including a feasible project altemative) that the project's proponents have declined to 
implement" [CEQA Guidelines, Section 15088.5(a)]3ased on CEQA Guidelmes and the limited nature 
of project changes, AC Transit has determined that there is substantial evidence that recirculation of the 
Draft EIR is not requked under CEQA (CEQA Guidelines, Section 15088.5). 

As defined by CEQA Guidelmes Section 15132, the Draft EIR, together with the Revisions to the Draft 
EIR and Response to Comments, constitute the Final EIR for the proposed project. The Final EIR is an 
mformational document prepared by the lead agency that must be considered by decision makers before 
approving or denying the proposed project. Section 15004 of the CEQA Guidelines states that before the 
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approval of any project subject to CEQA, the lead agency must consider the fmal environmental 
document, which m this case is the Final EIS/EIR. The Fmal EIS/EIR has been prepared pursuant to the 
requu-ements of CEQA, and incorporates comments from public agencies and the general public, and 
contains appropriate responses by the lead agency to those comments. ' 

3.3 PROJECT OBJECTIVES 

The project objectives are identical to the project purpose as defined within Section 1.3.1 of the FEIS/EIR 
and are summarized as follows: 

Improve transit service and better accommodate high existing biis ridership. The proposed project 
would provide improved service to current riders, including low-income and transit-dependent 
populations, by offering higher frequency, faster, and more reliable service, along with improved security, 
cleanliness, and comfort. 

Increase transit ridership by providing a viable and competitive transit altemative to the private 
automobile. The proposed project would attract new riders by offering improved transit service and 
facilities, transit travel times competitive with auto travel, and a rail-like experience proven to attract 
riders from autos. 

Improve and maintain efficiency of transit service delivery and lower AC Transit's operating costs 
per rider. The proposed project would improve fleet speeds and service efficiencies by reducing delays 
from running in mixed-flow traffic and during slow boarding and alighting of passengers. The investment 
in bus-only lanes, stations, and multi-door boarding means that the improvement m travel time and 
relidjility will continue into the future without continual service degradation due to increased traffic 
congestion and delays with increased boardings. 

Support local and regional planning goals to organize development along transit corridors and 
around transit stations. Providing BRT infrastructure of dedicated transit lanes and highly visible transit 
stations offers a seiise of permanence that can help cities attract investment in transit-oriented 
development. 

3.4 PROJECT SUMMARY 

3.4.1 PURPOSE AND NEED 

To meet the objectives listed above, the purpose and need for the proposed project is intended to address 
the following: 

CONDITIONS THAT DISCOURAGE TRANSIT USE 
Although high fransit ridership supports the need for transit service in the proposed project corridor, 
existing service and facility deficiencies compromise service delivery and lunit mcreases m new 
ridership. Heavy passenger counts and steadily worsening traffic conditions degrade schedule reliability 
and transit travel times. Average bus fleet speeds slowed one mile per hour annually from 1993 to 2003; 
however, travel times have slightiy improved m recent years. Buses currentiy average 11.65 miles per 
hour in revenue service. Express bUses take 70 minutes in the a.m. peak and 74 minutes in the p.m. peak 
to travel the 14.4 miles from downtown Berkeley to San Leandro. Local buses are considerably slower, 
taking 80 minutes in the a.m. and 90 minutes in the p.m: to cover this distance. While the average speed 
of express buses is near the system average of 11.7 miles per hour (mph), the average speed of local buses 
is less than 10 mph. Variable traveT times make transit schedules unreliable and the transit option 
unattractive. 

Poor reliability withm the proposed East Bay BRT alignment is evident in overall schedule performance. 
AC Transit considers a bus arriving within five minutes of the scheduled time as on-time. If it arrives 
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more than five minutes after it is scheduled to arrive it is considered late. Based on wmter 2008/2009 
survey data, AC Transit determined that from moming to early evening during the weekday, only about 
three of every 10 Route IR buses runnmg in the peak direction were able to complete then- mns (i.e., 
reach the end of line destination) withm five minutes of the scheduled run time. 

SERVICE INEFFICIENCIES THAT INCREASE OPERATING COSTS 

Low transit vehicle speeds and umeliable travel times contribute to inefficiencies in transit service even 
when high ridership exists. When buses cannot run according to schedule, reliability suffers and 
passenger loads are distributed unevenly. Some buses mn fully loaded and leave passengers waiting while 
other buses run with empty seats. Adding more buses to address the problem only adds to congestion and 
results in higher operating and maintenance cost. 

The proposed BRT service would address schedule reliability, bus loading, and congestion problems 
duectly by using dedicated bus lanes to remove buses from mixed-flow traffic. Improved schedule 
reliability and ease of bus access would speed up boarding and increase corridor transit capacity. 
Ridership and overall operating costs would increase; however, costs per rider costs would decrease. This 
would improve operating efficiency. 

CAPACITY AND RELIABILITY CONSTRAINTS COMPROMISE ACCESSIBILITY 

Corridor buses frequently operate with full loads and standing passengers; however, the need to operate in 
mixed-flow traffic limits the ability to expand transit capacity within the corridor. Adding riiore buses to 
the line would exacerbate the problem. Transit riders left standmg at bus stops translates to lost work and 
family time and reduced productivity. Potential transit riders who can commute by private automobile 
may abandon transit while others may forego employment opportunities if transit is undependable. 

The proposed project would address existing service deficiencies by providing dedicated transit lanes and 
transit signal priority to remove transit from mixed-fiow traffic expedite movement through signalized 
intersections. The result would be more reliable schedules and shorter transit travel times; thus, transit 
would be much more competitive with the automobile. 

DELAYS IN BOARDING 

In addition to traffic delays incurred when busses pull to the curb, boardmg delays can be caused by 
pass^gers steppmg up into the bus doorway and stopping to put corns and bills into the farebox while 
managing packages, strollers, or other carry-ons. Passengers with disabilities also need the assistance of 
lifts or ramps to enter and exit buses which further contributes to delays. 

Bus-only lanes provided by the proposed project would work in conjunction with BRT stations and level 
boarding platforms to facilitate passenger access. Low fioor vehicles and raised boarding plafforms would 
allow near-level boarding, enablmg passengers, including those with disabilities or strollers, to simply 
walk or roll onto the bus. Boarding and alighting would be possible through multiple doors. This would 
shorten bus dwell times - the time spent waiting at a bus stop. Proof-of-payment with prepaid fare 
collection would eliminate delays associated with using a farebox. Boarding more passengers in less time 
would provide more transit seats without the added costs of additional buses. This would improve the 
overall efficiency of the system. 

FUTURE TRAVEL DEMAND MEANS INCREASED CONGESTION 

By 2015, traffic on Telegraph Avenue, Intemational Boulevard and parallel arterials will have reached or 
will slightiy exceed the levels experienced prior to the recession of 2008 and 2009. Travel demand 
forecasts suggest that by the year 2035, without any capacity increases, corridor traffic will operate under 
heavily congested conditions. Vehicle trips along the proposed East Bay BRT Project alignment and 
immediately parallel (or altemate) arterials are projected to increase substantially. Two locations 
illustrate the increased vehicle travel along the BRT corridor: at Telegraph Avenue and 27th Street m 
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North Oakland and at Intemational Boulevard and High Street m East Oakland. In 2015 m the vicinity of 
27th Street, 22,700 auto trips are forecasted along Telegraph and parallel arterials during the p.m. peak 
hour. By 2035, the number of auto trips on the same roadways is projected to reach 28,400, a 25 percent 
increase. In the vicinity of High Street, approximately 39,800 auto trips are forecasted to be using 
Intemational Boulevard and parallel arterials m year 2015. By 2035 the volumes are projected to increase 
to 46,100, a 16 percent increase. No substantial improvements are planned in either corridor to increase 
the carrying capacity of either arterial network. 

One outeome will be deterioratmg roadway network performance, expressed in terms of intersection level 
of service (LOS). Of the 129 intersections analyzed for the preparation of this environmental document, 
the number operating at LOS E or F, the worst levels of service, is expected to steadily grow from 11 
locations currently, to 17 locations in 2015, and to 42 locations in 2035 without implementation of BRT 
improvements. This increase means that by 2035, 33 percent of analyzed corridor intersections are 
expected to operate at extremely congested levels. Increasing travel demand also tends to expand peak 
congestion periods over several hours in the moming and evening. There is little opportunity to increase 
auto traffic capacity along corridor arterials without acquiring substantial amounts of right-of-way and 
relocating numerous residences and businesses. Increased congestion highlights the need to provide high 
capacity transit m a dedicated lane to allow buses to bypass congestion. 

Improvmg transit service will provide travelers an alternative to driving in increasmgly congested 
conditions. Investing in transit facilities and equipment would help transit to capture a larger share of the 
travel market, thus reducing the reliance on single-occupancy vehicles, improving the efficiency of the 
local roadway network, reducing the need for roadway expansion, and improving air quality. There is 
littie opportunity to increase auto traffic capacity along corridor arterials without acquuing substantial 
amounts of right-of-way. This would require die relocation of numerous residences and businesses. 
Improving transit service will provide travelers an altemative to driving in increasingly congested 
conditions; Investing in transit facilities and equipment would help transit capture a larger share of the 
travel market, improve the efficiency of the local roadway network, reduce the need for roadway 
expansion and improve air quality. 

CORRIDOR CHARACTERISTICS INDICATE ADDIVONAL DEMAND FOR TRANSIT 
The proposed BRT corridor is home to important East Bay employment, educational, and activity centers 
where trip-making by worlrers, shoppers, students, visitors, and others is concentrated. The corridor 
connects the downtown central business districts of all three cities. These centers include a mix of 
activities and land uses in pedestrian-oriented, higher-density pattems of development. Several hospital 
complexes and numerous shopping districts, churches, civic centers, and entertainment/recreation 
facilities also are located within the corridor. The overall employment density was 14 jobs per acre in 
2000, and ranged as high as 74 jobs per acre m downtown Oakland. The major areas of growth mclude 
downtown Oakland, North Oakland, the industrial areas of West and East Oakland, and the areas 
surrounding downtown San Leandro and the San Leandro BART station. These areas represent either 
locations zoned for higher density office and retail development (downtowns) or locations with a number 
of vacant or underused parcels (industrial areas that are transitioning to more specialized uses). 

The corridor also includes several institutions of higher learning. Three of these—the University of 
Califomia, Berkeley; Laney College; and Berkeley City College (formerly Vista College)—have a 
combined average weekday enrollment of approximately 49,000 students, hi addition, the corridor is 
home to numerous middle and secondary schools. The combmed average weekday enrollment at 10 
public high schools and 10 public junior high schools/middle schools in the corridor is about 18,000 
students. 

Several key activity centers along the project corridor face growing constraints on auto access. These 
include the University of California, Berkeley; downtovra Berkeley; expanding neighborhood retail and 
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commercial districts such as Temescal and Fmitvale in Oakland; and downtown San Leandro. The vitality 
of these centers will mcreasingly depend on accessibility by non-auto modes. The University of 
Califomia, Berkeley, in a long-range development plan recently adopted, proposes growth in student 
population, and research and office space that would be acceptable to the City of Berkeley only if the 
concomitant increase in travel would not overtax the surrounding roadway network. 

Of AC Transit's five highest-volume bus routes, two operate in the Berkeley-Oakland-San Leandro 
corridor— R̂outes 1 and IR. These two routes carry approximately 25,000 riders per day in the corridor, 
or about one tenth of AC Transit's total daily ridership. There is a large existmg overall travel market of 
236,000 daily trips on all modes trying to reach major employment centers and educational institutions in 
the East Bay BRT corridor includmg downtown Oakland; the University of Califomia, Berkeley; 
downtown Berkeley; and downtown San Leandro. 

Transit ridership forecasts for 2035 show an increase in the number of average corridor boardings from 
approximately 25,000 (under existing conditions) to 34,000 per weekday for 2035 no-build conditions. 
Market analysis and customer preference research indicates that transit riders consider travel time and 
reliability as very important to their travel experience. To succeed in attracting people who currently drive 
to transit, service in the project corridor must be reliable and time-competitive. While corridor 
characteristics suggest that there is substantial corridor travel demand that could be served by transit, the 
existing service also lacks amenities that would make it more attractive to new riders. Bus stops lack 
shelters and benches, lighting, and security features. There are long queues to board, and limited capacity 
results in standing loads. As previously mentioned, bus speeds are slow and schedule adherence can be 
unreliable. These service characteristics can compromise the transit-riding experience, sending a new 
prospective rider back to the automobile. The proposed BRT project would result m an upgraded and 
streamlined service operating in dedicated lanes witii modem station amenities including shelters, a place 
to sit, communications systems, ticket vending machines, real-time service information, lighting, and 
security features. BRT vehicles would be modem and rail-like, offering ease of boardmg and reflecting a 
moctem, high-tech transit riding experience. 

Improved transit reliability and speed provided by BRT combined with increased passenger comfort and 
security while waiting for and riding on transit, and amenities such as real-time uiformation would help to 
make transit a viable and competitive altemative to automobile travel in the corridor. This is indicated in 
modelmg forecasts, which predict a nearly doublmg of transit ridership in the corridor to approximately 
62,000 per weekday in 2035 under the proposed project. 

SUPPORT TRANSIT-ORIENTED RESIDENTIAL AND COMMERCIAL DEVELOPMENT OF 
THE CORRIDOR 

The proposed project corridor is primarily an irmer city route serving densely-populated neighborhoods. 
About half of the total population and employment of the Cities of Berkeley, Oakland, and San Leandro 
lies within the corridor. Half of the population lives north of the San Antonio area of the Intemational 
Boulevard corridor and half live south of the San Antonio area. About 25 percent of the corridor 
population resides in the northem corridor—in north Oakland and Berkeley—and about 17 percent in the 
central conidor area in downtown Oakland. 

Population densities, ranging from approximately 10,persons per acre on the low end to more than 60 
persons pei: acre in the highest-density areas, are substantially higher than in the surrounding East Bay 
region. The highest density concentrations of population are located in and around Downtown Oakland, in 
Berkeley just south of the University of Califomia, Berkeley, and the San Antonio and Fmitvale districts 
in Oakland. 

During the next few decades, corridor population is projected to grow steadily, from 261,100 (2000 U.S. 
Census) to approximately 310,303 by 2035 (18.8 percent growth). Population growth will be highest m 
and around downtown Oakland, mcluding-Jack London Square, and along the project corridor through 
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East Oakland and San Leandro where mfill and redevelopment opportunities exist. Cities are attempting 
to focus this growth and unprove the efficiency of the transportation network. Building upon strong 
existing transit-supportive land use pattems, the Cities of Berkeley, Oakland, and San Leandro are 
carrying but extensive development and redevelopment efforts along Telegraph Avenue, Intemational 
Boulevard/East 14*̂  Street, and other areas in the corridor. Land use and zonmg policies encourage and 
promote higher-density, transit-oriented development in the downtown areas and along major arterial 
streets and transit corridors. 

Much of the Oakland portion of the corridor lies within redevelopnient project areas and a large part of 
the south corridor area is withm Oakland's Enterprise and Empowerment Zone. A major focus of 
Oakland's updated General Plan policies is to invest in transit-oriented development at transit nodes and 
stations such as the Fmitvale Transit Village Phase I, in the Fmitvale BART Station area. To revitalize 
Fmitvale's central business area, this lO-acre mixed-use project replaces an at-grade parking lot with 
commercial, retail, entertainment and other community-related uses. Fmitvale's redevelopment plan 
includes more than 30,000 square feet of retail/restaurant space, 60,000 square feet of offices, a 40,000-
square-foot health clinic, a 12,000-square-foot community resource center, a 5,000-square-foot library, 
and 47 residential live/work units. The two buildings house retail stores on the first level, community 
facilities on the second level, and innovative loft housing on the third level. The project was completed in 
Juneof2004. . 

The corridor is already a strong market for transit, both for AC Transit's local bus service and regional 
rail service provided by BART. By providing high quality, reliable, comfortable, and secure BRT service, 
the proposed project would support transit-oriented development by increasing access to jobs, education, 
and service markets. The placement of BRT infrastmcture demonstrates an investment in the corridor and 
provides a greater sense of permanence than typical bus facilities. BRT facilities can help stimulate 
further transit-oriented development 

BETTER SERVE LOW-INCOME AND TRANSTT-DEPENDENTPOPULATIONS IN THE 
PROJECT CORRIDOR 

The population in the project corridor includes a large number of low income residents, seniors age 65 
and older, youth and children age 18 and younger, and persons with disabilities. These population groups 
are less likely to have automobiles available; and therefore, are morC; likely to use transit. In fact, twenty 
percent of the households in the corridor are without private transportation. By improving access to 
important employment and educational centers in the East Bay, the BRT project would contribute to 
improved mobility and greater access to jobs and services for these corridor residents. 

From the standpoint of environmental justice, which pertains to the effects of federal actions on minority 
and low mcome populations, the proposed project would be viewed favorably. Eight of nine commimities, 
or sub areas, along the alignment are potential environmental justice communities because they contain 
50 percent or more minority or low-income populations or the percentage of minority or low-income 
populations is more than 10 percentage points greater than the Alameda County average (data based on 
2000 U.S. Census). In the long-term, these communities would receive greater benefits from the project 
than drawbacks. The major adverse effects of the project are temporary and would occur during 
constmction, when traffic and, to some extent, bus service are dismpted by the transitway, BRT station, 
and roadway constmction. Further, local access to businesses along the project alignment would be 
temporarily dismpted although detours and reroutes would be designated. In the long-term, the mobility 
benefits— f̂rom higher bus frequencies, shorter transit travel times, and mcreased transit capacity, among 
other benefits—are considerable. During the 2010 project meetings in Oakland, a concern was voiced that 
the BRT project could increase walking distances for the disabled, senior, and mobility impaired 
populations when local 1/lR bus stops along the corridor were removed arid replaced by BRT stations. 
There are 47 BRT stations proposed along the 14.38-mile proposed project corridor. Average spacing is 
0.31 miles or 1,650 feet. 
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Existing Route IR has 31 stops from downtown Berkeley to downtown San Leandro near the San 
Leandro BART station (it does not stop at the station). Average spacing is 0.48 miles or 2^30 feet; Route 
1 local service has numerous stops, 89 to 90 depending upon direction including the stop at San Leandro 
BART. Average spacing is 0.16 miles or approximately 865 feet. Thus, BRT stop spacing falls midway 
between existing Route IR and Route 1 spacing. AC Transit intends to locate BRT stations where they 
are most convenient to users. Analysis of AC Transit survey data on Route IR and Route 1 boardings and 
alightings shows that most BRT stations have been located where they will conveniently serve the most 
riders. Analysis of the stops used by Route IR and Route 1 riders today and the proposed locations of 
BRT stations found that approximately 80 percent of riders would not need to change the location where 
they board and alight the bus when BRT is operational. About 20 percent of current riders would need to 
go to a new location. Some will experience no increase in walk distance; however, others may need to 
walk further than they do today. Depending on the stop location, the extra distance is estimated to be 
approximately one block. 

3.4.2 PROCESS TO DEVELOP PREFERRED ALTERNATIVE 
As part of the altemative development process, each of the respective cities in the corridor conducted 
public outreach to develop support for and refine the LPA that would become the proposed project 
approved m the Final EIS/EIR. In die fall of 2009, a series of public meetings were held in Berkeley and 
San Leandro to determine public support for the BRT project m those commimities and to seek city 
council support for the proposed project. A similar series of meetmgs was held in Oakland in early 2010. 
Subsequently, in spring 2010, each city took action to recommend to AC Transit its configuration for the 
LPA/proposed project. On April 20,2010, the City of Oakland endorsed the full BRT project as proposed 
by AC Transit for the corridor between Berkeley and San Leandro with refinements to BRT station 
locations, bike lanes, BRT, and traffic lane striping withm die city limits. These refmements were 
developed during the city's public outreach process. The project characteristics in Oakland include 
dedicated travel lanes, level boarding platforms, off-board fare collection, and real-time arrival signs, 
among other amenities. The city reserved the right to make further changes to the proposed project when 
the Final EIS/EIR was completed and issued for review. The city also requested that in conjunction with 
the Fmal EIS/EIR process, AC Transit study a modified rapid bus option within the city's limits that 
would not provide dedicated BRT lanes. Under what is now known as the Oakland Bus Bulbs 
Alternative, buses would operate in mixed-flow lanes, as under existmg conditions, and stop at level 
boarding, curb extension stations with expanded amenities such as ticket vending machines for self-
service, off-board ticket vending, and fare collection. The findmgs of this study are available for AC 
Transit in a report entitled AC Transit Oakland Bus Bulbs Analysis: Telegraph-International Corridor 
(Cambridge Systematics, 2010). 

At the Berkeley City Council meeting on April 29,2010, the council voted unariunously to support a new 
altemative with a mix of transit and mostiy non-transit elements, called "Altemative B." The full-build 
option in Berkeley, which would have included dedicated lanes for BRT from downtown Berkeley to the 
city liniit with Oakland at Woolsey Street, including new transit stations, was not passed for study. 
Alternative B would have no dedicated bus lanes on Telegraph Avenue and Shattuck Avenue, with 
extension of the proposed project beyond University Avenue or Shattuck Avenue. It also called for the 
conversion of Bancroft Way, Durant Avenue, and southbound Shattuck Avenue, between University 
Avenue and Center Street, from one-way to two-way operations, requiring installation of up to 10 new 
traffic signals. As further refinements to Altemative B, the city recommended that AC Transit evaluate, if 
"technically or financially feasible" curb extension stations with platforms level with the bus floor and 
bus queue jump lanes to bypass auto traffic at congested intersections. 

On May 17, 2010, the City of San Leandro defined its proposed project as BRT terminating at the 
dovmtown San Leandro BART station with dedicated bus lanes from the north city limit to approximately 
Georgia Way. South of the San Leandro BART station:local service would be provided by local bus 
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service to the Bayfair BART station. The city requested that AC Transit evaluate extendmg BRT to the 
Bayfair BART station in the Final EIS/EIR. Extended service would operate in dedicated bus lanes from 
the north city limit to Georgia Way and from Blossom Way to Bancroft Avenue . The city supported the 
addition of new traffic signals and queue jump lanes that would reduce the delays to BRT caused by 
traffic at intersections. The city reserved tiie right to make changes to the preferred altemative at the 
conclusion of the Final EIS/EDR based on the studied impacts and the adequacy of proposed mitigations 
of these impacts.. 

Based on the actions of the three cities in the corridor, the preferred altemative would have dedicated bus 
travel lanes throughout most of Oakland and in north San Leandro, but not in Berkeley. The project m 
Oakland and San Leandro would have level boarding. In Berkeley, level boarding was subject to 
evaluation. In all three cities, passenger station amenities were to include off-board fare collection and 
real-time passenger information signs indicatuig bus anival as well as other amenities. 

The AC Transit Board of Directors gave consideration to the recommendations of each city and made 
their proposed project decision for the project on June 23,2010. The proposed project adopted by the AC 
Transit Board is consistent with the recommended altematives of each city, with the exception of the City 
of Berkeley. AC Transit staff recommended against Berkeley* s adopted altemative because the 
conversion of one-way streets to two-way operations, as included in Berkeley's approved Altemative B 
would not be eligible for Federal Transit Administration (FTA) Small Starts fundmg, for which AC 
Transit is seeking funds for BRT implementation. In addition, the Berkeley recommendations would not 
benefit BRT operation but rather would be detrimental to transit riders and the efficiency of transit 
operations. Conversion to two-way operations widi an accompanying reduction in travel lanes could slow 
down bus operation and expose transit vehicles to more conflicts with other motor vehicles. The transit 
elements proposed by Berkeley for Telegraph Avenue would not improve performance sufficiently to 
offset the slower speeds in the southside and downtown areas. Thus, Berkeley's proposal would likely 
lower the project's cost-effectiveness rating and reduce fundmg available to the project overall, while 
delivering no significant improvement for transit riders. Instead of Altemative B, staff recommended and 
AC Transit adopted aS part of the proposed project, a limited improvement altemative, which included the 
mmimum features requned to allow consistent, although less optimal, service with the rest of the corridor. 

The proposed project under consideration in the Final EIS/EIR, as adopted by AC Transit, includes 
limited BRT improvements from downtown Berkeley to the Berkeley-Oakland border. Consistent with 
Berkeley City Council direction, no dedicated lanes for BRT vehicles are part of the project 
improvements. Station investments will include some enhancement of four existing and two new 
sidewalk bus stops. Ticket vending machines would be provided to support off-board, self-service fare 
collection. Real-time passenger information and passenger shelters will be included at each stop, as 
currently provided at many existmg IR rapid bus stops. The June 2010 resolution (No. 10-033) called for 
curb extension stations with level boarding platforms where feasible. The Board later reconsidered this 
feature, and at the September 29, 2010, meeting amended the action to have sidewalk stops with curb 
level boarding only (No. 10-049). The stops are to still include ticket vending, passenger uiformation, and 
conventional bus stop shelters. 

The project from downtown Berkeley to San Leandro is approximately 14.4 miles in length. General 
corridor wide elements proposed for Oakland and San Leandro are as follows: 

• Dedicated median bus lanes for exclusive use by buses and emergency vehicles in most of the 
corridor (segments of the alignment with median bus lanes are referred to as median mnning 
transitways); 

Dedicated right-hand bus lanes on some segments that give preference to transit operations but 
permit right-tums and access to parking (segments of the alignment with shared right-hand bus 
lanes are referred to as side running transitways); 
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• Proof of payment ticket validation; 

• Transit signal priority (TSP), new traffic signals, pedestrian signals, and transit-only signals; 

• Real-time traveler information; and 

• Pedestrian access and safely improvements at stations. , 

BRT stations in Oakland and San Leandro would include substantial shelters with extended canopies and 
amenities including lighting and security features (e.g., closed circuit television and emergency phones) 
for the comfort and convenience of passengers. 

DOWNTOWN OAKLAND-SAN LEANDRO ALTERNATIVE (DOSL} 

The AC Transit Board of Directors at its June 23, 2010 meeting provided direction on an additional 
altemative for study. This decision was made upon consideration of funding, community acceptance, and 
BRT operational issues associated with a major capital improvements project in llie corridor from 
downtown Berkeley to San Leandro BART. The DOSL Altemative was recommended for study in the 
Final EIS/EIR as a lower cost altemative that could have fewer environmental effects and lower capital, 
costs to implement compared to the proposed project. The DOSL follows the same alignment as the 
proposed project from downtown O^and to San Leandro BART, and has the same features as the 
proposed project m this portion of the alignment. The DOSL Altemative is approximately 9.52 miles in 
length and includes 32 stations. No environmental impacts m addition to those evaluated as part of the 
proposed project would occur as a result of DOSL implementation. Thus, the environmental impact 
evaluation contained within the Final EIS/EIR represents the worst case scenario. No additional 
environmental review would be necessary if the DOSL were ultimately selected for implementation. 

3.4.3 RECORD OF PROCEEDINGS 

For purposes of CEQA and these Findings, the Record of Proceedings for the Proposed Action consists of 
the following documents, at a minimum: 

The NOP and all other public notices issued by AC Transit in conjunction with the project; 

The Draft EIR/EIS and Fmal EIR/EIS, includmg appendices and technical studies included or 
referenced m the Draft EIR/EIS and Final EIR/EIS; 

All comments submitted by agencies or members of the public during the 45-day public comment 
period on the Draft EIR/EIS; 

Al l comments and cortespondence submitted to AC Transit with respect to the project, in addition 
to timely comments on the Draft EIR/EIS; 

The design measures incorporated into the project to avoid significant environmental impacts; 

All findmgs and resolutions adopted by the AC Transit decision makers in connection with the 
project, and all documents cited or.referred therein; 

All final reports, studies, memoranda, maps, staff reports, or other planning documents relating to 
the project prepared by the AC Transit consulting team; 

All documents and information submitted to the AC Transit by responsible, tmstee, or other 
public agencies, or by individuals or organizations, in connection with the project, up through the 
date AC Transit certified the FEIR/EIS; 

Mmutes and/or verbatim transcripts of all information sessions, public meetmgs, and public 
hearings held by AC Transit, in connection with the Proposed Action; 

Any documentary or other evidence submitted to AC Transit at such information sessions, public 
meetings, and public hearings; 
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• Matters of common knowledge to AC Transit including, but not limited to, federal, state, and 
local laws and regulations; 

• Any documents expressly cited in these Fmdings, in addition to those cited above; and 
• Any other materials required for the Record of Proceedings by Public Resources Code Section 

21167.6, subdivision (e). 

The custodian of the documents comprising the Record of Proceedings is AC Transit, whose office is 
located at 1060 Franklin Street, lOtii Floor, Oakland, CA, 94612. AC Transit has relied on all of the 
documents listed above in reaching its decision on the project, even if every document was not formally 
presented to AC Transit decision riiakers as part of AC Transit's files generated in connection with the 
project. Without exception, any document set forth above that is not found m the project files falls into 
one of two categories. Many of the documents reflect prior planning or legislative decisions with which 
AC Transit was aware in certifymg the FEIR/EER (see City of Santa Cruz v. Local Agency Formation 
Commission (1978) 76 Cal.App.3d 381, 391-392; Dominey v. Department of Personnel Administration 
(1988) 205 Cal.App.3d 729, 738, fri. 6). Other documents influenced tiie expert advice provided to AC 
Transit staff or consultants,'who then provided advice to AC Transit decision makers. For that reason, 
such documents form part of the underlying factual basis for AC Transit decision relatmg to the 
certification of die FEIS/EIR (see Public Resources Code, § 21167.6, subd.(e)(10); Browning-Ferris 
Industries v. City. Council of City of San Jose (1986) 181 Cal.App.3d 852, 866; Stanislaus Audubon 
Society. Inc. v. County of Stanislaus (1995) 33 Cal.App.4tii 144,153,155). 
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4 FINDINGS REQUIRED UNDER CEQA 
Public Resources Code Section 21002 provides that "public agencies should not approve projects as 
proposed if there are feasible altematives or feasible mitigation measures available tiiat would 
substantially lessen the significant envkonmental effects of such pr6jects[,..]" The same statute states that 
the procedures required by CEQA "are intended to assist public agencies in systematically identifying 
both the significant effects of proposed projects and the feasible altematives or feasible mitigation 
measures that will avoid or substantially lessen such significant effects." Section 21002 goes on to smte 
that "in the event [that] specific economic, social, or other conditions make infeasible such project 
altematives or such mitigation measures, individual projects may be approved in spite of one or more 
significant effects." 

The mandate and principles in Public Resources Code Section 21002 are implemented, in part, through 
the requirement that agencies must adopt findings before approving projects for which EIRs are required 
(see Public Resources Code, § 21081, subd. (a); State CEQA Guidelmes, .§ 15091, subd. (a). For each 
significant environmental effect identified in an EIR for a proposed project, the approving agency must 
issue a written finding reaching one or more of three permissible conclusions. The first such finding is 
that "[cjhanges or alterations have been required in, or incorporated into, the project which avoid or 
substantially lessen the significant envnonmental effect as identified in the Final EIR" (State CEQA 
Guidelines, § 15091, subd. (a)(1)). The second permissible finding is that "[s]uch changes or alterations 
are within the responsibility and jurisdiction of another public agency and not the agency making the 
findmg. Such changes have been adopted by such other agency or can and should be adopted by such 
other agency" (State CEQA Guidelmes, § 15091, subd. (a)(2)). The thû d potential conclusion is that 
"[sjpectfic economic, legal, social, technological, or other considerations, including provision of 
employment opportunities for highly trained workers, make infeasible the mitigation measures or project 
altematives identified m the Final EIR" (State CEQA Guidelines, § 15091, subd. (a)(3)). Public 
Resources Code Section 21061.1 defines 'Teasible" to mean "capable of beuig accomplished in a 
successful manner within a reasonable period of time, taking into account economic, environmental, 
social and technological factors." State CEQA Guidelmes Section 15364 adds another factor: "legal" 
considerations (see also Citizens of Goleta Valley v. Board of Supervisors (1990) 52 Cal.3d 553,565). 

The concept of "feasibility" also encompasses the question of whether a particular altemative or 
mitigation measure promotes the underlying goals and objectives of a project (City of Del Mar v. City of 
San Diego (1982) 133 CaI.App.3d 410, 417). "[F]easibility" under CEQA encompasses "desirability" to 
the extent that desirability is based on a reasonable balancing of the relevant economic, environmental, 
social, and technological factors" (Ibid.; see also Sequoyah Hills Homeowners Assn. v. City of Oakland 
(1993) 23 Cal.App.4tii 704,715). 

The State CEQA Guidelines do not define the difference between "avoiding" a significant environmental 
effect and merely "substantially lessening" such an effect. AC Transit must, therefore, glean the meaning 
of these terms from the other contexts in which the terms are used. Public Resources Code Section 21081, 
on which State CEQA Guidelines Section 15091 is based, uses the term "mitigate" rather than 
"substantially lessen." Therefore, State CEQA Guidelines equate "mitigating" with "substantially 
lessening." Such an understanding of the statutory term is consistent with the policies underlying CEQA, 
which include the policy that "public agencies should not approve projects as proposed if there are 
feasible altematives or feasible mitigation measures available that would substantially lessen the 
significant environmental effects of such projects" (Public Resources Code, § 21002). 

For purposes of these Findings, the term "avoid" refers to the effectiveness of one or more mitigation 
measures to reduce an otherwise significant effect to a less than significant level. In contrast, the term 
"substantially lessen" refers to the effectiveness of such measure or measures to substantially reduce the 
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severity of a significant effect, but not to reduce that effect to a less than significant level. These 
interpretations appear to be mandated by the holding in Laurel Hills Homeowners Association v. City 
Council (1978) 83 Cal.App.3d 515, 519-527, in which tiie Court of Appeal held that an agency had 
satisfied its obligation to substantially lessen or avoid significant effects by adoptmg numerous mitigation 
measures, not all of which rendered the significant impacts in question less than significant. 

Although State CEQA Guidelines Section 15091 requires only that approving agencies specify that a 
particular significant effect is "avoid[ed] or substantially lessen[ed]," these Findings, for purposes of 
clarity, in each case will specify whether the effect in question has been reduced to a less than significant 
level or has simply been substantially lessened but remains significant. Moreover, although Section 
15091, read literally, does not rcquke findings to address environmental effects that an EIR identifies as 
merely "potentially significant," these Findings will nevertheless fully account for all such effects 
identified in the Fmal EIR/EIS. In short, CEQA requires that the lead agency adopt mitigation measures 
or altematives, where feasible, to substantially lessen or avoid significant environmental impacts that 
would otherwise occur. Certain project modifications or the adoption of certain mitigation measures or 
altematives are not tequued, however, where such actions are infeasible or where the responsibility for 
implementation lies with some other agency (State CEQA Guidelines, § 15091, subd. (a), (b)). 

With respect to a project for which significant impacts are not avoided or substantially lessened, either 
through the adoption of feasible mitigation measures or a feasible envirorunentally superior altemative, a 
public agency, after adopting proper fhidings, may nevertheless approve the project if the agency first 
adopts a statement of oveniding considerations setting forth the specific reasons why the agency found 
that the project's "benefits" rendered "acceptable" its "unavoidable adverse environmental effects" (State 
CEQA Guidelines, §§ 15093.15043, subd. (b); see also Public Resources Code, § 21081. subd. (b). The 
California Supreme Court has stated that, "[t]he wisdom of approving. . . any development project, a 
delicate task which requires a balancing of mterests, is necessarily left to the sound discretion of the local 
officials and their constituents who are responsible for such decisions. The law as we mterpret and apply 
it simply requires that those decisions be informed; aiid therefore, balanced" (Goleta, supra, 52 Cal.3d 
553,576). 
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5 LEGAL EFFECTS OF FINDINGS 

To the extent these Fmdings conclude that various project design features and mitigation measures 
outlined in the Final EIR/EIS are feasible and have not been modified, superseded, or withdrawn, AC 
Transit hereby binds itself to unplement tiiese measures. These Findings, in other words, are not merely 
informational, but ratiier constitute a binding set of obligations that will come mto effect when AC Transit 
certifies tiie Final EIR/EIS. 

Project design features and mitigation measures are hicluded in the Mitigation Monitoring and Reporting 
Program (MMRP) adopted concurrently wifli tiiese Findings, and will be effectuated tiu-oiigh Uie process 
of constmcting and implementing the project. In addition to tiie design features and mitigation measures, 
AC Transit's Standard Specifications applicable to the project will be mcluded in the project constmction 
documents to reduce envuonmental impacts associated with the project. 



6 MITIGATION MONITORING AND REPORTING PROGRAM 

A Mitigation Monitoring and Reporting Program (MMRP) has been prepared for the proposed project as 
defmed within the Final EIS/EIR and adopted concurrently with these Findings (see Public Resources 
Code, § 21081.6, subd. (a)(1)). The MMRP includes project design features and mitigation measiues 
incorporated into the project to avoid or substantially lessen significant envkonmental effects, as outlined 
in the Final EIR/EIS. AC Transit will use the MMRP, which is a separate, stand-alone document, to track 
compliance with the adopted design features and mitigation measures. The MMRP will remain available 
for public review during the compliance period. 



7 FINDINGS ^ 
This section provides an overview of potentially significant envu-oiunental impacts and design features 
that would be implemented to reduce impacts to less than significant. For impacts that would not be 
significant, a brief justification of the findmg is provided. The Findings discussion addresses only those 
environmental resources for which potentially significant unpacts could occur during either constmction 
or implementation. Thresholds of significance as defined m Appendix G of the CEQA Guidelmes are 
used to stmcture the Findings discussion. ' . 

7.1 SIGNIFICANT EFFECTS AND MITIGATION MEASURES 

7.1.1 AESTHETICS/VISUAL 

THRESHOLDS OF SIGNIFICANCE 
Thresholds used to evaluate potential aesthetic/visual quality impacts are based on applicable criteria in 
the State CEQA Guidelmes (CCR §§15000-15387), Appendix G. A significant aesthetic/visual quality 
impact would occur if the proposed project or DOSL Altemative would: 

1) Have a substantial adverse effect on a scenic vista? 
2) Substantially damage scenic resources, includmg, but not limited to, trees, rock outcroppings, and 

liistoric buildings within a state scenic higiiway? 
3) Substantially degrade the existing visual character or quality of the site and its surroundings? 
4) Create a new source of substantial light or glare which would adversely affect day or nighttime 

views iu the area? 

IMPACT 

Threshold 1: The proposed project or DOSL Altemative would not have a substantial adverse effect on 
scenic vistas; therefore, this issue is not addressed in these Findings. 

Threshold !: The project or DOSL Alternative would not impact scenic resources, includmg trees, rock 
outeroppings and historic buildings; therefore, this issue is not addressed in these Findings. 

Threshold 3: The proposed project or DOSL Altemative would not result in a substantial change to the 
visual character of the corridor as a whole. However, some streetscape elements that contribute to the 
visual character would be removed. This could adversely affect the visual envhonment of these specific 
locations. Implementation of design features identified below would reduce potential aesthetic impacts to 
less than significant. 

Threshold 4: The proposed project or DOSL Altemative would not have an adverse effect on .light and 
glare; therefore, this issue is not addressed in these Fmdings. 

FINDINGS 
The analysis concluded that impacts would be less than significant for Thresholds I, 2 and 4; therefore, 
no mitigation measures are required. 

EXPLANATION 
Threshold 1: Have a substantial adverse effect on a scenic vista? 
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Viewpoint 1:48th Street at Telegraph Avenue 

Viewpoint 1 represents a proposed station located on Telegraph Avenue at the 48th Street intersection 
witiim the North Telegraph, Oakland (Woolsey Street to Hwy 24/55th Street) landscape unit. There are 
fewer trees lining the street at this location than shown in the draft EIS/EIR sunulation for tiiis viewpomt. 
A few more historic buildings are present; however, these buildings arc scattered among more modem 
buildings detracting from the overall unity of views withm this area. The commercial and residential 
properties and the roadway travel lanes are the dominant visual elements within this view. The visual 
change with implementation of the proposed project would be negligible at this viewpomt. 

Viewpoint 2: Telegraph Avenue and Hawthorne Street 

Viewpoint 2 represents a proposed station located on Telegraph Avenue at the Hawthome Street 
intersection within die Telegraph/MacArthur (44th Street to I-580/34th Street) landscape unit. Unlike the 
previous station location depicted in the draft EIS/EIR, there are few trees lining Telegraph Avenue. 
Historic buildings are present on the west side of Telegraph Avenue; however, the intactness of any 
historic character is highly compromised by an obstmcting modem commercial stmcture and 
billboard. The roadway travel lanes dominate this view. The visual change with implementation of the 
proposed project would be negligible at this viewpoint. 

Viewpoint 3:11th Street at Harrison Street 

Viewpoints is located on 11th Street at Harrison Street within the Chinatown/Jack London Square (11th 
& 12tii Streets to 2nd Avenue) landscape unit. In this viewpomt, tall buildings further west on Harrison 
Street are the dominant visual features, resulting in a medium level of vividness for this view. Portions of 
the Oakland Tribune tower also are visible from this intersection. The overall visual character is a busy 
urban commuting conidor with unique Chmatown markets and signage. The visual change with 
implementation of the proposed project would be negligible at this viewpoint. 

Viewpoint 4: Intemational Boulevard at 34th Avenue 

Viewpoint 4 represents a proposed station located on Intemational Boulevard at the 34th Avenue 
intersection withm the Fmitvale (30tii Avenue to 42nd Avenue) landscape unit. The visual character and 
quality at this proposed station location remains consistent with the description in the 2005 Visual Impact 
Assessment and draft EIS/EIR. Overall, the character of the visual environment somewhat resembles a 
small town commercial corridor due to various aesthetic streetscape elements including a landscaped 
median, decorative street lights, and benches. The street trees are a dommant visual feature as well as the 
four-lane roadway and parked vehicles. 

The proposed project would extend the length of median landscaping to the north of the BRT station 
towards Fmitvale Avenue. It will also extend the landscaped median south of the station, begirming at 
36th Avenue. These improvements would offset the Visual impacts of the proposed station facilities 
within this landscape unit. 

Viewpoint 5: Intemational Boulevard at 82nd Avenue 

Viewpoint 5 is located on Intemational Boulevard at 82nd Avenue within the International -Elmhurst 
(73rd Avenue to city limit) landscape unit. A colorful mural at the East Oakland Youth Development 
Center, a brightly painted commercial building and "Walgreens" retail store are dominant features within 
this viewpoint. These color^l elements as well as the mature trees and shmbs in the raised median and 
along the sidewalks result in a medium to high vividness rating. The four-lane roadway, parked cars, and 
billboard contribute to the urban character of this view. A small view of the Oakland Hills to the east also 
is present. Overall, the proposed project will result in a slightiy adverse effect on visual quality of this 
view. 
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Viewpoint 6: Intemational Boulevard at 99tfa Avenue 
Viewpomt 6 is located on Intemational Boulevard at the 99th Avenue intersection within the Intemational 
- Elmhurst (73rd Avenue to city limit) landscape unit. Under the proposed project, the proposed station 
location remams the same as that identified in the draft EIR/EIS. This area is characterized by an urban 
commercial-mdustrial corridor; however, tiie rows of large trees that run the lengtii of Intemational 
Boulevard dominate the view as they provide screenmg to the uses along the corridor. The overall change 
to visual character and quality at this location will be adverse. 

Viewpoint 7: Intemational Boulevard at Durant Avenue 

This viewpoint is located on Intemational Boulevard at Durant Avenue within the San Leandro North 
(Oakland-San Leandro city limit to Davis Slreet and San Leandro BART) landscape unit. The grassy 
median, roadway, frontage road, and street trees are dominant features within this viewpoint. The City of 
San Leandro Monument can be seen in the background. Adjacent businesses and residences are largely 
limited to a single story and comprise less dominant features within this viewpoint. Overall, the proposed 
project will result in a slightly adverse effect on the visual quality of this view. 

Viewpoint 8: East I4th Street at Haas Avenue 

Viewpoint 8 is located near city hall on East I4th Street at Haas Avenue within the San Leandro North 
(East 14th Street, city limit to Davis Street) landscape unit. The visual character of this viewpoint is that 
of a historic, well maintained downtown area resulting m high intacmess and unity. Mature trees line each 
side of the roadway, which is comprised of one travel lane in each duection, a left-tum lane, and on-street 
parking. The proposed project will have a slightiy beneficial effect on visual quality. 

Threshold 2: Substantially damage scenic resources, including, but not lunited to, trees, rock 
outcroppings, and historic buildings within a state scenic highway? 

As discussed herein, the only trees that would be adversely affected by the proposed project or DOSL 
Altemative are landscaped street trees. All trees renioved would be replaced as part of the overall scope 
of improvements. The study area is a highly urbanized transportation corridor. No rock outeroppings 
occur withm or m proximity to the study area. While historic buildings occur adjacent to the northem 
portion of the conidor, they do not occur along a scenic highway nor would they be adversely affected by 
the proposed project or DOSL. 

Threshold 4: Create a new source of substantial light or glare which would adversely affect day or 
nighttime views in the area? 

All corridor improvements would occur within an urban setting. Existing light sources include street 
lighting, vehicle headlines and building lights. The proposed project and DOSL would add lighting where 
needed for security at new station locations; however, it be consistent with the existing urban settmg. No 
new sources of substantial light and glare would occur with the proposed project or DOSL. 

CUMULATIVE IMPACTS 

Cumulative impacts identified in Section 5.3 of the Draft EIS/EIR were evaluated for the potential to add 
to impacts of the proposed East Bay BRT Project as described in Chapters 3 and 4 of the Final EIS/EIR. 
Most of the projects were determmed not to contribute substantially to cumulative impacts m any 
environmental category when combined with the proposed East Bay BRT Project as defined in the Draft 
EIS/EIR, with tiie exception of two proposed projects - the East 14* Street Nortii Area Study ui San 
Leandro, and the bicycle lane project along Telegraph Avenue between Aileen Street/State Route 24 and 
16* Street in Oakland. Revisions to the proposed project and DOSL Alternative that occurred after 
circulation of the Draft EIS/EIR have eliminated the potential for cumulative impacts. No cumulative 
aesthetic/visual resource impacts would occur as a result of the proposed project or DOSL. 
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PROJECT DESIGN FEATURES 

CONSTRUCTION 

Station amenities will be designed in coordination with the cities of Berkeley, Oakland, and San Leandro. 

Materials will not be stockpiled on site, and demolition materials will be hauled away. Debris will be 
cleared daily. Best Management Practices will be implemented to protect mature trees, other vegetation, 
and the existing streetscape timing constmction. 

The proposed project will remove or relocate landscaping and other urban design treatments in several 
locations within the areas listed below: 

• Telegraph Avenue, Oakland; 
• Intemational Boulevard, Oakland; and 
• East 14th Street, San Leandro. 

Minor median treatments for channelmg traffic, such as along Telegraph Avenue in North Oakland, will 
not be replaced. The proposed project will include substantial landscape improvements that will replace 
the landscaped features removed in all but one location. The location where landscaping will not be 
replaced is: 

• East 14th Street median landscaping between Bristpl Boulevard and Durant Avenue at the 
Oakland/San Leandro city limit. The median will not be replaced under the proposed project. It 
will, however, be retained south of the BRT station at Durant Avenue and continue to the City of 
San Leandro monument at Broadmoor Boulevard. The project proposes to avoid moving the 
monument by designing the BRT transitway to go around the monument. 

Between Bristol and Durant, there is insufficient roadway width to provide, in the same section, traffic 
lanes, the BRT transitway, and landscape improvements. Limited landscapmg is proposed in this section. 
Roadway widening and right-of-way acquisition would be necessary but is hot considered practicable; 
therefore, landscaping cannot be replaced, landscaping to be provided as part of the proposed project will 
be larger than the total area removed. One of the design objectives of the East Bay BRT project is to 
enhance the attractiveness of the street section, making it more appealing to users and local businesses 
and residents. 

OPERATION 

Operation of the proposed project and DOSL would have no adverae impact to visual or. aesthetic 
resources. 

MITIGATION MEASURES 

ImplementfUion of the design standards referenced above would reduce potential aesthetics and visual 
quality impacts to less than significant levels; therefore, no mitigation measures are required. 

RESIDUAL IMPACTS AFTER MITIGATION 

No residual impacts would occur. 

7,1.2 AIR QUALITY 

THRESHOLDS OF SIGNIFICANCE 

Thresholds used to evaluate potential air quality impacts are based on applicable criteria in the State 
CEQA Guidelmes (CCR §§15000-15387), Appendbt G. A significant ak quality would occur if tiie 
proposed project or DOSL Altemative would: 
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1) Conflict with or obstmct implementation of the applicable air quality plan; 
2) Violate any air quality standard or contribute substantially to an existing or projected an quality 

violation; 
3) Result in a cumulatively considerable net increase of any criteria pollutant for which the project 

region is non-attainment under an applicable federal or state ambient an quality standard 
(including releasing emissions, which exceed quantitative thresholds for ozone precursors); 

4) Expose sensitive receptors to substantial pollutant concentrations; and 
5) Create objectionable odors affecting a substantial number of people? 

IMPACT 

Threshold I: The proposed project or DOSL Altemative would not conflict with or obstiiict 
implementation of an air quality plan. Thus, this issue is not addressed in these Findings. 

Threshold 2: The proposed project or DOSL Altemative would not result in a violation of an au- quality 
standard or contribute significantly to an existing or projected air quality violation. However, constmction 
of the proposed project or DOSL Altemative has the potential to create air quality impacts through the use 
of heavy-duty consUiictibn equipment and through vehicle trips generated by constmction workers 
traveling to and from the proposed project or DOSL Alternative site. Constmction activity would generate 
regional emissions, toxic air contaminant (TAC) emissions, and odoî . It also would mcrease localized 
pollutant concentrations near constmction. Constmction emissions would be temporary, and not result in 
any long-term impacts. The implementation of Best Management Practices defmed below under Project 
Design features would reduce potential short-term constmction impacts to less than significant. 

Threshold 3: The proposed project or DOSL Altemative would decrease regional emissions because 
regional Vehicle Miles Trayeled (VMT) would be reduced with project implementation. Thus, this issue 
is not addressed in these Findings. 

Threshold 4: Modeled carbon monoxide concentrations would be well below state and federal standards. 
This issue is not addressed in these Findings. 

Threshold 5: The proposed project or DOSL Alternative would provide enhanced transit services within 
the study corridor. The project would not generate odors; thus, this issue is not addressed in these 
Findings. 

FINDINGS 

The analysis concluded that impacts would be less than significant for Thresholds 1,3,4 and 5; therefore, 
no mitigation measures are requhed. 

EXPLANATION 

Threshold 1: Conflict with or obstmct implementation of the applicable air quality plan; 

The Bay Area Air Quality Management District (BAAQMD), in coordination with the Metropolitan 
Transportation Commission (MTC) and the Association of Bay Area Governments (ABAG), is 
responsible for preparmg air quality plai^ pursuant to the federal Clean Air Act (CAA) and Califomia 
CAA. Under the CAA, state implementation plans (SIPs) are required for areas that are designated as 
nonattainment for ozone (O3), carbon monoxide (CO), nitrogen oxides (NOx), sulfur oxide (SOx), 
Particulate (PM) Matterio, or PM2.5. For the Bay Area Air Basin, a SIP is requued for O3 and PM2.S smce 
the region is cunently designated as a federal nonattainment area for both criteria pollutants. 

The proposed project was included in the regional emissions analysis completed by the MTC for the 
conformmg Transportation 2035 Plan. The design concept and scope have not changed significantiy from 
what was analyzed in the Transportation 2035 Plan. This analysis found that the plan; and, therefore, the 

Findings of Fact and Statement of Oveniding Considerations 7-5 East Bay Bus flap/cfTrans/t 



Findings 

individual projects contained in tiie plan, are conformmg projects and will , have air quality impacts 
consistent with those identified in the SIP for achievmg the National Ambient An Quality Standards 
(NAAQS). The Federal Highway Administration (FHWA) determined the Transportation 2035 Plan to 
conform to tiie SIP in May, 2009. 

The proposed project also is included in tiie federal 2009 Transportation Improvement Program (TIP). 
The "open-to-the-public-year" is consistent with (within the same regional emission analysis period as) 
the constmction completion date identified in the federal TIP and Transportation 2035 Plan. The federal 
TIP gives priority to eligible transportation control measures identified in the SIP and provides siifficient 
fimds to provide for their implementation. FHWA and FTA determined the TIP to conform to the SIP on 
November 17, 2008. The proposed project or DOSL Altemative is consistent with regional conformity 
guidelmes; and thus, would not conflict with or obstiiict SIP implementation. 

The proposed project or DOSL Altemative would not cause an exceedance of the Califomia or NAAQS 
for criteria pollutants or the BAAQMD thresholds for O3 precursor emissions and PM2.5-

Threshold 3: Result in a cumulatively considerable net increase of any criteria pollutant for which the 
project region is non-attainment under an applicable federal or state ambient an quality standard 
(including releasing emissions, which exceed quantitative thresholds for ozone precursors); 

The Final EIS/EIR analysis considered emissions from all vehicles m the conidor (not only buses). 
Implementation of the proposed project or DOSL Altemative would reduce regional VMT and associated 
regional emissions. Thus, the. proposed project or DOSL Altemative would result in a less-than-
significant impact related to operational emissions. 

Threshold 4: Expose sensitive receptors to substantial pollutant concentrations? 

As shown in Tables 4.12-104.12-12 of tiie Fmal EIS/EIR, tiie proposed project or DOSL Altemative 
would not cause an exceedance of applicable air quality standards or significance thresholds. 

Threshold 5: Create objectionable odors affecting a substantial number of people? 

Land uses and industrial operations that are associated with odor complamts mclude wastewater treatment 
plants, landfills, confmed animal facilities, composting stations, food manufacturmg plants, refineries, 
and chemical plants. The proposed project or DOSL Alternative does not include any land use or activity 
that typically generates adverse odors; therefore, the project would result in a less-than-significant impact; 
related to odor emissions. 

CUMULATIVE IMPACTS 

Cumulative impacts identified in Section 5.3 of the Fmal EIS/EIR were evaluated for the potential to add 
to impacts of the proposed East Bay BRT Project as described in Chapters 3 and 4 of the Final EIS/EIR. 
Most of the projects were determined not to contribute substantially to cumulative impacts in any 
envhonmental category when combined with the proposed East Bay BRT Project as defined in the Draft 
EIS/EIR, witii the exception of two proposed projects - the East 14th Street North Area Study in San 
Leandro, and the bicycle lane project along Telegraph Avenue between Aileen Street/State Route 24 and 
16th Street in Oakland. Revisions to the proposed project and DOSL Altemative that occuned after 
circulation of the Draft EIS/EIR have elimmated the potential for cumulative impacts. No cumulative an 
quality impacts would occur as a result of the proposed project or DOSL. 

DESIGN FEATURES 

CONSTRUCTION 

Constmction contractors shall implement the BAAQMD Basic Constmction Mitigation Measures listed 
in Table 4.17-2 of the Final EIS/EIR, and the applicable Additional Constmction Mitigation Measures. 
The following controls should be implemented at all constmction sites: 
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All exposed surfaces (e.g., parkmg areas, staging areas, soil piles, graded areas, and unpaved 
access roads) shall be watered two times per day. 

• All haul tmcks transporting soil, sand, or other loose material off-site shall be covered. 

• All visible mud or dirt track-out onto adjacent public roads shall be removed using wet power 
vacuum street sweepers at least once per day. The use of dry power sweeping is prohibited. 

• All vehicle speeds on unpaved roads shallbe limited to 15 mph. 

• All roadways, driveways, and sidewalks to be paved shall be completed as soon as possible. 
Building pads shall be laid as soon as possible after grading unless seeding or sbil bmders are 
used. 

• Idling times shall be minimized either by shutting equipment off when not in use or reducing the 
maximum idling time to 5 minutes (as required by the Califomia airborne toxics control measure 
Tide 13, Section 2485 of Califomia Code of Regulations [CCR]). 

• Clear signage shall be provided for constmction workers at all access points. 
• All constmction equipment shall be maintained and properly mned in accordance with 

manufacturer's specifications. All equipment shall be checked by a certified rhechanic and 
determined to be mnning in proper condition prior to operation. 

• Post a publicly visible sign with the telephone number and person to contact at the lead agency 
regarding dust complaints. This person shall respond and take conective action within 48 hours. 
The Air District's phone number also shall be visible to ensure compliance with applicable 
regulations. 

The following measures are recommended for projects with constmction emissions above the threshold: 

All exposed surfaces shall be watered at a ft:equency adequate to maintain minimum soil moisture 
of 12 percent. Moisture content can be verified by lab samples or moisture probe. 

Al l excavation, grading, and/or demolition activities shall be suspended when average wind 
speeds exceed 20 mph. 

Wind breaks (e.g., trees and fences) shall be installed on the windward side(s) of actively 
disturbed areas of constmction. Wind breaks should have at maximum 50 percent air porosity. 

Vegetative ground cover (e.g., fast-germinating native grass seed) shall be planted in disturbed 
areas as soon as possible and watered appropriately until vegetation is established. 

The simultaneous occurrence of excavation, gradmg, and ground-disturbmg constmction 
activities on the same area at any one time shall be limited: Activities shall be phased to reduce 
the amount of disturbed surfaces at any one time. 

All trucks and equipment, mcluding then tires, shall be washed off prior to leaving the site. 

Site accesses to a distance of 100 feet from the paved road shall be treated with a 6 inch to 12 
inch compacted layer of wood chips, mulch, or gravel. 

Sandbags or other erosion control measures shall be installed to prevent silt mnoff to public 
roadways from sites with a slope greater than 1 percent. 

Minimize the idling time of diesel powered constmction equipment to two minutes. 

The project shall develop a plan demonstrating that the off-road equipment (more than 50 
horsepower) to be used in the constmction project (e.g., owned, leased, and subcontractor 
vehicles) would achieve a project wide fleet-average 20 percent NOX reduction and 45 percent 
PM reduction compared to the most recent ARB fleet average. Acceptable options for reducing 
emissions include the use of late model engines, low-emission diesel products, altemative friels, 
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engme retrofit technology, after-treatment products, add-on devices such as particulate filters, 
and/or other options as such become available. 

• Use low volatile organic compound (VOC) (i.e., reactive organic gases) coatings beyond the local 
requirements (i.e.. Regulation 8, Rule 3: Architectural Coatings). 

• All constmction equipment, diesel tmcks, and generators shall be equipped with best available 
control technology for emission reductions of NOx and PM. 

• All contractors shall use equipment that meets Califomia Air Resources Board's most recent 
certification standard for off-road heavy duty diesel engmes. 

Constmction contractors shall comply with BAAQMD Regulation 11 (Hazardous Pollutants) Rule 2 
(Asbestos Demolition, Renovation, and Manufacturing). The requirements for demolition activities 
include removal standards, reporting requirements, and mandatory monitormg and record keepmg. 

The Final EIR/EIS also includes the following avoidance, minimization and control measures to reduce 
air emissions associated witii project constmction: 

All active constmction areas shall be watered at least twice daily; 
All tmcks hauluig soil, sand, and other loose materials shall be covered and shall maintain at least 
two feet of fi^eboard. 
All unpaved access roads, parking areas, and stagmg areas in the constmction area shall be 
watered at least three times daily or shall be applied with non-toxic soil stabilizers. 
All paved access roads, parking areas, and staging areas in the constmction area shall be swept 
daily with water sweepers. 
Streets shall be swept daily with water sweepers if visible soil material is carried onto adjacent 
public streets. 
Non-toxic soil stabilizers shall be applied to inactive constmction areas (previously graded areas 
that are inactive for 10 days or more). 
Exposed stoclfpiles of dut, sand, or debris shall be enclosed, covered, watered at least twice daily, 
or applied with non-toxic soil binders. 
Traffic speeds on unpaved roads shall be limited to 15 mph. 
Wheel washers shall be installed on all tmcks or tires/tracks of alt tmcks, and equipment leaving 
the constmction area shall be washed. 
Excavation and grading activities shall be suspended when winds exceed 25 mph. 
Constmction equipment shall use cool exhaust gas recirculation. 
Constmction equipment shall use aqueous diesel fuel. 
Construction contracts shall explicitly stipulate that all constmction equipment shall be properly 
tuned and maintamed. 

OPERATION 

No measures are required to reduce air emissions during operation. 

MIVGATION MEASURES 

Implementation of the design standards referenced above would reduce potential air quality impacts 
during constmction to less than significant levels; therefore, no mitigation measures are required. 
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RESIDUAL IMPACTS AFTER MITIGATION 
No residual impacts would occur, 

7.1.3 BIOLOGICAL RESOURCES 

THRESHOLDS OF SIGNIFICANCE 

Thresholds used to evaluate potential impacts on biological resources are based on applicable criteria in 
tiie State CEQA Guidelines (CCR §§15000-15387), Appendix G. A significant impact on biological 
resources would occur if the proposed project or DOSL Altemative would: 

1) Have a substantial adverse effect, either dkectiy or through habitat modifications, on any species 
identified as a candidate, sensitive, or special status species in local or regional plans, policies, or 
regulations, or by the Califomia Department of Fish and Game (CDF&G) or U.S. Fish and 
Wildlife Service (USFWS); 

2) Have a substantial adverse effect on any riparian habitat or other sensitive natural community 
identified in local or regional plans, policies, and regulations or by the Califomia Department of 
Fish and Game or U.S. Fish and Wildlife Service; 

3) Have a substantial adverse effect on federally protected wetiands as defmed by Section 404 of the 
Clean Water Act (including, but not limited to, marsh, vernal pool, coastal, ete.) through direct 
removal, fillmg, hydrological intermption, or other means; 

4) Interfere substantially with the movement of any native resident or migratory fish or wildlife 
species or with established native resident or migratory wildlife corridors, or impede the use of 
wildlife nursery sites; 

5) Conflict with any local policies or ordmances protectmg biological resources, such as a tree 
preservation policy or ordinance; oi: 

6) Conflict with the provisions of an adopted Habitat Conservation Plan, Natural Community; 
Conservation Plan, or other approved local, regional, or state habitat conservation plan, 

IMPACT 
Threshold 1: No wetiand resources, plants or wildUfe species are known to occur within tiie area affected 
by the proposed project or DOSL Altemative. However, landscape trees would be removed during 
constmction. These trees could contain nesting birds subject to protection per the Migratory Bird Treaty 
Act. Implementation of design feamres d^cribed below would reduce potential migratory bud impacts to 
less than significant. 

Threshold 2: No riparian areas or other sensitive communities occur where project improvements are 
proposed. Thus, this issue is not addressed in these Findings. 

Threshold 3: No federally protected wetiand resources are located in areas where proposed project or 
DOSL Altemative improvements would occur. Thus, this issue is not addressed in these Findings. 

Threshold 4: There are no known wildlife migration corridors and/or nursery sites located within the area 
affected by proposed project or DOSL Altemative improvements. Thus; tiiis issue is not addressed in 
these Findings. 

Threshold 5: No Habitat Conservation Plans, Natural Community Conservation Plans or related plans and 
policies apply to resources with the study area. Thus, this issue is not addressed in these Findings. 

FINDINGS 
The analysis concluded that impacts would be less than significant for Thresholds 2, 3,4 and 5; therefore, 
no mitigation measures are required. 
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EXPLANATION 

Threshold 2: Have a substantial adverse effect on any riparian habitat or other sensitive natural 
community identified in locator regional plans, policies, and regulations or by the Califomia Department 
of Fish and Game or U.S. Fish and Wildlife Service. 

The Biological Study Area (BSA) consists primarily of developed land, landscaped areas, and 
channelized creek crossings. Review of Califomia Natural Diversity Database (CNNDB), USFWS 
species list for Alameda County, and Califomia Native Plant Society Electronic hiventory (CNPSEI) 
2010 identified two sensitive plant species (i.e., western leatherwood PDirca occidentalisj and Loma 
Prieta hoita [Hoita strobilina]) that have the potential to occur within proximity to the BSA. The habitat 
types described above are not riparian or located within the BSA. 

Threshold 3:_ Have a substantial adverse effect on federally protected wetlands as defined by Section 404' 
of the Glean Water Act (including, but not limited to, marsh, vernal pool, coastal, etc.) through direct 
removal, filling, hydrological intermption, or other means. 

The proposed project and DOSL Altemative is located within an urbanized area containing roads, curb, 
gutter, sidewalk, light poles, buildings, parking lots, and other urban features. The primary land cover 
within the BSA is developed (i.e., hardscaped and compacted areas) and landscaped. The BSA is within 
the San Francisco Bay watershed. The natural drainage historically consisted of small- to medium-sized 
creeks that flowed westerly from the hills in the east to San Francisco Bay. Implementation of the 
proposed project or DOSL Altemative would not result in the deposition of dredge or fill material to any 
potentially jurisdictional wetland or water features, nor would it modify any existing culvert, outiet, or 
water channel. 

ff the proposed project or DOSL Altemative cumulatively disturbs more than one acre, it would require 
coverage under tiie California State Water Board Constmction General Permit (2009-0009-DWQ) to 
minimize potential impacts to surface water resources adjacent to improvement areas. Pollution control 
Best Management R^ctices (BMP's) would be documented in a Stormwater Pollution Prevention Plan 
(SWPPP) tiiat would be prepared for the proposed project or DOSL Alternative. Multiple SWPPP's may 
be required dependmg on whether simultaneous constmction occurs within different segments of the 
corridor. Additional BMPs addressmg waste management and pollution control, non-storm water control, 
wind erosion and trackiiig will also be mcluded m the SWPPP. Implementation of BMPs would minimize 
the potential for the Violation of water quality standards during constmction. 

Threshold 4: Interfere substantially with the movement of any native resident or migratory fish or wildlife 
species or with established native resident or migratory wildlife corridors, or impede the use of wildlife 
nursery sites. 

For the purpose of this discussion, a sensitive animal species was considered to potentially occur in the 
vicinity of the BSA if its known geographical distribution encompassed part of the area where proposed 
project or DOSL Altemative improvements would occur or if its distribution was near the project area and 
general habitat requirements of the species were present (e.g., the presence of roosting, nesting, or 
foraging habitat or a permanent water source). Focused surveys for rare, threatened, or endangered 
species were not conducted because there were no sensitive species identified that potentially occur 
within the BSA. No migratory wildlife corridors occur within the BSA, 

Threshold 5: Conflict with any local policies or ordinances protecting biological resources, such as a tree 
preservation policy or ordinance. 

Constmction would require the removal of 35 landscape trees from the Intemational Boulevard median in 
Oakland. Depending on the method of constmction, additional trees may be removed including 20 in 
Oakland and four in San Leandro. Generally, these trees range from five to 27 inches m diameter and are 
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surrounded by road, sidewalks and buildings. They are not sensitive species or otherwise protected by 
local ordinance. 

Threshold 6: Conflict with flie provisions of an adopted Habitat Conservation Plan, Natural Community 
Conservation Plan, or other approved local, regional, or state habitat conservation plan. 

There are no adopted Habitat Conservation Plans, Natoral Community Conservation Plans, or other local 
approved plan that address biological resources occurring within the BSA. 

CUMULATIVE IMPACTS 

Cumulative impacts identified m Section 5.3 of tiie Final EIS/EIR were evaluated for tiie potential to add 
to impacts of the proposed East Bay BRT Project as described in Chapters 3 and 4 of the Final EIS/EIR. 
Most of the projects were determined not to contribute substantially to cumulative impacts in any 
environmental category when combined with the proposed East Bay BRT Project as defined in the Draft 
EIS/EIR, with the exception of two proposed projects ^ the East 14''' Street North Area Study in San 
Leandro, and the bicycle lane project along Telegraph Avenue; between Aileen Street/State Route 24 and 
16"* Street in Oakland. Revisions to the proposed project and DOSL Altemative that occurred after 
circulation of the Draft EIS/EIR have eliminated the potential for cumulative impacts. No cumulative 
biological resource impacts would occur as a result of the proposed project or DOSL. 

DESIGN FEATURES 

CONSTRUCTION 

• Best Management Practices will be followed to avoid effects to surface water. In compliance with 
the Executive Order on Invasive Species, E.O. 13112, landscaping mcluded in the proposed 
project or DOSL Altemative will not use species listed as noxious weeds. 

• All potential nest tree removal activities shall be conducted during the nonbreeding season under 
the supervision of a qualified biologist, if feasible. The size of the nest buffer shall be detennined 
by the biologist in consultation with CDF&G and will be based on tiie nestmg species and its 
sensitivity to disturbance at the nest. 

• Mature trees will not be removed. 
• Best Management Practices will be followed to avoid effects to surface water. In compliance with 

the Executive Order on Invasive Species, E.O. 13112, landscaping included in the proposed 
- project or DOSL Altemative will not use species listed as noxious weeds. 

" All potential nest tree removal activities shall be conducted during the nonbreeding season under 
the supervision of a qualified biologist, if feasible. The size of the nest buffer shall be determined 
by the biologist in consultation with CDFG and will be based on the nesting species and its 
sensitivity to disturbance at the nest. 

OPERATION 

No measures would be required to reduce biological resource impacts during operation. 

MITIGATION MEASURES 

Implementation of the design standards referenced above would reduce potential biologicaT resource 
impacts to less than significant levels; therefore, no mitigation measures are required. 

RESIDUAL IMPACTS AFTER MITIGATION 

No residual impacts would occur. 
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7.1.4 CULTURAL RESOURCES 

THRESHOLDS OF SIGNIFICANCE 

Thresholds used to evaluate potential impacts on cultural resources are based on applicable criteria in the 
State CEQA Guidelines (CCR §§15000-15387), Appendix G. A significant impact on culhual (historical 
and/or archaeological) resources would occur if the proposed project or DOSL Altemative would: 

1) Cause a substantial adverse change in the significance of an archaeological resource as defined in 
§15064.5 of tile State CEQA Guidelines and §106 of the National Historic Preservation Act 
(NHPA). 

2) Cause a substantial adverse change in the significance of a historical resource as defined in 
§15064.5 of tiie State CEQA Guidelines and §106 of the National Historic Preservation Act 

: (NHPA). ; 
3) Directly or indirectly destroy a unique paleontological resouree or site or unique geologic feature. 
4) Disturb any human remains, including those intened outside of formal cemeteries. 

IMPACT 

Threshold I: Little disturbance of existing pavement or undisturbed area would occur; therefore, the 
potential for impacts to archaeological resources would be low. However, implementation of the design 
features identified below would reduce potential impacts to cultural resources to less than significant 

Threshold 2: There are no direct effects on any of the historic properties within the proposed project or 
DOSL Altemative. Therefore, this issue is not addressed in these Findmgs. 

Threshold 3: The conidor is not believed to contam paleontological resources nor would excavation 
disturb resources that may occur in the project area. Therefore, this issue is not addressed in these 
Findings., 

Threshold 4: No cemetery or known burials would be affected by the proposed project or DOSL 
Altemative. Therefore, this issue is not addressed in these Findings. 

FINDINGS 

The analysis concluded that impacts would be less than significant for Thresholds 2, 3 and 4; therefore, 
no mitigiUion measures are required. The final State Historic Preservation Office letter of concurrence 
was received by AC Transit and is part of the Fmal EIS/EIR admmistrative record. 

EXPLANATION 

Threshold 2: Cause a substantial adverse change in the significance of a historical resource as defined in 
§15064.5 of the State CEQA Guidelines and §106 of the National Historic Preservation Act O ĴHPA). 

Eight historic resources within the project APE were found to be listed in, determined eligible for, or 
appear to be eligible for the National Register of Historic Places, and are also considered to be historical 
resources for the purposes of CEQA. Neither the proposed project or DOSL Altemative proposes the 
physical destmction or alteration of any historic property; thus, there are no direct effects on any of the 
historic properties within the proposed project or DOSL Altemative. 

Threshold 3: Duectiy or indirectiy destroy a unique paleontological resource or site or unique geologic 
feature. 

Paleontological resources are not specifically addressed in the FEIR/FEIS. The project corridor is within a 
highly developed urban environment with littie open space in or adjacent to the proposed BRT aligiunent. 
The corridor is not believed to contain paleontological resources nor would excavation needed to 
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constmct the proposed project or DOSL Altemative improvements be deep enough to disturb any 
resources that may oCcur in the project area. 

Threshold 4: Disturb any human remains, including those mterred outside of formal cemeteries. 

Six archaeological sites have been recorded in or immediately adjacent to the project alignment in the 
Downtown Oakland area. These include a human burial and a large animal tooth; a sandy midden with 
some shell, a skull, and a mortar; a well, a sewer Ime, a privy, a pit feature, and two mortared brick 
foundations associated with a building erected in 1900 (evaluated and judged not eligible for the National 
Register); elements of the old urban railroad system; and an abandoned concrete, masonry manhole. One 
additional site has been recorded since the 2005 study was completed, and is also located in the 
Downtown Oakland area. This site includes a human burial and a large mortar. All seven of the identified 
sites are included in the proposed project and DOSL Altemative study area. In the earty 1880s two early 
Oakland cemeteries were reported to be located not far from the project area. None appear to be close 
enough to be affected by the proposed project or DOSL Alternative. 

CUMULATIVE IMPACTS 

Cumulative impacts identified in Section 5.3 of the Final EIS/EIR were evaluated for the potential to add 
to impacts of the proposed East Bay BRT Project as described in Chapters 3 and 4 of the Fmal EIS/EIR. 
Most of the projects were determined not to contribute substantially to cumulative impacts in any 
environmental category when combined with the proposed East Bay BRT Project as defined m the Draft 
EIS/EIR, with the exception of two proposed projects - the East i4th Street North Area Study m San 
Leandro, and the bicycle lane project along Telegraph Avenue between Aileen Street/State Route 24 and 
16th Street in Oakland. Revisions to the proposed project and DOSL Altemative that occurred after 
circulation of the Draft EIS/EIR have eliminated the potential for cumulative impacts. No cumulative 
cultural resource inipacts would occur as a result of the proposed project or DOSL. 

DESIGN FEATURES 

CONSTRUCTION 

An archeologist will monitor construction w'ork in sensitive locations identified in the Site Treatment Plan 
for the Alameda-Contra Costa Transit District's East Bay Rapid Transit Project in Berkeley, Oakland, and 
San Le^dro. If buried cultural materials are encountered during constmction, work will stop and 
measures will be taken as specified m the plan. If applicable, AC Transit and FTA will comply with 36 
CFR 800.13 with regard to late discoveries. 

OPERATION 

No measures would be required to reduce biological resource impacts during operation. 

MIVGAVON MEASURES 
Implementation of the design features referenced above would reduce potential cultural resource impacts 
to less than significant levels; therefore, no mitigation measures in advance of constmction are required. 
Because archaeological resources could be discovered when existing pavement and other surface areas 
are reconstmcted to install BRT features, the following measures would be implemented as defined in 
Section 4.17.6 of tiie Fmal EIS/EIR: 

• An archaeologist will monitor any construction work withm the project alignment in sensitive 
locations (identified m the Site Treatment Plan and second addendum archaeological survey 
report). 

• If buried cultural materials (either prehistoric or historic) are encountered during constmction, 
work would stop in that area until a qualified archaeologist can evaluate the nature and 

Findings of Fact and Statement ol Overriding Considerations 7-13 East Bay Bus Rapid Transit 



Findings 

significance of the find. Depending on the type of feature, the archaeologist may recommend 
archaeological excavation to either evaluate, record, or remove the feature: 

• If human remains are encountered, constmction work in the area would be halted and the 
Alameda County Coroner contacted. In addition, if the remams are Native American, the 
Califomia Native American Heritage Commission (NAHC) would be inunediately contacted. The 
NAHC would identify the most likely descendants who would be consulted on the disposition of 
Native American human remains and associated artifacts. 

• Anangements will be made with an authorized facility for permanent curation of any recovered 
. artifactual materials. 

• The archaeological monitor will inform constmction crews, prior to constmction work, of 
material types that might be encountered under the street. Prior to constmction, contractors and 
workers will be informed of reporting requirements in the event that buried cultural materials or 
human remains were found, whether in monitored areas or not. 

• If within State right-of-way there is a cultural resource or burial discovery during the course of 
either identification efforts or constmction activities, the Caltrans Office of Cultural Resource 
Studies, District 4, shall be immediately contacted and all constmction/activities within 50 feet of 
the find shall cease until it has been assessed by Calti:ans Office of Cultural Resources Studies. 

• A cultural resources monitoring report will be prepared that summarizes findings, if any, of 
monitoring activities. The report will be made available to the public, resources agencies, and 
other interested parties, including Caltrans District 4. 

RESIDUAL IMPACTS AFTER MITIGATION 

No residual impacts would occur. 

7.1.5 HAZARDS AND HAZARDOUS MATERIALS 

Thresholds used to evaluate potential hazards and hazardous materials are based on applicable criteria in 
the State CEQA Guidelines (CCR . §§15000-15387), Appendix G. A significant hazardous materials 
impact would occur if the proposed project or DOSL Altemative would: 

1) Create a significant hazard to the public or the environment through the routine transport, use or 
disposal of hazardous materials; 

2) Create a significant hazard to the public or the environment through reasonably foreseeable upset 
and accident conditions involving the release of hazardous materials, into the environment; 

3) Emit hazardous emissions or handle hazardous or acutely hazardous materials, substances or 
waste within one-quarter mile of an existing or proposed school; 

4) Be located on a site that is included on a list of hazardous materials sites compiled pursuant to 
Govemment Code Section 65962.5.and, as a result, created significant hazard to the public or the 
environment; 

5) Result in a safety hazard for people residmg or working in the project vicmity; 

6) Impau" implementation of or physically interfere with an adopted emergency response plan or 
emergency evacuation plan; and 

7) Expose people or stmctures to a significant risk of loss, injury or death involving wildland fires. 

IMPACT 

Threshold 1: The proposed project or DOSL Altemative would not involve the transport of hazardous 
materials; thus, this issue is not addressed in these Findings. 
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Threshold 2: The proposed project or DOSL Altemative would not mvolve the use of hazardous materials 
that could be accidentally released in to the environment; thus, this issue is not addressed in these 
Findings. ^ 

Threshold 3: The proposed project or DOSL Altemative would not involve the use or transport of 
hazardous materials that could be emitted within one-quarter mile of a school. Thus, this issue is not 
addressed in these Findings. 

Threshold 4: Implementation of design features discussion below would reduce potentially significant 
impacts associated with the presence of hazardous materials sites to less than significant. 

Threshold 5: The transit vehicles would operate within existing roadway corridors; thus, it would not 
increase safety hazards for people living or working within proximity to the coiridor. This issue is not 
addressed in these Findings. 

Threshold 6: Transit vehicles would operate within existing roadway conidors; thus, the proposed project 
or DOSL Altemative would not impah" or interfere with an adopted response plan or emergency 
evacuation plan. This issue is not addressed in these Fmdings. 

Threshold 7: The transit vehicles would operate withm existing roadway corridors m a heavily urbanized 
area. The proposed project or DOSL Altemative would not increase exposure to wildfures. This issue is 
not addressed in these Findings. 

FINDINGS 
The analysis concluded that impacts would be less than significant for Thresholds 1, 2, 3, 5, 6 and 7; 
therefore, no mitigation measures are required. 

EXPLANATION 
Threshold I: Create a significant hazard to the public or the envhronment through the routme transport, 
use or disposal of hazardous materials. 

The proposed project or DOSL Altemative is intended to facilitate transit service within the smdy 
corridor. It would not involve the transport of hazardous materials; thus, this issue is not addressed in 
these Findmgs. 

Threshold 2: Create a significant hazard to the public or the envuonment through reasonably foreseeable 
upset and accident conditions involving the release of hazardous materials into the environment. 

The proposed project or DOSL Altemative is intended to facilitate transit service withm the study 
corridor. It would not mvolve the use of hazardous materials that could be accidentally released in to the 
enviromnent; thus, this issue is not addressed in these Findmgs. 

Threshold 3: Emit hazardous emissions or handle hazardous or acutely hazardous materials, substances or 
waste within one-quarter mile of an existing or proposed school. 

The proposed project or DOSL Altemative is mtended to facilitate transit service withm the study 
corridor. It would not mvolve flie use or transport of hazardous materials that could be emitted withm 
one-quarter mile of a school. Thus, this issue is not addressed in these Findings. 

Threshold 5: Result in a safety hazard for people residing or working in the project vicinity. The proposed 
project and DOSL Altemative is intended to facilitate transit service within the study corridor. 

The transit vehicles would operate within existing roadway conidors; thus, it would not increase safety 
hazards for people living or working within proximity to the corridor. This issue is not addressed in tiiese 
Findmgs. 
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Threshold 6: Impair implementation of or physically interfere with an adopted emergency response plan 
or emergency evacuation plan. 

The proposed project or DOSL Altemative is mtended to facilitate fransit service within the study 
corridor. The transit vehicles would operate within existmg roadway conidors; thus, the project would 
not impau: or interfere witii an adopted response plan or emergency evacuation plan. This issue is not 
addressed in these Findings. 

Threshold 7: Expose people or stmctures to a significant risk of loss, injury or death mvolving wildland 
ffres. 

The proposed project or DOSL Altemative is intended to facilitate transit service within the study 
corridor. The transit vehicles would operate within existing roadway corridors in a heavily urbanized 
area. The proposed project or DOSL Altemative would not increase exposure to wildfires. 

CUMULATIVE IMPACTS 

Cumulative impacts identified in Section 5.3 of the Fmal EIS/EIR were evaluated for the potential to add 
to impacts of the proposed East Bay BRT Project as described m Chapters 3 and 4 of the Final EIS/EIR. 
Most of the projects were detennined not to contribute substantially to cumulative impacts in any 
envuonmentel category when combmed with the proposed ̂ st Bay BRT Project as def med m the Draft 
EIS/EIR, with the exception of two proposed projects - the East 14"' Street North Area Study in San 
Leandro, and the bicycle lane project along Telegraph Avenue between Aileen Street/State Route 24 and 
16th Street m Oakland. Revisions to the proposed project and DOSL Altemative tiiat occurred after 
circulation of the Draft EIS/EIR have elimmated the potential for cumulative impacts. No cumulative 
hazardous material impacts would occur as a result of the proposed project or DOSL. 

DESIGN FEATURES 

CONSTRUCTION 

AC Transit will require tiie contractor to develop and implement a Worker Health and Safety Plan 
(WH&SP) to address the handling and storage of hazardous constmction materials. A plan that effectively 
protects those in closest proximity to the source of contaminants would protect conidor residents and 
others. In addition, prior to constmction, tiie foUowmg would be implemented: 

• Preconstruction field surveys of identified environmental risk sites to observe current conditions. 
• Regulatory file review of environmental risk sites to determine current stams of sites and extent 

of contamination. 
• Subsurface exploration of segments of the proposed project or DOSL Altemative alignment next 

to or down gradient from any environmental risk site, (ff constmction of the project wanants.) 

OPERATION 

No design features addressing hazardous conditions or materials would be required during operation. 

MITIGATION MEASURES 

Implementation of the design features referenced above would reduce potential hazardous materials 
impacts to less than significant levels; therefore, no mitigation measures are requhed. 

RESIDUAL IMPACTS AFTER MmGATION 

No residual impacts would occur. 
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7.1.6 HYDROLOGY AND WATER QUALITY 

Thresholds used to evaluate potential hydrology and water quality impacts are based on applicable criteria 
in flie State CEQA Guidelmes (CCR §§15000-15387), Appendix G. A significant hydrology or water 
quality impact would occur if the proposed project or DOSL Altemative woitid: 

1) Violate any water quality standards or waste discharge requirements; 
2) Substantially deplete groundwater supplies or interfere substantially with groundwater recharge 

such that there would be a net deficit in aquifer volume or a lowering of the local groundwater 
table level (e.g., the production rate of pre-existmg nearby wells would drop to a level which 
would not support existmg land uses or planned uses for which permits have been granted); 

3) Substantially alter the existmg drainage pattem of the site or area, mcluding through the alteration 
of the course of a stream or river, in a manner which would result in substantial erosion or 
siltation on- or off-site; 

4) Substantially alter the existing drainage pattem of tiie site or area, including through the alteration 
of the course of a stream or river, or substantially mcrease the rate or amount of surface mnoff in 
a manner which would result in flooding on- or off-site; 

5) Create or contribute mnoff water which would exceed the capacity of existmg or planned 
stormwater drainage systems or provide substantial additional sourees of polluted runoff; 

6) Otherwise substantially degrade water quality; 
7) Place housing within a 100-year flood hazard area as mapped on a federal Flood Hazard 

Boundary or Flood Insurance Rate Map or other flood hazard delineation map; 
8) Place within a 100-year flood hazard area stiiictures, which would impede or redirect flood flows; 
9) Expose people or stmctures to a significant risk of loss, injury or death involving flooding, 

including flooding as a result of the failure of a levee or dam; or 

10) Inundation by seiche, tsunami, or mudflow. 

IMPACTS 

Threshold 1: The Build Altematives would remove roadway pavement and excavate and grade along the 
transitway and in station areas. Exposure and loosening of soils and subsurface materials have potential to 
affect stormwater runoff into storm drams along the BRT alignment. Implementation of the design 
features would reduce potential impacts to less than significant 

Threshold 2: No groundwater would be withdrawn nor would recharge be affected. Thus, this issue is not 
addressed in these Fmdings. 

Threshold 3: Drainage patterns may be temporarily altered during constmction as surfaces would be 
disturbed to constmct the improvements. Implementation of the design features would reduce potential 
impacts to less than significant. 

Threshold 4: Drainage pattems may be temporarily altered during constmction as surfaces would be 
disturbed to constmct the improvements. Implementation of the design features would reduce potential 
impacts to less than significant 

Threshold 5: The overall amount of impervious surface would not change as a result of the proposed 
project or DOSL Altemative. Thus, this issue isn't addressed in these Findings. 

Threshold 6: Constmction would disturb ground surface to install project improvements. This could 
increase the potential for erosion and related water quality impacts. Implementation of the design features 
would reduce potential impacts to less than significant. 
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Threshold 7: No housmg would added into a 100-year floodplam as a resuU of the project. Thus, this 
issue isn't.addressed in these Findings. 

Threshold 8: No new stmctures would be placed within a 100-year floodplam as a result of the proposed 
project or DOSL Altemative. Thus, this issue isn't addressed in these Findings. 

Threshold 9: The proposed project or DOSL Altemative would not expose people or stmctures to a 
significant risk of loss, injury or death mvolving floodmg. Thus, this issue isn't addressed in these 
Findings. 

Threshold 10: Proposed project or DOSL Altemative features would not be exposed to mundation by 
seiche, tsunami, or mudflow. Thus, this issue isn't addressed in these Findings. 

FINDINGS 

The analysis concluded that impacts would be less than significant for Thresholds 2, 5, 7, 8, 9, 
10; therefore, no tnitigation measures are required. 

EXPLANATION 

Thresholds 2: Substantially deplete groundwater supplies or interfere substantially with groundwater 
recharge such that there would be a net deficit in aquifer volume or a lowering of the local groundwater 
table level (e.g., the production rate of pre-existing nearby wells would drop to a level which would not 
support existing land uses or planned uses for which permits have been granted). 

The maximum depth of excavation would be two to three feet; thus, no de-watering is anticipated. No 
water wells are proposed as part of the Project. Thus, groundwater recharge occurring within the study 
area would not be affected. 

Threshold 5: Create or contribute runoff water which would exceed the cap^ity of existing or plarmed 
stormwater drainage systems or provide substantial additional sources of polluted runoff. 

The proposed project or DOSL Altemative would not change the amount of impervious surfaces; thus, 
stormwater runoff would be less than under existing conditions. The proposed project or DOSL 
Altemative would not impact stormwater drainage infrastmcture. 

Threshold 7: Place housing within a 100-year flood hazard area as mapped on a federal Flood Hazard 
Boundary or Flood hisurance Rate Map or other flood hazard delineation map. 

No housing is associated with the proposed project or DOSL Altemative; thus, no housing would be 
placed within a flood hazard area. 

Threshold 8: Place within a 100-year flood hazard area stmctures, which would impede or redirect flood 
flows; 

Implementation of the proposed project or DOSL Alternative would not involve the constmction of 
housing or other stmctures in a 100-year flood hazard area. 

Threshold 9: Expose people or stmctures to a significant risk of loss, injury or death involving flooding, 
including flooding as a result of the failure of a levee or dam; or 

No levees or dams are located in proximity to the project corridor. 

Threshold 10: Inundation by seiche, tsunami, or mudflow. 

A tsunami is a rapidly moving wave or series of waves caused by earthquakes or undersea landslides. 
The proposed project or DOSL Altemative would not increase traffic, constmct new stmctures or uiduce 
growth within an area subject to inundation by a tsunami. Given these considerations, the proposed 
project or DOSL Altemative would have no impact with respect to this threshold. Seiches are oscillating 
waves in enclosed or partially enclosed bodies of water (e.g., lakes, bays, or gulfs) for varying lengths of 
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time as a result of seismic or atmospheric disturbances. Lake Merritt is located m proximity to the 
proposed corridor; however, given the urbanized nature of the corridor and mtervening land uses, the it 
would not pose a sieche risk to the project. Further, proposed project area is not located on or 
immediately adjacent to hillside areas that may present mudflow hazards. Implementation of the 
proposed project or DOSL Altemative would not expose users or the public to the risk of significant loss, 
injury, or death involving floodmg, as a result of seiche or mudflow. 

CUMULATIVE IMPACTS 

Cumulative impacts identified in Section 5.3 of tiie Final EIS/EIR were evaluated for tiie potential to add 
to impacts of the proposed project as described in Chapters 3 and 4 of the Final EIS/EIR. Most of the 
projects were determined not to conUibute substantially to cumulative impacts in any envnonmental 
category when combined with the proposed East Bay BRT Project as defined in the Draft EIS/EIR, with 
the exception of two proposed projects - the East 14th Street Nortii Area Study m San Leandro, and the 
bicycle lane project along Telegraph Avenue between Aileen Street/State Route 24 and 16tii Street in 
Oaldand. Revisions to the proposed project and DOSL Altemative that occurred after circulation of the 
Draft EIS/EIR have eliminated the potential for cumulative impacts. No cumulative hydrology/water 
quality impacts would occur as a result of the proposed project or DOSL. 

DESIGN FEATURES 

CONSTRUCTION 

AC Transit will require tiie contractor to develop and unplement SWPPP. The plan will be prepared prior 
to begmning constmction activities and detail the contractor's plan for controlling mnoff. The SWPPP 
will specify the major storage locations for excavated materials and for any delivered materials not 
immediately set m place. Water quality control measures for these sites will be described. 

The SWPPP will outime control measures to be taken as well as BMPs implemented to control and 
prevent to the maximum extent practicable the discharge of pollutants to surface watera and groundwater. 
Treatment BMPs that will be implemented for the project will mainly consist of mechanical devices such 
as catch basm mserts or otiier m-line filtering devices during constmction. In addition, the SWPPP will 
include a plan for responding to and managing accidental spills during construction and a plan for the 
management and disposal of pumped ponded water or groundwater. The SWPPP will address overall 
management of the constmction project, such as designating areas for equipment fueling, concrete 
washout, and stockpiles. 

In support of or in addition to the above, AC Transit will implement the following measures to address 
related impacts of drainage and runoff associated with constmction: 

• AC Transit will require the contractor to submit and implement an approved Erosion and 
Sediment Control Plan (ESCP). The plan will emphasize standard temporary erosion control 
measures to reduce sedimentation and turbidity of surface runoff from disturbed areas during 
each ramy season (October 1 to May 1). 

• AC Transit will require the contractor to submit a Spill Prevention, Contaminant and Clean-up 
(SPCC) plan for fuels, oils, lubricants, and other hazardous materials that may be used durmg 
constmction. 

Further, if the constmction disturbance area would be more than one acre, compliance with National 
Pollution Discharge Elimination System requirements would be required. A SWPPP would be prepared m 
accordance with die Constmction General Permit (2009-0009-DWQ), which will include construction 
BMPs for stormwater/erosion control, and a Storm Water Management Plan (SWMP), which will include 
post-constmction BMPs. 

OPERATION 
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No measures would be required to reduce hydrology/water quality impacts during operation. . 

MmGATION MEASURES 
Implementation of the design features referenced above would reduce potential hydrology/water quality 
impacts to less than significant levels; therefore, no mitigation measures are required. 

RESIDUAL IMPACTS AFTER MmGATION 
No residual impacts would occur. 

7.1.7 NOISE AND VIBRATION 

Thresholds used to evaluate potential hazards and hazardous materials are based on applicable criteria in 
the State CEQA Guidelmes (CCR §§15000-15387), Appendbt G. A significant noise impact would occur 
if the proposed project or DOSL Altemative would result in; 

1) Exposure of persons to or generation of noise levels m excess of standards established in the local 
general plan or noise ordinance, or applicable standards of other agencies? 

2) Exposure of persons to or generation of excessive grbundbome vibration or groundbome noise 
levels? 

3) A substantial permanent increase in ambient noise levels in the project vicinity above levels 
existmg without the project? 

4) A substantial temporary or periodic increase in 
levels existing without the project? 

5) For a project located withm an airport land use 
within two miles of a public auport or public use airport, would the project expose people 
residing or working in the project area to excessive noise levels. 

6) For a project withm the vicinity of a private aurstrip, would the project expose people residing or 
working in the project area to excessive noise levels? 

IMPACT 

Threshold I: Operation of the proposed project or DO;̂ L Altemative would not generate noise levels in 
excess of applicable standards. This issue is not addressed in these Findings. 

ambient noise levels in the project vicmity ^jove 

plan or, where such a plan has not been adopted. 

Threshold 2:- The proposed project or DOSL Altemative would not require pile drivmg or related 
constmction techniques that could cause ground borne noise and/or vibration. This issue is not addressed 
in these Findings. 

Threshold 3: The proposed project or DOSL Altemative \yould reduce noise levels within the corridor 
based on no build conditions. This issue is not addressed in these Findings. 

Threshold 4: Operation of the proposed project or DOSL Altemative would not generate noise levels in 
excess of applicable standards. However, constmction may temporarily increase noise levels at receptors 
located in proximity to constmction areas. Implementation of the design features would reduce pot^tial 
temporary impacts to less than significant. 

Threshold 5: The proposed project or DOSL Alternative would not affect or be affected by operation of 
neighboring airports. This issue is not addressed in these Findings. 

Threshold 6: There are no private airstrips m proximity to the proposed project or DOSL Altemative 
corridor. This issue is not addressed in these Findings. 
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FINDINGS 

The analysis concluded that impacts would be less than significant for Thresholds 1,2,3,5 and 6; 
therefore, no mitigation measures are required. 

EXPLANATION 

Threshold 1: Exposure of persons to or generation of noise levels in excess of standards established in the 
local general plan or noise ordinance, or applicable standards of other agencies. 

Generally, the proposed project or DOSL Altemative would reduce noise levels along the alignment 
because future traffic volumes with the project are lower than future fraffic volumes without the project. 
There are no Category 1, 2, or 3 impacts; thus, no significant impact would occur as .a_result of the 
proposed project or DOSL Alteriiative. 

Threshold 2: Exposure of persons to or generation of excessive groundbome vibration or groundbonie 
noise levels. 

The proposed project or DOSL Altemative would not requue pile driving or related constmction 
techniques that could cause ground borne noise and/or vibration. 

Threshold 3: A substantial permanent increase m ambient noise levels in the project vicinity above levels 
existing withoutthe.project 

As discussed above, the proposed project or DOSL Altemative would reduce noise levels along the 
alignment because future traffic volumes with the project are lower than future traffic volumes without 
the project. There are no Category 1,2, or 3 impacts; therefore, no significant impact would occur. 

The DOSL Altesmative consists of the southem portion of the proposed project, truncated at the 20* Street 
station m Oakland, hi other respects, the DOSL Altemative is identical to the proposed project. Because 
no impacts would occur as a result of the proposed project and because the DOSL Altemative does not 
include any features or improvements that would result in higher noise emissions than the proposed 
project, it is concluded that no impacts would occur as a result of the DOSL Altemative. 

Threshold 5: For a project located withm an airport land use plan or, where such a plan has not been 
adopted, within two miles of a public airport or public use airport, would the project expose people 
residing or working m the project area to excessive noise levels. 

The proposed project or DOSL Altemative is not located with an airport land use plan dr in proximity to 
an airport. The proposed project would not or be affected by operation of airports located in proximity to 
the comdor. 

Threshold 6: For a project within the vicinity of a private airstrip, would the project expose people 
residmg or working in the project area to excessive noise levels. 

There are no private airstrips in proximity to the proposed project or DOSL Altemative conidor. 

CUMULATIVE IMPACTS 

Cumulative impacts identified in Section 5,3 of the Fmal EIS/EIR were evaluated for the potential to add 
to impacts of the proposed East Bay BRT Project as described in Chapters 3 and 4 of the Final EIS/EIR. 
Most of the projects were determined not to contribute substantially to cumulative impacts in any 
environmental category when combined with the proposed East Bay BRT Project as defined in the Draft 
EIS/EIR, with the exception of two proposed projects - the East 14th Street North Area Study m San 
Leandro, and the bicycle lane project along Telegraph Avenue between Aileen Street/State Route 24 and 
16th Street in Oakland. Revisions to the proposed project or DOSL Altemative that occurred after 
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ckculation of the Draft EIS/EIR have eliminated the potential for cumulative impacts. No cumulative 
noise impacts would occur as a result of the proposed project or DOSL Altemative. 

DESIGN FEATURES 

CONSTRUCTION 

Noise impacts are anticipated at any residential location within 25 to 90 feet of construction activities, 
depending on the constmction phase. Night time constmction may be necessary. Vibration impacts will 
need to be mitigated if constmction equipment operates in proximity to wood-framed buildmgs along the 
project alignment (proximity is defined by the vibration impact distances for constmction equipment 
discussed in Section 4.13 of the FEIS/EIR). The following noise and vibration mmimization measures are 
defmed in Section 4.17.10 of tiie Final EIS/EIR. 

Control measures, such as the following, would minimize noise and vibration disturbances at sensitive 
areas during constmction: 

1) Use newer equipment with improved noise mufflmg and ensure that all equipment items have the 
manufacturers' recommended noise abatement measures, such as mufflers, engine covers, and 
engine vibration isolators intact and operational. Newer equipment would generally be quieter in 
operation than older equipment. All constmction equipment should be inspected at periodic 
intervals to ensure proper maintenance and presence of noise control devices (e.g., mufflers, 
shrouding, ete.). 

2) Perform all constmction in a manner to minimize noise and vibration. Use constmction methods 
or equipment that will provide the lowest level of noise and ground vibration impact. 

3) During asphalt cutting, a temporary noise barrier should be placed between the cutting area and 
noise sensitive sites. 

4) Conduct tmck loading, unloadmg and hauling operations so tiiat noise is kept to a minimum by 
carefully selecting routes to avoid going through residential neighborhoods to the greatest 
possible extent 

5) Constmction lay-down or staging areas should be selected m industrially zoned districts. If 
industrially zoned areas are not available, commercially zoned areas may be used, or locations 
that are at least 90 feet from any noise sensitive land use such as residences, hotels, and motels. 
Ingress and egress to and from the staging areas should be on collector streets or greater (higher 
street designations are preferred). 

6) Tum off idling equipment. 

7) Minimize constmction activities during evening, nighttime, weekend, and holiday periods. 
Permits may be requued in some cities before constmction can be performed in noise sensitive 
areas between 7:00 p.m. and 7:00 a.m. 

8) The constmction contractor should be required by contract specification to comply with all local 
noise ordinances and obtaui all necessary permits and variances. It is expected that ground-bome 
vibration from constmction activities would cause only intermittent localized intmsion along the 
East Bay BRT route. 

Processes such as earth moving with bulldozers, and the use of vibratory compaction rollers can create 
annoymg vibration. There are cases where it may be necessary to use this type of equipment in proximity 
to residential buildings. Procedures, such as the following, would be used to minimize the potential for 
annoyance or damage from constmction vibration: 

1) When possible, limit the use of constmction equipment that creates high vibration levels, such as 
vibratory rollers and hammers, operating within 130 feet of residential stmctures. Require 

2) Require vibration monitoring during vibration-mtensive activhies. 
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3) Restrict the hours of vibration-mtensive equipment or activities such as vibratory rollers so that 
impacts to residents are mmimal (e.g., weekdays during daytime hours only when as many 
residents as possible are away from home). A combination of techniques for equipment noise and 
vibration control as well as administrative measures would be selected to provide the most 
effective means for reducing constmction noise and vibration effects. Although, these measures 
would reduce consbuction impacts, temporary increases in noise would likely occur at some 
locations. 

OPERATION 

No measures would be requned to reduce noise and vibration impacts during operation. 

MITIGATION MEASURES 

Implementation of the design features referenced above would reduce potential noise impacts to less than 
significant levels; therefore, no mitigation measures are required. 

RESIDUAL IMPACTS AFTER MITIGATION 

No residual impacts would occur. 

7.2 SIGNIFICANT OR POTENTIALLY SIGNIFICANT IMPACTS FOR WHICH 
MITIGATION IS OUTSIDE THE AGENCY'S RESPONSIBILITY OR 
JURISDICTION 

7,2.1 UTILITIES 
Thresholds used to evaluate impacts to public services are based on applicable criteria in the State CEQA 
Guidelines (CCR §§15000-15387), Appendix G. A significant utility impact would occur if the project 
would: 

1) Exceed wastewater treatment requuements of the applicable Regional Water Quality Control 
Board; 

2) Require or result in the constmction of new water or wastewater treatment facilities or expansion 
of existmg facilities, the constmction of which could cause significant environmental effects; 

3) Require or result in the constmction of new storm water drainage facilities or expansion of 
existing facilities, the constmction of which could cause significant environmental effects; 

4) Have sufficient water supplies available to serve the project from existing entitlements and 
resources, or are new or expanded entitiements needed; 

5) Result in a determmation by the wastewater treatment provider, which serves or may serve the 
project that it has adequate capacity to serve the project's projected demand in addition to the 
provider's existing commitments; 

6) Be served by a landfill with sufficient permitted capacity to accommodate the project's solid 
waste disposal needs; or . 

7) Comply with federal, state, and local statutes and regulations related to solid waste. 

IMPACT 

Threshold I: The proposed project or DOSL Altemative would not generate wastewater; thus, this issue 
is not addressed in these Fmdings. 

Threshold 2: The proposed project or DOSL Altemative would not generate wastewater; thus, no new 
treatment facilities would be needed. However, constmction may require relocation of wastewater lines. 
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Implementation of the design features identified below would reduce potential impacts to below a level of 
significance. 

Threshold 3: The proposed project or DOSL Alternative would not create stormwater mnoff; thiis, no 
new treatment facilities would be needed. However, constmction may require relocation of stormwater 
infrastmcture. Implementation of the design features identified below would reduce potential impacts to 
below a level of significance. 

Threshold 4: The proposed project or DOSL Altemative would not create demand for potable water; thus, 
no new supplies would be needed. However, constmction may requne relocation of water supply 
infrastmcture. Implementation of the design features identified below would reduce potential impacts to 
below a level of significance. 

Threshold 5: The proposed project or DOSL Altemative would not generate wastewater; thus, this issue 
is not addressed in these Findings. 

Threshold 6: With the exception of some constmction debris, the proposed project or DOSL Alternative 
would not generate solid waste; thus, this issue is not addressed in these Findings. " 

Threshold 7: With the exception of some construction debris, the proposed project or DOSL Altemative 
would not generate solid waste; thus, this issue is not addressed in tiiese Findings. 

FINDINGS 

The analysis concluded that impacts would be less than significant for Thresholds 1, 5,6 and 7; therefore, 
no mitigation measures are required. 

EXPLANATION 

Threshold 1: Exceed wastewater treatment requirements of the applicable Regional Water Quality 
Control Board. 

The proposed project or DOSL Altemative would not generate wastewater; thus. Regional Water Quality 
Control Board treatment requirements would not be exceeded. 

Threshold 5: Result in a determination by the wastewater treatment provider, which serves or may serve 
the project that it has adequate capacity to serve the project's projected demand m addition to the 
provider's existing commitments. 

The proposed project or DOSL Altemative would not generate wastewater; thus, no additional treatment 
capacity would be necessary. 

Threshold 6: Be served by a landfill with sufficient permitted capacity to accommodate the project's solid 
waste disposal needs. 

With the exception of some construction debris, the proposed project or DOSL Altemative would not 
generate solid waste. The debris would be recycled and/or disposed of in an approved landfill. Quantities 
are not expected to be significant enough to exceed landfill capacity. 

Threshold 7: Comply with federal, state, and local statutes and regulations related to solid waste. 

With the exception of some constmction debris, the proposed project or DOSL Altemative would not 
generate solid waste. The debris would be recycled and/or disposed of m an approved landfill. Thus, the 
project would comply with federal, state, and local statutes and regulations related to solid waste. 

CUMULATIVE IMPACTS 

Cumulative impacts identified in Section 5.3 of the Fmal EIS/EIR were evaluated for the potential to add 
to impacts of the proposed East Bay BRT Project as described in Chapters 3 and 4 of the Final EIS/EIR. 
Most of the projects were detennined not to contribute substantially to cumulative impacts in any 
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environmental category when combined with the proposed East Bay BRT Project as defined in the Draft 
EIS/EIR, with the exception of two proposed projects - the East 14th Street North Area Study in San 
Leandro, and the bicycle lane project along Telegraph.Avenue between Aileen Street/State Route 24 and 
16th Street in Oakland. Revisions to the proposed project and DOSL Altemative that occurred after 
circulation of the Draft EIS/EIR have eliminated the potential for cumulative impacts. No cumulative 
utility impacts would occur as a result of the proposed project or DOSL. 

DESIGN FEATURES 

CONSTRUCTION 
AC Transit and its contractors will coordinate closely with utility providers to give advance notice of any 
required short-term intermptions of service to customers. Contingency plans will be developed in 
coordination with utility providers to address unanticipated encounters with buried utilities and/or 
unscheduled intermptions m service. 

OPERATION 

No measures would be required to reduce utility impacts during operation, 

MITIGATION MEASURES 

Implementation of the design features referenced above would reduce potential utility impacts to less than 
significant levels; therefore, no mitigation measures are required. 

RESIDUAL IMPACTS AFTER MmGATION 

No residual impacts would occur. 

7.3 SIGNIFICANT UNAVOIDABLE IMPACTS 

7.3.1 TRAFFIC AND CIRCULATION 
Thresholds used to evaluate impacts to traffic are based on applicable criteria in the State CEQA 
Guidelines (CCR §§15000-15387), Appendbt G. A significant traffic impact would occur if tiie proposed 
project or DOSL Alternative would: 

1) Conflict with an applicable plan, ordinance or policy establishing measures of effectiveness for 
the performance of the circulation system, taking into account all modes of transportation 
including mass transit and non-motorized travel and relevant components of the chculation 
system, includmg but not limited to mtersections, streets, highways and freeways, pedestrian and 
bicycle paths, and mass transit. 

2) Conflict with an applicable congestion management program, including, but not limited to level 
of service standards and travel demand measures, or other standards established by the county 
congestion management agency for designated roads or highways. 

3) Result in a change in au* traffic pattems, includmg either an increase in traffic levels or a change 
in location that results in substantial safety risks. 

4) Substantially increase hazards due to a design feature (e.g., sharp curves or dangerous 
intersections) or incompatible uses (e.g., farm equipment). 

5) Result in inadequate emergency access. 
6) Conflict with adopted policies, plans, or programs regarding public transit bicycle or pedestrian 

facilities, or otherwise decrease the performance or safety of such features. 

IMPACT 

Findings of Fact and Statement of Overriding Considerations 7-25 East Bay Bus Rapid Transit 



Findings 

Threshold I: The proposed project or DOSL Altemative would not conflict wifli applicable plans, 
ordinances or policies establishmg measures of effectiveness of all modes of transportation within the 
corridor. Changes to the physical pedestirian environment in the project corridor will occur with the 
implementation of the proposed project and DOSL Alternative. In some locations changes could alter 
circulation pattems and restrict movements compared to existing conditions or conditions anticipated 
under the No-Build Altemative. The restrictions would be minor and often result from clearer channeling 
of movements. In a number of locations along the proposed project and DOSL alignment the project will 
implement improvements benefittuig pedestrians. 

In general, the proposed project and DOSL Altemative has the potential to improve the overall 
envuonment for bicycling in the conidor in several ways. Because buses and cyclists travel at 
approximately the same speed in mixed traffic, the two modes "leap frog" back and forth competmg for 
road space. The East Bay BRT project would remove buses, in part or entirely from the mixed-flow lanes 
used by cyclists, and thereby eliminate or substantially reduce this potential conflict The addition of 
dedicated BRT lanes would also slow auto fraffic, benefitting bicyclists and pedestrians. The proposed 
addition or expansion of bicycle lanes to Telegraph Avenue, East 12th Street and International Boulevard 
is a significant improvement for cyclists, creating dedicated facilities for unintermpted bicycle fravel over 
long distances. 

In addition, BRT stations would be designed to allow level boarding and easy loading of bicycles; all 
BRT vehicles would include bicycle racks. Street redesign to accommodate the BRT fransitway and 
stations, including removing a lane of traffic in each duection along Telegraph Avenue and Intemational 
Boulevard, would tend to slow traffic speeds and reduce the ability of motorists to pass, thereby 
increasing the predictability of motorists and improving the overall bicycle friendlmess of the street. 

Where Class n bike lanes arc proposed to be added in conjunction with this project striping for the bike 
lanes in a few select locations ends as the lane approaches signalized intersections with left- or right-tum 
pockets before picking up on the other side of the intersection. At these locations, bikes share the mixed 
traffic lane when proceeding through the intersection. The bike lane design through intersections 
proposed by the East Bay BRT project is a common treatment on many major streets with bike lanes. 

Threshold 2: Traffic operations impacts resultmg in operations below established local standards would 
occur at 34 of the 129 study intersections m either Year 2015 or Year 2035 with implementation of the 
proposed project or DOSL Altemative. All but one location in Year 2015 could be mitigated through 
physical and operational improvements to not exceed impact thresholds. In 2035, all but six locations 
could be mitigated. 

For the DOSL Altemative, fraffic operations impacts resulting in operations below established local 
standards would occur at 17 of the 129 study intersections in either Year 2015 or Year 2035. All locations 
in Year 2015 could be mitigated through.physical and operational improvements to not exceed impact 
thresholds. In 2035, all but one location could be mitigated. 

Both the proposed project or DOSL Altemative, m various locations, convert two traffic lanes to transit-
only lanes, thereby reducmg roadway capacity on the BRT alignment and diverting some vehicles to 
altemate routes, causing the intersection congestion issues discussed above. The inclmation of drivers to 
avoid these congested mtersections may cause tuming movements at other intersections, diverting traffic 
onto local streets. Placement of dedicated transitways may also prohibit left-turns or certain through-
movements, forcmg U-tums or other tuming movements into neighborhoods. 

Mitigation for fraffic impacts has been closely coordinated with the cities of Berkeley, Oakland, and San 
Leandro. Some intersections could not be fully mitigated. In year 2035, the 6 impacted intersections that 
will not be fully mitigated with implementation of the proposed project or DOSL Altemative are located 
in Berkeley (1 intersection) and Oakland (5 intersections). 
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With implementation of the DOSL Altemative, the impacted mtersection that would not be fully 
mitigated is located in the City of Oakland. The cities, in coordination with AC Transit, have come to the 
conclusion that the level of improvements needed to fully mitigate these intersections for traffic impacts 
will result in greater impacts to other areas, such as right-of-way and relocation of business and 
residential stmctures. 

Parking impacts were removed as a CEQA threshold of significance as a result of the Januaiy, 2010, 
amendments. However, parking impacts were considered in the Draft EIS/EIR which was circulated prior 
to the 2010 amendments. Parking impacts and methods to avoid, reduce or minimize impact are 
addressed in Section 3.4.6 and 3.4.7 of the Final EIS/EIR and summarized as follows: 

There are approximately 3,430 curbside parking spaces along the proposed project alignment. Of the 
total, approximately 783, or 23 percent, will be removed to implement BRT and related project 
improvements, including Class E bike lane extensions and streetscape improvements for pedestrians. 
About 338 of the spaces displaced are currently metered spaces. 

The DOSL Altemative, which begins at the Uptown Transit Center in downtown Oakland and terminates 
at San Leandro BART in the North San Leandro segment, has the same effect on parking as described for 
the proposed project in the followmg segments: 

• Downtown Oakland; 
• Eastlake/San Antonio; 
• Fmitvale; 
• CenUal East Oakland; 
• Elmhurst and 
• North San Leandro. 

The DOSL Altemative has no displacement effects on parking north of tiie Uptown Transit Center. A 
total of approximately 379 spaces (404 less than the proposed project) will be removed out of 2,194 
available, or 17 percent Approximately'98 metered spaces are mcluded in the displaced total. The 
displaced metered spaces amount to 20 percent of the metered spaces along the DOSL Altemative 
alignment. Compared to the LPA, the shorter DOSL Altemative has substantially less displacement for all 
types of curb parking. Design features that would reduce parking unpacts are provided m Section 3.4.7 of 
Fmal EIS/EIR and summarized below. 

Threshold 3: Air fraffic pattems would not be affected by the proposed project or DOSL Alternative. 
This issue is not addressed in the Fmdings. 

Threshold 4: The proposed project or DOSL Alternative would be designed consistent with FTA and 
local standards; and thus, would not have an impact per this threshold. This issue is not addressed in 
these Findings. 

Threshold 5: Emergency access would not be adversely affected by the proposed project or DOSL 
Alternative. This issue is not addressed in these Findings. 

Threshold 6: The proposed project or DOSL Altemative would alter pedestrian environments along its 
alignment. Design features summarized below would reduce potential pedestrian impacts to less than 
significant. 

FINDINGS 

The analysis concluded that impacts would be less than significant for Thresholds 3,4, and 5; therefore, 
no mitigation measures are required. 
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EXPLANATION 

Threshold 3: Result in a change in air fraffic pattems, including either an increase in fraffic levels or a 
change in location that results in substantial safety risks. 

The proposed project or DOSL Altemative would involve local surface transportation improvements. No 
changes to air traffic pattems would occur as a result of project implementation. 

Threshold 4: Substantially increase hazards due to a design feature (e.g., sharp curves or . dangerous 
intersections) or incompatible uses (e.g., farm equipment). 

The proposed project or DOSL Altemative would maintain the existing alignment for each road segment 
and is intended to improve cfrculation within the study area. The proposed project or DOSL Altemative 
would not inttoduce any design features that would create any hazards to ti^affic. 

Threshold 5: Result in inadequate emergency access. 

Constmction of the proposed project or DOSL Altemative is not expected to require road closures or 
otherwise affect emergency access through the affected intersections. As a standard practice; however, if 
road closures (complete or partial) were necessary, the police and fire departments would be notified of 
the construction schedule and any required detours would allow emergency vehicles to use altemate 
routes for emergency response. 

Where certain fraffic movements will be eliminated by the design and operation of the BRT project, such 
as at minor cross streets mtersecting with the BRT arterial (crossing of the BRT lanes will be prohibited 
except at signalized intersections), emergency vehicles will be exempt from restrictions posed on regular 
traffic. 

CUMULATIVE IMPACTS 

Cumulative impacts identified.m Section 5.3 of the Final EIS/EIR were evaluated for the potential to add 
to impacts of the proposed East Bay BRT Project as described in Chapters 3 and 4 of the Fmal EIS/EIR. 
Most of the projects were determined not to contribute substantially to cumulative impacts in any 
envkonmental category when combined with the proposed East Bay BRT Project as defined in the Draft 
EIS/EIR, with the exception of two proposed projects - the East 14th Street North Area Study in San 
Leandro, and the bicycle lane project along Telegraph Avenue between Aileen Street/State Route 24 and 
16tii Stc&ti m Oakland. 

Traffic operations impacts resulting in operations below established local standards would occur at 34 of 
the 129 study intersections in either Year 2015 or Year 2035 with implementation of the proposed project. 
All but one location in Year 2015 could be mitigated through physical and operational improvements to 
not exceed impact thresholds. In 2035, all but six locations could be mitigated. 

For the DOSL Altemative, fraffic operations impacts resulting in operations below established local 
standards would occur at 17 of the 129 study intersections m either Year 2015 or Year 2035. All locations 
in Year 2015 could be mitigated through physical and operational improvements to not exceed impact 
thresholds. In 2035, all but one location could be mitigated. 

Mitigation measures referenced below would reduce project-related impacts; however, significant 
unavoidable adverse impacts would remain under 2015 and 2035 conditions. Because project-specific 
impacts would remam after mitigation, the proposed project or DOSL Altemative would contribute to 
cumulative traffic impacts. 
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DESIGN FEATURES 

CONSTRUCTION 

One lane of vehicular traffic will be maintained in each direction during business houra. Pedestrian access 
(including wheelchan accessible ramps and temporary sidewalks) will be maintained during constmction. 
Traffic detours will be designated. Bicycle traffic may have to be rerouted to parallel facilities during 
constmction. AC Transit will establish traffic, pedestrian, and bicycle control plans for the constmction 
period. These plans will be approved by local cities. A transportation management plan (TMP) will be 
developed to provide advance notice of information on constmction activities and durations, detours, and 
access issues during each state of constmction. 

OPERATION 

Pedestrian Environment 

The proposed project and the DOSL Altemative will not adversely impact existing or planned pedestrian 
facilities and pedestrian movements in the project corridor. In a number of locations the pedestrian 
environment will improve due to the amenities provided by the East Bay BRT Project at and near stations 
and the reduction in fraffic. Lower fraffic volumes along BRT arterials arc expected to decrease potential 
auto-pedesfrian conflicts. For example, reducing the number of fraffic lanes, from two to one lane,.m each 
direction along such arterials as Telegraph Avenue and International Boulevard benefits pedestrians by 
reducing the double threat of pedestrians having to cross two mixed-flow fraffic lanes in each directioa 
Drivers'views of the crosswalk will not be obstmcted by an adjacent vehicle. 

Physical features of the proposed project and DOSL Altemative, such as improved high-visibility 
pedestrian crossings, signs and median refuge islands along the conidor, will enhance the existing 
pedestrian environment AC Transit will design the project whenever practicable and within the overall 
funding available, to support the pedestrian-friendly objectives estabhshed specifically for this corridor by 
local cities. 

Bicycling Environment 

The proposed project and DOSL Altemative will constmct a number of improvements that will benefit 
bicyclists, compared to the No-Build condition. Class II lanes are proposed to be constmcted along with 
the fransit improvements for almost tiie entire lengfli of Telegraph Avenue from the SR 24 crossmg to 
20th Street/Thomas Berkley Way in Downtown Oakland. They also will be provided on East 12th Street 
from 3rd Avenue through 14tii Avenue, on 14th Avenue to Intemational Boulevard, and along 
Intemational Boulevard from 54th Avenue to 81st Avenue. 

Additionally, existing bike lanes or sharrows will be preserved on Telegraph Avenue in Berkeley and 
Oakland and for a portion of East 14th Street in San Leandro. Elsewhere, sharrow class 2.5 or unstriped 
Class in bike routes are currentiy designated or are proposed, including along Bancroft Way and portions 
of Telegraph Avenue m Berkeley and along International Boulevard/East 14th Street from 81 st Avenue m 
Oakland to Euclid Avenue in San Leandro. Outside of mmor modifications within station areas, the only 
elimination or reduction in existing or proposed bike lane facilities associated with the project is the 
conversion of recentiy added class U bike lanes to a class HI bite route from Broadmoor Boulevard to 
Euclid Avenue on East 14th Street in San Leandro. This is associated with the provision of a dedicated 
median-mnhing fransitway in this segment. / 

The reduction in traffic lanes .along the BRT alignment where dedicated lanes are proposed will modity 
the bike-auto environment. Congestion may increase in portions of the conidor; however, traffic volume 
may decrease with a shift in vehicles to .parallel routes or to other modes and many auto tuming 
movements will be eliminated, combinmg to reduce the number of bike-auto conflicts. In addition, traffic 
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may move more slowly as a result of congestion which would reduce the disparity between auto and 
bicycle travel speeds; thus, improvmg safety. Also, where autos and bikes must share the fraffic lanes, 
where practicable, lanes will be widened to provide additional room for the mixing of these two modes. 

Proposed design features are described in detail within Section 3.3.3 of the Fmal EIS/EIR. 

Parking 

Parking measures are summarized below and addressed in detail in Section 3.4.7 of the Final EIS/EIR. 
The following are considered design features as implementation will require coordination between AC 
Transit and local agencies to identify the scope of any parking issue to be resolved, methods to resolve the 
issue, funding sources and schedule. 

Replace all Metered Spaces Lost by Metering with Meters at an Equivalent Number of Other Non-
restricted or Time-restricted Spaces. All metered parking displaced by BRT and other proposed project 
or DOSL Altemative improvements will be replaced on a one-for-one basis, hi an area where metered 
spaces are removed, other non-metered spaces, preferably as nearby as practicable, will be metered. The 
practical aspects of tiiis approach are that the spaces targeted for metering must meet city requirements for 
parking spaces to be considered suitable for metering and that proposed metering is efficient and 
enforceable, among other &ctors. With respect to efficiency, cities such as Oakland are moving more and 
more to "pay-and-display meters in busy areas, with one metering station covering eight or more parking 
spaces. Therefore, spaces to be metered must meet minimum locational and operational requuements. 

In some locations, replacement metered spaces can be found elsewhere along the BRT alignment itself; 
altematively, substitute spaces have been identified on cross-streets. The "replace all metered" element of 
the parldng mitigation strategy accommodates city desires to not lose parking revenue from the reduction 
in the number of metered spaces along the BRT alignment. By replacmg displaced metered parking one-
for-one, AC Transit would not reduce parking revenue capacity. 

Ensure Parldng Supply is Not Reduced Such That Occupancies Will Consister̂ y Exceed 85 Percent of 
Supply Due to ImplemerUdtion of BuUd AUematives. This second element of the parking mitigation 
sfrategy was developed considering the level of supply needed to accommodate the existing need 
efficientiy. As noted above, parkmg usage achieves optimal efficiency when occupancy is between 85 and 
95 percent. AC Transit has chosen to be conservative and mitigate so as not to exceed the lower end of 
the occupancy range, which attempts to ensure, on average, 15 percent of parking spaces will be 
unoccupied during regular business hours. This level of unoccupied spaces provides an optimal balance: 
supply enough vacant spaces so drivers do not have to circle around looking for parking yet avoid an 
excess supply that will not be used efficiently. 

This can be accomplished by converting unmetered or unrestricted commercial spaces parking supply 
along the conidor or on the cross-streets into time-restricted or metered spaces. Under the current 
conditions, vehicles can be parked at these unmetered or unrestricted spaces for a long time thus reducing 
the availability for other drivera to utilize these spaces. With the conversion to metered or time restricted 
parking, the turnover at these spaces will increase thus increasing the avail^ility of the supply. 

Occupancy surveys of parking spaces adjacent to commercial properties were conducted on the cross-
streets to determine the number of spaces that were available for conversion. Parking spaces adjacent to 
residential buildings on the cross-streets are not proposed to be converted to mitigate parking impacts. In 
a given area, therefore, mitigation would fust include replacing all metered spaces and, second, expand 
supply of time restricted parking to avoid exceeding the 85 percent occupancy threshold. The maximum 
spaces mitigated would not exceed the total number of -spaces displaced by BRT and related 
improvements, such as the extension of Class II bike lanes and constmction of pedestrian bulbs and safety 
islands. 
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Ensure Parking Changes Due to Mitigations Do Not Adversely Affect Residential Neighborhoods, in 
Particular Residential Parking, By changing the types of parking in an area, through additional metering 
and/or time restrictions, tiiere is the possibility for secondary impacts or spillover effects on nearby 
neighborhoods. The mitigation sfrategies attempt to avoid this by not proposmg any changes in parkmg 
types or supply in residential neighborhoods. Parking spaces in residential neighborhoods will not be 
metered or time resfricted to better serve nearby busmesses or activity centers. Only spaces currently 
available for other uses— b̂ased on their location in front of non-residential uses—are considered for 
mitigation. 

Coordinate with Cities to Monitor and Address Spillover Parking Issues. To further reduce, minimize or 
avoid adverse impacts to parking, AC Transit will coordinate with the Cities' of Berkeley, Oakland and 
San Leandro to monitor locations where spillover parking into neighborhoods might occur as a result of 
proposed project implementation. Parkmg conditions under the proposed project and/or the DOSL 
Altematives will be monitored and, as appropriate, AC Transit will assist cities m implementing 
neighborhood parking plans, such as permit parking, to confrol undesirable parking impacts in residential 
areas. Specific methods to design and implement a parking monitormg program would be defined by AC 
Transit and affected cities after operation of the proposed project begins. 

Traffic 

To address potential traffic increases on local sfreets resultmg from proposed project implementation, AC 
Transit commits to fiind a neighborhood fraffic management program. This program may include 
monitoring and the development of criteria for valuating neighboirhood management actions such as 
installation of traffic calmmg devices. AC Transit commits to fund the planning (including addressing 
secondary impacts), design, and installation of devices to either reduce fraffic volumes or reduce fraffic 
speeds on local streets should they be adversely affected by the BRT project. The affected cities and AC 
Transit will establish criteria for determming when a local street is considered to be affected and when 
action is wananted. 

The neighborhood fraffic management program will mclude data collection prior to construction, 
followed by post constmction data collection and planmng and be completed withm one year after 
opening the BRT system. Design and implementation of the selected measures will then occur over the 
next six montiis. In addition, AC Transit will contiibute to a second fimd to address miscellaneous 
neighborhood traffic management issues that may arise over the next 10 yeara. This second fund will be 
used for design and mstallation only and is intended for use only if the cities, through thefr neighborhood 
programs, identify additional fraffic management needs tiiat can be attiibuted to the BRT system. 

MITIGATION MEASURES 

YEAR 2015 INTERSECTION IMPACTS WITH PROPOSED PROJECT: CITY OF BERKELEY 

The following mitigation measures partially or fully mitigate the significant vehicular traffic impacts at 
the identified mtersections in one or more peak hour. The intersection numbers are referenced in Section 
3 .2 of the Fmal EIS/EIR: 

Alcatraz Avenue & College Avenue (afternoonpeak hour impact only)Proposed Mitigation: 
Restripe eastbound approach to add an exclusive right-tum lane. Add a new northbound left-tum lane. 
Coordmate signal with Claremont Avenue & College Avenue and optimize cycle length, timing splits 
and timing offset. 

y 

Resulting LOS: Implementation of the proposed mitigation improves operations from LOS F to LOS 
C and the project impact is reduced to less than significant. 
Secondary Impacts: Loss of approximately three parking spaces along College Avenue and loss of 
approximately two parking spaces along Alcatraz Avenue. 
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Alcatraz Avenue & Adeline Street (both peak hours Impacted) 

Proposed Mitigation: Coordinate signal with Ashby Avenue & Adeline Street and Ashby Avenue & 
Shattuck Avenue and optunize signal cycle length, tunmg splits and timing offset. This requires 
modifying phasing at Ashby Avenue & Adeline Street and upgrading signal confroUer at Ashby 
Avenue & Shattuck Avenue. Optimize signal timing splits and offset. Restripe westbound approach 
to add an exclusive left-tum lane. Prohibit eastbound left-turns. Prohibit pedesfrian crossing of 
Adelme Sfreet on the south side of the intersection. Extend the northbound and southbound left-tum 
pockets. 

Resulting LOS: Implementation of the proposed mitigation improves operations from LOS E to LOS 
D m moming peak hour and from LOS F to LOS E m the aftemoon peak hour. This reflects a lower 
level of delay m both peak hours than with the No-Build Altemative and the project impact is 
reduced to less than significant. 

Secondary Impacts: Loss of approximately three parking spaces along Alcatraz Avenue and ,440 
linear feet of landscape median. Existing eastbound left-tums will be forced to shift to other 
intersections. No secondary intersection impact is forecast to result. Potential for increase in 
pedestrian walk distances due to elimination of pedesfrian crossing, affecting 20 pedestrians m 
moming peak-hour and 24 pedestrians in aftemoon peak-hour. 

YEAR 2015 INTERSECTION IMPACTS: CITY OF OAKLAND 

The following mitigations will partially or fully mitigate the significant vehicular traffic impact at the 
identified intersections in one or more peak hour: 

Telegraph Avenue & Alcatraz Avenue (both peak hours Impacted) 

Proposed Mitigation: Restripe northbound approach to convert existing exclusive left-tum lane to a 
shared left-tum/through lane. Provide a second northboimd receiving lane that extends approximately 
150 feet nortii of the intersection. Optunize signal cycle lengtii, timing splits and tinimg offset and 
modify intersection phasing. Remove southbound u-tum. Restripe eastbound and westbound 
approaches to add exclusive right-turn lanes. 

Resulting LOS: Implementation of the proposed mitigation measure improves operations fiomLOS E 
to LOS D in mommg peak hour and from LOS F to LOS E in the aftemoon peak hour. While tiie 
proposed improvement would reduce the project impact to less than significant for the morning peak 
hour, in the aftemoon peak hour the increase in delay from the No-Build Altemative exceeds 
significance tiiresholds. To fully mitigate the project unpact, several additional improvements would 
be required. These improvements include a new exclusive southbound right-tum lane, a second 
exclusive southbound left-tum lane, a new exclusive northbound right-tum lane, and an eastbound 
right-tum overlap phase. These improvements requfre the acquisition of right-of-way and the 
elimination of some bike facilities. Therefore, these mitigations are considered mfeasible. A 
significant impact would remain at the intersection; no feasible mitigation strategies are available to 
reduce the impact to less than significant for the aftemoon peak hour. 

Secondary Impacts: Loss of approximately two parking spaces along Telegraph Avenue and loss of 
approximately five parkmg spaces on Alcafraz Avenue. Existing southbound u-tums will be forced to 
shift to other intersections. No secondary intersection impact is forecast to result. Northbound bike 
lane converted to shanow (i.e., shared lane between motor vehicles and bicyclists) on Telegraph 
Avenue between Alcatraz Avenue and 66th Street. Southbound bike lane converted to shanow on 
Telegraph Avenue between 65th Street and 66th Street near the BRT station. 
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Telegraph Avenue & 56th Street (afternoon peak hour Impact only) 

Proposed Mitigation: Add an exclusive northbound right-tum lane. Optimize signal cycle length, 
timing splits and timing offset 

Resulting LOS: Implementation of the proposed mitigation measure improves operations from LOS F 
to LOS C and the project impact is reduced to less than significant. 

Secondary Impacts: Loss of approximately five parking spaces along Telegraph Avenue. 

Telegraph Avenue & 55th Street (both peak hours impacted) 

Proposed Mitigation: Re-stripe eastbound approach to add an exclusive left-tum lane. Optimize 
signal cycle length, timmg splits and timing offset. 

Resulting LOS: Implementation of the proposed mitigation measure improves operations from LOS F 
to LOS D in the moming peak hour and from LOS E to LOS D in the aftemoon peak hour. Thus, with 
mitigation, the project impact is reduced to less than significant. 

Secondary Impacts: Loss of approximately four parking spaces along 55th Street. 

Martin Luther King Jr. Way & 55th Street (aftemoon peak hour impact only) 

Proposed Mitigation: Add new exclusive right-tum lanes on both eastbound and westbound 
approaches. 

Resulting LOS: Implementation of the proposed mitigation measure improves operations from LOS E 
to LOS C and the project impact is reduced to less than significant. 

Secondary Inqjacts: Nam, 

Martin Luther King Jr. Way & 52nd Street (aftemoon peak hour Impact only) 

Proposed Mitigation: Optimize signal timmg splits. 

Resulting LOS: Implementation of the proposed mitigation measure improves operations from LOS E 
to LOS D and tht project impact is reduced to less than significant. 

Secondary Impacts: None. 

Shattuck Avenue & 52nd Street (morning peak hour Impact only) 

Proposed Mitigation: Optimize signal cycle length, tiniing splits and timing offset. 

Resulting LOS: Implementation of the proposed mitigation measure improves operations from LOS E 
to LOS D and the project impact is reduced to less than significant. 

Secondary Impacts: None. 

Telegraph Avenue & 51st Street (both peak hours Impacted) 

Proposed Mitigation: Add Telegraph Avenue & 55th Sfreet and Shattuck Avenue & 52nd Street to 
the coordination zone. Optimize signal cycle length, timing splits and timing offset. Constmct an 
additional southbound left-tum Jane. Eluninate the left-tum lane on the northbound approach and re
direct this movement via Shattuck Avenue & :52nd Street. Restripe northbound approach to replace 
the left tum lane with a through lane and provide a second northbound receiving lane that extends 
approximately 80 feet north of Telegraph Avenue & Claremont Avenue. 

Resulting LOS: Implementation of the proposed mitigation measure improves operations from LOS E 
to LOS D in the moming peak hour and from LOS F to LOS D in the aftemoon peak hour. Thus, with 
mitigation, the project intact is reduced to less than significant. 
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Secondary Impacts: Loss of approximately U parking spaces on Telegraph Avenue. Sidewalk on 
west side of Telegr^h Avenue between 51st Sfreet and 52nd Sfreet reduced from 11 feet to 10 feet. 
Traffic island at southeast comer of Telegraph Avenue & Claremont Avenue reduced m widtii by six 
feet. Bike lanes on Telegraph Avenue converted to shanows. Northbound left-tum movements will be 
diverted to Shattuck Avenue & 52nd Street, but will not cause a secondary interaection impact. 

Telegraph Avenue & West MacArthur Boulevard (afternoon peak hour Impact only) 

Proposed Miriga/wn.- Restripe westbound approach to convert existing shared through/right-tum lane 
to an exclusive right-tum lane. Optimize signal cycle length, timing splits and timing offset. 

Resulting LOS: Implementation of the proposed mitigation measure improves operations from LOS E 
to LOS D and the project impact is reduced to less than significant. 

Secondary Impacts: l^one. 

East 12th Street (southbound) & 14th Avenue (aftemoon peak hour Impact only) 

Proposed Mitigation: Coordmate signals at East 12th Street soutiibound (SB) & 14th Avenue, East 
12th Street northbound (NB) & 14th Avenue, and Intemational Boulevard & 14th Avenue with East 
12tii Street and International Boulevard through Eastiake. Optimize signal cycle length, timing splits, 
and timing offsets. 

Resulting LOS: Implementation of the proposed mitigation measure improves operations from LOS E 
to LOS C and the project impact is reduced to less Uian significant. 

Secondary Impacts: H^one. 

Irtternational Boulevard & 29th Avenue (moming peak hour Impact only) 

Proposed Mitigation: Coordinate signals on Intemational Boulevard between 15th, Street and 29th 
Street and optimize signal cycle length, timing splits, and timing offsets. 

Resulting LOS: Implementation of the proposed mitigation measure improves operations from LOS F 
to LOS D and the project impact is reduced to less than significara. 

Secondary Impacts: None. 

Intemational Boulevard between Fruitvale Avenue and SSf" Avenue 

Impacts to intersections in the Fmitvale area and along Intemational Boulevard between Fmitvale and 
38tii Avenue will be mitigated in part with the provision of additional capacity on parallel arterials. 
These improvements serve to enhance San Leandro Street as an altemative to Intemational Boulevard 
and to improve traffic flow in the Fmitvale area. 

Proposed Mitigation: Additional turn pockets will be provided at a number of intersections along the 
portion of San Leandro Street between Fmitvale Avenue and 50th Avenue, In addition, tum pockets 
will be added at the intersection of East 12th Sfreet and 29th Avenue. The intersections of East 10th 
Street/San Leandro Street with Fmitvale Avenue andDerby Avenue with East 12th Street will be re
constmcted to provide additional capacity, East 10th Street and San Leandro Street will be realigned 
at Fmitvale Avenue to provide a through connection at the intersection. Signals will be installed at the 
closely spaced intersections of Derby Avenue and northbound and southbound East 12th Sfreet. East 
lOtii Street and Derby Avenue (west of East 12th Sti^t) will be re-striped to improve vehicular flow. 
Signals on San Leandro Street from 37th Sfreet to 50th Street will be coordinated. 

Resulting LOS: See the subsequent intersection-by-intersection discussion. 
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Secondary Impacts: This set of improvements modifies roadway geometries at a number locations 
and results in changes to local travel pattems. Accordmgly, it results in a number of secondary 
impacts, listed below: ^ 

Right-of-way acquisition, totaling 6,090 square feet, along Derby Avenue, west of East 12th 
Street; 10th Street, north of Fmitvale Avenue; and San Leandro Sfreet, between Fmitvale Avenue 
and 33rd Avenue. 

Modification of the pedestrian facility along the east side of San Leandro Stnset approaching High 
Street from a ten foot wide unpaved pathway to a five foot wide paved sidewalk with curb. 
Reduction in the sidewalk on the west side of San Leandro Street between Fmitvale Avenue and 
33rd Avenue from twelve feet to eight feet. 
Planned East 12th Street Bikeway converted from a bike lane to shanow for approximately 245 
feet on southbound East i2th Sd:eet approaching Derby Avenue. 
The loss of a number of parking spaces throughout the improvement area, listed below: 
East 12th Street & 29th Avenue: Loss of two spaces along East 12th Street and sbt spaces along 
29th Avenue; 
13th Street & Derby Avenue: Loss of one space along Derby Avenue; 
Northbound East 12th Street & Derby Avenue: Loss of 14 spaces along East 12th Street and three 
spaces along Derby Avenue; 
Southbound East 12th Street & Derby Avenue: Loss of seven spaces along East 12th Sfreet and 
two spaces along Derby Avenue; 
East 10th Street & Derby Avenue: Loss of seven spaces along East 10th Sfreet 
East: 10th Street & Fruitvale Avenue: Loss of 12 spaces along East 10th Street 
Northbound East 12th Street & Fmitvale Avenue: Loss of two spaces along East 12th Sfreet; 
Intemational Boiilevard & Fmitvale Avenue: Loss of two spaces along Fmitvale Avenue; 
; San Leandro Street & Fmitvale Avenue: Loss of 13 spaces on San Leandro Street; 
San Leandro Street & 35th Avenue: Loss of four spaces along San Leandro Street; 
San Leandro Street & 37th Avenue: Loss of three spaces along San Leandro Stiieet; 
San Leandro Street & 39th Avenue: Loss of three spaces along San Leandro Street; 
San Leandro Street & High Street: Loss of five spaces along San Leandro Sfreet; 
San Leandro Stiset & 45th Avenue: Loss of four spaces along San Leandro Street 
San Leandro Street & 47th Avenue: Loss of six spaces along San Leandro Street and 
San Leandro Street & 50th Avenue: Loss of four spaces along San Leandro Street and loss of 
three spaces along 50th Avenue. . . 

East 12th Street & Fruitvale Avenue (both peak hours Impacted) 

Proposed Mitigation: In addition to the improvements identified above for San Leandro Street, East 
12th Sfreet, and East 10th Street, restripe the eastbound approach to convert an existmg through/left-
tum lane to a second left-tum only lane. Restripe the northbound approach to convert an existing 
exclusive right-tum lane to a shared through/right-tum lane. Optimize signal cycle length, timing 
splits and timing offsets for all signals m the signal coordination zone. 

Resulting LOS: Implementation of the proposed mitigation measure improves operations from LOS E 
to LOS C in the mommg peak hour and from LOS E to LOS D in the aftemoon peak hour. Thus, with 
mitigation, the project impact is reduced to less than significant. 
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Secondary Impacts: None. 

International Boulevard & 38th Street (afternoon peak hour impact only) 
Proposed Mitigation: In addition to the improvements identified above for San Leandro Street, East 
12th Street, and East lOtti Sti^t, coordinate signals on International Boulevard between 31st and 46th 
Sfreet and optimize signal cycle length, timing splits and offsets for all signals in the signal 
• coordination zone. 

Resulting LOS: Implementation of the proposed mitigation measure improves operations from LOS E 
toLOSCandthe project impact is reduced to less than significant. 

Secondary Impacts: None. 

International Boulevard & 42rid Street (both peak hours impacted) 
Proposed Mitigation: Mamtain two northbound and two southbound through lanes on Intemational 
Boulevard between 41th Avenue and 44th Avenue. As mitigation on this segment, the southbound 
BRT would operate in mixed flow. Optimize signal cycle length, timing splits and timing offsets for 
all signals m the signal coordination zone. ' 

Resulting LOS: Implementation of the proposed mitigation measure improves operations from LOS E 
to LOS D m the moming peak hour and from LOS E to LOS C in the aftemoon peak hour. Thus, with 
mitigation, the project impact is reduced to less than significant. 

Secondary Impacts: Loss of approxunately six parkmg spaces along Intemational Boulevard between 
41st Avenue and High Street and removal of the unsignalized crosswalk at 41st Avenue. 

International Boulevard & Havenscourt Boulevard (aftemoon peak hour Impact only) 
Proposed Mitigation: Mamtam two northbound and two southbound through lanes on Intemational 
Boulevard between 65th Avenue and 67th Avenue. As mitigation, between 65th Avenue and 67th 
Avenue, the southbound BRT would operate ui mixed flow. Between 66th Avenue and 67th Avenue, 
the northbound BRT would operate in mixed flow. Provide enhanced pedestrian crossings and 
mtersection confrols at International Boulevard and 65th Avenue and International Boulevard and 
67th Avenue where buses transition to and from dedicated lanes. At the mtersection of Intemational 
Boulevard & Havenscourt Boulevard, provide protected left-tum phasmg on all approaches. Remove 
northbound and southbound u-tums and prohibit right tums bp red. Coordinate and optimize 
Intemational Boulevard cycle lengths between 66th Street and 78tii Street 

Resulting LOS: Implernentation of the proposed mitigation measure improves operations from LOS F 
to LOS C and the project impact is reduced to less than significant. 

Secondary Impacts: Loss of approximately five parking spaces along Intemational Boulevard. BRT 
median platform relocated from 66th Avenue to 65th Avenue. 

Intemational Boulevard & Hegenberger Expressway (aftemoon peak hour Impact only) 

Proposed Mitigation: Maintain two northboimd and southbound through lanes on Intemational 
Boulevard between 72nd Avenue and 74th Avenue. Restripe the westbound approach to add an 
exclusive right-tum lane. Optimize signal timing splits and timing offsets for all signals on 
Intemational Boulevard between 66th Avenue and 78th Avenue. 

Resulting LOS: Implementation of the proposed mitigation measure improves operations from LOS F 
to LOS D and th&project.intpact is reduced to less than significant. 

Secondary Impacts: Loss of approximately 12 parking spaces along International Boulevard. Slight 
reduction in the width of the sidewalk on tiie far side comer of northbound hitemational Boulevard at 
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72nd Avenue; BRT median platform shifted north from 72nd Avenue to between 71st Avenue and 
72nd Avenue; removal of the unsignalized crosswalk across Intemational Boulevard at 75th Avenue. 

Intemational Boulevard & 98th Avenue (both peak hours Impacted) 
Proposed Mitigation: Maintain two northbound through lanes on Intemational Boulevard from 99th 
Avenue to 97th Avenue and constmct an additional southbound left-tum lane on Intemational 
Boulevard at 98th Avenue. Optimize signal cycle length, timing splits and tunmg offset. 

Resulting LOS: Implementation of the proposed mitigation measure improves operations from LOS E 
to LOS D in tiie morhmg peak hour and from LOS F to LOS D m the aftemoon peak hour. Thus, witii 
mitigation, the project impact is reduced to less than significant. 

Secondary Impacts: Loss of approximately 12 parkmg spaces along Intemational Boulevard. BRT 
median platform relocated from 98th Avenue to 99th Avenue. Crosswalk at 97th Avenue removed 
and 200 linear feet of landscaped median loss on Intemational Boulevard. 

YEAH 2015 INTERSECTION mPACTS WITH DOSL ALTERNATIVE 

The DOSL Altemative does not result m significant vehicular impacts at uitersections north of 
downtown Oakland. Therefore, the mitigation measures identified at tiiose intersections as associated 
with the proposed project would not be requked. The required mitigation measures from downtown 
Oakland to San Leandro are identical as tiiose identified under ttie proposed project. To fiirther 
clarify, the following mitigation measures are proposed witii the DOSL Altemative to partially or 
fully mitigate significant vehicular impacts at 8 location: 

• East 12tii Sfreet (SB) & 14tii Avenue; Coordinate signals at East 12tii Street (SB) & 14tii Avenue, 
East 12tii Street (NB) & 14tii Avenue, and Intemational Boulevard & 14tii Avenue with East 12tii 
Street and Intemational Boulevard through Eastiake. Optimize signal cycle length, tumng splits, 
and timing offsets. 

• Intemational Boulevard & 29th Avenue: Coordmate signals on Inteniational Boulevard between 
15th Sfreet and 29th Street and optimize signal cycle length, timing splits, and timing offsets. 

• Impacts to interaections in the Fmitvale area and along hitemational Boulevard between Fmitvale 
and 38th Avenue will be mitigated m part with the provision of additional capacity on parallel 
^terials. These improvements serve to enhance San Leandro Street as an altemative to 
Intemational Boulevard and to improve traffic flow in the Fmitvale area. Additional tum pockets 
will be provided at a number of intersections along the portion of San Leandro Street between 
Fmitvale Avenue and 50th Avenue. In addition, tum pockets will be added at the intersection of 
East 12th Sfreet and 29tii Avenue. The intersections of East lOtti Street/San Leandro Street with 
Fmitvale Avenue and Derby Avenue with East 12th Street will be re-constructed to provide 
additional capacity. East 10th Street and San Leandro Street will be realigned at Fmitvale Avenue 
to provide a tiirough connection at the intersection. Signals will be installed at the closely spaced 
intersections of Derby Avenue and northbound and southbound East 12th Sfreet. East 10th Sfreet 
and Derby Avenue (west of East 12th Street) will be re-sfriped to improve vehicular flow. Signals 
on San Leandro Sfreet from 37th Street to 50th StiBet will be coordmated. 

• East 12th Street & Fmitvale Avenue: In addition to the improvements identified above for San 
Leandro Sti:eet, East 12th Street, and East lOtii Street, restripe the eastbound approach to convert 
an existmg through/left-tum lane to a second left-tum only lane. Restripe the northbound 
approach to convert an existing,exclusive left-tum lane to a through lane. Optunize signal cycle 
length, timing splits and timing offsets for all signals m the signal coordmation zone. 

• Intemational Boulevard & 38th Street: In addition to the improvements identified above for San 
Leandro Street, East 12th Sfreet, and East lOth Street, coordinate signals on Intemational 
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Boulevard between.31st and 46th Sti^t and optimize signal cycle length, timing splits and offsets 
for all signals in the signal coordination zone. 

• Intemational Boulevard & 42nd Street: Mamtam two northbound and two southbound through 
lanes on Intemational Boulevard between 41th Avenue and 44th Avenue. As mitigation on this 
segment, the southbound BRT would be requned to operate in mixed flow. Optimize signal cycle 
length, timing splits and timing offsets for all signals in the signal coordmation zone. 

• Intemational Boulevard & Havenscourt Boulevard: Maintain two northbound and two 
southbound through lanes on Intemational Boulevard between 65th Avenue and 67th Avenue. As 
mitigation, between 65th Avenue and 67th Avenue, the southbound BRT would operate in mixed 
flow. Between 66th Avenue and 67th Avenue, the northbound BRT would operate in mixed flow. 
Provide enhanced pedestrian crossings and intersection controls at hitemational Boulevard and 
65th Avenue and hitemational Boulevard and 67th Avenue where buses transition to and from 
dedicated lanes. At the intersection of Intemational Boulevard & Havenscourt Boulevard, provide 
protected left tum phasing on all approaches to the intersection. Remove northbound and 
southbound u-tums and prohibit right tums on red. Coordinate and optimize Intemational 
Boulevard cycle lengths between 66th Sfreet and 78th Sfreet. 

• Intemational Boulevard & Hegenberger Expressway: Mamtam two northbound and southbound 
through lanes on Intemational Boulevard between 72nd Avenue and 74th Avenue. Resfripe the 
westbound approach to add an exclusive right tum lane. Optimize signal timing splits and timing 
offsets for all signals on Intemational Boulevard between 66th Avenue and 78th Avenue. 

• Intemational Boulevard & 98th Avenue: Maintain two northbound through lanes on Intemational 
Boulevard from 99th Avenue to 97th Avenue and constmct an additional southbound left-tum 
lane on Intemational Boulevard at 98th Avenue. Optimize signal cycle length, tiniing splits and 
timing offset 

YEAR 2035 INTERSECTION IMPACTS WITH PROPOSED PROJECT: CITY OF BERKELEY 

The following mitigations will partially or fiilly mitigate the significant vehicular fraffic unpacts at the 
identified intersections in one or more peak hour: 

Derby Street & Warring Street (both peak hours Impacted) 
Proposed Mitigation: Construct new exclusive right-tum lane with yield confrol on westbound 
approach 

Resulting LOS: Implementation of the proposed mitigation measure improves operations from LOS F 
to LOS B in the moming peak hour and ftoni LOS F to LOS D m the aftemoon peak hour. Thus, with 
mitigation, the project impact is reduced to less than ^gnificant. 

Secondary Impacts: Loss of approximately five parking spaces along Derby Street 

Ashby Avenue & Shattuck Avenue (morning peak hour Impact only) 

Proposed Mitigation: Coordinate signal with Ashby Avenue & Adeline Street and Alcafraz Avenue 
& Adelme Street and optimize signal cycle length, timing and splits. Requires upgrading the signal to 
actuated-coordinated. 

Resulting LOS: Implementation of the proposed mitigation measure improves operations from LOS F 
to LOS D and the project impact is reduced to less than significant. 

Secondary Impacts: None. 
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Ashby Avenue & College Avenue (afternoon peak hour Impact only) 

Proposed Mitigation: Optunize signal tunmg splits. 

Resulting LOS: With implementation of the proposed mitigation measure, the intersection contmues 
to operate at LOS E, but the increase in delay compared to the No-Build Altemative does not meet 
significance thresholds, and the project impact is reduced to less than significant. 

> Secondary Impacts: None. 

Ashby Avenue & Claremont Avenue (aftemoon peak hour Impact only) 

Proposed Mitigation: Optimize signal cycle length, timing splits and timing offset. 

Resulting LOS: Implementation of the proposed mitigation measure reduces delay but does not 
improve level of service; In order to fblly mitigate the project impact, a number of additional 
improvements would be required. New eastbound and westbound exclusive left-tum and right-tum 
lanes and modified signal phasmg to acconunodate protected left-tums and right-tum overlaps would 
be required. A significant impact remains at the intersection; no feasible mitigation strategies are 
available to reduce the impact to less than significant for the aftemoon peak hour. 

Secondary Impacts: None. / 

Alcatraz Avenue & College Avenue (both peak hours Impacted) 

Proposed Mitigation: Restripe eastbound approach to add an exclusive right-tum lane. Add a new 
northbound left-tum lane. Coordmate signal with Claremont Avenue & College Avenue and optimize 
cycle length, timmg splits and timing offset. This mitigation is also proposed to address 2015 
intersection impacts. 

Resulting LOS: frnplementation of tiie proposed mitigation measure improves operations from LOS F 
to LOS D in both peak hours and the project impact is reduced to less than sigmficant, > 

Secondary Impacts: Loss of approximately three paridng spaces along College Avenue and loss of 
approximately two parking spaces along Alcafraz Avenue. 

Alcatraz Avenue & Adeline Street (both peak hours Impacted) 

Proposed Mitigation: Coordinate signal with Ashby Avenue & Adeline Street and Ashby Avenue & 
Shattuck Avenue and optimize signal cycle length, timing splits and tuning offset. Requfres 
modifying phasing at Ashby Avenue/Adeline Street and upgrading the signal at Ashby 
Avenue/Shattuck Avenue. Optimize signal timing splits and offsets. Resfripe westbound approach to 
add an exclusive left-tum lane. Prohibit eastbound left-tums. Prohibit pedestrian crossmg of Adelme 
Street on the south side of the intersection. Extend the northbound and southbound left-tum pockets. 
This mitigation is also proposed to address 2015 intersection impacts. 

Resulting LOS: With implementation of the proposed mitigation measure, the mtersection continues 
to operate at LOS F in both peak hours, but with less delay as in the No-Build Altemative, and the 
project impact is reduced to less than significant. 

Secondary Impacts: Loss of approximately three parkmg spaces along Alcatraz Avenue and 440 
linear feet of landscape median. Existing eastbound left-turns will be forced to shift to other 
intersections. No secondary intersection impact is forccast to result from this shift. Potential for 
increase in pedestrian walk distances due to elimination of pedestrian crossing, affecting 20 
pedestrians in moming peak-hour and 24 pedestrians m aftemoon peak-hour. 
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YEAR 2035 INTERSECTION IMPACTS: CITY OF OAKLAND 

The following mitigations will partially or fully mitigate the significant vehicular traffic impact at the 
identified intersections in one or more peak hour: 

Telegraph Avenue & Alcatraz Avenue (both peak hours Impacted) 

Proposed Mitigation: Resfripe northbound approach to convert existing exclusive left-tum lane to a 
shared left-tum/through lane. Provide a second northbound receiving lane that extends approximately 
150 feet north of the intersection. Optimize signal cycle length, tmiing splits and timing offset and 
modify intersection phasmg. Remove southbound u-tum. Restripe eastbound and Westbound 
approaches to add exclusive right-tum lanes. This mitigation is also proposed to address 2015 
intersection impacts. 

Resulting LOS: Implementation of the proposed mitigation measure improves operations from LOS F 
to LOS E in the moming peak hour and, while reducing delay, does not improve level of service in 
the aftemoon peak hour. In order to fully mitigate the project impact, several additional 
improvements would be required. These improves include a new exclusive southbound right-tum 
lane, a second exclusive southbound left-tum lane, a new exclusive northbound right-tum lane, and an 
eastbound right-tum overlap phase. These improvements require the acquisition of right:-of-way and 
the elimination of some bilre facilities. Therefore, these mitigations are considered infeasible. A 
sigmficant impact remains at the intersection; no feasible mitigation sfrategies are available to 
reduce the impact to less than significant for either peak hour. 

Secondary Impacts: Loss of approximately two parking spaces along Telegraph Avenue and loss of 
approximately five parldng spaces along Alcafraz Avenue. Existing southbound u-Uims will be forced 
to shift to other intersections. No secondary mtersection impact is forecast to result. Northbound bike 
lane converted to sharrow on Telegraph Avenue between Alcatraz Avenue and 66th Street 
Southbound bike lane converted to shanow on Telegraph Avenue between 65th Street and 66th Street 
near the BRT station. 

Claremont Avenue & 62nd Street (aftemoon peak hour Impact only) 

Proposed Mitigation: Constmct exclusive eastbound and westbound left-tum lanes on Claremont 
Avenue. Re-sfripe southbound approach on College Avenue to add an exclusive .right-tum lane. 
Coordinate signal with Alcatraz Avenue & College Avenue and optimize signal cycle length, timing 
splits and timing offset 

Resiilting LOS: The proposed mitigation measure improves operations from LOS F to LOS D and the 
project impact is reduced to less than significant. 

Secondary Impacts: Loss of 15 spaces along 62nd Street. 

Telegraph Avenue & 56th Street (afternoon peak hour Impact only) 

Proposed Mitigation: Add an exclusive northbound right-tum lane. Optimize signal cycle length, 
timing splits and timing offset. This mitigation is also proposed to address 2015 mtersection impacts. 

Resulting LOS: Iniplementation of the proposed mitigation measure improves operations from LOS F 
to LOS C and the project impact is reduced to less than significant. 

Secondary Impacts: Loss of approximately five parking spaces on Telegraph Avenue. 

Telegraph Avenue St SSth Street (both peak hours Impacted) 

Proposed Mitigation: Re-stripe eastbound approach to add an exclusive left-tum lane. Optimize 
signal cycle length, timing splits and timing offset This mitigation is also proposed to address 2015 
intersection impacts. 
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Resulting LOS: Implementation of the proposed mitigation measure improves operations from LOS F 
to LOS E m the moming peak hour and, while reducing delay, does not improve level of service in 
the aftemoon peak hour. In order to fully mitigate the project impact m both peak hours, an exclusive 
southbound right-tum lane would need to be constmcted. This improvement requues the acquisition 
of right-of-way, and is therefore considered infeasible. A significant impact remains tit the 
intersection; no feasible mitigation sfrategies are available to reduce the impact to less tiian 
significant for either peak hour. 

Secondary Impacts: Loss of approxunately four parking spaces along 55th Street. 

Martin Luther King Jr. Way & SSth Street (both peak hours impacted) 

Proposed Mitigation: Add new exclusive right-tum lanes on both eastbound and westbound 
approaches. This mitigation is also proposed to address 2015 intersection impacts. 

Resulting LOS: Implementation of the proposed mitigation measure improves operations from LOS E 
to LOS D ui the moming peak hour and from LOS F to LOS D m the aftemoon peak hour. Thus, with 
mitigation, the project impact is reduced to less than significant. 

Secondary Impacts: None. • 

Martin Luther King Jr. Way & 52nd Street (afternoon peak hour Impact only) 

Proposed Mitigation: Optimize signal timing splits. This mitigation is also proposed to address 2015 
intersection impacts. 

Resulting LOS: Witii implementation of the proposed mitigation measure, the intersection continues 
to operate at LOS E, but with less delay as in tiie No-Build Alternative, and the project impact is 
reduced to less than sign^cant. 

Secondary Impacts: None. 

Telegraph Avenue & 518t Street (both peak hours Impacted) 

Proposed Mitigation: Add Telegraph Avenue & 55th Street and Shattuck Avenue & 52nd Street to 
the coordination zone. Optimize signal cycle length, timmg splits and timing offset. Constmct an 
additional southbound left-tum lane. Eliminate the left-tum lane on the northbound approach and re
direct this movemeint via Shattuck Avenue & 52nd Street. Restripe northbound approach to replace 
the left-tum lane with a through lane and provide a second northboimd receiving lane that extends 
approxunately 80 feet north of Telegraph Avenue & Claremont Avenue. This mitigation is also 
proposed to address 2015 intersection impacts. 

Resulting LOS: Implementation of the proposed mitigation measure improves operations from LOS F 
to LOS E m the moming peak hour and with less delay than m the No-Build Altemative. In the 
afternoon peak hour, the proposed mitigation measure improves operations from LQS F to LOS D. 
Thus, with mitigation, the project impact is reduced to less than significant. 

Secondary Impacts: Loss of approximately 11 parking spaces on Telegraph Avenue. Sidewalk on 
west side of Telegraph Avenue between 51st Street and 52nd Stiset reduced from 11 feet to 10 feet. 
Traffic island at soutiieast comer of Telegraph Avenue & Claremont Avenue reduced m width by six 
feet Bike lanes on Telegraph Avenue converted to shanows. Northbound left-mra movements will be 
diverted to Shattuck Avenue & 52nd Stireet but will not cause a secondary intersection unpact. 

Telegraph Avenue & 40th Street (aftemoon peak hour Impact only) 

Proposed Mitigation: Re-stripe eastbound approach to add an exclusive right-tum lane. Optimize 
signal timing splits and timing offset. 
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Resulting LOS: Implementation of the proposed mitigation measure improves operations from LOS F 
to LOS E in the aftemoon peak hour, but does not mitigate the impact to a less than significant level. 
In order to fully mitigate the intersection impact, exclusive northbound and southbound right-tum 
lanes would need to be constmcted and northbound and southbound u-tums would need to be 
prohibited. This requires the acquisition of right-of-way, and is therefore considered infeasible. 
Therefore, a significant impact remains at the intersection'., no feasible mitigation strategies are 
available to reduce the impact to less than significant for the.aftemoon peak hour. 

Secondary Impacts: Loss of approximately five parking spaces along 40th Street. Curb bulbout on 
eastbound 40th Street would not be constmcted. Convert eastbound bike lane on 40th Street 
approaching Telegraph Avenue to a shanow. 

Telegraph Avenue & West MacArthur Boulevard (afternoon peak hour impact only) 

Proposed Mitigation: Restripe westbound approach to convert existing shared through/right-tum lane 
to an exclusive right-tum lane. Optimize signal cycle length, timing splits and timing offset. This 
mitigation is also proposed to address 2015 intersection impacts. 

Resulting LOS: Implementation of tiie proposed mitigation measure improves operations from LOS F 
to LOS E in the aftemoon peak hour, but does not mitigate the impact te a less than significant level. 
In order to fully mitigate the mtersection impact, a number of improvements would be required. 
These would include constmction of exclusive right-tum lanes on the northbound, southbound and 
eastbound approaches, constmction of exclusive left-tum lanes on the eastbound and westboimd 
approaches, and constmction of a second left-tum lane on the southbound approach. These 
improvements all requue the acquisition of right-of-way, and are therefore considered infeasible. A 
significant impact remains at the intersection; no feasible mitigation.sbrategies are available to reduce 
the impact to less than significant for the aftemoon peak hour. 

Secondary Impacts: None. 

Telegraph Avenue & 27th Street (both peak hours impacted) 

Proposed Mitigation: Add exclusive right-tum lanes on the eastbound, westboimd, and southbound 
approaches. Optimize signal timing splits and timing offset 

Resulting LOS: Implementation of the proposed mitigation measure improves operations from LOS E 
to LOS D in the moniing peak hour and from LOS F to LOS G in the aftemoon peak hour. Thus, with 
mitigation, the project intact is reduced to less than sigmficant. 

Secondary Impacts: Loss of approximately six parking spaces along 27th Street. The bike lane would 
be converted to a bike sharrow on the easti)oimd, westbound and southbound approaches. 

East 12th Street & 5th Avenue (moming peak hour Impact only) 

Proposed Mitigation: Optimize signal cycle length, tuning splits, and timmg offsets and coordmate 
signals along East 12th Street. 

Resulting LOS: hnplementation of the proposed mitigation measure reduces delay but does not 
improve level of service. In order to fully mitigate the project impact at this intersection a number of 
additional improvements would be required. These would include the prohibition of all u-tums at the 
intersection, the restriction of southbound left-tums at 5th Avenue, and the addition of a second 
northbound through lane on East 12th Street from 14th Avenue to 2nd Avenue. A significant impact 
remains at the intersection; no feasible mitigation strategies are available to reduce the impact to less 
than significant for the moming peak hour. 

Secondary Impacts: None. ' v 
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East 12th Street (SB) & 14th Avenue (afternoon peak hour Impact only) 
Proposed Mitigation: Coordinate signals at East 12th Street (SB) & 14th Avenue, East 12th Sfreet 
(NB) & 14th Avenue, and Intemational Boulevard & 14th Avenue and Intemational Boulevard & 
14th Avenue with East 12th Street and Intemational Boulevard through Eastiake. Optimize signal 
cycle length, timing splits, and timing offsets. This mitigation is also proposed to address 2015 
intersection impacts. 

Resulting LOS: Implementation of the proposed mitigation measure improves operations from LOS E 
to LOS C and the project impact is reduced to less than significant. 

Secondary Impacts: None. 

International Boulevard & 14th Avenue (afternoon peak hour Impact only) 

Proposed Mitigation: Coordinate signals at East 12th Street (SB) & 14th Avenue, East 12th Street 
(NB) & 14th Avenue, and Intemational Boulevard & 14tii Avenue and Intemational Boulevard & 
14th Avenue with East 12th Sfreet and Intemational Boulevard through Eastiake. Optimize signal 
cycle length, timing splits, and timing offsets. 

Resulting LOS: Implementation of the proposed mitigation measure improves operations from LOS F 
to LOS Cmd the project impact is reduced to less than sigmficant. 

Secondary Impacts: None. 

International Boulevard & 29th Avenue (morning peak hour Impact only) 

Proposed Mitigation: Coordinate signals on Intemational Boulevard between 15th Street and 29th 
Sfreet and optimize signal cycle length, timmg splits, and tunmg offsets. This mitigation is also 
proposed to address 2015 mtersection impacts. 

Resulting LOS: Implementation of the proposed mitigation measure improves operations from LOS F 
to LOS D and the project impact is reduced to less than significant. 

Secondary Impacts: None. 

International Boulevard between Fruitvale Avenue and 3S^ Avenue 

Impacts to intersections m the Fmitvale area and along Intemational Boulevard between Fmitvale and 
38th Avenue will be mitigated m part with the provision of additional capacity on parallel arterials. 
These unprovements serve to enhance San Leandro Street as an altemative to Intemational Boulevard 
and to improve traffic flow in the Fmitvale area. v_ 

Proposed Mitigation: Additional tum pockets will be provided at a number of intersections along the 
portion of San Leandro Street between Fruitvale Avenue and 50th Avenue. In addition, tum pockets 
will be added at the mtersection of East 12th Sfreet and 29th Avenue. The mtersections of East 10th 
Street/San Leandro Street with Fmitvale Avenue and Derby Avenue with East 12th Street will be re
constmcted to provide additional capacity. East 10th Sfreet and San Leandro Sfreet will be realigned 
at Fmitvale Avenue to provide a through connection at the intersection. Signals will be installed at the 
closely spaced intersections of Derby Avenue and northbound and southbound East 12th Street. East 
10th Street and Derby Avenue (west of East 12th Street) will be re-striped to improve vehicular flow. 
Signals on San Leandro Street from 37th Sfreet to 50th Stireet will be coordinated. This mitigation is 
also proposed to address 2015 intersection impacts. 

Resulting LOS: See the subsequent intersection-by-intersection discussion. 

Secondary Impacts: This set of improvements is associated with a number of different intersections 
and results in a'shift in traffic from hitemational Boulevard to parallel routes. Therefore, there are a 
number of secondary impacts, listed below: 
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• A significant impact to level of service at the Intemational Boulevard and Fmitvale Avenue 
intersection (moming peak hour impact only). This secondary impact is reduced to less than 
significant witii the constmction of an exclusive eastbound right turn pocket on Fmitvale 
Boulevard, coordmation of signals on Intemational Boulevard between 31st Street and 46th Street 

. and optimization of signal cycle lengtii, timmg splits and timing offsets for all signals in the 
signal coordination zone. 

" Right-of-way acquisition, totaling 6,090 square feet, along Derby Avenue, west of East 12th 
Sfreet; lOtii Street, north of Fmitvale Avenue; and San Leandro Sfreet between Fmitvale Avenue 
and 33rd Avenue. 

• Modification of the pedestrian facility along the east side of San Leandro Sheet approaching High 
Street from a ten foot wide unpaved pathway to a five foot wide paved sidewalk with curb. 

• Reduction in the sidewalk on the west side of San Leandro Street between Fmitvale Avenue and 
33rd Avenue from twelve feet to eight feet. 

• Planned East 12th Street Bikeway converted from a bike lane to shanow for approximately 245 
feet on soutiibound East 12th Street approachmg Derby Avenue. 

• The loss of a number of parking spaces throughout the improvement area, listed below: 

o East 12th Street & 29tii Avenue: Loss of two spaces along East 12th Street and six spaces 
along 29th Avenue; 

o 13th Sfreet & Derby Avenue: Loss of one space along Derby Avenue; 

o Northbound East 12th Street & Derby Avenue: Loss of 14 spaces along East 12th Street 
and three spaces along Derby Avenue; 

o Southbound East 12th Street & Derby Avenue: Loss of seven spaces along East 12th 
Sfreet and two spaces along Derby Avenue; 

o East lOtii Street & Derby Avenue: Loss of seven spaces along East lOtti Sti^t 

o East lOtii Street & Fmitvale Avenue: Loss of 12 spaces along East lOth Street 

o Northbound East 12th Street & Fmitvale Avenue: Loss of two spaces along East 12th 
Street 

o Intemational Boulevard & Fmitvale Avenue: Loss of two spaces along Fmitvale Avenue; 

o San Leandro Street & Fmitvale Avenue: Loss of 13 spaces on San Leandro Street; 

o San Leandro Street & 35th Avenue: I^ss of four spaces along San Leandro Street 

o San Leandro Street & 37th Avenue: Loss of three spaces along San Leandro Street; 

, o San Leandro Street & 39th Avenue: Loss of three spaces along San Leandro Sfreet; 

o San Leandro Street & High Street: Loss of five spaces along San Leandro Street; 

o San Leandro Street & 45th Avenue: Loss of four spaces along San Leandro Street; 

o San Leandro Street & 47th Avenue: Loss of six spaces along San Leandro Sfreet; and 

o San Leandro Street & 50th Avenue: Loss of four spaces along San Leandro Sfreet and 
loss of three spaces along 50th Avenue. 

East 12th Street & Fruitvale Avenue (both peak hours Impacted) 

Proposed Mitigation: In addition to the improvements identified above for San Leandro Street, East 
12tii Sfreet, and East 10th Street, restripe the eastbound approach to convert an existmg through/left-
mm lane to a second left-tum only lane. Restripe the northbound approach to convert an existmg 
exclusive right-tum lane to a shared through/rightrtum lane. Optimize signal cycle length, timing 
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splits and timing offsets for all signals in the signal coordination zone. This mitigation is also 
proposed to address 2015 interaection impacts. 

Resulting LOS: With implementation of the proposed mitigation measure operations improve from 
LOS F to LOS C in the moming peak hour. Operations improve from LOS F to LOS E in the 
aftemoon peak hour and the increase in delay from the No-Build Alternative is less than significant. 
Thus, with mitigation, the project impact s reduced to less than significant. 

Secondary Impacts: None. 

Foothill Boulevard & Fruitvale Avenue (morning peak hour Impact only) 

Proposed Mitigation: Optunize signal timmg splits and timing offsets for coordination with the 
intersection of Intemational Boulevard and Fmitvale Avenue. 

Resulting LOS: Implementation of the proposed mitigation measure improves operations from LOS F 
to LOS E and with less delay than in the No-Build Altemative. Thus, with mitigation, the project 
impact is reduced to less than significant. 

Secondary Inipacts: None. 

International Boulevard & 35th Street (afternoon peak hour Impact only) 

Proposed Mitigation: In addition to the iinprovements identified above for San Leandro Street East 
12th Sfreet and East 10th Street, coordinate signals on Intemational Boulevard between 31st Sfreet 
and 46th Sfreet and optimize signal cycle length, tiniing splits and timing offsets for all signals in the 
signal coordination zone. 

Resulting LOS: Implementation of the proposed mitigation measure improves operations from LOS E 
to LOS D and the project impact is reduced to less than significant. 

Secondary Impacts: None. 

International Boulevard & 3Bth Street (afternoon peak hour Impact only) 

Proposed Mitigation: In addition to the improvements identified above for San Leandro Street, East 
12th Street, and East 10th Street coordinate signals on Intemational Boulevard between 31st Su^t 
and 46th Street and optimize signal cycle length, timing splits and timing offsets for all signals in the 
signal coordination zone. This mitigation is also proposed to address 2015 intersection impacts. 

Resulting Z.05; Implementetion of the proposed mitigation measure improves operations from LOS F 
to LOS C and the project impact is reduced to less than significant. 

Secondary Inipacts: None. 

International Boulevard & 42nd Avenue (morning peak hour Impact only) 

Proposed Mitigation: Maintain two northbound and two southbound through lanes on hitemational 
Boulevard between 41th Avenue and 44th Avenue. Over this segment the southbound BRT would 
operate m mixed flow. Optimize signal cycle length, timing splits and timing offsets for all signals in 
the signal coordination zone. This mitigation is also proposed to address 2015 interaection impacts. 

Resulting LOS: Implementation of the proposed mitigation measure improves operations from LOS E 
to LOS D and the project impact is reduced to less than significant. 

Secondary Inipacts: Loss of approximately sbc parking spaces along Intemational Boulevard between 
41st Avenue and High Street and removal of the unsignalized crosswalk at 41st Avenue. 

International Boulevard & High Street (afternoon peak hour Impact only) 
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Proposed Mitigation: Maintain two northbound and two southbound tiirough lanes on Intemational 
Boulevard between 41th Avenue and 44th Avenue. As mitigation on tiiis segment, the southbound 
BRT would operate in mixed flow. Optimize signal cycle length, timing splits and timing offsets for 
all signals in the signal coordmation zone. 

Resulting LOS: Implementation of the proposed mitigation measure improves operations from LOS F 
to LOS C and the project impact is reduced to less than significant. 

Secondary Impacts: Loss of approximately eight parking spaces on Intemational Boulevard between 
High Street and 45th Avenue and 360 Imear foot reduction in landscaped median. Crosswalk at 44th 
Avenue relocated 85 feet to the south. BRT median platform relocated from High Sfreet to between 
44th and 45th Avenues. 

International Boulevard & Havenscourt Boulevard (afternoon peak hour impact only) 

Proposed Mitigation: Maintain two northbound and two southbound through lanes on Intemational 
Boulevard between 65th Avenue and 67th Avenue. As mitigation, between 65th Avenue and 67th 
Avenue, the southbound BRT would operate in mixed flow. Between 66th Avenue and 67th Avenue, 
the northbound BRT would operate m mixed flow. Provide enhanced pedestrian crossings and 
intersection confrols at Intemational Boulevard and 65th Avenue and Intemational Boulevard and 
67th Avenue where buses fransition to and from dedicated lanes. At the intersection of Intemational 
Boulevard & Havenscourt Boulevard, provide protected left-tum phasing on all approaches. Remove 
northbound and southbound u-tums and prohibit right tums on red. Coordinate and optimize 
Intemational Boulevard cycle lengths between 66th Street and 78th Stieet This mitigation is also 
proposed to address 2015 intersection impacts. 

Resulting LOS: Implementation of the proposed mitigation measure improves operations from LOS E 
toLOSCmdthQ project impact is reduced to less than significant. 

Secondary Impacts: Loss of approximately five parking spaces along Intemational Boulevard. BRT 
median platform relocated from 66th Avenue to 65th Avenue. Northwest and northeast cinb bulbs at 
65th Avenue would not be constructed. 

International Boulevard & Hegenberger Expressway (both peak hours Impacted) 

Proposed Mitigation: Maintain two northbound and southbound through lanes on hitemational 
Boulevard between 72nd Avenue and 74th Avenue. Resfripe the westbound approach to add an 
exclusive right-tum lane. Optimize signal timing splits and timmg offsets for all signals on 
Intemational Boulevard between 66th Avenue and 78th Avenue. This mitigation is also proposed to 
address 2015 intersection impacts. 

Resulting LOS: Implementation of the proposed mitigation measure improves operations from LOS E 
to LOS D in the mommg peak hour and from LOS F to LOS D in the aftemoon peak hour. Thus, with 
mitigation, the project impact is reduced to less than significant 

Secondary Impacts: Loss of approximately 12 parking spaces along Intemational Boulevard. Slight 
reduction in the width of the sidewalk on the far side comer of northbound Intemational Boulevard at 
72nd Avenue; BRT median platform shifted north from 72nd Avenue to between 71st Avenue and 
72nd Avenue; removal of the unsignalized crosswalk across Intemational Boulevard at 75th Avenue. 

San Leandro Boulevard & 98th Avenue (morning peak hour Impact only) 

Proposed Mitigation: Optimize signal timing splits and timing offset. 

Resulting LOS: Implementation of the propoised mitigation measure improves operations from LOS F 
to LOS E and with less delay than in the No-Build Altemative. Thus, with mitigation, the project 
impact is reduced to less than significant. 
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Secondary Impacts: None. 

International Boulevard & 98th Avenue (afternoon peak hour Impact only) 

P̂roposed Mitigation: Maintam two northbound through lanes pn intemational Boulevard from 99th 
Avenue to 97th Avenue and constmct an additional southbound left-tum lane on Intemational 
Boulevard at 98th Avenue. Optimize signal cycle length, timmg splits and timing offset. This 
mitigation is also proposed to address 2015 intersection impacts. 

Resulting LOS: Implementation of the proposed mitigation measure improves operations from LOS F 
to LOS E and witii less delay than in the No-Build Altemative. Thus, with ihitigation, the project 
impact is reduced to less than significant. 

Secondary Impacts: Loss of approximately 12 parking spaces along Intemational Boulevard. BRT 
median platform relocated from 98th Avenue to 99th Avenue. Crosswalk at 97th Avenue removed 
and 200 linear feet of landscaped median loss on Intemational Boulevard. 

INTERSECTION IMPACTS: CITY OF SAN LEANDRO 

The followmg mitigations would partially or fully mitigate the significant vehicular fraffic impact at the 
identified intersections in one or more peak hour: 

San Leandro Boulevard & West Broadmoor Boulevard (morning peak hour Impact only) 

Proposed Mitigation: Re-constmct the westbound right-tum from West iBroadmoor Boulevard as a 
chaimeiized right-tum with an acceleration lane on San Leandro Boulevard. 

Resulting LOS: Implementation of the proposed mitigation measure improves operations from LOS F 
to LOS D and the project impact is reduced to less than significant. 

Secondary Impacts: Loss of 15 approxiriiately parking spaces on San Leandro Boulevard. 

Bancroft Avenue 8i Button Avenue (morning peak hour Impact only) 

Prapmed Mirigofion; Optunize signal timing splits and timing offset 

Resulting LOS: Implementation of the proposed mitigation measure improves operations from LOS E 
to LOS C and the project impact is reduced to less than significant. 

Secondary Impacts: None. 

Davis Street & San Leandro Boulevard (morning peak hour Impact only) 

Proposed Mitigation: Restripe the northbound approach to add an exclusive right tum lane. Optimize 
signal cycle length, timing splits and timing offset. 

Resulting LOS: Implementation of the proposed mitigation measure improves operations from I^S F 
to LOS D and the project impact is recced to less than significant. 

Secondary Impacts: Loss of raised median along San Leandro Boulevard south of Davis Stre^ for the 
length of the right-tum pocket 

YEAR 2035 INTERSECTION IMPACTS WITH DOSL ALTERNATIVE 

The DOSL Altemative does not result in signtficant vehicular impacts at mtersections north of downtown 
Oakland. Therefore, the mitigation measures identified at those intersections as associated with the 
proposed project would not be reqiured. The required mitigation measures from downtown Oakland to 
San Leandro are identical as those identified under the proposed project. To further clarity, the following 
mitigation measures are proposed with the DOSL Altemative to partially or fully mitigate significant 
vehicular impacts at 18 locations: 

Findings of Fact and Statement of Overriding Considerations 7-47 Easf flay Bus Rapid Tranalt 



Findings 

East 12th Street & 5th Avenue : Optimize signal cycle length, timmg splits, and timing offsets 
and coordinate signals along East 12th Street. 
East 12tii Street (SB) & 14tii Avenue: Coordinate signals at East 12tii Sfreet (SB) & 14tii Avenue, 
East 12tii Street (NB) & 14tii Avenue, and Intemational Boulevard & 14tii Avenue and 
Intemational Boulevard & 14th Avenue with East 12th Stieet and Intemational Boulevard 
through Eastiake. Optimize signal cycle length, timing splits, and timmg offsets. 
Intemational Boulevard & 14fh Aveiiue: Coordmate signals at East 12th Street (SB) & 14th 
Avenue, East I2tii Street (NB) & 14tii Avenue, and Intemational Boulevard & 14th Avenue and 
Intemational Boulevard & 14tii Avenue'with East 12th Street and Intemational Boulevard 
through Eastlake. Optimize signal cycle length, timmg splits, and timing offsets. 
Intemational Boulevard & 29Ui Avenue: Coordinate signals on International Boulevard between 
15tii Avenue and 29tii Avenue and optunize signal cycle lengtii, timing splits, and timing offsets. 
Impacts to intersections in the Fmitvale area and along Intemational Boulevard between Fmitvale 
and 38th Avenue will be mitigated m part with the provision of additional capacity on parallel 
arterials. These improvements serye to enhance San Leandro Street as an altemative to 
Intemational Boulevard and to improve fraffic flow in die Fmitvale area. Additional tum pockets 
will be provided at a number of intersections along the portion of San Leandro Street between 
Fmitvale Avenue and 50th Avenue. In addition, tum pockets will be added at the uitereection of 
East 12tti Street and 29tii Avenue. The intereections of East 10th Street/San Leandro Street with 
Fmitvale Avenue and Derby Avenue with East I2th Sfreet will be re-constmcted to provide 
additional capacity. East 10th Street and San Leandro Street will be realigned at Fmitvale Avenue 
to provide a through connection at the intersection. Signals will be installed at the closely spaced 
intersections of Derby Avenue and nortiibound and southbound East 12tii Sfreet. East lOtii Street 
and Derby Avenue (west of East 12th Sti:eet) will be re-sfriped to improve vehicular flow. Signals 
on San Leandro Street from 37th Street to 50tii Street will be coordmated. 

East 12th Street & Fmitvale Avenue: In addition to the improvements identified above for San 
Leandro Sfreet East 12th Street, and East 10th Street, restripe the eastbound approach to convert 
an existing through/left-tum lane to a second left-tum only lane. Resfripe the northbound 
approach to convert an existing exclusive left-mm lane to a through lane. Optunize signal cycle 
length, timing splits and timmg offsets for all signals in the signal coordination zone. 
Foothill Boulevard & Fmitvale Avenue: Optimize signal timing splits and timing offsets for 
coordination with the mtersection of Intemational Boulevard and Fmitvale Avenue. 
Intemational Boulevard & 35th Avenue: In addition to the improvements identified above for San 
Leandro Street Hast 12th Street and East 10th Street coordmate signals on Intemational 
Boulevard between 31st Avenue and 46th Avenue and optimize signal cycle length, timing splits 
and timing offsets for all signals in the signal coordination zone. 

Intemational Boulevard & 38th Avenue: In addition to the improvements identified above for San 
Leandro Street, East 12th Sti:eet and East 10th Street, coordinate signals on Intemational 
Boulevard between 31 st Avenue and 46th Avenue and optimize signal cycle length, timing splits 
and timing offsets for all signals in the signal coordination zone. . , 

Intemational Boulevard & 42nd Avenue: Maintain two northbound and two southbound through 
lanes on Intemational Boulevard between 41th Avenue and 44th Avenue. Over this segment, the 
southbound BRT would operate in mixed flow. Optimize signal cycle length, timing splits and 
timing offsets for all signals in the signal coordination zone. 

Intematioiml Boulevard & High Street: Maintain two northbound and two southbound through 
lanes on International Boulevard between 41th Avenue and 44th Avenue. As mitigation on this 

Findings of Fact and Statement of Oveniding Considerations 7-48 East Bay Bus Rapitf Transit 



Findings 

segment, the southbound BRT would operate in mixed flow. Qptunize signal cycle length, timing 
splits and timing offsets for all signals in the signal coordination zone. 

• Intemational Boulevard & Havenscourt Boulevard: Maintain two northbound and two 
southbound through lanes on Intemational Boulevard between 65th Avenue and 67th Avenue. As 
mitigation, between 65th Avenue and 67th Avenue, the southbound BRT would operate in mixed 
flow. Between 66th Avenue and 67th Avenue, the northbound BRT would operate in mixed flow. 
Provide enhanced pedestrian crossings and mtersection confrols at Intemational Boulevard and 
65tii Avenue and Intemational Boulevard and 67th Avenue where buses transition to and from 
dedicated lanes. At the intersection of Intemational Boulevard & Havenscourt Boulevard, provide 
protected left-tum phasing on all approaches. Remove northbound and southbound u-tums and 
prohibit right tums on red. Coordiiiate and optimize Intemational Boulevard cycle lengths 
between 66th Avenue and 78th Avenue. . 

• Intemational Boulevard & Hegenberger Expressway: Maintain two northboimd and southbound 
through lanes on Intemational Boulevards between 72nd Avenue and 74th Avenue. Resfripe the 
westbound approach to add an exclusive right-tum lane. Optimize signal timing splits and timing 
offsets for all signals on Intemational Boulevard between 66th Avenue and 78th Avenue. 

• Intemational Boulevard & 98th Avenue: Maintain two northbound through lanes on Intemational 
Boulevard firam 99th Avenue to 97th Avenue and construct an additional southbound left-tum 
lane on Intemational Boulevard at 98th Avenue. Optunize signal cycle length, timing splits and 
timing offset 

• San Leandro Boulevard & West Broadmoor Boulevard: Re-constract the westbound right-tum 
from West Broadmoor Boulevard as a channelized right tum with an acceleration lane. 

• San Leandro Street & 98th Avenue: Optimize signal timing splits and timmg offset. 
• Bancroft Avenue & Dutton Avenue: Optimize signal tiniing splits and timing offset 
• Davis Street & San Leandro Boulevard: Restripe the northbound approach to add an exclusive 

right-tum lane. Optunize signal cycle length, timing splits and timmg offset 

RESIDUAL IMPACTS AFTER MITtGATION 

As set forth in the preceding sections of these Findings, the proposed project would result in the following 
significant and unavoidable impacts traffic and circulation impacts after mitigation. 

2015 - AFTERNOON PEAK 

The Telegraph Avenue/Alcatraz Avenue intersection in the City of Oakland would operate at LOS E with 
mitigation. This would be a signtficant and unavoidable adverse impact. 

2035 - MORNING PEAK 

The Telegraph Avenue/Alcatraz Avenue mtersection in the City of Oakland would operate at LOS E with 
mitigation. This would be a significant and unavoidable adverse impact. 

The Telegraph Avenue/55th Street intersection in the City of Oakland would operate at LOS E with 
mitigation. This would be a significant and unavoidable adverse impact 

The East 12th Sfreet/5th Avenue intersection in the City of Oakland would operate at LOS F with 
mitigation for both the proposed project and DOSL Altemative. This would be a signtficant and 
unavoidable adverse impact 

2035 - AFTERNOON PEAK 

The Telegraph Avenue/Alcatraz Avenue intersection in the City of Oakland would operate at LOS with 
mitigation. Hiis would be a signtficant and unavoidable adverse impact. 
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The Telegraph Avenue/55th Street intersection in the City of Oakland would operate at LOS E with 
mitigation. This would be a significant and unavoidable adverse impact. 

The Telegraph Avenue/40th Sfreet intersection in the City of Oakland would operate at LOS E with 
mitigation. This would be a significant and unavoidable adverse impact. 

The Telegraph Avenue/West MacArthur Boulevard mtersection in the City of Oakland would operate at 
LOS E with mitigation. This would be a significant and unavoidable adverse impact 

The Ashby Avenue/Claremont Avenue intersection in the City of Berkeley would operate at LOS F with 
mitigation. This would be a significant and unavoidable adverse impact. 
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8 FINDINGS RELATED TO CUMULATIVE IMPACTS 

The enyfronmental document has evaluated cumulative effects of the East Bay BRT Project and other 
past, present, and reasonably foreseeable future projects in the study area. Because the proposed project 
will use existmg paved street right-of-way, there is no potential for it to contribute to cumulative impacts 
on land use, neighborhood character or cohesion, or biological and 'wetiands resources in the general 
project corridor. Its primary impacts will 'be to travel demand, including mode choices, parking, and 
traffic circulation. 

ASSESSMENT OF CUMULATIVE IMPACTS: REGIONAL CONTEXT 
Because this document is based on accepted regional land use forecasts for 2035 and assumes 
transportation improvements programmed within the same time frame, effects evaluated under the 
proposed project and DOSL Altemative include the cumulative effects of development within the region. 
Thus, additional analysis of cumulative effects related to specific development and transportation 
improvement projects within the region is not necessary for impacts such as land use, fransportation 
(including traffic and fransit), afr quality, and noise. 

ASSESSMENT OF CUMULATIVE IMPACTS: LOCAL CONTEXT 
Because the proposed project will use existing paved street right-of-way, there will be no potential for it 
to contribute to impacts to biological and wetiands resources m the general project corridor. Its primary 
impacts , will be to traffic circulation and parking. Other major projects assumed in the 2035 No-Build 
Alternative and other related projects described in Section 1.3.1, Related Projects and Planning that might 
also contribute to these impacts are as follows: 

• Telegraph Avenue Streetscape Improvements (proposed project; portion between 20th Street and 
16th Sfreet also affects DOSL Altemative) 

• Telegraph Avenue Bike Lane project (proposed project portion between 20th Street and 16th 
Street also affects DOSL Altemative) 

• Oakland Bicycle Facility Improvements projects (proposed prbject and DOSL Altemative) 
• 12th Sfreet Reconstruction Project (proposed project and DOSL Altemative) 
• Fmitvale Transit Village phase I, completed in 2004 (proposed project and DOSL Altemative) 
• Intemational Boulevard Streetscape Project in the City of Oakland (proposed prbject and DOSL 

Altemative) 
• East 14th North Area Study (proposed project and DOSL Altemative) 
• Caldecott Improvement Project (proposed project and DOSL Altemative) 

Each of the projects identified above were evaluated for the potential to add to impacts of the proposed 
project or DOSL Altemative as described in Chaptere 3 and 4. Most of the projects were determmed not 
to confribute substantially to cumulative impacts in any environmental category when combmed with the 
proposed East Bay BRT Project as defined in the Draft EIS/EIR, with the exception of two proposed 
projects - the East 14th Sfreet North Area Study in San Leandro, and the bicycle lane project along 
Telegraph Avenue between Aileen Street/State Route 24 and 16th Street in Oakland. Throu^ changes 
between the Draft EIS/EIR and the proposed project and DOSL Alternatives under consideration m this 
Final EIS/EIR, the potential for cumulative impacts associated with these two projects has been 
eliminated. Cumulative impacts have been addressed adequately in the impact ch^ters of this document, • 
based on accepted regional land use forecasts for 2035. No additional cumulative impacts are anticipated 
to result from implemenration of the proposed project or DOSL Altemative in conjunction with other 
proposed local projects as outlined in Section 5.3; therefore, no mitigation is required. 



9 FINDINGS RELATED TO THE RELATIONSHIP BETWEEN 
SHORT- AND LONG-TERM USES OF THE ENVIRONMENT 
AND MAINTENANCE AND ENHANCEMENT OF LONG-TERM 
PRODUCTiVITY -

Irreversible environmental changes will include the following; 

• Implementation of the proposed project or DOSL Alternative will result in the consumption of 
non-renewable energy resources (i.e., fuel and building materials during constmction). This 
consumption is considered an ineversible effect because once the resource is used it cannot be 
restored; although the effects are not significant based on Section 4 15.3; 

• Adaptation of existing transportation infrastructure to accommodate the proposed project or 
DOSL Altemative, including stations and amenities will constrain certain future changes within 
the corridor (i.e., accommodation of left tums across dedicated transit lanes from minor roadways 
intersecting the route alignment); 

• Reduction in capacity for other motorized modes of travel on segments where dedicated fransit 
lanes are proposed will result in the redistribution of existmg and ftiture traffic from the proposed 
corridor to altemate routes and confribute to significant adverse traffic impacts in 2035; 

• The proposed project will require the removal of up to 59 median trees along the corridor within 
the Cities of Oakland and San Leandro. The proposed project or DOSL Altemative will comply 
with the Migratory Bud Treaty Act to avoid or mmimize impacts to biological resources. The 
proposed project would replace trees and landscaping removed during constmction. As shown in 
Table 4.6-4 of the Final EIS/EIR, approximately 100 new trees would be planted within the City 
of Oakland. Thus, the impact is not considered significant. 

• Long-term commitments for the proposed project or DOSL Altemative will consist of fuel 
consumption to operate the BRT vehicles. As discussed m Section 4.14, potential impacts of 
future energy consumption by the proposed project or DOSL Alternative is not considered 
significant 

• Pollutant emissions from project constmction and operation will occur. Emissions of NOx during 
constmction will exceed the BAAQMD's significance threshold, even after the implementation of 
mitigation measures. This will result in a significant and unavoidable temporary impact. 

• Constmction noise impacts will be temporary and minimized through the implementation of 
mitigation measures. Operation of the proposed project or DOSL Altemative will contribute to 
ambient noise levels; however, project-related noise will not exceed applicable FTA standards. 



10 CEQA ALTERNATIVES 

10.1 ALTERNATIVES CONSIDERED AND DISMISSED FROM FURTHER 
CONSIDERATION 

An EIR must briefly describe the rationale for selection of altematives. The lead agency may make an 
initial determmation as to which altematives are potentially feasible; and therefore, merit in-depth 
consideration, and those which are clearly infeasible and need not be considered further. Altematives that 
are remote or speculative, or the effects of which cannot be reasonably predicted, need not be considered 
[CEQA Guidelines Section 15126.6 (f)(3)l. This section identifies altematives considered by the AC 
Transit, but rejected as infeasible and provides a brief explanation of the ireasons for their exclusion. As 
noted above, altematives may be eliminated from detailed consideration in the EIR if they fail to meet 
most of the project objectives, are infeasible, or do not avoid any significant environmental effects. 

In addition to the No Build Altemative, tiie following altematives were considered in the Draft EIS/EIR. 

• Build Altemative 1 - Separate BRT and Local Service to Bay Fan BART 
• Build Altemative 2 - Separate BRT and Local Service to San Leandro BART 
• Build Altemative 3 - Combmed BRT and Local Service to Bay Fan BART 
• Build Altemative 4 - Combined BRT and Local Service to San Leandro BART 

Following the circulation of the Draft EIS/EIR in 2007, each of the three cities in the corridor provided 
then mput on selection of the proposed project m a public process held during spring 2010. As a result of 
decisions by the cities of San Leandro and Berkeley, the southem terminus of the proposed corridor was 
identified as the San Leandro BART station, and dedicated BRT lanes were deleted from segments of 
Telegraph Avenue in Berkeley. In June 2010, tiie AC Transit Board of Dnectors formally adopted tiie 
proposed projecl/LPA. The selection of the proposed project (LPA) is based on the Draft EIS/EIR 
analysis, consultation with permitting agencies, comments received during the Draft EIS/EIR review and 
comment period and more detailed analysis of the plannmg processes conducted by the cities of Berkeley, 
Oakland and San Leandro. The process for selectmg the proposed project is described in greater detail in 
Section 2.1 of the Fmal EIS/EIR. 

As discussed in Section 2.1.3, the Berkeley City Council voted to support a new altemative with a mbc of 
fransit and non-transit elements referred to as "Alternative B." Altemative B would not include dedicated 
bus lanes on Telegraph Avenue and Shattuck Avenue, with extension of the project beyond Univereity 
Avenue and Shattock Avenue. Altemative B would also require convereion of Bancroft Way, Durant 
Avenue and southbound Shattuck Avenue, between University Avenue and Center Street, fi^m one-way 
to two-way operations. This would require the installation of up to 10 new traffic signals. Further, the 
City recommended that AC Transit evaluate whether it would be "technically or fmancially feasible" to 
constmct curb extension stations with platforms level with the bus floor and bus queue jump lanes to 
bypass auto traffic at congested intereections. Altemative B was determined to be technically and 
economically infeasible; and therefore, was not advanced for the following reasons: 

1) The proposed conversion of one-way streets to two-way operations would not be eligible for FTA 
Small Starts funding which AC Transit is seeking for BRT implementation. As discussed in 
Section 8.2.2.1 of tiiis Final EIS/EIR, FTA Small Starts funding would comprise $74.99 million, 
or 36.6 percent of the total capital costs of the proposed project. Small Starts funding is tiie 
largest smgle prospective fundmg source identified for the proposed project. Because selection 
of Altemative B would result in the loss of more than one-third of the total fundmg for all capital 
costs, implementation would be financially infeasible; and 



CEQA Alternatives 

2) Altemative B would be detrimental to transit riders and efficient transit operations. Conversion 
to two-way operations with an accompanyuig reduction in fravel lanes could slow down bus 
operation and expose fransit vehicles to more conflicts with other motor vehicles. The transit 
elements proposed by Berkeley for Telegraph Avenue would not improve performance 
sufficientiy to offset the slower speeds in tiie Southside and Downtown areas. 

The proposed project is a variation of Build Altemative 4 - Combined BRT and Local Service to San 
Leandro BART evaluated in the Draft EIS/EIR. For the.portion of the alignment between 1st Avenue and 
14th Avenue in the Eastiake Disfrict withm the City of Oakland, two aligiunent variations were under 
consideration in the Draft EIS/EIR. The proposed project incorporates the selection of the Intemational 
Boulevard-12th Street couplet variation. 

10.2 SUMMARY OF ALTERNATIVES CONSIDERED, 
As discussed above, CEQA requires the discussion of "a range of reasonable altematives to a project or to 
the location of a project, which would feasibly attain most of the basic objectives of the project and avoid 
or substantially lessen any of the significant effects." Section 15126.6 (e)(1) of the CEQA Guidelines 
states that an, analysis of a "no project" altemative is specifically required and shall address existing 
conditions, as well as projected ftiture conditions that would be "reasonably expected to,occur in the 
foreseeable fiiture if the project were not approved, based on cunent plans and consistent-with available 
infrastmcture and community services." 

The No Build Alternative, which is described and analyzed in Chapters 2 through 9 of the Final EIS/EIR, 
is tiie "no project" alteraative,.as defmed in Section 2.3.1 of the Final EIS/EIR. The No-Build Altemative 
includes all transportation improvements currentiy planned and programmed in the project area except for 
the East Bay BRT Project itself. The cunently planned improvements m the project area have been 
updated to reflect any changes that have occurred m the period between circulation of the Draft EIS/EIR 
and preparation of this Final EIS/EIR. The No-Build Altemative mcludes projects such as the MacArthur 
BART Transit VillagCi Fmitvale BART Transit Village, and expansion of BART to serve tiie Oakland 
Auport and Warm Springs. Section 1.3.4 of the Fmal EIS/EIR provides further detail on these and other 
key projects currently plaimed and programmed for the project area. 

As described in Section 15126.6 (c), other alternatives to be selected for consideration "shall be those that 
feasibly accomplish most of the basic objectives of the project and could avoid or substantially lessen one 
or more of the significant effects." The Downtown Oakland San Leandro (DOSL) Alternative described 
in the Final EIS/EIR is an additional altemative to the proposed project that meets the selection criteria. 
Given the above considerations, the altematives considered in this section are: (1) Alternative I: the No 
Build Alternative, and (2) Alternative 2: the DOSL Altemative. Consistent with the analysis contained in 
Chapters 3 and 4 of this EIS/EIR, issue areas that could be adversely affected by the proposed project are: 
Transportation/Traffic, Land Use and Plannmg, Visual/Aesthetics, Cultural Resources Hazards and 
Hazardous Materials, Au* Quality (constmction and operation). Noise and Vibration, and Greenhouse 
Gases. 

ENVIRONMENTALLY SUPERIOR ALTERNATIVE 

Altemative 2 - DOSL Alternative, is the envfronmentally superior altemative because it would result in 
fewer fraffic impacts than the proposed project. In addition, Altemative 2 substantially meets the project 
objectives as described above; and therefore, is considered feasible. 
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11 STATEMENT OF OVERRIDING CONSIDERATIONS 
As set forth in the preceding sections of these Findings, the proposed project would result in the following 
significant and unavoidable fraffic and circulation impacts. 

2015 ̂ AFTERNOON PEAK 

• Telegraph Avenue/Alcafraz Avenue intersection in the City of Oakland would operate at LOS E 
with mitigation. This would be a significant and unavoidable adverse impact. 

2035-MORNING PEAK 

• Telegraph Avenue/Alcafraz Avenue intersection m the City of Oakland would operate at LOS E 
with mitigation. This would be a significant and unavoidable adverse impact 

• Telegraph Avenue/55tii Street intersection in the City of Oakland would operate at LOS E with 
mitigation. This would be a significant and unavoidable adverse impact. 

• East 12th Street/5ti> Avenue intersection m the City of Oakland would operate at LOS F with 
mitigation. This would be a significant and unavoidable adverse impact. 

2035 - AFTERNOON PEAK 

" Telegraph Avenue/Alcafraz Avenue intersection in the City of Oakland would operate at LOS 
with mitigation. This would be a significant and unavoidable adverse impact 

• Telegraph Avenue/55ih Sti:eet mtersection m the City of Oakland would operate at LOS E with 
mitigation. This would be a significant and unavoidable adverse impact 

• Telegraph Avenue/40ih Street intersection m the City of Oakland would operate at LOS E with 
mitigation. This would be a significant and unavoidable adverse impact. 

• Telegraph Avenue/West MacArthur Boulevard intersection in the City of Oakland would operate 
at LOS E with mitigation. This would be a significant and unavoidable adverae impact. 

• Ashby Avenue/Claremont Avenue intersection in the City of Berkeley would operate at LOS F 
with mitigation. This would be a significant and unavoidable adverae impact 

Regarding the DOSL, traffic operation impacts resulting in operations below established local standards 
would occur at 17 of the 129 study mtereections in Year 2015 and Year 2035. Of those impacts, eight are 
projected to occur in both Year 2015 and Year 2035; nine would occur only in the Year 2035 scenario. 
For those impacts not projected to occur in Year 2015, but that would occur in Year 2035, it is likely that 
the impact would occur between 2015 and 2035, pending future land use and cfrculation pattems. 

Impacts can be mitigated to result in intersection operations that do not exceed significance thresholds at 
most of these locations. Mitigation measures are proposed at alt 17 impacted locations, although at one 
location they are not sufficient to result in a less than significant increase in delay associated with the 
project. Mitigation of impacts to reduce the project impact to a less than significant level for Year 2015 
impacts would be possible at all study intersections. 

Mitigation of impacts to reduce the project impact to a less than significant level for Year 2035 impacts 
would not be possible at the following signalized intersection in the City of Oakland: 

• East 12th Sfreet & 5th Avenue (moming peak hour). 

Despite these impacts, the AC Transit Board of Director has agreed to certify the Final EIS/EIR with the 
option of later approving either the proposed project or DOSL Alternative as the preferred altemative. To 
do so, AC Transit must first adopt this Statement of Overriding Considerations. Any one of the reasons 
for approval cited below is sufficient to justify approval of either the proposed project or DOSL 



statement of Overriding Considerations 

Altemative. Thus, even if a Court were to conclude that not every reason is supported by substantial 
evidence, AC Transit would stand by its determination that each individual reason is sufficient. The 
substantial evidence supporting the various benefits can be found in the preceding sections of these 
Findings, which are mcorporated by reference into this Section, and in the documents listed m the Record 
of Proceedmgs (Section 3.4.3 of these Findings). In addition, AC Transit finds that the proposed project 
would have the followmg economic, social, or other benefits: 

Improve transit service and better accommodate high existing bus ridership. The proposed project or 
DOSL would provide improved service to cunent riders, including low-income and transit-dependent 
populations, by offering higher frequency, faster, and more reliable service, along with improved security, 
cleanliness, and comfort. 

Increase transit ridership by providing a viable and competitive transit altemative to the private 
automobile. The proposed project or DOSL would attract new riders by offering improved fransit service 
and facilities, fransit travel times competitive with auto fravel, and a rail-like experience proven to attract 
riders usmg automobiles as then primary form of fransportation. 

Improve and maintain efficiency of transit service delivery and lower AC Transit's operating costs 
per rider. The proposed project or DOSL would unprove fleet speeds and service efficiencies by 
reducmg delays from running in mixed-fiow traffic and during slow boarding and alighting of passengers. 
The investment m bus-only lanes, stations, and multi-door boarding means that the improvement m travel 
time and reliability will continue into the future without continual service degradation due to mcreased 
fraffic congestion and delays with mcreased boardmgs. 

Support local and regional planning goals to organize development along transit corridors and 
around transit stations. Providing BRT infrastructure of dedicated transit lanes and highly visible transit 
stations offers a sense of permanence that can help cities attract mvestment in transit-oriented 
development. 

For each and all of these reasons, AC Transit finds that, on balance, the benefits of the proposed project 
and DOSL outweigh the unavoidable envfronmental risks. Although significant unavoidable impacts 
would result from implementation of the proposed project and DOSL, the level of environmental risk is 
considered acceptable given the range of benefits associated with hnplementation of the proposed prbject 
or DOSL. 
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