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• Commercial – Most of the designated commercial space is expected to be used as 
neighborhood serving commercial space. Although a portion of the commercial space 
(approximately 10,000 square feet) may be associated with the ground floor of the live/ 
work units. The trip generation for the commercial component of the project is 
estimated using the ITE data for specialty commercial to present a conservative analysis. 
Based on review of available literature, a 5 percent transit reduction factor is used.  

• Community Space – The specific uses of the community space have not been 
determined yet. This analysis conservatively assumes that the community space would 
be used as a day care center. Thus, the ITE data for day care is used. 

• BART Parking Garage – Although the proposed project would eliminate 300 of the 
existing parking space in the BART parking garage, this analysis conservatively assumes 
that the BART parking garage would continue to generate the same amount of peak 
hour traffic as existing conditions, in order to present a “worst case” analysis.  

 
The trip generation assumptions and methodology are described in more detail in the 
MacArthur Transit Village Trip Generation Memorandum included in Appendix F. 
 
Based on the assumptions described above, the project would generate approximately 
4,886 new daily vehicle trips, 324 AM peak hour vehicle trips, and 358 PM peak hour vehicle 
trips, as shown in Table IV.C-12. This trip generation is conservative in that it does not 
account for the trips currently generated by the uses at the project site that would be 
demolished. 
 
c. Project Trip Distribution. Trip distribution is defined as the directions of approach 
and departure that vehicles would use to arrive at and to depart from the site. The trip 
distribution was primarily based on the results of the Alameda County Congestion 
Management Agency’s (ACCMA) latest available Countywide Travel Demand Model. Since the 
model is a regional model and does not accurately forecast local traffic, the trip distribution 
was further refined based on characteristics of the surrounding roadway network, existing 
traffic patterns, surrounding uses, and location of complimentary land uses.  
 
Figures IV.C-14 and IV.C-15 show the estimated trip distribution and vehicle paths to and 
from the proposed project for the residential and non-residential components of the project, 
respectively.  
 
d. Site Access and Circulation. The proposed project includes the following three 
internal roadways. 

• Frontage Road would be a north-south road on the west side of the project, adjacent to 
the BART tracks, connecting 40th Street and MacArthur Boulevard and generally following 
the existing alignment of Frontage Road. The intersections of Frontage Road with 40th 
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Table IV.C-16 Cumulative Year 2030 Baseline Intersection Level of Service 
Summary 

Cumulative Year 

2030Baseline No 
Project 

Cumulative Year 

2030 Baseline Plus 
Project 

No. Intersection 
Traffic 

Control 
Time  

Period LOS Delay LOS Delay 

Signifi- 

cance 
Yes/No 

1 Shattuck Avenue/52nd Street Signal 
AM 
PM 

F 
D 

82.4 
48.7 

F 
D 

82.8 
49.6 

No 
No 

2 
Telegraph Avenue/52nd Street/ 
Claremont Avenue 

Signal 
AM 
PM 

F 
E 

>120 
70.1 

F 

E 

>120* 

72.9* 

Yes 

Yes 

3 Telegraph Avenue/51st Street Signal 
AM 
PM 

F 
F 

>120 
110.3 

F 

F 

>120* 

113.7* 

Yes 

Yes 

4 
Martin Luther King Jr. Way/ 
47th Street/Westbound SR-24  
On-Ramp 

Signal 
AM 
PM 

D 
C 

39.3 
31.6 

D 
D 

46.7 
35.4 

No 
No 

5 
Martin Luther King Jr. Way/ 
45th Street 

Signal 
AM 
PM 

B 
B 

10.6 
11.1 

B 
B 

10.7 
11.2 

No 
No 

6 Telegraph Avenue/45th Street Signal 
AM 
PM 

B 
C 

16.8 
26.7 

B 
C 

17.2 
30.7 

No 
No 

7 Market Street/40th Street Signal 
AM 
PM 

E 
D 

63.3 
35.9 

E 
D 

66.0 
36.7 

No 
No 

8 West Street/40th Street Signal 
AM 
PM 

B 
D 

18.1 
52.8 

B 
E 

18.3 
58.2 

No 
Yes 

9 
Martin Luther King Jr. Way/ 
40th Street 

Signal 
AM 
PM 

B 
C 

17.3 
23.0 

C 
C 

20.3 
31.7 

No 
No 

10 Frontage Road/40th Street Signal 
AM 
PM 

A 
B 

9.0 
13.0 

B 
A 

12.1 
9.6 

No 
No 

11 
BART parking access (west)/ 
40th Street 

SSSC 
AM 
PM 

B 
C 

13.5 
15.7 

N/A N/A 
 

12 
BART parking access (east)/ 
40th Street 

SSSC 
AM 
PM 

B 
C 

14.6 
15.6 

N/A N/A 
 

13 Telegraph Avenue/40th Street Signal 
AM 
PM 

E 
F 

74.9 
92.2 

F 

F 

82.8 

90.5* 

Yes 

Yes 

14 
BART parking access/ 
Telegraph Avenue 

SSSC 
AM 
PM 

F 
E 

>90 
47.0 

N/A N/A 
 

15 Telegraph Avenue/38th Street SSSC 
AM 
PM 

C 
F 

24.0 
>90 

D 
F 

27.2 
>90 

No 
No 

16 
Market Street/ 
MacArthur Boulevard 

Signal 
AM 
PM 

F 
F 

>120 
>120 

F 
F 

>120* 
>120* 

Yes 
Yes 

17 
West Street/ 
MacArthur Boulevard 

Signal 
AM 
PM 

D 
C 

36.7 
26.6 

D 
C 

36.2 
28.1 

No 
No 

18 
Martin Luther King Jr. Way/ 
MacArthur Boulevard 

Signal 
AM 
PM 

B 
B 

10.6 
17.7 

B 
C 

14.0 
25.0 

No 
No 
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Table IV.C-16 Cumulative Year 2030 Baseline Intersection Level of Service 
Summary 

Cumulative Year 
2030Baseline No 

Project 

Cumulative Year 
2030 Baseline Plus 

Project 

No. Intersection 
Traffic 
Control 

Time  
Period LOS Delay LOS Delay 

Signifi- 
cance 

Yes/No 

19 
Frontage Road/ 
MacArthur Boulevard 

SSSC/ 

Signal a 

AM 
PM 

C 
C 

15.3 
17.1 

A 
B 

7.2 
16.3 

No 
No 

20 
Telegraph Avenue/ 
MacArthur Boulevard 

Signal 
AM 
PM 

D 
F 

50.2 
106.5 

E 
F 

63.9 
102.3 

Yes 

No 

21 
Webster Street/ 
MacArthur Boulevard 

Signal 
AM 
PM 

B 
B 

12.7 
14.1 

B 
B 

12.8 
14.2 

No 
No 

22 
Broadway/ 
MacArthur Boulevard 

Signal 
AM 
PM 

F 
F 

82.5 
119.7 

F 

F 

85.0* 

>120 

Yes 
No 

23 Telegraph Avenue/34th Street Signal 
AM 
PM 

B 
C 

11.8 
21.7 

B 
C 

11.9 
21.8 

No 
No 

24 Telegraph Avenue/27th Street Signal 
AM 
PM 

D 
D 

46.8 
40.2 

D 
D 

48.4 
44.0 

No 
No 

25 
Telegraph Avenue/Village 
Drive 

Signal 
AM 
PM 

N/A N/A 
B 
B 

15.5 
16.8 

No 
No 

Notes: N/A = Intersection does not exist under this scenario.  
Bold indicates significant impacts.  
The LOS/Delay for Side-Street Stop-Control (SSSC) intersections represents the worst movement or approach; for 
Signalized intersections, the LOS/Delay represents overall intersection.  

* The average delay of a critical movement would increase by more than 4 seconds. 
a Intersection is currently side-street stop-controlled, but will be signalized as part of the project. 

Source: Fehr & Peers, 2007. 

The project would result in the following impacts under Cumulative Year 2030 conditions. 
Table IV.C-17 summarizes intersections LOS and delay after the implementation of the 
mitigation measures. 
 
Impact TRANS-3: The addition of project traffic would cause a significant impact at the 
Telegraph Avenue/52nd Street and Claremont Avenue intersection (#2) under 
Cumulative 2030 Baseline Plus Project conditions. The project would contribute to LOS 
F operations and increase intersection average delay by more than 2 seconds during 
the AM peak hour; would contribute to LOS E operations and increase critical 
movement average delay by more than 6 seconds during the PM peak hour. (S) 
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Table IV.C-17 Cumulative Year 2030 Baseline Plus Project Mitigated Intersection 

Level of Service Summary 

Cumulative Year 

2030 Baseline Plus 
Project 

Cumulative Year 

2030 Baseline Plus 
Project Mitigated 

No. Intersection 
Traffic 

Control 
Time  

Period LOS Delay LOS Delay 

2 
Telegraph Avenue/52nd Street/ 
Claremont Avenue 

Signal 
AM 
PM 

F 
E 

>120 
72.9 

F 
C 

>120 
31.6 

3 Telegraph Avenue/51st Street Signal 
AM 
PM 

F 

F 
>120 

113.7 
F 

F 

>120 

109.2 

8 West Street/40th Street Signal 
AM 
PM 

B 
E 

18.3 
58.2 

B 
A 

18.3 
7.6 

13 Telegraph Avenue/40th Street Signal 
AM 
PM 

F 

F 
82.8 

90.5 
D 
D 

54.5 
53.5 

16 Market Street/MacArthur Boulevard Signal 
AM 
PM 

F 

F 
>120 

>120 
C 
C 

34.4 
33.6 

20 
Telegraph Avenue/ 
MacArthur Boulevard 

Signal 
AM 
PM 

E 
F 

63.9 
102.3 

D 
E 

53.8 
68.5 

22 Broadway/MacArthur Boulevard Signal 
AM 
PM 

F 
F 

85.0 
>120 

F 
F 

85.0 
>120 

Notes: Bold indicates significant impacts.  
The LOS/Delay for signalized intersections, the LOS/Delay represents overall intersection.  

Source: Fehr & Peers, 2007. 

Mitigation Measure TRANS-3: Implement the following measures: 

• Prohibit left-turns from northbound Telegraph Avenue into westbound 52nd Street 
during the peak commute times (i.e., 7:00 a.m. to 9:00 a.m. and 4:00 p.m. to 6:00 
p.m.). Currently, a small volume of traffic uses this movement (about 10 peak 
hour vehicles), which can be diverted to 51st Street. Thus, the peak hour 
prohibition on left-turns would not result in excessive and circuitous diversions. 

• Change signal cycle length to 120 seconds and optimizing signal timing (i.e., 
adjust the allocation of green time for each intersection approach) at the 
Telegraph Avenue/52nd Street and Claremont Avenue intersection; coordinate 
signal timing and phasing with the adjacent Telegraph Avenue/51st Street 
intersection and other intersections in the same coordination group.  

• To implement these measures, the project sponsor shall submit the following to 
City of Oakland’s Transportation Services Division for review and approval:
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• Signing plans to prohibit left-turns from northbound Telegraph Avenue into 
westbound 52nd Street. 

• Signal timing plans for the signals in the coordination group.   

The project sponsor shall fund the cost of preparing and implementing these plans. 
 
As shown in Table IV.C-17, after implementation of this measure, the intersection 
would continue to operate at LOS F during the AM peak hour. However, the increase in 
intersection average delay would be reduced to less than the two-second threshold of 
significance. The intersection would operate at LOS C during the PM peak hour after 
implementation of this measure. The increase in signal cycle length may result in 
additional delay for pedestrians and bicycles. However, no significant effects would 
result from implementation of this measure. (LTS) 

 
Impact TRANS-4: The addition of project traffic would cause a significant impact at the 
Telegraph Avenue/51st Street intersection (#3) under Cumulative Year 2030 Baseline 
Plus Project conditions. The project would contribute to LOS F operations during both 
AM and PM peak hours; would increase critical movement average delay by more than 
4 seconds during the AM peak hour; and would increase intersection average delay by 
more than 2 seconds during the PM peak hour. (S) 
 

Mitigation Measure TRANS-4: Implement the following measures: 

• Change signal cycle length to 120 seconds and optimize signal timing (i.e., adjust 
the allocation of green time for each intersection approach) at the Telegraph 
Avenue/51st Street intersection and coordinate signal phasing and timing with the 
adjacent Telegraph Avenue/52nd Street and Claremont Avenue intersection and 
other intersections in the same coordination group. To implement this measure, 
the project sponsor shall submit a signal optimization plan to City of Oakland’s 
Transportation Services Division for review and approval. The plan shall consist of 
signal timing parameters for the signals in the coordination group.  The project 
sponsor shall fund the cost of preparing and implementing the plan.  

As shown in Table IV.C-17, after changing the signal cycle and turns, the 
intersection would continue to operate at LOS F during the PM peak hour, and the 
increase in average delay for the critical movements would continue to be more 
than the 4-second threshold of significance. Thus, this measure is not sufficient to 
mitigate the impact to a less-than-significant level. In addition, the increase in 
signal cycle length may result in additional delay for pedestrians and bicycles. 
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• To help further minimize impacts at this intersection, a Transportation Demand 
Management (TDM) program shall be implemented at the project site to encourage 
more residents and employees to shift from driving alone to other modes of 
travel. Potential TDM measures may include, but are not limited to, transit ticket 
subsidies, awareness programs, direct transit sales, providing a guaranteed ride 
home program, and parking management strategies. The effectiveness of the TDM 
program shall be regularly monitored, and if necessary adjusted to meet its goals. 
The project applicant shall submit the TDM program to the City for its review and 
approval. The plan shall also be submitted to BART for review and comment. The 
project applicant shall also be responsible for funding and implementing the TDM 
program. 

The components of the proposed TDM program have not been finalized. 
Additionally, it is difficult to accurately predict a TDM program’s effectiveness and 
to quantify the effects on reducing project trip generation. To present a 
conservative analysis, this study assumes that the intersection would continue to 
operate at LOS F with the implementation of this mitigation measure. Thus, these 
measures will partially mitigate the impact, but are not sufficient to mitigate the 
impact to a less-than-significant level. (SU) 

 
The following measure was also evaluated for Impact TRANS-4, but was found to be 
infeasible: 

• Intersection operations at this intersection could be improved by providing a second 
left-turn lane or a third through lane on southbound Telegraph Avenue. Although these 
improvements would increase the intersection capacity, they are not feasible because 
they would require elimination of a great number of heavily used metered on-street 
parking spaces or additional right-of-way that is not available.   

 
The total project trip generation must be reduced by 26 percent (by about 94 trips from 358 
new trips to 264 new trips) during the PM peak hour to reduce the project impact to a less-
than-significant level. This corresponds to approximately 410 fewer residential units or 
36,000 fewer square feet of commercial space (see analysis of the Reduced Build/Site 
Alternative in Chapter V). 
 
Impact TRANS-5: The addition of project traffic would cause a significant impact at the 
West Street/40th Street intersection (#8) under Cumulative Year 2030 Baseline Plus 
Project conditions. The project would degrade intersection operations from LOS D to 
LOS E in the PM peak hour. (S) 
 

Mitigation Measure TRANS-5: Optimize signal timing (i.e., adjust the allocation of 
green time for each intersection approach) at the West Street/40th Street intersection. 
To implement this measure, the project sponsor shall submit a signal optimization 
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plan to City of Oakland’s Transportation Services Division for review and approval. The 
plan shall consist of signal timing parameters for the West Street/40th Street 
intersection.  The project sponsor shall fund the cost of preparing and implementing 
the plan. 
 
As shown in Table IV.C-17, after implementation of this measure, the intersection 
would operate at LOS A during the PM peak hour. No significant effects would result 
from implementation of this measure. (LTS) 

 
Impact TRANS-6: The addition of project traffic would cause a significant impact at the 
Telegraph Avenue/40th Street intersection (#13) under Cumulative Year 2030 Baseline 
Plus Project conditions. During both AM and PM peak hours, the project would degrade 
intersection operations from LOS E to LOS F in the AM peak hour, and contribute to 
LOS F operations and would increase critical movement average delay by more than 4 
seconds during the PM peak hours. (S) 
 

Mitigation Measure TRANS-6: Implement the following measures: 

• Provide protected/permitted left-turn phasing on eastbound and westbound 40th 
Street approaches.  

• Change signal cycle length to 120 seconds during the AM peak hours and 105 
seconds during the PM peak hour, and optimize signal timing (i.e., adjust the 
allocation of green time for each intersection approach) at the Telegraph 
Avenue/40th Street intersection. The change in signal cycle length may also require 
coordination with other intersections in the same coordination group.  

To implement these measures, the project sponsor shall submit the following to City 
of Oakland’s Transportation Services Division for review and approval: 

• Plans, Specifications, and Estimates (PS&E) to modify intersection to provide left-
turn phasing on eastbound and westbound 40th Street approaches. 

• Signal timing plans for the signals in the coordination group.   

The project sponsor shall fund the cost of preparing and implementing these plans. 
 

As shown in Table IV.C-17, after implementation of these measures, the intersection 
would operate at LOS D during both AM and PM peak hours. The increase in signal 
cycle length may result in additional delay for pedestrians and bicycles. However, no 
significant effects would result from implementation of this measure. (LTS) 

 
Impact TRANS-7: The addition of project traffic would cause a significant impact at the 
Market Street/MacArthur Boulevard intersection (#16) under Cumulative Year 2030 
Baseline Plus Project conditions. The project would contribute to LOS F operations, and 
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would increase intersection average delay by more than 2 seconds, during both AM 
and PM peak hours. (S) 
 

Mitigation Measure TRANS-7: The impact shall be mitigated by the following: 

• Stripe a left-turn lane on northbound Market Street at MacArthur Boulevard. The 
left-turn lane can be accommodated within the existing right-of-way, but may 
result in loss of a few on-street parking and relocation of an AC Transit bus stop 
on northbound Market Street.  

• Change signal cycle length to 110 seconds during the AM peak hour and 90 
seconds during the PM peak hour, and optimize signal timing (i.e., adjust the 
allocation of green time for each intersection approach) at the Market 
Street/MacArthur Boulevard intersection.  

To implement these measures, the project sponsor shall submit the following to City 
of Oakland’s Transportation Services Division for review and approval: 

• Plans, Specifications, and Estimates (PS&E) to stripe a left-turn lane on northbound 
Market Street at MacArthur Boulevard. 

• Signal timing plans for the Market Street/MacArthur Boulevard intersection.   

The project sponsor shall fund the cost of preparing and implementing these plans. 
 
As shown in Table IV.C-17, after implementation of these measures, the intersection 
would operate at LOS C during both AM and PM peak hours. The increase in signal 
cycle length may result in additional delay for pedestrians and bicycles. However, no 
significant effects would result from implementation of this measure. (LTS) 

 
Impact TRANS-8: The addition of project traffic would cause a significant impact at the 
Telegraph Avenue/MacArthur Boulevard intersection (#20) under Cumulative Year 
2030 Baseline Plus Project conditions. The project would degrade intersection 
operations from LOS D to LOS E in the AM peak hour. (S) 
 

Mitigation Measure TRANS-8: Implement the following measures: 

• Provide protected/permitted left-turn phasing on northbound and southbound 
Telegraph Avenue approaches. 

• Change signal cycle length to 120 seconds and optimize signal timing (i.e., adjust 
the allocation of green time for each intersection approach) at the Telegraph 
Avenue/MacArthur Boulevard intersection. Signal phasing and timing shall also be 
coordinated with other intersections in the same coordination group.  

To implement this measure, the project sponsor shall submit the following to City of 
Oakland’s Transportation Services Division for review and approval: 
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• Plans, Specifications, and Estimates (PS&E) to modify intersection to provide left-
turn phasing on northbound and southbound Telegraph Avenue approaches. 

• Signal timing parameters for the signals in the coordination group.   

The project sponsor shall fund the cost of preparing and implementing the plan. 
 
As shown in Table IV.C-17, after implementation of this measure, the intersection 
would operate at LOS D during the AM peak hour and LOS E during the PM peak hour. 
The increase in signal cycle length may result in additional delay for pedestrians and 
bicycles. No significant effects would result from implementation of this measure. 
(LTS)   
 

Impact TRANS-9: The addition of project traffic would cause a significant impact at the 
Broadway/MacArthur Boulevard intersection (#22) under Cumulative Year 2030 
Baseline Plus Project conditions. The project would contribute to LOS F operations and 
would increase intersection average delay by more than 2 seconds during the AM peak 
hour. (S) 
 

Mitigation Measure TRANS-9: Implement the following measures:  

• To help further minimize impacts at this intersection, a Transportation Demand 
Management (TDM) program shall be implemented at the project site to encourage 
more residents and employees to shift from driving alone to other modes of travel. 
Potential TDM measures may include, but are not limited to, transit ticket 
subsidies, awareness programs, direct transit sales, providing a guaranteed ride 
home program, and parking management strategies. The effectiveness of the TDM 
program shall be regularly monitored, and if necessary adjusted to meet its goal. 
The project applicant shall submit the TDM program to the City for its review and 
approval. The plan shall also be submitted to BART for review and comment. The 
project applicant shall also be responsible for funding and implementing the TDM 
program. 

The components of the proposed TDM program have not been finalized. 
Additionally, it is difficult to accurately predict a TDM program’s effectiveness and 
to quantify the effects on reducing project trip generation. To present a 
conservative analysis, this study assumes that the intersection would continue to 
operate at LOS F with the implementation of this mitigation measure. Thus, these 
measures will partially mitigate the impact, but are not sufficient to mitigate the 
impact to a less-than-significant level. (SU) 

 
The following measures were evaluated as part of the Kaiser Permanente Oakland Medical 
Center Master Plan Project Draft EIR (March 2006), but were found to be ineffective and 
therefore they are not included as recommended mitigation measures for Impact TRANS-9:  
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• The City evaluated whether intersection operations could be improved by providing a 
second southbound left-turn lane on Broadway. Based on the proposed design of the 
intersection, a second southbound left-turn lane could be accommodated in the median 
on Broadway. However, the left-turn lane would only be 75 feet long, which would 
accommodate few vehicles, and would often be blocked by traffic in the first left-turn 
lane. The second left-turn lane would also result in the prohibition of U-turns on the 
southbound Broadway approach. Because the second left-turn lane would not be very 
effective in reducing congestion and improving intersection level of service, it is 
recommended that the median on Broadway be preserved. Thus, this measure is not 
effective.  

• Alternatively, the City evaluated whether intersection operations could be improved by 
converting the exclusive southbound right-turn lane into a shared through/right-turn 
lane. This would require a third receiving lane on southbound Broadway south of 
MacArthur Boulevard. Due to constrained right-of-way in this area, the additional lane 
would result in loss of bicycle lanes, turn lanes, or parking. Furthermore, the three 
southbound lanes would have to merge to two lanes, reducing the effectiveness of the 
additional through lanes. Because the additional through lane would not be very 
effective and may result in other impacts, it is recommended that the proposed 
southbound right-turn lane be maintained. Thus, this measure is not feasible.  

 
The total project trip generation must be reduced by 57 percent (by about 185 trips from 
324 new trips to 139 new trips) during the AM peak hour to reduce project impact to a less 
than significant level (see analysis of the Reduced Build/Site Alternative in Chapter V).  
 
c. CMA Analysis. The Alameda County Congestion Management Program (CMP) requires 
the assessment of development-driven impacts on regional roadways. Because the project 
would generate more than 100 “net new” PM peak hour trips, the CMP requires the use of 
the ACCMA Countywide Travel Demand Model to assess the impacts on regional roadways 
in the project vicinity during the AM and PM peak hours. The CMP and Metropolitan 
Transportation System (MTS) roadways in the project vicinity identified in NOP comments by 
ACCMA32 include SR-24, I-80, I-880, I-580, MacArthur Boulevard, Telegraph Avenue, Adeline 
Street, Martin Luther King Jr. Way, Shattuck Avenue, 51st Street and Claremont Avenue.33 
 
The ACCMA 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, 

                                               
32 July 6, 2007 letter. 

33 Note that the roadway segments included in this evaluation are not based on an assessment 
of the project trip distribution or application of screening criteria to determine if the project would 
contribute vehicle trips to warrant analysis.  
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mode split, and trip assignment. This process accounts for 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 2015 
and 2030 Year Baseline intersection operations analyses. This version of the Countywide 
Model is based on Association of Bay Area Governments (ABAG) Projections 2005 land uses 
for 2015 and 2030.  
 
The traffic baseline forecasts for 2015 and 2030 were extracted for the CMP and MTS 
roadway segments from the Countywide Model. Due to fluctuations in the model forecasts 
and the model’s limited number of Traffic Analysis Zones (TAZs) in the project area, the 
“plus project” forecasts were not used directly for the CMP roadway analysis. Instead, vehicle 
trip generation estimates were computed for the proposed project and manually added to 
the 2015 and 2030 baseline volumes from the Countywide Model.  
 
Operations of the MTS freeway and surface street segments were assessed using a volume-
to-capacity (v/c) ratio methodology. For freeway segments, a per-lane capacity of 2,000 
vehicles per hour (vph) was used, consistent with the 2004 Congestion Management 
Program documents. For surface streets, a per-lane capacity of 800 vehicles per hour was 
used. Roadway segments with a v/c ratio greater than 1.00 signify LOS F.  
 
The “plus project” results were compared to the baseline results for each horizon year. 
Based on the analysis, the proposed project would not cause a significant impact on the 
CMP and MTS roadways. The 2015 and 2030 peak hour volumes, v/c ratios and the 
corresponding level of service for baseline and “plus project” conditions are provided in 
Appendix F. 
 
Due to differences in the land use assumptions and differences in analysis methodologies, 
the forecasted traffic volumes on the roadway links can be different from the intersection 
volumes, particularly at the local level. The first area of difference is the land use data sets 
employed for the intersection forecasts and the MTS forecasts. The intersection forecasts, 
which are used to assess project traffic impacts on City of Oakland intersections, are based 
on land use data developed by HEG for the area surrounding the project site, which differs 
from the data in the ACCMA model. The second area of difference is the use of the Furness 
process. The intersection forecasts use the output of the ACCMA model as an input to 
develop intersection volumes in conjunction with existing traffic counts. The MTS roadway 
analysis is based on the outputs of the ACCMA model directly on a roadway segment level. 
It is not unusual to have discrepancies given that the two analyses measure impacts at a 
different scale. For local streets, intersections are typically a more accurate measure of 
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operating conditions because the capacity of an urban street, defined as the number of 
vehicles that can pass through its intersections, is controlled by the capacity at its 
intersections.  
 
The project would contribute to 2015 and 2030 increases in traffic congestion on MTS 
roadways. However, the project would not cause a roadway segment on the MTS to degrade 
from LOS E or better to LOS F. The project also would not increase the v/c ratio by more 
than 3 percent for roadway segments that would operate at LOS F without the project. This 
is a less-than-significant impact and as a result no mitigation measures are required. 
 
d. Construction Period Impacts.  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 I-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, if parking of construction 
workers’ vehicles cannot be accommodated within the project site, it would temporarily 
increase parking occupancy levels in the area. Project construction could also impact the 
operations of BART and AC Transit. 
 
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 Americans with Disabilities Act (ADA) compliance. 
 
Implementation of COA TRANS-1 would ensure that construction period impacts are reduced 
to a less-than-significant level and require consultation with BART and. AC Transit about 
construction activity.  
 
e. Vehicle, Pedestrian and Bicycle Safety.  The proposed MacArthur Transit Village 
Project would result in increased vehicular traffic and pedestrian and bicycle activity in and 
around the project area.  The streets surrounding the project site provide sidewalks on both 
sides and the internal project roadways would provide sidewalks and pedestrians paths.  
Approved and funded improvements in the study area benefiting pedestrians and bicyclist, 
such as the 40th Street/MacArthur Transit Hub improvements, were previously discussed on 
pages 164 to 166. 
 
In addition, the proposed project would include improvements to vehicle, pedestrian and 
bicycle access and circulation in and around the project area to improve safety and 
encourage more pedestrian and bicycle activity.  These improvements would include: 
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• Signalization of the three intersections providing access to the site (Frontage Road/40th 
Street, Telegraph Avenue/Village Drive, and Frontage Road/MacArthur Boulevard). These 
three intersections would provide marked crosswalks and pedestrian signal heads. 

• Implementing flashing pedestrian warning lights at garage driveways. 

• Providing enhanced crosswalks, such as raised crosswalks, within the project area. 

• Restrict transit and vehicle circulation to reduce pedestrian and bicycle conflict zones. 

• Implementing wayfinding strategies such as directional signs within the project area and 
nearby neighborhoods. 

• Providing bicycle access between the BART Station and West MacArthur Boulevard. 

• Providing and enhancing bicycle parking for the Transit Village and BART Station. 
 
In addition, as required by Mitigation Measures TRANS-6 and TRANS-8, protected left-turn 
phasing will be implemented at the Telegraph Avenue/40th Street and Telegraph Avenue/ 
West MacArthur Boulevard intersections. This improvement would reduce potential conflicts 
between left-turn vehicles and on-coming vehicles, pedestrians, and bicyclists. 
 
The project site plan has not been finalized; the final project design will be reviewed to 
ensure consistency with design standards. Considering the above listed improvements, the 
final project design would minimize potential conflicts between various modes and provide 
safe and efficient pedestrian, bicycle, and vehicle connections between the BART Station, 
Transit Village and the surrounding circulation systems. 
 
The proposed project would not cause a significant impact by substantially increasing traffic 
hazards to motor vehicles, bicycles, or pedestrians due to a design feature.  The following 
improvements should be considered during review of the project’s merits to further 
enhance safety for vehicles, pedestrians and bicycles in and around the project area and to 
encourage more pedestrian and bicycle activity:  
 

Recommendation TRANS-1:  In consultation with City of Oakland staff and pending 
feasibility studies, the following improvements should be considered in and around the 
project area:  

• Removal of the slip right-turns on northbound and southbound Telegraph Avenue at 
West MacArthur Boulevard. 

• Providing street furniture and widening sidewalks where feasible in and around the 
project site. 

• Providing pedestrian scale lighting on MacArthur Boulevard under the freeway 
overpass. 
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• Specific intersection improvements, such as advanced stop bars, median refuge 
islands, reduced corner curb radii, raised crosswalks, curb bulb-outs, audible 
pedestrian signals, and pedestrian and bicycle signal detection. 

 
f. Consistency with Adopted Policies, Plans or Programs Supporting Alternative 

Transportation.  A summary of applicable policies and plans is provided on page 167 of 
this EIR. In general, the proposed project is consistent with these policies, plans and 
programs.  A detailed discussion of these polices and plans is provided below. 
 
The City of Oakland General Plan Land Use and Transportation Element (LUTE) states a 
strong preference for encouraging the use of alternative transportation modes, such as 
transit, bicycling, and walking.  The proposed project would encourage use of alternative 
modes because it is located adjacent to a transit hub served by BART, AC Transit and 
various shuttle services that provide transit connectivity to the other City neighborhoods 
and the rest of the region.  
 
The proposed project would also implement a Transportation Demand Management (TDM) 
program at the project site to encourage more residents, employees, and BART patrons to 
shift from driving alone to other modes of travel. Potential TDM measures may include, but 
are not limited to, transit ticket subsidies, awareness programs, direct transit sales, 
providing a guaranteed ride home program, and parking management strategies. Although 
the components of the proposed TDM program have not been finalized, it is expected that 
the TDM will encourage increased use of alternatives transportation modes.  
 
The proposed project is consistent with the City of Oakland Pedestrian Master Plan by 
including features and improvements listed on page 168 of this EIR, such as pedestrian 
facilities within the site, and pedestrian-scale lighting under freeway overpasses that 
encourage pedestrian activity  
 
The proposed project is consistent with the City of Oakland Bicycle Master Plan (BMP) by 
including features listed on page 168 such as bicycle connections to the adjacent streets 
and bicycle parking that encourage bicycle activity.  The BMP also proposes installation of 
Class II bicycle facilities on 40th Street, Telegraph Avenue, and West MacArthur Boulevard.  
The proposed project would not alter these roadways to prevent the installation of these 
facilities. 
 
Thus, the proposed project would not cause a significant impact by conflicting with adopted 
policies, plans, or programs supporting alternative transportation. 
 
g. Emergency Access.  The proposed project would be accessible from three points on 
different roadways, i.e., Frontage Road at 40th Street and West MacArthur Boulevard, and 
Village Drive at Telegraph Avenue. Thus, if one site access were blocked, the other access 
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point(s) could be used by emergency vehicles to reach any part of the development. Internal 
Street in the project would not be a through street. It would provide a hammer-head 
turnaround area, and would be less than 600 feet in length. Thus, the project would not 
cause a significant impact on emergency access.  
 

4. Informational Discussion of Transportation Issues  

The following provides a discussion of transportation-related topics that are not specifically 
addressed by the City of Oakland’s significance criteria and typically not considered 
significant impacts under CEQA, but are evaluated to inform decision makers and the public 
about these issues. The topics addressed include: 

• Bus Rapid Transit (BRT) 

• Neighborhood traffic Intrusion 

• Transit 

• Parking Supply and Demand. 
 
The purpose of this section is to provide information and context for transportation issues 
that may be created/affected by the proposed project. Issues are evaluated and recommen-
dations are provided as appropriate. 
 
a. BRT Conditions. In May of 2007, AC Transit published a Draft Environmental Impact 
Statement / Environmental Impact Report (EIS/EIR) for the implementation of Bus Rapid 
Transit (BRT) on Telegraph Avenue and International Boulevard connecting Berkeley, 
Oakland, and San Leandro. The proposed system would dedicate one travel lane in each 
direction to bus operations only, allowing buses to provide a quicker and more reliable 
service than regular bus service today. In the vicinity of the project, the proposed BRT 
project would generally eliminate one through lane in each direction and narrow Telegraph 
Avenue to one through lane in each direction. Currently, there are no finalized design plans, 
an assurance of full funding for the BRT project, or approvals from AC Transit, the City of 
Oakland and other public agencies. Although proposed (but not approved) transit 
improvements are not typically considered as part of the projected baseline conditions, this 
EIR nevertheless (conservatively) provides a discussion of the potential effects on project 
impacts caused by proposed modifications to the traffic circulation network by the 
proposed BRT under Cumulative Year 2030 Baseline Plus Project conditions in Appendix F to 
this EIR. 
 
b. Neighborhood Traffic Intrusion. The traffic operations analysis presented in previous 
sections assumed that vehicles would access the site using the arterials in the project 
vicinity. The proposed mitigation measures would ensure that the major roadways would 
have adequate capacity to serve the project site. However, the proposed project may result 
in additional traffic on surrounding residential neighborhood streets. Additional traffic 
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generated by the proposed project may use adjacent residential streets, such as 38th Street, 
as cut-through routes to divert from potential congestion on Telegraph Avenue, 40th Street, 
and West MacArthur Boulevard.  
 
Currently, 37th Street intersects West MacArthur Boulevard opposite Frontage Road. 
However, the median on West MacArthur Boulevard only allows right-turns to and from 37th 
Street. The proposed signal at Frontage Road/West MacArthur Boulevard intersection would 
provide a direct connection to 37th Street. This may result in additional traffic to and from 
37th Street south of West MacArthur Boulevard to bypass potential congestion at the 
Telegraph Avenue/West MacArthur Boulevard intersection. 
 
The significance criteria established by City of Oakland and used in this EIR are based on 
roadway capacities. Since neighborhood traffic intrusion would not exceed the capacity of 
these residential streets, it would not result in a significant impact based on the identified 
significant criteria. As a result, no mitigation measure is required; however, the following 
recommended improvements should be considered during review of the project’s merits to 
reduce potential cut-through traffic:  
 

Recommendation TRANS-2:  Project applicant should pay to monitor traffic volumes 
and speeds on the following roadways before and after the completion of the proposed 
project: 

• 37th Street between West MacArthur Boulevard and Telegraph Avenue; 

• 38th Street between Telegraph Avenue and Webster Street; and 

• Clarke Street and Ruby Street between 38th Street and 40th Street. 

In consultation with local residents, and in accordance with all legal requirements, 
appropriate traffic calming measures, such as speed humps, or roadway closures, 
should be considered if and when excessive traffic volumes or speeding are observed. 
These potential improvements should be funded by the project applicant. 

 
c. Transit Analysis. The proposed project would not result in any significant impacts on 
transit facilities as described below. 
 

(1) Transit Trip Generation. Transit trips generated by the proposed project were 
estimated using the transit mode split for the project site estimated by the ACCMA Travel 
Demand Model for AC Transit and using the 
Wilson Methodology for BART.  
 
Table IV.C-18 presents the estimated increases 
in AM and PM peak hour and daily ridership 
for AC Transit. The estimated ridership 
accounts for transit trips generated by the 

Table IV.C-18  Project Effects on AC 
Transit Ridership 

 
AM Peak 

Hour 

PM Peak 

Hour Daily 

AC Transita 100 112 420 
a Based on the results of the ACCMA Travel Demand Model. 
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proposed Transit Village, and changes in ridership resulting from the loss of 300 BART 
parking spaces. The proposed project is expected to increase AC Transit ridership by 100 
AM peak hour riders, 112 PM peak hour riders, and 420 daily riders. 
 
Table IV.C-19 summarizes project’s effects on BART ridership under various scenarios. 
Appendix F provides a detailed explanation of assumptions and methodology used to 
estimate project’s effects on BART ridership. The residential and commercial components of 
the project are estimated to generate approximately 115 AM peak hour, 137 PM peak hour, 
and 855 daily BART riders.  
 
The number of on-site BART parking spaces would be reduced from 618 spaces to 300 
spaces as part of the proposed project. The reduction in parking supply is expected to 
reduce ridership at the MacArthur BART Station by 58 AM peak hour, 63 PM peak hour, and 
525 daily BART trips. Thus, overall, the net BART ridership is estimated to increase by 57 
AM peak hour trips, 74 PM peak hour trips and 330 daily trips. 
 
Implementation of a residential parking permit (RPP) program within a ¼-mile of the station, 
which is being considered as part of the project, is expected to further reduce ridership at 
the MacArthur BART Station by an additional 35 AM peak hour, 38 PM peak hour, and 320 
daily BART trips. As shown in Table IV.C-19, overall BART ridership with the proposed 
project and an RPP, would increase by approximately 22 AM peak hour riders, 36 PM peak 
hour riders, and 11 daily riders based on a conservative analysis that assumes that 75 
percent of the riders who currently park on streets within ¼-mile radius of the BART station 
would no longer use the MacArthur BART Station. If an RPP is implemented, it is anticipated 
that about 25 percent of the BART riders that currently park on-street will be dropped off, or 
utilize transit or other alternative modes to access the MacArthur BART station. Some 
displaced BART riders may decide to utilize another BART station, in which case those riders 
would not be lost to the BART system. Other displaced riders would be expected to shift to 
other travel modes such as other transit services or driving to their ultimate destination. 
Since BART provides regional transit service, the displaced BART riders would likely be 
dispersed over a large geographic area. Additionally, the specific changes in travel mode or 
destination of the displaced BART riders cannot be determined at this time. Thus, potential 
secondary impacts are not capable of a valid assessment and are too speculative.  
  
Given the number of available alternative travel options including use of other BART 
stations, various bus transit services, walking, carpooling or driving alone it is likely that 
dispersal of riders across these options would fall within the daily traffic and transit 
fluctuations and would not be noticeable. Also to be conservative the project analysis for 
traffic, air and noise analyses did not any take any credits for the reduction of BART parking 
spaces. The dispersal of travel could also result in longer trips and incrementally increase 
air emissions. However, being the dispersal would occur over a large geographic area and 
the pattern of the dispersal is too speculative to predict, air emissions impacts are not 
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Table IV.C-19 Project Effects on BART Ridershipa 

Change Due To AM Peak Hour PM Peak Hour Daily 

Transit Village b 115 137 855 

On-Site Parking Reduction c --58 -63 -525 

Subtotal 57 74 330 

RPP Parking Reductiond -35 -38 -320 

Total 22 36 11 

a See Appendix F for more detail. 
b BART ridership generated by the residential and commercial components of the proposed project. 
c Reduction in BART ridership due to removal of 318 on-site parking spaces. 
d Reduction in BART ridership due to implementation of a RPP program in the surrounding neighborhood. 
Source: Fehr & Peers, 2007. 

capable of a valid quantitative assessment. Additionally, since the net change would only be 
the potential increase in the length of a trip, as no net new cold start vehicle trips would 
result, and the incremental increase in the trip lengths are not anticipated to be substantial 
enough to result in a cumulatively considerable contribution to regional air emissions, these 
potential secondary impacts are not anticipated to be significant. Also, no localized carbon 
monoxide "hotspot" impacts would be expected, as the trips would be dispersed over a 
large geographic area." 
 
A description of RPP is provided in the parking section on beginning on page 219. As 
previously discussed in this section, a TDM program will be implemented at the project site 
to reduce driving alone trips and encourage the use of other travel modes. Although the 
components of the project have not been finalized, it will include programs and strategies 
that would encourage BART riders, project residents, and workers to use alternatives to 
drive alone trips to access the BART station and the proposed project. Specific parking 
management strategies are discussed in more detail on page 225. 
 
Potential effects on transit are discussed below.  
 

(2) AC Transit Ridership. The proposed project would increase ridership on AC 
Transit by approximately 420 riders as detailed above in Table IV.C-18. The project-
generated PM peak hour AC Transit trips were distributed among the six AC Transit lines 
that would serve the site in the future, in proportion to their existing ridership. As shown in 
Table IV.C-20, the proposed project would not cause average ridership on any AC Transit 
bus lines to exceed an acceptable load factor based on current capacity.34  

                                               
34 A load factor of 125 percent is generally considered acceptable as only a small percentage of 

the riders would have to stand. 
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Table IV.C-20  AC Transit Average Weekday Loads (With and Without Project) 

Average Load 
 (Passengers)a 

Average  
Load Factorb 

Bus 

Line 

Stop 

 Location Direction 

Average 

Capacity 
(seats) 

Existing No 

Project 

Existing Plus 

Project 

Existing No 

Project 

Existing Plus 

Project 

EB 3.5 6.2 12% 21% 
12 

MacArthur BART 
Station WB 

30 
0.2 0.4 1% 1% 

EB 3.4 6.0 11% 20% 
14 

MacArthur BART 
Station WB 

30 
0.4 0.7 1% 2% 

EB 13.2 23.5 44% 78% 
15 

on MLK Jr. Way 
at 40th Street WB 

30 
12.4 22.0 41% 73% 

EB 10.2 18.1 34% 60% 
15 

on MLK Jr. Way 
at W. MacArthur Blvd. WB 

30 
9.0 16.0 30% 53% 

SB 16.9 30.0 31% 55% 
1-1R 

on Telegraph Ave. 
at 40th Street NB 

55 
18.7 33.2 34% 60% 

SB 12.3 21.9 41% 73% 
18 

on Telegraph Ave. 
at 40th Street NB 

30 
17.5 31.1 58% 104% 

EB 12.6 22.4 42% 75% 
57 

MacArthur BART 
Station WB 

30 
10.1 17.9 34% 60% 

a Number of passengers on the bus averaged on a typical weekday. 
b Average load divided by average seated capacity. 

Source: AC Transit and Fehr & Peers. 

(3) AC Transit Bus Operations. The proposed project would affect bus operations if 
traffic congestion caused by the additional trips generated by the proposed project and new 
signals installed to serve the project site would result in increased travel times for buses. 
Excessive increases in bus travel times may require additional buses to be used.  
 
The intersections operations analysis completed for the project was used to estimate the 
travel times of buses in the vicinity of the project. Table IV.C-21 summarizes the estimated 
travel times on bus corridors with and without the proposed project. The Existing Plus 
Project travel times reflect planned roadway improvements (e.g., improvements at the 
Shattuck Avenue/52 Street intersection, and on 40th Street) in the surrounding areas. The 
proposed project is expected to increase bus travel times by less than a minute within the 
study area. Thus, it is not expected to cause excessive delays in bus travel times. 
 

(4) Shuttle Operations. Currently, the Kaiser and Summit Medical Center shuttles 
exiting the BART Station must turn right from the Frontage Road to westbound West 
MacArthur Boulevard, resulting in circuitous routes to serve their respective sites. The signal 
proposed to be installed at the Frontage Road/West MacArthur Boulevard intersection would 
allow shuttles to turn left from the Frontage Road to eastbound West MacArthur Boulevard, 
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Table IV.C-21  AC Transit Travel Times (With and Without Project)a 

AM Peak Hour PM Peak hour 

Bus 

Line 

Travel 

Distance 

(Miles) Direction 

Existing No 

Project 

(Minutes) 

Existing Plus 

Project 

(Minutes) 

Existing No 

Project 

(Minutes) 

Existing Plus 

Project 

(Minutes) 

EB 0.7 0.7 0.7 0.7 12  (Grand Avenue) 
Between MLK Jr. Way/45th St. and 

MLK Jr. Way /40th St. 

0.3 
WB 0.8 0.8 0.8 0.8 

EB 1.2 1.2 1.3 1.3 14 (East 18th Street) 

Between Market St./40th St. and 
MLK Jr. Way /40th St. 

0.3 
WB 1.4 1.4 1.7 1.7 

EB 3.0 3.0 3.0 3.0 15  (Martin Luther King Jr. Way) 
Between MLK Jr. Way /45th St. and 

MLK Jr. Way /MacArthur Blvd. 
0.5 

WB 3.0 3.1 3.1 3.2 

NB  7.2 5.9 6.3 5.6 1-1R  (Telegraph Avenue) 
Between Telegraph/52nd. St. and 

Telegraph/27th St. 
1.6 

SB  6.3 5.8 6.3 5.9 

NB  4.7 4.8 4.7 4.9 18  (Shattuck Avenue) 
Between Shattuck/52nd St. and 
MLK Jr. Way /MacArthur Blvd. 

1.0 
SB  4.2 4.4 4.4 4.8 

EB 4.3 4.4 4.6 4.6 57 (40th Street) 
Between 40th/Market St. and 
Broadway/MacArthur Blvd. 

1.2 
WB 4.2 4.3 4.6 4.7 

a. Based on the results of the Synchro analysis completed for traffic operations. 

Source: Fehr & Peers. 2007. 

decreasing the travel time from the BART Station to Kaiser and Summit Medical Centers by 
about 15 percent, resulting in a beneficial effect.  
 

(5) BART Standing Capacity. A project’s effect on the BART system is assessed 
based on ridership. The peak hour BART riders generated by the proposed project, without 
any discounts for parking reduction to present a more conservative analysis, were 
distributed among the six BART lines that serve the site, in proportion to their existing 
ridership. As shown in Table IV.C-22, the proposed project would not increase the 
maximum load factor on any BART line by more than 1 percent.  
 

(6) BART Gate Capacity. There are approximately 6,740 total daily boardings (and 
6,740 daily exits) at the MacArthur BART station. The current peak hour ridership at the 
station is about 3,200 entries and exits during the morning peak hour (8:00 to 9:00 a.m.) 
and 3,750 entries and exits during the evening peak hour (5:00 to 6:00 p.m.). Based on 
field observations, the maximum delay at the fare gates was approximately 21 seconds in 
the AM peak hour and 23 seconds in the PM peak hour; average delays were 13 seconds 
during both AM and PM peak hours. There are a total of eight fare gates at the MacArthur  
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Table IV.C-22  BART Average Weekday Loads (With and Without Project)  

Maximum Load 

(Passengers/Car)b 

Maximum  

Load Factorc 

Line 

Total  

Capacity 
(Passengers/ 

Car)a 

Maximum 

Load  
Peak Hour 

Existing 

No Project 

Existing 

Plus  

Project 

Existing 

No Project 

Existing 

Plus 

Project 

Pittsburg/Bay Point-Daly City 92 8:00 a.m. 114 114 123.9% 124.3% 

Daly City-Pittsburg/Bay Point 92 4:00 p.m. 106 107 115.2% 115.8% 

Daly City-Richmond 92 5:00 p.m. 99 100 107.6% 108.4% 

Fremont-Richmond 92 5:00 p.m. 92 93 100.0% 101.0% 

Richmond-Daly City 92 8:00 a.m. 101 102 109.8% 110.6% 

Richmond-Fremont 92 5:00 p.m. 58 58 63.0% 63.5% 

Note:  Based on existing BART ridership as of Fall 2007. 
a Total capacity includes 67 seated and 25 standing passengers. 
b Maximum load divided by total capacity. 

Source: BART and Fehr & Peers.  

BART station. In the morning, four of these are entrances and four are exits, and in the 
evening, three are entrances and five are exits.  
 
The project is estimated to generate about 115 BART trips during the AM peak hour and 
137 BART trips during the PM peak hour (see Table IV.C-19). This represents less than 
4 percent of the existing ridership at the Station. Average wait times are anticipated to 
remain less than 1 minute. Thus, the project effects with respect to BART gate capacity 
would not be substantial. Based on the station layout and the estimated fare gate queues, 
there would be sufficient queuing space within the station to avoid passengers backing up 
onto escalators or stairs. 
 
d. Parking Supply and Demand. Parking impacts are generally not considered 
environmental impacts under CEQA. Parking is considered in this EIR to provide additional 
information to reviewers of the EIR and the City’s decision makers, in accordance with the 
following language developed by City of Oakland. 
 

The California 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 
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significant secondary effects.35 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 or traffic congestion due to drivers searching for parking 
spaces) would be minimized. As such, although not required by CEQA, parking 
conditions are discussed in this document for informational purposes (but they are not 
considered environmental impacts under CEQA). 
 
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. 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).  Therefore, the analysis must compare the 
proposed parking supply with both the estimated demand and the Oakland Planning Code 
requirements. 
 
The evaluation includes the following: 

• Comparison of the proposed parking supply to the City’s parking requirements. 

                                               
35  San Franciscans Upholding the Downtown Plan v. the City and County of San Francisco (2002) 

102 Cal.App.4th 656. 
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• Comparison of the proposed parking supply to the estimated project demand, including 
an evaluation of the potential for shared parking. 

• Comparison of the available parking supply to the displaced BART parking spaces. 

• Summary of strategies to reduce parking demand and/or increase supply. 
 

(1) Proposed Parking Supply. The proposed project would include up to 745 
parking spaces within the project site, in addition to the 300 spaces proposed in a BART 
parking structure. These include the following: 

• Residential (675 units): 675 spaces in various on-site parking structures. 

• Non-Residential (44,000 square-feet of commercial and 5,000 square-feet of community 
space): 25 spaces in the parking structure for building A. 

• On-street spaces (on Village Drive and the Internal Street): 30 to 45 spaces. 

• BART: 300 spaces in a dedicated structure. 
 

(2) City Off-Street Parking Requirements. The zoning for the proposed project 
would be S-15. Based on the City of Oakland Zoning Code requirements (Section 17.116), 
the minimum number of parking spaces required for multi-family developments in an S-15 
zone is one-half space per dwelling unit, and commercial developments in an S-15 zone are 
not required to provide off-street parking spaces. Therefore, a total of 338 off-street 
parking spaces would be required for the proposed project. Since the proposed project 
would provide 675 off-street parking spaces (as well as 35 to 45 on-street spaces), it would 
comply with the City’s zoning requirements. 
 

(3) Transit Village Parking Demand. The parking demand for the transit village 
includes demand from the residents, residents’ guests, commercial shoppers, commercial 
employees, and community space employees. Demand from BART patrons is discussed in 
the following section.  
 
Parking demand for the project is estimated based on parking demand rates published by 
Urban Land Institute (ULI) in Shared Parking with adjustments to account for the transit 
proximity of the site, internal trips between the residential and commercial uses, and “pass-
by” commercial trips by BART patrons.  
 
The assumptions made in this analysis include: 

• 5 percent transit mode share for commercial shoppers 

• 25 percent transit mode share for commercial employees 

• 65 percent internal and BART pass-by share for commercial shoppers (equal to a 35 
percent “non-captive” ratio) 
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• 20 percent transit mode share for residential guests 

• 1 reserved parking space for each residential unit 

• Residential guests, and commercial shoppers and employees will share the parking 
supply provided in the Building A parking Structure and on-street within the project. 

 
As shown in Table IV-C-23, the peak demand would occur on weekday evenings around 7:00 
p.m., and would be approximately 815 parking spaces. This incorporates some shared 
parking between the residential guests, commercial shoppers, and employees. Note that 
because the residents’ spaces are assumed to be reserved and not shared, they are listed 
separately in the table. 
 
Based on this analysis, the proposed project would provide adequate parking to satisfy the 
demand from the project residents.  
 
The estimated parking demand includes 59 spaces for commercial shoppers and 
employees. It is likely that this is a high estimate, particularly if some of the commercial 
stores close before the 7:00 p.m. parking demand peak. The estimated demand also 
includes approximately 80 spaces for residential guests. There are approximately 25 off-
street and 30 to 45 on-street parking spaces within the project area that would be available 
to residential guests and commercial shoppers and employees, indicating a peak deficit of 
approximately 70 spaces. 
 
Based on the results of the neighborhood parking survey, approximately 360 of the 1,080 
existing non-metered on-street parking spaces within a quarter-mile of the site were 
available at 6:30 p.m. Therefore, there would be sufficient on-street parking near the project 
site to accommodate the 70 to 85 vehicles that may not be able to park on-site. In addition, 
the BART parking lot is currently about half-full at 6:00 p.m., which indicates that additional 
vehicles may be able to park in the BART garage, if it were available for public use after 
typical commute hours. 
 

(4) Residential Parking Permit. With a significant loss of on-site BART parking, a 
RPP program is proposed to prevent further spillover onto residential streets. A RPP that 
would cover residential streets approximately a quarter-mile radius around the project site 
has been proposed to offset potential parking impacts in the surrounding neighborhood 
associated with the reduction in BART parking. The RPP would restrict on-street parking on 
residential streets by non-residents to fewer than two hours during the weekdays. If 
approved, the RPP program would be considered for implementation prior to demolition of 
the existing BART parking lot.  
 




