




















1IV. Environmental Setting, Impacts, and Mitigation Measures

C. Transportation, Circulation, and Parking

Intersection Impacts
Baseline plus Project Conditions

Impact TRANS-2: Traffic generated by the project would affect traffic levels of service at
the study intersection under Baseline plus Project Conditions. (Potentially Significant)

Table 1V.C-8 summarizes the intersection LOS for the Baseline plus Project Conditions. As
shown, the following study intersections would operate at LOS E or F with the addition of
project-generated traffic (all intersections listed below would operate at LOS E or F in the
Baseline Conditions without the addition of project generated traffic, with the exception of East
12" Street at Derby Avenue):

8. East 9" Street at Fruitvale Avenue (p.m. peak hour, Oakland jurisdiction);
11.  East 12" Street at 25" Avenue (both peak hours, Oakland jurisdiction);
16. Foothill Boulevard at Fruitvale Avenue (both peak hours, Oakland jurisdiction);

20. East 9" Street at 1-880 Northbound Off-Ramp (both peak hours, Caltrans
jurisdiction);

22. East 12" Street at Derby Avenue (p.m. peak hour, Oakland jurisdiction); and

25. International Boulevard at 42" Avenue (p.m. peak hour, Oakland jurisdiction).

Average delay, critical movement delay, and volume-to-capacity ratio increases are evaluated for
each signalized intersection operating at unacceptable conditions in the near-term future
conditions (where applicable). The results of this analysis are summarized in Table 1V.C-9. An
MUTCD peak hour volume warrant analysis is done for each unsignalized intersection operating
at unacceptable conditions.

As shown in Table IV.C-8 and Table 1V.C-9, the East 9" at Fruitvale Avenue, Foothill
Boulevard at Fruitvale Avenue, and International Boulevard at 42" Avenue intersections
currently operate at LOS E or F and would continue to do so with the addition of project-
generated traffic. However, none of these intersections would meet the average delay, critical
movement, or volume-to-capacity ratio thresholds outlined in the City of Oakland’s significance
criteria. Thus, the project would have a less than significant effect on these signalized
intersections.

During both peak hours, the worst minor approach of the East 12" Street at 25" Avenue
intersection would operate at LOS F with project traffic. During the p.m. peak hour, the worst
minor approach of the East 12" Street at Derby Avenue intersection would operate at LOS F with
project traffic. In both cases the project adds over ten vehicles, but would not meet the MUTCD
Peak-Hour VVolume warrant. At both intersections, the worst minor approach would not
experience enough total delay (four vehicle hours) or have a high enough volume (100 vehicles)
to meet the requirements of the MUTCD Peak-Hour VVolume warrant. Thus, the project would
have a less than significant effect on conditions at these intersections.
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1V. Environmental Setting, Impacts, and Mitigation Measures

C. Transportation, Circulation, and Parking

TABLE IV.C-8
BASELINE AND BASELINE PLUS PROJECT PEAK-HOUR INTERSECTION LEVELS OF SERVICE
(LOS)
AM Peak Hour PM Peak Hour
Baseline With Project Baseline With Project
Traffic

No. Intersection Control® | 0s® pelay LOS® Delay LOS® Delay LOS® Delay
1 East12"/29" Ave Signal B 18.0 B 18.0 B 18.5 c 26.1
2 International / 29" Ave Signal B 191 B 191 C 23.0 C 23.2
3  East12"/30" Ave TWSC c 19.2 c 20.1 B 12.2 B 12.5
4 Animal Shelter / 29" Ave® Signal B 13.0 B 12.9 B 13.2 B 12.9
5  East 12"/ Fruitvale Ave Signal c 26.0 C 26.6 C 29.0 C 29.1
6 International / Fruitvale Ave Signal C 21.1 C 21.8 B 19.8 C 20.2
7 San Leandro / Fruitvale Ave Signal C 26.8 C 27.1 C 24.9 C 25.6
8  East 9"/ Fruitvale Ave Signal D 40.2 D 40.8 E 56.4 E 57.4
9  East 8"/ Fruitvale Ave Signal B 12,5 B 12.6 C 21.0 c 21.1
10 East 12"/ 26" Ave TWSC c 20.6 c 20.8 B 11.8 B 12.0
11  East 12" /25" Ave TWSC F >80.0 F >80.0 F 54.1 F 56.2
12 East12"/23" Ave Signal C 21.4 c 21.9 B 19.3 c 20.5
13 East 12"/22™ Ave® Signal B 15.7 B 15.7 D 39.3 D 39.2
14  International / 23" Ave Signal B 11.8 B 11.9 A 7.2 A 7.3
15  Foothill / 23 Ave Signal B 10.8 B 10.9 B 10.8 B 10.9
16  Foothill / Fruitvale Ave® Signal E 79.0 E 78.7 E 69.0 E 68.5
17  Kennedy/ 23" Ave® Signal B 13.2 B 13.1 B 19.4 B 19.5
18 East 7"/ 23" Ave Signal B 17.4 B 17.4 B 10.5 B 10.5
19 East 7"/ Kennedy St Signal A 9.8 A 9.8 C 31.3 D 46.4
20 East 9"/1-880 NB Off-Ramp AWSC F 54.4 F 55.1 F 57.4 F 68.7
21  East8"/Lisbon Ave TWSC C 15.4 C 15.9 c 17.5 c 17.9
22  East 12"/ Derby Ave TWSC C 17.8 c 26.6 c 23.9 F 52.7
23 International / 35" Ave Signal B 12.4 B 12.4 B 12.3 B 12.4
24 International / 38" Ave® Signal C 245 c 245 C 33.4 c 33.3
25 International / 42" Ave Signal C 33.4 C 33.4 F >80.0 F >80.0
26 International / High St Signal C 20.6 C 22.2 D 51.4 D 53.8
27  Blanding / Park St Signal B 18.2 B 18.2 B 19.0 B 19.3
28  Clement/ Park St Signal D 41.9 D 42.6 B 18.2 B 18.5
29 Buena Vista/ Park St° Signal D 35.7 D 35.4 B 12.0 B 12.0
30 Lincoln / Park St Signal B 12.0 B 12.1 B 13.7 B 14.1
31 Santa Clara/ Park St Signal C 29.7 C 30.5 B 16.9 B 17.2
32  Central / Park St Signal B 15.9 B 16.0 B 18.3 B 18.9

NOTE: Bold, shaded intersections indicate unacceptable operating conditions.

2 The LOS and delay for two-way stop controlled intersections represent the worst movement or approach. The LOS and delay for

signalized intersections and all-way stop controlled intersections represent the overall intersection.

Project would add trips primarily to non-critical movements, thus resulting in a minor decrease to overall average delay in Baseline plus
Project Conditions.

b

SOURCE: Korve Engineering (2007)
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1IV. Environmental Setting, Impacts, and Mitigation Measures
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TABLE IV.C-9
BASELINE PLUS PROJECT DETAILED OPERATIONS SUMMARY
AM Peak Hour PM Peak Hour
Increase from Baseline Increase from Baseline
Potentially
. Avg Critical VIC Avg Critical VIC Significant
No. Intersection Delay Move Ratio Delay Move Ratio Impact?
Baseline Condition degrades from LOS D or better to LOS E or worse:*
22 East 12"/ Derby Ave® NA NA NA NA NA NA No
LOS E with and without the addition of project-generated traffic:®
8 East 9"/ Fruitvale Ave 1.0 3.1 NA No
16 Foothill / Fruitvale Ave 0.0 0.0 NA 0.0 0.0 NA No
LOS F with and without the addition of project-generated traffic:”
11 East12"/25" Ave® NA NA NA NA NA NA No
th
o ot HAED NIE i NA NA NA NA NA NA Yes
Ramp
25 International / 42™ Ave — — NA NA 0.3% No

NA = Criteria Not Applicable
---- = Intersection does not operate at specified condition

2 Based on City of Oakland significance criteria, the project would have a significant impact if intersection LOS deteriorated from LOS D or
better to LOS E or worse. Average Delay, Critical Movement, and V/C Ratio thresholds do not apply.

Based on City of Oakland significance criteria, for intersections operating at LOS E in the baseline condition, V/C Ratio thresholds do not
apply.

Average delay and critical movement delay cannot be measured accurately. Alternatively, the increase V/C Ratio is shown.
Unsignalized intersection would not meet the requirements of the MUTCD Peak Hour Volume Signal Warrant.

Unsignalized intersection meets the requirements of the MUTCD Peak Hour Volume Signal Warrant.

b

c
d
e

SOURCE: Korve Engineering (2007)

East 9" Street at 1-880 Northbound Off-Ramp

The addition of project traffic would cause the City of Oakland’s significance criteria for
unsignalized intersections to be met at the East 9" Street at 1-880 Northbound Off-Ramp
intersection during both peak hours. Implementation of Mitigation Measure TRANS-2a would
reduce the impact to a less than significant level.

Mitigation Measure TRANS-2a: Signalize the East 9™ Street at 1-880 Northbound Off-
Ramp intersection. The signal should be built to current Caltrans standards such as full
actuation and count-down pedestrian heads.

The project sponsor shall fully fund the installation of a traffic signal at the East 9™ Street at
1-880 Northbound Off-Ramp intersection. However, the project sponsor would be subject
to reimbursement from future projects which would also add traffic to this intersection for
all but sponsor’s fair share, or as otherwise agreed upon due to the fact that this intersection
fails in the Baseline Conditions. After implementation of this measure, the intersection
would operate at an acceptable LOS B during both peak hours. The implementation of
Mitigation Measure TRANS-2a would not lead to any adverse impacts. No other feasible
improvements are available at this intersection that would mitigate the project’s impact,
such as widening or reconfiguration. Widening would not be possible due to physical
constraints. Reconfiguring the intersection from all-way stop control to two-way stop
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1V. Environmental Setting, Impacts, and Mitigation Measures

C. Transportation, Circulation, and Parking

control would cause substantial increases in delay and queuing at the remaining stop-
controlled approaches.

Significance after Mitigation: Less than Significant; however, because the City of Oakland, as
lead agency, could not implement part of Mitigation Measure TRANS-2a (changes to the freeway
off-ramps) without the approval of Caltrans, the project impact is considered significant and
unavoidable.

Near-Term Future 2010 Conditions

Impact TRANS-3: Traffic generated by the proposed project would affect traffic levels of
service at the study intersection under near term 2010 Conditions. (Potentially Significant)

Based on the ACCMA Countywide Transportation Demand Model’s forecasts, updated to reflect
the cumulative land use forecasts of the City of Oakland, increases in traffic levels at each study
intersection were estimated. The 2010 Baseline traffic volumes were developed based on growth
factors developed from the ACCMA model data and reflected the increase in traffic from all
planned development that would affect the study area. Annual growth rates throughout the study
area ranged from 0.8 percent to 3.6 percent. The proposed project volumes are then layered on
top of the projected 2010 Baseline volumes to create the 2010 plus Project Condition. Although
the project would not be fully built by the year 2010, the entire project is analyzed to provide a
conservative evaluation of project impacts. Table IVV.C-10 summarizes the LOS in the near-term
future conditions.

As shown in Table 1V.C-10, the following study intersections would operate at LOS E or F with
the addition of project-generated traffic to the year 2010 Baseline Condition (all intersections
listed below would operate at LOS E or F in the 2010 Baseline Conditions, with the exception of
East 7" Street at Kennedy Street and East 12" Street at Derby Avenue):

8. East 9" Street at Fruitvale Avenue (p.m. peak hour, Oakland jurisdiction);

11.  East 12" Street at 25" Avenue (both peak hours, Oakland jurisdiction);

13.  East 12" Street at 22™ Avenue (p.m. peak hour, Oakland jurisdiction);

16. Foothill Boulevard at Fruitvale Avenue (both peak hours, Oakland jurisdiction);

19. East 7th Street at Kennedy Street (p.m. peak hour, Oakland jurisdiction);

20. East 9" Street at 1-880 Northbound Off-Ramp (both peak hours, Caltrans
jurisdiction);

22. East 12" Street at Derby Avenue (p.m. peak hour, Oakland jurisdiction);

25. International Boulevard at 42" Avenue (p.m. peak hour, Oakland jurisdiction);
and
26. International Boulevard at High Street (p.m. peak hour, Oakland jurisdiction).

Average delay, critical movement delay, and volume-to-capacity ratio increases are evaluated for
each signalized intersection operating at unacceptable conditions in the near-term future
conditions (where applicable). The results of this analysis are summarized in Table 1V.C-11.
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As shown in Table 1V.C-10 and Table I1V.C-11, the East 9" Street at Fruitvale Avenue, East 12"
Street at 22" Avenue, Foothill Boulevard at Fruitvale Avenue, International Boulevard at 42"
Avenue, and International Boulevard at High Street signalized intersections would continue to
operate at LOS E or F with the addition of project-generated traffic. However, none of these
intersections would meet the average delay, critical movement, or volume-to-capacity ratio
thresholds outlined in the City of Oakland’s significance criteria. Thus, the project’s effect on
these signalized intersections would be considered less than significant.

During both peak hours, the worst minor approach of the East 12" Street at 25" Avenue
intersection would operate at LOS F with project traffic. At East 12" Street at Derby Avenue
intersection, with project traffic, the worst minor approach would operate at LOS E in the a.m.
peak hour and LOS F in the p.m. peak hour. At both intersections during both peak hours, the
project would add over ten vehicles, but would not meet the MUTCD Peak-Hour VVolume
warrant. At the East 12" Street at 25™ Avenue (p.m. peak hour) and East 12" Street at Derby
Avenue (both peak hours) intersections, the worst minor approach would not experience enough
total delay (four vehicle hours) or have a high enough volume (100 vehicles) to meet the
requirements of the MUTCD Peak-Hour Volume warrant. During the a.m. peak hour, the worst
minor approach to the East 12" Street at 25" Avenue intersection would experience over four
vehicle hours of total delay, but would not have a high enough volume (100 vehicles) to meet the
requirements of the MUTCD Peak-Hour VVolume warrant. Thus, the project’s effect on conditions
at these intersections would be less than significant.

East 7" Street at Kennedy Street

The addition of project traffic would cause the level of service to deteriorate from LOS D to LOS
E at the East 7" Street at Kennedy Street intersection during the p.m. peak hour. Also, the project
would make a considerable contribution to cumulative impacts at this intersection since it would
contribute over five percent of the cumulative growth. Implementation of Mitigation Measure
C.3a would reduce the impact to a less than significant level.

Mitigation Measure TRANS-3a: Optimize the traffic signal at the intersection of East 7"
Street at Kennedy Street. Optimization of traffic signal shall include determination of
allocation of green time for each intersection approach in proportion with the relative
traffic volumes on those approaches. The signal should be upgraded to current city
standards such as full actuation and count-down pedestrian heads.

The project sponsor would be fully responsible for the cost of optimization of the traffic
signals, as well as the cost of upgrading the signals to current City standards, at the
intersection of East 7" Street at Kennedy Street. However, the project sponsor may be
subject to reimbursement from future projects which would also add traffic to this
intersection for all but sponsor’s fair share, or as otherwise agreed upon. After
implementation of this measure, the intersection would operate at an acceptable LOS B
during the p.m. peak hour.

Significance after Implementation of Mitigation: Less than Significant.
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1V. Environmental Setting, Impacts, and Mitigation Measures
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TABLE IV.C-10
2010 BASELINE AND 2010 PROJECT PEAK-HOUR INTERSECTION LEVELS OF SERVICE (LOS)
AM Peak Hour PM Peak Hour
2010 Baseline With Project 2010 Baseline With Project
Traffic

No. Intersection Control* | 0s® pelay LOS® Delay LOS® Delay LOS® Delay
1 East12"/29" Ave Signal C 20.6 c 20.6 c 21.2 c 325
2 International / 29" Ave Signal C 20.3 C 20.3 C 26.4 C 26.8
3 East12"/30" Ave TWSC C 24.1 D 25.5 B 13.2 B 13.5
4 Animal Shelter / 29" Ave® Signal B 13.0 B 12.9 B 13.2 B 13.0
5  East 12"/ Fruitvale Ave® Signal c 29.3 c 28.4 D 37.0 D 375
6 International / Fruitvale Ave Signal C 22.6 C 23.0 C 20.9 C 21.5
7 San Leandro / Fruitvale Ave Signal D 36.4 D 37.0 C 34.9 D 41.2
8 East 9th / Fruitvale Ave Signal E 72.3 E 73.9 F >80.0 F >80.0
9 East 8"/ Fruitvale Ave Signal B 13.3 B 13.3 C 22.0 C 22.2
10 East 12"/ 26" Ave TWSC D 28.0 D 28.5 B 12.8 B 13.0
11  East 12th / 25th Ave TWSC F >80.0 F >80.0 F >80.0 F >80.0
12 East12"/23" Ave Signal C 28.3 c 28.9 c 25.3 c 26.7
13  East 12th / 22nd Ave” Signal B 17.3 B 17.3 E 58.0 E 57.9
14  International / 23" Ave Signal B 13.0 B 13.2 A 7.4 A 7.6
15  Foothill / 23" Ave Signal B 11.2 B 11.3 B 11.2 B 11.2
16  Foothill / Fruitvale Ave Signal F >80.0 F >80.0 F 80.0 F >80.0
17  Kennedy/ 23" Ave® Signal B 13.5 B 13.4 c 20.3 c 20.5
18  East 7"/ 23" Ave Signal C 23.9 c 23.9 B 10.8 B 10.9
19 East 7th / Kennedy St Signal A 10.0 B 10.0 D 39.3 E 56.3
20 EZ?;?“ ==l el AWSC F 800 F 800 F 800 F  >80.0
21 East 8"/ Lisbon Ave TWSC C 15.9 C 16.5 C 18.2 C 18.7
22  East 12th / Derby Ave TWSC © 22.3 E 38.5 D 33.5 F >80.0
23 International / 35" Ave Signal B 13.0 B 13.0 B 13.1 B 13.2
24  International / 38" Ave Signal C 32.4 C 32.4 D 46.1 D 46.2
25 International / 42nd Ave® Signal D 40.1 D 40.0 F >80.0 F >80.0
26 International / High St Signal © 22.8 © 24.5 E 63.6 E 66.2
27  Blanding / Park St Signal C 23.6 C 23.6 C 26.6 C 27.5
28 Clement/ Park St Signal D 50.3 D 50.8 C 21.1 C 21.9
29  Buena Vista/ Park St° Signal D 49.0 D 48.7 B 15.7 B 15.7
30 Lincoln/ Park St Signal B 12.9 B 13.0 B 14.9 B 15.4
31 SantaClara/ Park St Signal D 46.8 D 48.3 C 20.5 C 21.1
32 Central / Park St Signal B 18.6 B 18.8 C 23.4 C 24.6

Bold, shaded intersections indicate unacceptable operating conditions.
2 The LOS and delay for two-way stop controlled intersections represent the worst movement or approach. The LOS and delay for
signalized intersections and all-way stop controlled intersections represent the overall intersection.

Project would add trips primarily to non-critical movements, thus resulting in a minor decrease to overall average delay in Baseline plus
Project Conditions.

b

SOURCE: Korve Engineering (2007)
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TABLE IV.C-11
2010 PLUS PROJECT DETAILED OPERATIONS SUMMARY

AM Peak Hour PM Peak Hour

Poten-
tially
Increase from 2010 Baseline Increase from 2010 Baseline Signif-
Percent Percent icant
. Avg Critical V/IC Project Avg Critical V/C Project  Impact
No. Intersection Delay Move Ratio  Volume  Delay Move Ratio  Volume ?
Baseline Condition degrades from LOS D or better to LOS E or worse:*
19  East 7" /Kennedy St NA NA NA 34.9% Yes
22 East 12" / Derby Ave® NA NA NA 32.9% NA NA NA 30.2 No
LOS E with and without the addition of project-generated traffic:”
8 East 9"/ Fruitvale Ave 1.6 4.4 NA 2.5% - No
13 East12"/22" Ave 0.0 0.2 NA 8.2% No
26 International / High St* -—-- - 2.6 NA 1.9% 11.6% No
LOS F with and without the addition of project-generated traffic:®
8 East 9"/ Fruitvale Ave - - NA NA 0.1% 6.4% No
11 East 12"/ 25" Ave® NA NA NA 6.7% NA NA NA 10.6% No
16 Foothill / Fruitvale Ave NA NA 0.6% 10.3% NA NA 0.8% 11.8% No
th
qp DBl S DN O NA NA NA 8.4% NA NA NA 27.0%  Yes
Ramp
25 International / 42™ Ave ---- ---- NA NA 0.3% 10.0% No

NA = Criteria Not Applicable

a

b

- o Q O

-- = Intersection does not operate at specified condition

Based on City of Oakland significance criteria, the project would have a significant impact if intersection LOS deteriorated from LOS D or
better to LOS E or worse. Average Delay, Critical Movement, and V/C Ratio thresholds do not apply.

Based on City of Oakland significance criteria, for intersections operating at LOS E in the baseline condition, V/C Ratio thresholds do not
apply.

Unsignalized intersection would not meet the requirements of the MUTCD Peak Hour Volume Signal Warrant.

Critical movement delays cannot be measured accurately. Alternatively, the increase V/C Ratio is shown.

Average delay and critical movement delay cannot be measured accurately. Alternatively, the increase V/C Ratio is shown.
Unsignalized intersection meets the requirements of the MUTCD Peak Hour Volume Signal Warrant.

SOURCE: Korve Engineering (2007)

East 9" Street at 1-880 Northbound Off-Ramp

The addition of project traffic would cause the City of Oakland’s significance criteria for
unsignalized intersections to be met at the East 9" Street at 1-880 Northbound Off-Ramp
intersection during both peak hours. Also, the project would make a considerable contribution to
cumulative impacts at this intersection since it would contribute over five percent of the
cumulative growth. Implementation of Mitigation Measure TRANS-3b would reduce the
impact to a less than significant level.

Mitigation Measure TRANS-3b: The project sponsor shall implement Mitigation
Measure TRANS-2a.

Significance after Implementation of Mitigation: Less than Significant; however, because the
City of Oakland, as lead agency, could not implement part of Mitigation Measure TRANS-.2a
(changes to the freeway off-ramps) without the approval of Caltrans, the project impact is
considered Significant and Unavoidable.
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Cumulative 2025 Conditions

Impact TRANS-4: Traffic generated by the proposed project in combination with
cumulative growth would affect traffic levels of service at local intersections under
Cumulative (2025) Conditions. (Potentially Significant)

Traffic increases for each study intersection were estimated based on forecasts from the most
recent version of the ACCMA Countywide Transportation Demand Model available at the time
this analysis was conducted (September 2006), updated to reflect the cumulative land use
forecasts of the City of Oakland. This cumulative scenario includes all development contemplated
in the study area. Annual growth rates throughout the study area ranged from 0.8 percent to 3.6
percent. Table 1V.C-12 summarizes the LOS under the cumulative scenarios.

As shown in Table I1V.C-12, the following study intersections would operate at LOS E or F with
the addition of project-generated traffic to the year 2025 Base Condition (all intersections listed
below would operate at LOS E or F in the Cumulative Baseline Conditions with the exception of
the 12" Street at 23" Street and 12" Street at 29" Street intersections):

East 12" Street at 29" Avenue (p.m. peak hour, Oakland jurisdiction);

International Boulevard at 29" Avenue (p.m. peak hour, Oakland jurisdiction);

East 12" Street at 30" Avenue (a.m. peak hour, Oakland jurisdiction);

East 12" Street at Fruitvale Avenue (both peak hours, Oakland jurisdiction);

International Boulevard at Fruitvale Avenue (a.m. peak hour, Oakland

jurisdiction);

7. San Leandro Street at Fruitvale Avenue (both peak hours, Oakland jurisdiction);

8. East 9™ Street at Fruitvale Avenue (both peak hours, Oakland jurisdiction);

9. East 8" Street at Fruitvale Avenue (p.m. peak hour, Oakland jurisdiction);

10. East 12" Street at 26™ Avenue (a.m. peak hour, Oakland jurisdiction);

11. East 12" Street at 25" Avenue (both peak hours, Oakland jurisdiction);

12. East 12" Street at 23™ Avenue (a.m. peak hour, Oakland jurisdiction);

13. East 12™ Street at 22™ Avenue (p.m. peak hour, Oakland jurisdiction);

16. Foothill Boulevard at Fruitvale Avenue (both peak hours, Oakland jurisdiction);

18. East 7™ Street at 23" Avenue (a.m. peak hour, Oakland jurisdiction);

19. East 7th Street at Kennedy Street (p.m. peak hour, Oakland jurisdiction);

20. East 9" Street at 1-880 Northbound Off-Ramp (both peak hours, Caltrans
jurisdiction);

22. East 12™ Street at Derby Avenue (both peak hour, Oakland jurisdiction);

o wnE

25. International Boulevard at 38" Avenue (both peak hours, Oakland jurisdiction);
25. International Boulevard at 42" Avenue (both peak hour, Oakland jurisdiction);
26. International Boulevard at High Street (p.m. peak hour, Oakland jurisdiction);

217. Blanding Avenue at Park Street (p.m. peak hour, Alameda jurisdiction);
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TABLE IV.C-12
2025 PEAK-HOUR INTERSECTION LEVELS OF SERVICE (LOS)
AM Peak Hour PM Peak Hour
2025 Baseline  With Project 2025 Baseline  With Project
Traffic

No. Intersection Control* | 0s® pelay LOS® Delay LOS® Delay LOS® Delay
1 East 12" /29" Ave® Signal D 51.8 D 50.7 D 48.7 E 71.6
2 International / 29" Ave Signal © 325 C 32.6 E 79.2 F >80.0
3 East12"/30" Ave TWSC F 75.2 F >80.0 C 17.2 c 17.8
4 Animal Shelter / 29" Ave® Signal B 13.0 B 12.9 B 13.3 B 13.1
5 East 12" / Fruitvale Ave Signal F >80.0 F >80.0 F >80.0 F >80.0
6 International / Fruitvale Ave Signal E 71.2 E 75.1 D 37.2 D 39.9
7 San Leandro / Fruitvale Ave Signal F >80.0 F >80.0 F >80.0 F >80.0
8 East 9" / Fruitvale Ave Signal F >80.0 F >80.0 F >80.0 F >80.0
9 East 8" / Fruitvale Ave Signal © 25.3 C 25.8 E 60.2 E 63.5
10 East 12"/ 26" Ave TWSC F >80.0 F >80.0 C 17.2 c 17.6
11  East 12" /25" Ave TWSC F >80.0 F >80.0 F >80.0 F >80.0
12 East 12"/23" Ave Signal D 54.6 E 55.3 D 45.2 D 46.9
13 East 12"/22™ Ave Signal C 27.0 c 27.0 F >80.0 F >80.0
14  International / 23" Ave Signal C 29.0 C 30.0 A 8.7 A 9.0
15  Foothill / 23 Ave Signal B 13.4 B 13.5 B 12.7 B 12.8
16  Foothill / Fruitvale Ave Signal F >80.0 F >80.0 F >80.0 F >80.0
17  Kennedy/ 23" Ave® Signal B 14.7 B 14.6 c 24.4 c 24.8
18 East 7" /23" Ave Signal F >80.0 F >80.0 B 12.4 B 12.4
19 East 7" /Kennedy St Signal B 10.8 B 10.8 E 68.5 F >80.0
20 East9"/1-880 NB Off-Ramp  AWSC F >80.0 F >80.0 F >80.0 F >80.0
21  East8"/Lishon Ave TWSC C 17.9 c 18.7 C 21.0 c 21.6
22  East 12"/ Derby Ave TWSC F 73.6 F >80.0 F >80.0 F >80.0
23 International / 35" Ave Signal B 16.4 B 16.7 C 23.5 C 24.4
24  International / 38" Ave® Signal E 71.1 E 70.7 F >80.0 F >80.0
25 International / 42" Ave Signal E 71.9 E 71.9 F >80.0 F >80.0
26 International / High St Signal © 33.1 D 35.4 F >80.0 F >80.0
27 Blanding / Park St Signal D 52.6 D 53.0 F >80.0 F >80.0
28 Clement/ Park St Signal F >80.0 F >80.0 E 715 E 78.2
29 Buena Vista/Park St Signal F >80.0 F >80.0 D 44.0 D 43.8
30 Lincoln/ Park St Signal B 194 B 19.7 C 25.0 C 28.2
31 SantaClara/ Park St Signal F >80.0 F >80.0 E 59.7 E 63.6
32 Central / Park St Signal E 58.3 E 60.7 F >80.0 F >80.0

NOTE: Bold, shaded intersections indicate unacceptable operating conditions.
2 The LOS and delay for two-way stop controlled intersections represent the worst movement or approach. The LOS and delay for
signalized intersections and all-way stop controlled intersections represent the overall intersection.

Project would add trips primarily to non-critical movements, thus resulting in a minor decrease to overall average delay in Baseline plus
Project Conditions.

b

SOURCE: Korve Engineering (2007)
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28. Clement Avenue at Park Street (both peak hours, Alameda jurisdiction);
29. Buena Vista Avenue at Park Street (a.m. peak hour, Alameda jurisdiction);
31. Santa Clara Avenue at Park Street (both peak hours, Alameda jurisdiction); and

32. Central Avenue at Park Street (both peak hours, Alameda jurisdiction).

Average delay, critical movement delay, and volume-to-capacity ratio increases are evaluated for
each signalized intersection operating at unacceptable conditions in the Cumulative Conditions
(where applicable). The results of this analysis are summarized in Table 1V.C-13.

As shown in Table IV.C-12 and Table 1V.C-13, the East 12" Street at Fruitvale Avenue, East 9"
Street at Fruitvale Avenue, East 8" Street at Fruitvale Avenue, East 12" Street at 22™ Avenue,
Foothill Boulevard at Fruitvale Avenue, East 7" Street at 23" Avenue, International Boulevard at
38" Avenue, International Boulevard at 42" Avenue, International Boulevard at High Street,
Blanding Avenue at Park Street, Buena Vista Avenue at Park Street, Santa Clara Avenue at Park
Street, and Central Avenue at Park Street signalized intersections operate at LOS E or F with the
addition of project-generated traffic. However, none of these intersections would meet the
average delay, critical movement, or volume-to-capacity ratio thresholds outlined in the City of
Oakland’s significance criteria. Thus, the project’s effect on these signalized intersections would
be considered less than significant. At the International Boulevard at Fruitvale Avenue and San
Leandro Street at Fruitvale Avenue intersections the volume-to-capacity ratio threshold would be
met. However, since the project would contribute less than five percent of the cumulative growth
at these intersections, the project’s effect on these intersections would be considered less than
significant. At the International Boulevard at 29" Avenue and the East 12" Street at 23" Avenue
intersections the project would contribute less than five percent of the cumulative growth. Thus,
the project’s effect on this intersection would also be considered less than significant.

During the a.m. peak hour, the worst minor approach to the East 12" Street at 30" Avenue
intersection would operate at LOS F with project traffic. During both peak hours, the worst minor
approach of the East 12" Street at Derby Avenue intersection would operate at LOS F with
project traffic. In both, the project adds over ten vehicles, but would not meet the MUTCD
Peak-Hour Volume warrant. The worst minor approach to the East 12" Street at 30" Avenue
intersection (a.m. peak hour) would not experience enough total delay (four vehicle hours) or
have a high enough volume (100 vehicles) to meet the requirements of the MUTCD Peak-Hour
Volume warrant. The worst minor approach to the East 12" Street at Derby Street intersection
(both peak hours) would experience over four vehicle hours of total delay, but would not have a
high enough volume (100 vehicles) to meet the requirements of the MUTCD Peak-Hour Volume
warrant. Thus, the project’s effect on conditions at these intersections would be less than
significant.

During the a.m. peak hour, the worst minor approach to the East 12" Street at 26" Avenue
intersection would operate at LOS F with project traffic. During both peak hours, the worst minor
approach of the East 12" at 25" Avenue intersection would operate at LOS F with project traffic.
At both intersections, the requirements of the MUTCD Peak-Hour VVolume warrant are met.
However, since the project would not contribute over five percent to the cumulative growth, the
project’s effect on conditions at these intersections would be less than significant.
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TABLE IV.C-13
2025 PLUS PROJECT DETAILED OPERATIONS SUMMARY

AM Peak Hour

PM Peak Hour

Increase from 2025 Baseline Increase from 2025 Baseline Pt?;ﬁ;-
Percent Percent Signif-
) Avg Critical VIC Project Avg Critical vIC Project icant
No.  Intersection Delay Move Ratio Volume Delay Move Ratio Volume  |mpact?
Baseline Ccondition degrades from LOS D or better to LOS E or worse:*
1 East 12"/ 29" Ave NA NA NA 17.9% Yes
12 East12"/23" Ave NA NA NA 1.4% No
Baseline Condition degrades from LOS E to LOS F:*
2 International / 29" Ave — — — — NA NA NA 3.6% No
19 East 7" / Kennedy St - - - - NA NA NA 11.9% Yes
LOS E with and without the addition of project-generated traffic:”
6 International / Fruitvale® 3.9 NA 3.4% 2.9% - - - - No
9 East 8" / Fruitvale Ave® - - - - 3.3 NA 1.8% 1.9% No
24 International / 38" Ave 0.0 0.0 NA 2.9% - - - - No
25 International / 42" Ave 0.0 0.0 NA 2.6% - - - - No
28 Clement / Park St¢ — — — — 6.7 16.0 NA 5.3% Yes
31 Santa Clara / Park St® - - - 3.9 NA NA NA No
32 Central / Park St* 2.4 NA NA NA - - - - No
LOS F with and without the addition of project-generated traffic:*
3 East 12"/ 30™ Ave® NA NA NA 8.3% No
5 East 12" / Fruitvale Ave NA NA 0.1% 1.8% NA NA 0.7% 2.0% No
7 San Leandro / Fruitvale NA NA 0.0% 1.0% NA NA 4.2% 1.7% No
8 East 9" / Fruitvale Ave NA NA 0.7% 0.6% NA NA 0.1% 1.7% No
10  East 12"/ 26" Ave! NA NA NA 1.4% No
11 East 12"/ 25" Ave! NA NA NA 1.8% NA NA NA 2.9% No
13 East 12" / 22nd Ave NA NA 0.2% 0.7% No
16 Foothill / Fruitvale Ave NA NA 1.1% 2.8% NA NA 0.7% 3.2% No
18 East 7"/ 23rd Ave NA NA 0.0% 0.8% No
20 Eifntgh YRR - NA NA NA 2.3% NA NA NA 8.4% Yes
22 East 12"/ Derby Ave® NA NA NA 10.9% NA NA NA 9.8% No
24 International / 38" Ave - - - - NA NA 0.0% 3.4% No
25 International / 42™ Ave - - - - NA NA 0.2% 2.7% No
26 International / High St - - - - NA NA 1.6% 3.2% No
27 Blanding / Park St® - - - - 1.9 NA NA NA No
28 Clement / Park St? 2.1 NA NA NA - - - - No
29 Buena Vista / Park St® 0.0 NA NA NA - - - - No
31 Santa Clara / Park St® 3.3 NA NA NA - - - - No
32 Central / Park St* ---- - - - 5.3 NA NA NA Yes

NA = Criteria Not Applicable;

a

---- = Intersection does not operate at specified condition

Based on City of Oakland significance criteria, the project would have a significant impact if intersection LOS deteriorated from LOS D or

better to LOS E or worse, or from LOS E to LOS F. Average Delay, Critical Movement, and V/C Ratio thresholds do not apply.

apply.

Q ™ o a O

SOURCE: Korve Engineering (2007)

Critical movement delays cannot be measured accurately. Alternatively, the increase V/C Ratio is shown.
Average delay and critical movement delay cannot be measured accurately. Alternatively, the increase V/C Ratio is shown.
Unsignalized intersection would not meet the requirements of the MUTCD Peak Hour Volume Signal Warrant.

Unsignalized intersection meets the requirements of the MUTCD Peak Hour Volume Signal Warrant.
Critical Movement, V/C Ratio, and Percent Project Volume criteria do not apply to Alameda intersections.

Based on City of Oakland significance criteria, for intersections operating at LOS E in the baseline condition, V/C Ratio thresholds do not
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East 12" Street at 29" Avenue

The addition of project traffic would cause the level of service to deteriorate from LOS D to LOS
E at the East 12" Street at 29™ Avenue intersection during the p.m. peak hour. Also, the project
would make a considerable contribution to cumulative impacts at this intersection since it would
contribute over five percent of the cumulative growth. Implementation of Mitigation Measure
TRANS-4a would reduce the severity of the impact.

Mitigation Measure TRANS-4a: Widen and reconfigure the northbound approach to the
East 12" Street at 29" Avenue intersection to include a left-turn lane, through lane, and a
right-turn lane. Adjust signal phasing to protect northbound left turns. The signal should be
upgraded to current city standards such as full actuation and count-down pedestrian heads.
Although these adjustments would not fully mitigate the project’s contribution to
cumulative growth, it must be implemented to improve average delay per vehicle, and
reduce delay for critical movements.

The project sponsor would be fully responsible for the cost of widening and signal
improvement for the northbound approach to the intersection of East 12" Street at 29"
Avenue, as well as the cost of upgrading the signals to current City standards. However, the
project sponsor may be subject to reimbursement from future projects which would also
add traffic to this intersection for all but sponsor’s fair share, or as otherwise agreed upon.
After mitigation, the intersection would operate at LOS D during the p.m. peak hour. The
implementation of Mitigation Measure TRANS-4a would not lead to any adverse
impacts.

Since the project site straddles both sides of the northbound approach to the intersection of
East 12" Street at 29" Avenue, the site plan would need to be adjusted accordingly for
widening to take place. The project sponsor would need to dedicate private property to the
City of Oakland to facilitate the intersection widening. The new northbound right-turn lane
would be approximately 250 feet. Although this is a sufficient length to reduce impacts to
less than significant levels, it falls 50 feet short of the 300 feet needed to accommodate the
95™ percentile queues during the p.m. peak hour. The right turn lane cannot be extended
any further south due to the location of the railroad tracks. However, as discussed later in
this chapter, failure to achieve the 95™ percentile queuing is not considered a CEQA
impact. Thus, the project impacts are less than significant with the proposed mitigation.

Significance after Implementation of Mitigation: Less than Significant.

East 7" Street at Kennedy Street

The addition of project traffic would cause the level of service to deteriorate from LOS E to LOS
F at the East 7" Street at Kennedy Street intersection during the p.m. peak hour. Also, the project
would make a considerable contribution to cumulative impacts at this intersection since it would
contribute over five percent of the cumulative growth. Implementation of Mitigation Measure
TRANS-4b would reduce the impact to a less than significant level.

Mitigation Measure TRANS-4b: The project shall implement Mitigation
MeasureTRANS-3a.
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Significance after Implementation of Mitigation: Less than Significant.

East 9" Street at 1-880 Northbound Off-Ramp

The addition of project traffic would cause the City of Oakland’s significance criteria for
unsignalized intersections to be met at the East 9" Street at 1-880 Northbound Off-Ramp
intersection during both peak hours. Also, the project would make a considerable contribution to
cumulative impacts at this intersection since it would contribute over five percent of the
cumulative growth. Implementation of Mitigation Measure TRANS-4c would reduce the impact
to a less than significant level.

Mitigation Measure TRANS-4c: The project shall implement Mitigation Measure
TRANS-2a.

Significance after Implementation of Mitigation: Less than Significant; however, because the
City of Oakland, as lead agency, could not implement part of Mitigation Measure TRANS-2a
(changes to the freeway off-ramps) without the approval of Caltrans, the project impact is
considered Significant and Unavoidable.

Clement Avenue at Park Street

The Clement Avenue at Park Street intersection would operate at LOS E with and without the
addition of project traffic. However, the addition of project traffic causes the average delay to
increase by over four seconds, which would meet the City of Alameda significance criteria.
Implementation of Mitigation Measure TRANS-4d would reduce the impact to a less than
significant level.

Mitigation Measure TRANS-4d: Optimize the traffic signal at the intersection of Clement
Avenue at Park Street. Optimization of traffic signal shall include determination of
allocation of green time for each intersection approach in proportion with the relative
traffic volumes on those approaches. The signal should be upgraded to current city
standards such as full actuation and count-down pedestrian heads.

The project sponsor shall contribute its fair-share toward the cost of optimization of the
traffic signals at the intersection of Clement Avenue at Park Street. The project sponsor’s
fair share would be the project’s contribution to cumulative growth, which is 5.4 percent.
After implementation of this measure, the intersection would operate at an acceptable
LOS D during the p.m. peak hour.

Significance after Implementation of Mitigation: Less than Significant; however, because the
City of Oakland, as lead agency, could not implement part of Mitigation Measure TRANS-4d
without the approval of the City of Alameda, the project impact is considered Significant and
Unavoidable.

Gateway Community Development Project IV.C-50 ESA /204358
Draft Environmental Impact Report August 2007



1V. Environmental Setting, Impacts, and Mitigation Measures

C. Transportation, Circulation, and Parking

Central Avenue at Park Street

The Central Avenue at Park Street intersection would operate at LOS E in the a.m. peak hour and
LOS F in the p.m. peak hour with and without the addition of project traffic. During the a.m. peak
hour, the addition of project traffic would not cause the average delay to increase by over four
seconds. However, in the p.m. peak hour, the addition of project traffic would cause the average
delay to increase by over four seconds, which would meet the City of Alameda significance
criteria. Thus, the project would create a potentially significant impact at this intersection
according to the City of Alameda significance criteria, Impact TRANS-4e. The p.m. peak hour
left-turn restriction at the intersection is not currently being observed by all motorists. The p.m.
peak hour left-turn restriction at the intersection is required to maintain acceptable levels of
service. If the p.m. peak hour left-turn restriction is observed, average delay would be reduced
substantially, the intersection would operate at LOS D, and no project impact would occur. Since
the p.m. peak hour left-turn restriction is not being observed by all motorists, the project impact is
considered significant and unavoidable. No other feasible improvements are available at this
intersection that would mitigate the project’s impact, such as reconfiguring or widening other
intersection approaches.

Significance: Significant and Unavoidable.

Freeway Impacts
Baseline plus Project Conditions

Impact TRANS-5: Traffic generated by the project would affect baseline traffic levels on
freeway segments in the project area. (Less than Significant)

Levels of service on the freeway system were evaluated based on the volume-to-capacity (V/C)
ratio methodology used by the City of Oakland, as well as the density methodology used by
Caltrans. The V/C ratio methodology used by the City of Oakland is the criteria used in this
document to determine if the project would have a significant traffic impact. Table 1V.C-14
presents peak-hour freeway levels of service with and without the proposed project based on
V/C ratios, and vehicle density. Project traffic would represent up to 0.96 percent of traffic
volumes on freeway study segments, and the addition of project-generated traffic would not
change the LOS on any freeway segment, thus the project impact would be less than significant.

Mitigation: None Required.

Near-Term Future 2010 plus Project Conditions

Impact TRANS-6: Traffic generated by the project would affect traffic levels on freeway
segments in the project area under future (2010) Conditions. (Less than Significant)
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Levels of service on the freeway system were evaluated based on the volume-to-capacity (V/C)
ratio methodology used by the City of Oakland, as well as the density methodology used by
Caltrans. The V/C ratio methodology used by the City of Oakland is the criteria used in this
report to determine if the project would have a significant traffic impact. Table 1V.C-15 presents
peak-hour freeway levels of service in 2010 with and without the proposed project based on

VIC ratios, and vehicle density. Project traffic would represent up to 0.94 percent of traffic
volumes on freeway study segments, and the addition of project-generated traffic would not
change the LOS on any freeway segment, thus the project impact would be less than significant.

Mitigation: None Required.

Cumulative 2025 plus Project Conditions

Impact TRANS-7: Traffic generated by the proposed project would affect traffic levels on
freeway segments in the project area under Cumulative (2025) Conditions. (Less than
Significant)

Levels of service on the freeway system were evaluated based on the volume-to-capacity (V/C)
ratio methodology used by the City of Oakland, as well as the density methodology used by
Caltrans. The V/C ratio methodology used by the City of Oakland is the criteria used in this
report to determine if the project would have a significant traffic impact. Table 1V.C-16 presents
peak-hour freeway levels of service in 2025 with and without the proposed project based on

VIC ratios, and vehicle density. Project traffic would represent up to 0.89 percent of traffic
volumes on freeway study segments, and the addition of project-generated traffic would not
change the LOS on any freeway segment, thus the project impact would be less than significant.

Mitigation: None Required.

Transit Impacts

Impact TRANS-8: The proposed project would increase ridership on public transit
providers serving the area. (Less than Significant)

Transit trip generation was based on 2000 Census Journey to Work data. The proposed project
would result in approximately 428 daily BART trips and 412 daily AC Transit bus trips to and
from the project site on an average weekday. In the morning peak hour, the proposed project
would generate approximately 29 BART trips (8 inbound, 21 outbound) and 28 AC Transit bus
trips (8 inbound, 20 outbound). In the evening peak commute hour, the project would generate
roughly 38 BART trips (21 inbound, 17 outbound) and 37 AC Transit bus trips (21 inbound,
16 outbound).
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TABLE IV.C-14
BASELINE AND BASELINE PLUS PROJECT PEAK-HOUR FREEWAY LEVEL OF SERVICE (LOS)

C. Transportation, Circulation, and Parking

Volume-to-Capacity Methodology

Density Methodology

Baseline Baseline + Project Baseline Baseline + Project Percent
Peak Project
Location Direction Hour  Veh/lane VIC LOS Vehl/lane Vv/C LOS pc/mi/ln LOS Pc/mi/ln LOS Volume
[-880 West of 23rd Street Westbound AM 1,820 0.91 E 1,835 0.92 E 29.9 D 30.3 D 0.84%
PM 1,911 0.96 E 1,922 0.96 E 324 D 32.7 D 0.58%
Eastbound AM 1,788 0.89 D 1,793 0.90 D 29.2 D 29.3 D 0.24%
PM 1,828 0.91 E 1,846 0.92 E 30.1 D 30.6 D 0.96%
[-880 East of Westbound AM 1,778 0.89 D 1,782 0.89 D 28.9 D 29.0 D 0.18%
29th Avenue/Fruitvale Avenue PM 1,868 0.93 E 1,883 0.94 E 31.2 D 31.6 D 0.80%
Eastbound AM 1,747 0.87 D 1,762 0.88 D 28.2 D 28.5 D 0.82%
PM 1,787 0.89 D 1,795 0.90 D 29.1 D 29.3 D 0.48%
SOURCE: Korve Engineering and Caltrans (2007)
TABLE IV.C-15
2010 PEAK-HOUR FREEWAY LEVEL OF SERVICE (LOS)
Volume-to-Capacity Methodology Density Methodology
2010 2010 + Project 2010 2010 + Project Percent
Peak Project
Location Direction Hour  Veh/lane VIC LOS Veh/lane VIC LOS pc/mi/ln LOS pc/mi/in LOS Volume
[-880 West of 231 Street Westbound AM 1,854 0.93 E 1,869 0.93 E 30.8 D 31.2 D 0.82%
PM 1,947 0.97 E 1,958 0.98 E 335 D 33.8 D 0.56%
Eastbound AM 1,822 0.91 E 1,826 0.91 E 30.0 D 30.1 D 0.23%
PM 1,863 0.93 E 1,880 0.94 E 31.0 D 315 D 0.94%
[-880 East of Westbound AM 1,812 0.91 E 1,815 0.91 E 29.7 D 29.8 D 0.18%
29th Avenue/Fruitvale Avenue PM 1,903 0.95 E 1,918 0.96 E 32.1 D 32.6 D 0.79%
Eastbound AM 1,780 0.89 D 1,794 0.90 D 29.0 D 29.3 D 0.80%
PM 1,820 0.91 E 1,829 0.91 E 29.9 D 30.1 D 0.47%
SOURCE: Korve Engineering and Caltrans (2007)
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TABLE IV.C-16
CUMULATIVE (YEAR 2025) PEAK-HOUR FREEWAY LEVEL OF SERVICE (LOS)

Volume-to-Capacity Methodology

Density Methodology

2025 2025 + Project 2025 2025 + Project Percent
Peak Project
Location Direction Hour  Veh/lane VIC LOS Veh/lane VIC LOS pc/mi/in LOS pc/mi/in LOS Volume
[-880 West of 23rd Street Westbound AM 1,960 0.98 E 1,976 0.99 E 33.9 D 34.4 D 0.78%
PM 2,059 1.03 F 2,070 1.03 F 37.3 E 37.7 E 0.53%
Eastbound AM 1,926 0.96 E 1,930 0.97 E 32.8 D 32.9 D 0.22%
PM 1,969 0.98 E 1,987 0.99 E 34.2 D 34.7 D 0.89%
[-880 East of Westbound AM 1,916 0.96 E 1,919 0.96 E 325 D 32.6 D 0.17%
29t Avenue/Fruitvale Avenue PM 2,012 1.01 F 2,027 1.01 F 35.6 E 36.1 E 0.75%
Eastbound AM 1,882 0.94 E 1,896 0.95 E 31.6 D 32.0 D 0.76%
PM 1,924 0.96 E 1,933 0.97 E 32.8 D 33.0 D 0.44%
SOURCE: Korve Engineering and Caltrans (2007)
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Project BART Ridership. The potential project-related impacts on both BART lines and the
BART Station by the project were investigated. The project generated BART trips were assigned
to each of the BART lines at the Fruitvale BART Station on the basis of the baseline ridership
share of each line. The number of new project-related trips assigned to BART during either peak
hour ranges from one to seven per line, which would result in less than a one percent increase in
ridership. The increases are all less than the three percent significance threshold for impact on
BART service. In addition, load factors would be less than 115 percent for lines in the East Bay
and 135 percent for transhay lines, with the proposed project, and would be in compliance with
the performance measures of BART described in the 2003 Congestion Management Program
(CMP 2003) of the Alameda County Congestion Management Agency.

During the morning peak hour, passengers entering the Fruitvale BART Station would increase
by approximately one percent due to the project. During the evening peak hour, passengers
exiting the Fruitvale BART Station would increase by just over one percent due to the project. On
average, the proposed project would result in an average increase of less than one person per train
on the busiest BART line during either peak hour. The project is not expected to adversely affect
the operation of the Fruitvale BART Station.

Project AC Transit Ridership. The potential project-related impacts on AC Transit were
evaluated by calculating the total number of bus trips generated by the project and then
distributing the bus trips to the bus lines near the project based on the trip distribution pattern.
Since the maximum load factor does not reach 125 percent with the project, the threshold of
significance is not met, thus the project’s contribution to transit impacts as it concerns AC Transit
Ridership would be less than significant.

Mitigation: None Required.

Pedestrian and Bicycle Facilities Impacts

Impact TRANS-9: Development of the proposed project would conflict with existing
pedestrian and/or bicycle facilities. (Less than Significant)

As described in the Environmental Setting of this section, there are Class 1, 2, and 3 bicycle
facilities on East 7" Street and Fruitvale Avenue-Tilden Way that provide access to the project
area. The project is not in conflict with the City’s long term plans to add bicycle lanes to East 12"
Street.

With the exception of the at-grade railroad crossing on 29" Avenue just south of the proposed
project site and Derby Avenue south of East 12" Street, all streets provide sufficient sidewalks for
pedestrian circulation in the project area. However, as part of the project, sidewalks would be
installed along Derby Avenue along the edge of the project site. Transit trips generated by the
project exiting the project site from any street would have sufficient sidewalks available for paths
to BART or AC Transit bus stops. The pedestrian path to the Fruitvale Bart Station is east along
East 12" Street from the project site. Pedestrian paths to the AC Transit bus stops include walking
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west along East 12" Street from the project site to the intersection of East 12" Street and 26"
Avenue, walking north along 29™ Avenue from the project site to the intersection of International
Boulevard and 29" Avenue, and walking east along East 12" Street from the project site to the
Fruitvale BART Station.

Mitigation: None Required.

Impact TRANS-10: Development of the proposed project would require improvements to
pedestrian and/or bicycle facilities. (Less than Significant)

The project would result in a significant impact if it would increase traffic hazards to motor
vehicles, bicycles, or pedestrians due to a design feature that does not comply with Caltrans
design standards, or due to the introduction of incompatible uses. The project, including all
potential improvements to be implemented by the project, would be built to modern engineering
standards, and would not create design features dangerous to pedestrians, bicyclists, or motorists.
Thus, the project would not create a significant impact to pedestrians or bicyclists relative to
project design. This is nevertheless discussed under Evaluation of Non-CEQA Impacts, presented
further in this section.

Mitigation: None Required.

Construction

Impact TRANS-11: Construction of the proposed project would affect traffic flow and
circulation, parking, and pedestrian safety. (Potentially Significant)

During the construction period, temporary and intermittent transportation impacts would result
from truck movements as well as construction worker vehicles traveling to and from the project
site. The construction-related traffic would result in a temporary reduction to the capacities of
project area streets because of the slower movements and larger turning radii of construction
trucks compared to passenger vehicles. Given the proximity of 1-880 freeway ramps, use of local
roadways would be limited. Truck traffic that occurs during the peak commute hours (7:00 a.m.
to 9:00 a.m. and 4:00 p.m. to 6:00 p.m.) could result in worse levels of service and higher delays
at local intersections than during off-peak hours. Also, parking of construction workers’ vehicles
would temporarily increase parking occupancy levels in the area.

As part of the build-out of the proposed project, all sidewalks and pedestrian ramps bordering the
project site will be reconstructed. All ramps adjacent to the project site are to be upgraded to full
Americans with Disabilities Act (ADA) compliance.

Standard Condition TRANS-11: Prior to the issuance of each building permit, the project
sponsor and construction contractor shall meet with the Transportation Services Division of
the Oakland Public Works Agency and other appropriate City of Oakland agencies to
determine traffic management strategies to reduce, to the maximum extent feasible, traffic
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congestion and the effects of parking demand by construction workers during construction
of this project and other nearby projects that could be simultaneously under construction.
The project sponsor shall develop a construction management plan for review and approval
by the City Transportation Services Division. The plan shall include at least the following
items and requirements:

. A set of comprehensive traffic control measures, including scheduling of major truck
trips and deliveries to avoid peak traffic hours, detour signs if required, lane closure
procedures, signs, cones for drivers, and designated construction access routes.

. Notification procedures for adjacent property owners and public safety personnel
regarding when major deliveries, detours, and lane closures will occur.

. Location of construction staging areas for materials, equipment, and vehicles (must
be located on the project site).

o Identification of haul routes for movement of construction vehicles that would
minimize impacts on vehicular and pedestrian traffic, circulation and safety; and
provision for monitoring surface streets used for haul routes so that any damage and
debris attributable to the haul trucks can be identified and corrected by the project
applicant.

. Temporary construction fences to contain debris and material and to secure the site.
. Provisions for removal of trash generated by project construction activity.

. A process for responding to, and tracking, complaints pertaining to construction
activity, including identification of an onsite complaint manager.

. Provisions for monitoring surface streets used for truck routes so that any damage
and debris attributable to the trucks can be identified and corrected.

. Subject to City review and approval, prior to start of construction, a construction
worker transportation demand management (TDM) program shall be implemented to
encourage construction workers to carpool or use alternative transportation modes in
order to reduce the overall number of vehicle trips associated with construction
workers.

Significance after Implementation of Standard Condition: Less than Significant.

Congestion Management Program Evaluation

Impact TRANS-12: Development of the proposed project would have a cumulative impact
on roadway segments in the regional traffic network. (Less than Significant)

The Alameda County Congestion Management Program (CMP) requires the assessment of

development-driven impacts to regional roadways. Because the project would generate more than
100 “net new” p.m. peak-hour trips, the CMP requires the use of the Countywide Travel Demand
Forecasting Model to assess the impacts on regional roadways near the project site, such as those
identified in the Metropolitan Transportation Commission’s Metropolitan Transportation System
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(MTS) Network. Roadways identified in the MTS Network near the project site include
International Boulevard, East 12" Street, 29" Avenue, Fruitvale Avenue, and 1-880.

The Countywide Model is a regional travel demand model that uses socio-economic data and
roadway and transit network assumptions to forecast traffic volumes and transit ridership using a
four-step modeling process that includes trip generation, trip distribution, mode split, and trip
assignment. This process takes into account changes in travel patterns due to future growth and
balances trip productions and attractions.

For the purposes of the CMP Analysis, the land uses of the proposed project were added to the
assumptions in the Countywide Model; the land use assumptions in the Countywide Model for
the rest of the City of Oakland were not modified. At this time, these land uses are different from
the Oakland Cumulative Scenario that was used for the cumulative analysis in this EIR. This
version of the Countywide Model was based on ABAG Projections 2002 land uses for 2010 and
2025. Table IV.C-17 and Table IVV.C-18 summarize the freeway analysis for the 2010 and 2025
densities, volume-capacity ratios, and corresponding LOS. Tables IVV.C-19 and IV.C-20
summarize the volume-capacity ratio and LOS for major roadway segments in the study area for
2010, 2010 with BRT, 2025, and 2025 with BRT. As shown in the tables, the CMP analysis
identified no additional project-related traffic impacts or cumulative impacts.

Mitigation: None Required.

Evaluation of Non-CEQA Impacts
95" percentile Queues

Although not required under CEQA or by the City of Oakland’s significance criteria, the City
would like to assess the project’s effect on 95" percentile queuing as part of its review of the
proposed project. As such, 95" percentile queues are evaluated where closely spaced signalized
intersections exist, and where queues can be expected to exceed the given storage. In the baseline
condition, intersections along the Fruitvale Avenue corridor are generally fairly congested, with
relatively short storage lengths. With the anticipated growth in the area, queues can be expected
to exceed storage at a number of locations along Fruitvale Avenue. The baseline storage lengths
for all applicable locations are provided in Table IV.C-21.

As noted in Mitigation Measure TRANS-4a, the proposed northbound right-turn lane at the East
12" Street at 29" Avenue intersection would not accommodate the expected 95" percentile
queues during the p.m. peak hour in the 2025 plus Project Conditions due to physical constraints.
However, since the expected queuing would not reach upstream intersections, it has not been
evaluated as part of this 95" percentile queuing analysis.
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TABLE IV.C-17
2010 PEAK-HOUR FREEWAY LEVEL OF SERVICE (LOS) - ACCMA LAND USE

C. Transportation, Circulation, and Parking

Volume-to-Capacity Methodology

Density Methodology

2010 2010 + Project 2010 2010 + Project Percent
Peak Project
Location Direction Hour  Veh/lane VIC LOS  Vehl/lane VIC LOS pc/mi/ln LOS pc/mi/in LOS Volume
[-880 West of 23d Street Westbound AM 1,854 0.93 E 1,869 0.93 E 30.8 D 31.2 D 0.82%
PM 1,946 0.97 E 1,957 0.98 E 335 D 33.8 D 0.57%
Eastbound AM 1,821 0.91 E 1,826 0.91 E 30.0 D 30.1 D 0.23%
PM 1,861 0.93 E 1,879 0.94 E 31.0 D 315 D 0.94%
[-880 East of Westbound AM 1,811 0.91 E 1,815 0.91 E 29.7 D 29.8 D 0.18%
29t Avenue/Fruitvale Avenue PM 1,902 0.95 E 1,917 0.96 E 32.1 D 32.6 D 0.79%
Eastbound AM 1,780 0.89 D 1,794 0.90 D 29.0 D 29.3 D 0.80%
PM 1,818 0.91 E 1,827 0.91 E 29.9 D 30.1 D 0.47%
SOURCE: Korve Engineering (2007) and Caltrans
TABLE IV.C-18
CUMULATIVE (YEAR 2025) PEAK-HOUR FREEWAY LEVEL OF SERVICE (LOS) - ACCMA LAND USE
Volume-to-Capacity Methodology Density Methodology
2025 2025 + Project 2025 2025 + Project Percent
Peak Project
Location Direction Hour  Veh/lane Vv/iC LOS Veh/lane VIC LOS pc/mi/in LOS pc/mi/in LOS Volume
[-880 West of 23rd Street Westbound AM 1,957 0.98 E 1,973 0.99 E 33.9 D 34.4 D 0.78%
PM 2,055 1.03 F 2,066 1.03 F 37.3 E 37.7 E 0.54%
Eastbound AM 1,926 0.96 E 1,930 0.96 E 32.8 D 32.9 D 0.22%
PM 1,959 0.98 E 1,977 0.99 E 34.2 D 34.7 D 0.89%
[-880 East of Westbound AM 1,913 0.96 E 1,917 0.96 E 325 D 32.6 D 0.17%
29th Avenue/Fruitvale Avenue PM 2,010 1.01 F 2,025 1.01 F 35.6 E 36.1 E 0.75%
Eastbound AM 1,886 0.94 E 1,900 0.95 E 31.6 D 32.0 D 0.76%
PM 1,913 0.96 E 1,922 0.96 E 32.8 D 33.0 D 0.44%
SOURCE: Korve Engineering (2007) and Caltrans
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ROADWAY SEGMENT LEVEL OF SERVICE (LOS) - ACCMA LAND USE

TABLE IV.C-19
2010 AND 2010 PLUS PROJECT PEAK-HOUR

Volume-to-Capacity Methodology

2010 2010 + Project
Peak
Location Direction Hour Veh/lane VIC LOS Vehl/lane VIC LOS
AM 390 0.43 B 392 0.44 B
. Westbound
International Boulevard PM 382 0.42 B 383 0.43 B
Between 26" Avenue and AM 301 0.33 A 301 0.33 A
29" Avenue Eastbound
PM 452 0.50 B 455 0.50 B
AM 415 0.46 B 417 0.46 B
Westbound
International Boulevard PM 347 0.39 B 356 0.40 B
Between 29" Avenue and AM 333 0.37 B 345 0.38 B
Fruitvale Avenue Eastbound
PM 512 0.57 C 519 0.58 C
AM 586 0.65 C 592 0.66 C
" Westbound
East 12" Street PM 376 0.42 B 382 0.42 B
Between 23" Avenue and AM 258 0.29 A 260 0.29 A
29th Avenue Eastbound
PM 500 0.56 C 508 0.56 C
AM 557 0.62 C 578 0.64 C
" Westbound
East 12" Street PM 303 0.34 A 324 0.36 B
Between 29" Avenue and AM 275 0.31 A 287 0.32 A
Fruitvale Avenue Eastbound
PM 520 0.58 C 527 0.59 C
AM 152 0.17 A 166 0.18 A
" Northbound
29" Avenue PM 208 0.23 A 217 0.24 A
Between International Blvd. and AM 185 0.21 A 188 0.21 A
East 12" Street Southbound
PM 187 0.21 A 197 0.22 A
AM 172 0.19 A 192 0.21 A
" Northbound
29" Avenue PM 208 0.23 A 264 0.29 A
Between East 12" Street and AM 88 0.10 A 152 0.17 A
Animal Shelter Southbound
PM 147 0.16 A 193 0.21 A
AM 275 0.31 A 283 0.31 A
) Northbound
Fruitvale Avenue PM 371 0.41 B 376 0.42 B
Between International Blvd. and AM 316 0.35 B 318 0.35 B
16™ Street Southbound
PM 274 0.30 A 284 0.31 A
AM 189 0.21 A 189 0.21 A
Westbound
San Leandro Street PM 437 0.49 B 439 0.49 B
Between Fruitvale Street and AM 337 0.37 B 339 0.38 B
34th Avenue Eastbound 321
PM 320 0.36 B 0.36 B
SOURCE: Korve Engineering (2007) and Caltrans
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TABLE IV.C-20
CUMULATIVE (YEAR 2025) AND 2025 PLUS PROJECT PEAK-HOUR
ROADWAY SEGMENT LEVEL OF SERVICE (LOS) - ACCMA LAND USE

Volume-to-Capacity Methodology

2025 Base 2025 + Project
Peak
Location Direction Hour  Veh/lane Vv/C LOS Veh/lane VIC LOS
AM 516 0.57 C 518 0.58 C
) Westbound
International Boulevard PM 482 0.54 B 484 0.54
Between 26" Avenue and AM 346 0.38 B 347 0.39 B
29" Avenue Eastbound
PM 468 0.52 B 470 0.52
AM 459 0.51 B 461 0.51 B
Westbound
International Boulevard PM 376 0.42 B 384 0.43 B
Between 29" Avenue and AM 345 0.38 B 357 0.40 B
Fruitvale Avenue Eastbound
PM 600 0.67 C 607 0.67 C
AM 637 0.71 C 643 0.71 C
" Westbound
East 12" Street PM 490 0.54 C 496 0.55 C
Between 23" Avenue and AM 310 0.34 A 312 0.35 B
29‘“ Avenue Eastbound
PM 517 0.57 C 524 0.58
AM 616 0.68 C 637 0.71 C
. Westbound
East 12" Street PM 328 0.36 B 349 0.39 B
Between 29" Avenue and AM 293 0.33 A 304 0.34 B
Fruitvale Avenue Eastbound
PM 543 0.6 C 551 o061 C
AM 161 0.18 A 174 0.19 A
" Northbound
29" Avenue PM 205 0.23 A 214 0.24 A
Between International Blvd. AM 218 0.24 A 221 0.24 A
and East 12" Street Southbound
PM 194 0.22 A 204 0.23 A
AM 169 0.19 A 188 0.21 A
" Northbound
29" Avenue PM 227 0.25 A 283 0.31 A
Between East 12" Street and AM 106 0.12 A 170 0.19 A
Animal Shelter Southbound
PM 168 0.19 A 214 024 A .
AM 299 0.33 A 308 0.34 A
] Northbound
Fruitvale Avenue PM 409 0.45 B 414 0.46 B
Between International Blvd. AM 356 0.4 B 358 0.40 B
and 16" Street Southbound
PM 281 0.31 A 290 0.32 A
AM 208 0.23 A 208 0.23 A
Westbound
San Leandro Street PM 470 0.52 B 471 0.52 B
Between Fruitvale Street and AM 394 0.44 B 396 0.44 B
34Ih Avenue Eastbound 333
PM 332 0.37 B 0.37 B
SOURCE: Korve Engineering (2007) and Caltrans
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TABLE IV.C-21
BASELINE CONDITIONS 95™ PERCENTILE QUEUE LENGTHS
Northbound Southbound
Intersection Left Through Right Left Through Right
East 12" / Fruitvale 300 300 300 400
S ——— S oo . -
San Leandro / Fruitvale 600 7773(307 77777 300
East 9"/ Fruitvale 100 100 00 s
East 8" / Fruitvale NA 100 100 -

The 95™ percentile queues for all scenarios are shown in Table 1V.C-22 through Table IV.C-27.
The 95™ percentile queue length is an approximation of a worst-case scenario queue length
calculated using the average queues over the course of a given peak hour. Thus, the values are not
shown in precise increments.

For the Baseline Conditions and Baseline plus Project Conditions, none of the 95" percentile
queue lengths exceed their respective lanes’ storage lengths at the intersections of East 12" Street
at Fruitvale Avenue, International Boulevard at Fruitvale Avenue, or San Leandro Street at
Fruitvale Avenue. At the intersection of East 9" Street at Fruitvale Avenue, both northbound
turning movements and the southbound through-right movement contain queues exceeding their
storage lengths and grow longer with the addition of the project during both peak hours. At the
intersection of East 8" Street at Fruitvale Avenue, the southbound through queue would exceed
the baseline storage during the p.m. peak hour.

For the 2010 Baseline Conditions and 2010 plus Project Conditions, none of the 95" percentile
queue lengths exceed their respective lanes’ storage lengths at the intersections of East 12" Street
at Fruitvale Avenue or International Boulevard at Fruitvale Avenue. The San Leandro Street and
Fruitvale Avenue intersection’s southbound left-turn and through queues would exceed its storage
length in the 2010 Baseline Condition and 2010 plus Project Conditions during the p.m. peak
hour. At the intersection of East 9" Street at Fruitvale Avenue, both northbound turning
movements and the southbound through-right movement contain queues exceeding their storage
lengths and grow longer with the addition of the project during both peak hours. At the
intersection of East 8" Street at Fruitvale Avenue, the southbound through queue would exceed
the baseline storage during the p.m. peak hour.

For Cumulative Baseline Conditions and Cumulative plus Project Conditions, the 95" percentile
queue at the southbound through movement at the intersection of East 12" Street at Fruitvale
Avenue would exceed the baseline storage during the p.m. peak hour. At the intersections of
International Boulevard at Fruitvale Avenue, none of the 95™ percentile queue lengths exceed
their respective lanes’ storage lengths. At the San Leandro Street and Fruitvale Avenue
intersection, northbound through queues would exceed its storage length during the a.m. peak
hour, and the southbound left-turn and through queues would exceed its storage length during the
p.m. peak hour. At the intersection of East 9" Street at Fruitvale Avenue, both northbound turning
movements and the southbound through-right movement contain queues
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TABLE IV.C-22
BASELINE CONDITIONS 95" PERCENTILE QUEUE LENGTHS

AM Peak Hour PM Peak Hour

Northbound Southbound Northbound Southbound
Intersection Left Through Right Left Through Right Left Through Right Left E Through - Right
East 12th / Fruitvale 145 33 - 190’ 135’ 220 -
International/Fruitvale 146’ 197 191 161’
San Leandro / Fruitvale 198’ 170’ 165’ 243 300’ 287
East 9th / Fruitvale 366’ 363’ 3 352’ 100’ 354’ T 818’
East 8th / Fruitvale NA 13’ 38’ - : NA 14 199° -
Bold = Queue length exceeds storage length.
SOURCE: Korve Engineering and Caltrans (2007)
TABLE IV.C-23
BASELINE PLUS PROJECT CONDITIONS 95™ PERCENTILE QUEUE LENGTHS
AM Peak Hour PM Peak Hour
Northbound Southbound Northbound Southbound
Intersection Left Through Right Left Through Right Left Through Right Left Through Right
East 12th / Fruitvale 145’ 33 - 192’ 127 220 - 176’
International/Fruitvale 150’ 198’ 194’ 167’
San Leandro / Fruitvale 203 170’ 165’ 307 300’ 287
East 9th / Fruitvale 366’ 367 4 356’ ; 100 363’ 1 826’
East 8th / Fruitvale NA 13 39’ - NA 14 201 -
Bold = Queue length exceeds storage length.
SOURCE: Korve Engineering and Caltrans (2007)
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TABLE IV.C-24

2010 BASELINE CONDITIONS 95™ PERCENTILE QUEUE LENGTHS

AM Peak Hour

PM Peak Hour

Northbound Southbound Northbound Southbound
Intersection Left Through Right Left i Through E Right Left Through Right Left E Through - Right
East 12th / Fruitvale 150’ 40’ - 237 132 234 - 211V
International/Fruitvale 156’ 216’ 213 183
San Leandro / Fruitvale 386’ 193 195’ 352 ; 349 325’
East 9th / Fruitvale 451’ 459 3 781 311 401 2 957
East 8th / Fruitvale NA 15’ 40’ - NA 17 291 -
Bold = Queue length exceeds storage length.
SOURCE: Korve Engineering and Caltrans (2007)
TABLE IV.C-25
2010 PLUS PROJECT CONDITIONS 95™ PERCENTILE QUEUE LENGTHS
AM Peak Hour : PM Peak Hour
Northbound Southbound Northbound Southbound
Intersection Left Through Right Left : Through : Right Left Through Right Left : Through - Right
East 12th / Fruitvale 149’ 40’ - 240’ 126’ 223’ - 213
International/Fruitvale 157’ 213 216’ 189’
San Leandro / Fruitvale 392 190’ 195’ 382 351 328’
East 9th / Fruitvale 451 463’ 3 786’ 308 413 2 957
East 8th / Fruitvale NA 15' 0 - NA 7 3000 -
Bold = Queue length exceeds storage length.
SOURCE: Korve Engineering and Caltrans (2007)
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TABLE IV.C-26
2025 BASELINE CONDITIONS 95™ PERCENTILE QUEUE LENGTHS

AM Peak Hour PM Peak Hour

Northbound Southbound Northbound Southbound
Intersection Left Through Right Left Through Right Left Through Right Left E Through - Right
East 12th / Fruitvale 150’ 59’ - 492 158 269’ - 442
International/Fruitvale 227 385’ 256’ 237
San Leandro / Fruitvale 673’ 192’ 229 595’ 320 326’
East 9th / Fruitvale 698’ 824’ 3 1048’ 431 525’ 1r 1071
East 8th / Fruitvale NA 108’ 65’ - - NA g8 300’ - -
Bold = Queue length exceeds storage length.
SOURCE: Korve Engineering and Caltrans (2007)
TABLE IV.C-27
2025 PLUS PROJECT CONDITIONS 95" PERCENTILE QUEUE LENGTHS
AM Peak Hour PM Peak Hour
Northbound Southbound Northbound Southbound
Intersection Left Through Right Left Through Right Left Through Right Left Through Right
East 12th / Fruitvale 150’ 59’ - 495’ 149’ 252’ - 456’
International/Fruitvale 235’ 391 261 247
San Leandro / Fruitvale 678’ 192’ 228’ 630’ 320’ 323’
East 9th / Fruitvale 699’ 831’ 3 1072’ E 426’ 534 11 1055’
East 8th / Fruitvale NA 109 65 - NA @ 000 -
Bold = Queue length exceeds storage length.
SOURCE: Korve Engineering and Caltrans (2007)
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exceeding their storage lengths and grow longer with the addition of the project during both peak
hours. At the intersection of East 8" Street at Fruitvale Avenue, southbound left-turn queues
exceed the baseline storage in the a.m. peak hour, and southbound through queues exceed the
baseline storage in the p.m. peak hour.

In general, the increase in queuing as a result of the addition of project traffic is fairly small.
Also, as shown earlier in the Intersection Impacts section, the proposed project would not
contribute enough traffic to any of the intersections analyzed along Fruitvale Avenue to meet
average delay, critical movement delay, or volume-to-capacity ratio significance thresholds.
Project traffic would not represent over five percent of the cumulative growth at any of these
intersections. Thus, no improvements would be required to mitigate the project’s contribution to
queuing.

Evaluation of Project’s Proposed Parking Supply

The Court of Appeal has held that parking is not part of the permanent physical environment, that
parking conditions change over time as people change their travel patterns, and that unmet
parking demand created by a project need not be considered a significant environmental impact
under CEQA unless it would cause significant secondary effects.1! Parking supply/demand varies
by time of day, day of week, and seasonally. As parking demand increases faster than the supply,
parking prices rise to reach equilibrium between supply and demand. Decreased availability and
increased costs result in changes to people’s mode and pattern of travel. However, the City of
Oakland, in its review of the proposed project, wants to ensure that the project’s provision of
additional parking spaces along with measures to lessen parking demand (by encouraging the use
of non-auto travel modes) would result in minimal adverse effects to project occupants and
visitors, and that any secondary effects (such as on air quality due to drivers searching for parking
spaces) would be minimized. As such, although not required by CEQA, parking conditions are
evaluated in this document.

Parking deficits may be associated with secondary physical environmental impacts, such as air
quality and noise effects, caused by congestion resulting from drivers circling as they look for a
parking space. However, the absence of a ready supply of parking spaces, combined with
available alternatives to auto travel (e.g., transit service, shuttles, taxis, bicycles or travel by foot),
may induce drivers to shift to other modes of travel, or change their overall travel habits. Any
such resulting shifts to transit service, in particular, would be in keeping with the City’s “Transit
First” policy.

Additionally, regarding potential secondary effects, cars circling and looking for a parking space
in areas of limited parking supply is typically a temporary condition, often offset by a reduction
in vehicle trips due to others who are aware of constrained parking conditions in a given area.

11 san Franciscans Upholding the Downtown Plan v. the City and County of San Francisco (2002) 102
Cal.App.4th 656.
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Hence, any secondary environmental impacts that might result from a shortfall in parking in the
vicinity of the proposed project are considered less than significant.

This EIR evaluates whether the project’s estimated parking demand (both project-generated and
project-displaced) would be met by the project’s proposed parking supply or by the existing
parking supply within a reasonable walking distance of the project site. Project-displaced parking
results from the project's removal of standard on-street parking, City or Agency owned/controlled
parking and/or legally required off-street parking (non-open-to-the-public parking which is
legally required).

City Off-Street Parking and Loading Requirements

The proposed parking supply complies with the City’s Planning Code requirements for off-street
parking. The City’s parking requirements are based on the zoning designation for the property.
The project site is planned to be located in zone “C-45" (Community Shopping Commercial
Zone). According to the City’s Planning Code requirement (Title 17 Chapter 17.116), the
proposed project would require a total of 843 vehicle parking spaces (see Table I1VV.C-28) and 10
loading spaces (see Table 1V.C-29). The proposed project would provide 1,121 total parking
spaces, and would meet the Parking Planning Code requirements. The proposed project would
provide two freight loading spaces as well as non-freight loading areas for small trucks, van,
automobile deliveries in each of the buildings, for a total of eight loading spaces. The proposed
loading spaces may not meet the Off-Street Loading Requirements of the Oakland Planning Code
and therefore may require a variance or other exception to the Zoning Regulations for the
facilities as currently proposed.

TABLE IV.C-28
CITY OF OAKLAND OFF-STREET PARKING PLANNING CODE REQUIREMENTS

Project Requirement at Proposed
Land Use Size? Zone Requirement Project Buildout Supplyb

One space for each 900 square feet of

Commercial 30,000 33 65
floor area
Condominium / 810 One space per dwelling unit 810 1,056
Townhouse
Total 843 1,121

Project size expressed in gross square footage, except for Residential (in dwelling units). The 30,000 square feet of commercial land
use encompasses the parking required for 25,950 square feet of commercial land use and a 5,000 square-foot community educational
facility, as described in the Project Description in Chapter Il1.

Planned Unit Development (PUD) approval allows the distribution of loading spaces without reference to lot or block lines (Oakland
Municipal Code § 17.122.100(F)).

SOURCE: Korve Engineering (2007); City of Oakland, Municipal Code, Chapter 17.116, Off-Street Parking and Loading Requirements

According to the City’s Planning Code requirement (Title 17 Chapter 17.116.200), a regular
parking space shall not be less than 18 feet long and 8.5 feet wide for all parking patterns except
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for parallel parking. A compact parking space shall be not less than 16 feet long and 7.5 feet wide
for all parking patterns except for parallel parking.

According to the City’s Planning Code requirement (Title 17 Chapter 17.116.210), maneuvering
aisles necessary for access into and out of required parking spaces shall have minimum width of
24 feet where parking is at an angle of 90 degrees or less but more than 60 degrees.

Parking Demand

The proposed project’s parking demand is estimated by applying parking generation rates taken
from the Institute of Transportation Engineers’ Parking Generation (ITE 3" Edition, 2004) to the
project land uses. According to empirically-collected data, land uses similar in size and type to
the proposed project generate a demand for a total of about 1,263 parking spaces (see

Table 1V.C-30). The total proposed on-site parking supply of 1,131 spaces would not
accommodate the estimated demand.

TABLE IV.C-29
CITY OF OAKLAND LOADING PLANNING CODE REQUIREMENTS

Project Size Requirement at Proposed

Land Use (in Square Feet) Project Buildout Supply
Site | (Residential) 266,800 2 0
Site Il (Residential) 195,766 2 0
Site Il (Residential) 141,124 1 0
Site IV (Residential) 124,610 1 0
Site V & VI (Residential) 417,510 2 1
Residential Subtotal 1,145,810 8 1
Site Il (Commercial) 2,900 0 0
Site Il (Commercial) 2,900 0 0
Site IV (Commercial) 10,700 1 0
Site V & VI (Commercial) 13,500 1 1
Commercial Subtotal 30,000 2 1
Total 10 2

SOURCE: Korve Engineering (2007); City of Oakland, Municipal Code, Chapter 17.116, Off-Street Parking and Loading Requirements

Although the calculation of the project’s parking demand indicates that the demand would not be
fully accommodated by the proposed on-site parking supply, parking demand rates provided by
ITE may not accurately reflect the demand for the proposed project. Since the project site lies
approximately 1,900 feet from the Fruitvale BART Station, transit usage would be much higher
for the project site than for the study sites used by ITE to determine parking demand rates. Also,
as noted, the proposed project would meet all City of Oakland off-street parking requirements.

Gateway Community Development Project IV.C-68 ESA /204358
Draft Environmental Impact Report August 2007



1V. Environmental Setting, Impacts, and Mitigation Measures
C. Transportation, Circulation, and Parking

TABLE IV.C-30
ESTIMATED PEAK PROJECT-GENERATED PARKING DEMAND

Project Parking Proposed
Land Use Size? Parking Demand Rate Demand Supply Shortfall
Commercial? 30,000 2.65 vehicles per 1,000 sq. ft. GLA 80 65 (15)
Residential Condominium g1 4 46 yehicles per dwelling unit 1,183 1,056 (127)
/ Townhouse
Total 1,263 1,121 (142)

a Project size expressed in gross square footage, except for Residential (in dwelling units).

b Land Use: 820; Shopping Center; Monday-Thursday Non-December Peak Period Parking Demand. The 30,000 square feet of
commercial land use encompasses the parking demand for 25,950 square feet of commercial land use and a 5,000 square-foot
community educational facility, as described in the Project Description in Chapter I11.

¢ Land Use: 230; Residential Condominium/Townhouse.

SOURCE: Korve Engineering; Institute of Transportation Engineers, Parking Generation (Third Edition), 2004

For all of these reasons, the project’s contribution to cumulative parking impacts would not be
significant.

Pedestrian and Bicycle Facilities

Although not required under CEQA or by the City of Oakland’s significance criteria, the effects
of increased vehicular traffic on pedestrians are assessed as part of the review of the proposed
project. Due to the project site’s close proximity to several schools and the size of the residential
component of this project, pedestrian conditions at the intersection of East 12" Street and 29"
Avenue (which would fail in the 2025 plus Project Conditions) would deteriorate in the area and
should be improved. Implementation of Recommendations 1 and 2 would result in improved
pedestrian conditions at the intersection of East 12" Street and 29" Avenue.

Recommendation 1 (Pedestrian and Bicycle Facilities): The project shall construct
City Standard sidewalks at the at-grade railroad crossing on 29" Avenue south of
the project site.

Recommendation 2 (Pedestrian and Bicycle Facilities): The project shall construct
pedestrian bulb-outs in the northeast and southeast corners of the East 12" Street at
29™ Avenue intersection.

The pedestrian bulb-out in the northeast corner would extend approximately eight
feet into each roadway (East 12" Street at 29™ Avenue). On-street parking spaces
would be removed as needed to construct the bulb-outs. Along the northbound
approach to this intersection (29™ Avenue), roadway width is limited due to the lack
of on-street parking. Thus, the bulb-out in the southeast quadrant would only
extend into East 12" Street because it would otherwise overlap with the northbound
right-turn lane on 29" Avenue. The bulb-outs would increase pedestrian safety and
improve the operation of the intersection by decreasing crossing times. The bulb-
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outs would not decrease level of service of the intersection due to the presence of on-
street parking along the frontage of the proposed project site. Bulb-outs should be
constructed based on the City of Oakland’s Standard Plans.
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