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CHAPTER |

Introduction

A. Environmental Review

The project sponsor, Oakland Harbor Partners, LLC, (a partnership between Signature Properties and
Reynolds & Brown) has submitted an environmental review application to the City of Oakland for the
redevelopment of an approximately 64.2-acre! project site along the Oakland Estuary and the
Embarcadero, east of Jack London Square and south of Interstate 880 (1-880) along the city of
Oakland’s southern boundary. Estuary Park, the southern portion of Lake Merritt Channel, Clinton
Basin, and the Ninth Avenue Terminal are included in the project site, but approximately six acres of
privately held property on two sites along and east of 5th Avenue are not included. The project is
referred to throughout this document as the “Oak to Ninth Avenue Project” or “the project.”

The proposed project would redevelop the project site, an underused maritime and industrial area on
the Oakland Estuary, into a mixed-used neighborhood containing approximately 3,100 residential
dwelling units on 13 development parcels; approximately 200,000 square feet of active ground-floor
retail uses; approximately 28.4 acres of new and improved parks and open space; and renovation of
Clinton Basin Marina and Fifth Avenue Marina.

Subsequent to receiving the application for environmental review, the City decided to prepare an
environmental impact report (EIR) for the Oak to Ninth Avenue Project.

Consistent with the California Environmental Quality Act (CEQA), this EIR is a public information
document for use by governmental agencies and the public to identify and evaluate potential
environmental consequences of a proposed project, to recommend mitigation measures to lessen or
eliminate adverse impacts, and to examine feasible alternatives to the project. The information
contained in the EIR is reviewed and considered by the City prior to the ultimate decision to approve,
disapprove, or modify the proposed project.

Among the EIR’s key purposes is to identify mitigation measures or alternatives that would substantially
lessen or avoid significant adverse environmental effects.

The EIR includes an Initial Study Checklist that identified environmental issues that are addressed in
the EIR and environmental issues that could be excluded from further analysis. This Draft EIR

1 The total after-project land area would total 64.2 acres, including pile-supported pier area and excluding
approximately 11.4 acres of water surface for marina facilities.

2 For purposes of this EIR and following Oakland convention, the hills are to the north; therefore, the Estuary and
the Embarcadero run east-west, and 10th Avenue and streets parallel to it run north-south.
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addresses topics where the project could result in a potentially significant impact and therefore
required further study. The Initial Study also documents those issues that would clearly result in less
than significant impacts. On May 28, 2004, the City sent a Notice of Preparation (NOP) to
governmental agencies and organizations and persons interested in the project. The NOP is included
in this EIR as Appendix A. The NOP requested that agencies with regulatory authority over any
aspect of the project describe that authority and identify the relevant environmental issues that should
be addressed in the EIR. Interested members of the public were also invited to comment. This Draft
EIR addresses those responses to the NOP that involved environmental issues associated with the
project site and proposed project. A summary of comments is also provided in Appendix B. Copies of
responses to the NOP are available for review at all locations where the Draft EIR is available for
review (please refer to the Notice of Availability for specific locations).

The Draft EIR is available for public review for the period identified on the notice that is inside the
front cover of the document, during which time written comments on the Draft EIR may be submitted
to the City of Oakland Community and Economic Development Agency, Planning Division, at the
address indicated on the notice. Responses to all comments received on the environmental analysis in
the Draft EIR and submitted within the specified review period will be prepared and included in the
Final EIR.

B. Organization of the Draft EIR

The Summary (Chapter I1) of this EIR contains a summary of the document and allows the reader to
easily reference the analysis of potentially significant effects, proposed mitigation measures, residual
environmental impacts after mitigation, if any, and alternatives to the project that reduce or avoid
significant effects on the environment. Table 11-1, Summary of Environmental Impacts and Mitigation
Measures, is provided at the end of Chapter Il. Detailed analysis of these issues is contained in the
main body of the document.

The Project Description (Chapter 1) describes the project location, a description of the project, the
objectives of the project, the anticipated phasing of the project, a list of the City’s required project
approvals, and other agencies that must consider aspects of the project.

Environmental Setting, Impacts, and Mitigation Measures (Chapter V) contains a discussion of the
setting (existing conditions and regulatory framework), the environmental impacts (including
cumulative impacts) that could result from the project, and the mitigation measures that would reduce
or eliminate the identified adverse impacts. As appropriate and relevant, activities on each
development parcel and phase have been assessed for potential impacts during and after construction.
Also where appropriate and relevant, potential impacts are identified throughout this EIR by
development parcel and/or phase, and measures are identified accordingly. The criteria used to assess
the significance of adverse environmental effects are identified, and the significance of the impact
both prior to and following mitigation is reported.

Alternatives (Chapter V) evaluates a range of alternatives to the proposed project. These following
alternatives are included: Alternative 1A: No Project (required by CEQA); Alternative 1B: No
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Project/Estuary Policy Plan (required by CEQA); Alternative 2: Enhanced Open Space/Partial
Preservation; and Alternative 3: Reduced Development / Preservation. A Full Preservation Sub-
Alternative is also included.

Impact Overview (Chapter V1) describes the significant, unavoidable impacts and cumulative impacts
identified in Chapter IV and describes the project’s potential for inducing growth.

Report Preparation (Chapter V1) identifies the authors of the EIR. Persons and documents consulted
during preparation of the EIR are listed at the end of each analysis section (Sections I1V.A, through
IV.M).

The NOP and Initial Study, as well as supporting background documents and technical information
for the impact analyses, are presented in Appendices A through K. All reference documents listed at
the end of each analysis section (throughout Chapter 1V) are available for review by the public at the
City of Oakland Community and Economic Development Agency, Planning and Zoning Division,
under reference Case Number ER04-0009.
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CHAPTER I

Summary

A. Project Description

The project sponsor, Oakland Harbor Partners, LLC,1 proposes to redevelop the 64.2-acre?
project site located along the Oakland Estuary and the Embarcadero, east? of Jack London
Square, and south of Interstate 880 (1-880). Estuary Park, the southern portion of Lake Merritt
Channel, Clinton Basin, and the Ninth Avenue Terminal are part of the project site, but
approximately six acres of privately-held property on two sites along and east of 5th Avenue are
not included.

The project would convert an underutilized, maritime and industrial area into a mixed-use
neighborhood with residential, retail/commercial, open space, and marina uses. The majority of
existing uses and structures on the project site would be removed or demolished. Approximately
28.4 acres (or 44 percent) of the site would be developed with parks and open spaces, including
the existing Estuary Park and Jack London Aquatic Center.

The project would consist of approximately 3,100 residential dwelling units (a mix of flats,
townhomes, and lofts) on 13 development parcels. Approximately 200,000 square feet of ground-
floor retail/commercial space would be distributed throughout each of the 13 development parcels
and would be designed to provide a variety of active retail, restaurant, service, and small office
uses to support the new residential neighborhood and serve visitors to the site.

The project would demolish a maximum of 165,000 square feet of the existing 180,000 square-
foot Ninth Avenue Terminal building and a portion of its existing wharf to create the largest (9.7
acres) of a series of interconnected parks and waterfront space. The project would retain a
minimum of 15,000 square feet of the Terminal’s Bulkhead Building envisioned to contain a
variety of uses consistent with the Tidelands Trust. A continuous public pedestrian trail and Class
I bicycle facility along the entirety of the project’s waterfront would also be created as a segment
of the Bay Trail.

Building heights would range from six to eight stories (up to 86 feet) in height, with highrise
tower elements of up to 24 stories (240 feet) on certain parcels. A variant to the project allows

1 Oakland Harbor Partners is a joint venture between Signature Properties, Inc., and Reynolds & Brown.

2 The total land area of the project site after implementation would total 64.2 acres, including pile-supported pier
areas and excluding approximately 11.4 acres of water surface for marina facilities.

3 For purposes of the EIR and following Oakland convention, the hills are to the north; therefore, the Estuary and the
Embarcadero run east-west, and 5th Avenue and streets perpendicular to it run north-south.
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consideration of increased maximum building heights from 86 feet to 120 feet on certain
development parcels.

The project would rebuild and expand the existing Fifth Avenue Marina and Clinton Basin
Marina, which would entail dredging activities and straightening the existing undulating and
unprotected condition of Clinton Basin’s shoreline. The project would improve the existing
shoreline along the project site with varying treatments, including marsh habitats, and riprap, and
bulkhead walls. Site remediation would also occur as part of the project.

The project would provide a total of approximately 3,534 onsite parking spaces to meet City
Code parking requirements and parking demand.4

The “Planned Waterfront Development-1" Estuary Plan land use classification exists on nearly
the entire project site, except Estuary Park and the Jack London Aquatic Center which is
designated as Park, Open Space, and Promenades. East of Lake Merritt Channel, the project site
is within the M-40 Heavy Industrial Zone. West of the channel, Estuary Park and the Jack
London Aquatic Center are within the S-2 Civic Center Zone / S-4 Design Review Combining
Zone. The project would not be consistent with the existing land use classification or the existing
zoning and would require a General Plan Amendment and Rezoning to accommodate the
proposed densities and residential uses.

The project would be remediated and developed in eight phases over a period of approximately
11 years: 2007 to 2018.

B. Environmental Impacts and Mitigation Measures

Potentially significant environmental impacts of the project are summarized in Table I1-1 at the
end of this chapter. This table lists impacts and mitigation measures in three major categories:
significant impacts that would remain significant even with mitigation (significant and
unavoidable); significant impacts that could be mitigated to a less than significant level
(significant but mitigable); and impacts that would not be significant (less than significant)
Beneficial effects that would result from the project are also listed. For each significant impact,
the table includes a summary of mitigation measure(s) and an indication of level of significance
after implementation of mitigation measures. A complete discussion of each impact and
associated mitigation measure is provided in Chapter IV, Environmental Setting, Impacts, and
Mitigation Measures.

4 An additional approximately 450 spaces would be available primarily for use by park and marina users:
approximately 75 spaces in surface parking lots in the proposed open space areas, and approximately 375 on-street
parking spaces. These spaces would not count toward satisfying parking demand or City Code-required parking.
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C. Alternatives

Alternative 1A: No Project

With the No Project Alternative, redevelopment of the 64.2-acre Oak to Ninth project site as
proposed by the project would not occur. Consistent with recent-year trends on the site, there
would be no substantial change to existing Port of Oakland (property owner) tenant occupancies
or existing facilities, infrastructure, or site conditions.

Alternative 1B: No Project / Estuary Policy Plan

The No Project / Estuary Policy Plan Alternative is included in the EIR to provide a comparison
of the project to an alternative that further considers the objectives and policies of the Estuary
Policy Plan and what could be reasonably developed on the site.> Key elements of this alternative
include:

. Demolition of the Ninth Avenue Terminal.

e  Approximately 41.5 acres of parks and open space (66 percent of project site, adjusted for
comparison with the proposed project).

e  Approximately 102,900 square feet of existing space in Fifth Avenue Point retained with
some intensification and infill expansion anticipated, including approximately 35,000
square feet of additional artisan studio space for work-live and work-only uses.

° About 5,500 square feet of new restaurant and marina-related uses on the west side Clinton
Basin.

. New development is anticipated east of Clinton Basin and would include: 30,000 square
feet of restaurant and retail uses, a smaller, 250-room hotel, a larger, 400-room hotel with a
50,000 square feet conference facility, and 70,000 square feet for educational, cultural, and
recreational facilities/uses, such as a museum, community recreation center, gallery space,
and/or other uses.

Alternative 2: Enhanced Open Space / Partial Ninth Avenue
Terminal Preservation and Adaptive Reuse

The Enhanced Open Space / Partial Ninth Avenue Terminal Preservation Alternative is included
in the EIR to allow a comparison of the project to a scenario with increased open space acreage
on the site, and additional preservation of a portion of the Ninth Avenue Terminal building. Key
elements of this alternative include:

5 The perspective portion of Figure V-1 is referenced from page 89 of the Estuary Policy Plan, Figure I11-11, Oak to
9th Bird’s-eye Perspective.
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e Approximately 40.6 acres of parks and open space (approximately 41.5 acres), with a new
major park that is substantially larger than that proposed by the project and for each of the
alternatives.

. Preservation and adaptive reuse of the 1920s portion of the Ninth Avenue Terminal
building and partial removal of its associated wharf structure. The retained 1920s portion
Terminal would contain approximately 88,000 square feet of community use —educational,
cultural, and/or recreational activities. Most of the 1950s portion of the Terminal building
would be demolished, except the alternative could include maintaining aspects of the 1950s
roof trusses. Future uses in the retained Terminal would be consistent with the Tidelands
Trust designation that currently exists on the project site.

e Approximately 1,800 residential units, 95,000 square feet of commercial retail/restaurant.
New residential buildings with ground-floor retail/commercial uses would be developed
adjacent to Fifth Avenue Point.

. Realigned Embarcadero to curve through the eastern part of the site, separating new park
area from the clustered residential development parcels.

Alternative 3:  Reduced Development / Ninth Avenue
Terminal Preservation
The Reduced Development / Ninth Avenue Terminal Preservation Alternative is included in the

EIR to allow consideration of a reduced development scenario that could be developed on the
site, and comparison of this scenario to the project. Key elements of this alternative include:

. Preservation and adaptive reuse of the entire Ninth Avenue Terminal, except for partial
removal of its associated wharf structure to accommodate new public open space.

° Uses in the retained Terminal building would contain a conference facility (about 50,000 sg.
ft.), and a potential mix of educational, cultural, and/or recreational uses (70,000 sq. ft.),
totaling 120,000 square feet of community use.6 Future uses in the retained Terminal would
be consistent with the Tidelands Trust designation that currently exists on the project site.

e  Approximately 39.9 total acres of parks and open space (63 percent of project site).

. Approximately 540 residential units, 10,000 square feet of retail/restaurant use.

Sub-Alternative: Full Ninth Avenue Terminal Preservation and
Adaptive Reuse
The Ninth Avenue Terminal Preservation Full Preservation Sub-Alternative would retain and

adaptively reuse the Ninth Avenue Terminal and related wharf structure to avoid the significant
and unavoidable impacts (project and cumulative) that would occur with the project. This

6 Proposed uses are consistent with those envisioned in the Estuary Policy Plan and assumed in Alternative 1B.
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alternative is considered a stand-alone alternative that could be combined with the proposed
project and other alternatives. Full preservation of the Ninth Avenue Terminal is addressed in this
Sub-Alternative only and is not addressed elsewhere in the EIR. Future uses in the retained
Terminal would be consistent with the Tidelands Trust designation that currently exists on the
project site.

Environmentally Superior Alternative

The No Project alternative (Alternative 1A) would avoid all significant unavoidable and
significant impacts associated with the project and each of the other alternatives, and therefore
would be the environmentally superior alternative. However, as required by CEQA, a second
alternative shall be identified when the “no project” alternative emerges as the Environmentally
Superior Alternative (CEQA Guidelines, Section 15126.6(¢)). In this case, the Reduced
Development / Preservation (Alternative 3) with the Full Preservation Sub-Alternative would
therefore be considered environmentally superior since it would avoid (or reduce to the greatest
extent) several significant and unavoidable impacts that would occur with the project. The No
Project / Estuary Plan (Alternative 1B) is also considered a “no project” alternative, but is
evaluated as a development alternative.)

The Environmentally Superior Reduced Development / Preservation Alternative would:

e  Avoid two of the three significant and unavoidable project impacts at area intersections
under Buildout (2025) (Impact B.2).

e  Avoid four of the six significant and unavoidable project impacts resulting from the
project’s contribution to cumulatively significant impacts at local intersections in 2025
(Impact B.3).

e  Avoid the project’s significant and unavoidable impact on regional air emissions (PM-10)
in cumulative conditions (2025) (Impact C.7).

. Reduce (or avoid with Full Preservation Sub-Alternative) the significant and unavoidable
impacts that would occur with the project in terms of demolition of a historic resource
(Impact E.3, Impact E.4, and Impact E.8).

. Have less adverse effect on Fifth Avenue Point in terms of new, incompatible land uses and
change in environment (Impact A.1 and Impact A.3).

It is recognized, however, that Alternative 3 would meet to a much lesser degree the project
objectives to 1) provide a range of needed housing opportunities, 2) help address the existing
jobs/housing imbalance, and 3) provide housing with access to alternative modes of
transportation, each of which is consistent with policies in the General Plan LUTE, the Estuary
Policy Plan, and the Housing Element.
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D. Areas of Controversy

Areas of controversy regarding the project that are known to the City of Oakland are listed below.
These areas of controversy were identified based on comments received from public agencies and
members of the public in response to the Notice of Preparation (NOP) of this EIR, as well as
input received during a series of public meetings (conducted separate from the formal
environmental review process) on the proposed project.” All issues raised that pertain to potential
environmental impacts of the project and that are appropriate for inclusion in the EIR pursuant to
CEQA, are summarized in Appendix B.

Areas of controversy include, but are not limited to, the following:
e Consistency with the Estuary Policy Plan

e Preservation of the Ninth Avenue Terminal

¢ Amount of open space proposed by the project

e Appropriateness of scale and density of development

e Social and economic impacts

o Visual access of new open spaces and the Oakland Estuary

e Site accessibility and connections to surrounding areas

e Relationship to Fifth Avenue Point

e Wetland habitat impacts

e Consistency with the Public Trust

7 Copies of NOP comment letters and minutes of the Public Scoping Meeting held June 16, 2004, and copies of the
Oak Street to Ninth Avenue Waterfront Project Summary Report — Small Group Interviews and Public Meetings,
May 2005, are available for review at the City of Oakland Community and Economic Development Agency.
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TABLE II-1

SUMMARY OF IMPACTS AND MITIGATION MEASURES FOR THE OAK TO NINTH REDEVELOPMENT PROJECT

Environmental Impact

Mitigation Measures

Level of Significance
after Mitigation

Significant and Unavoidable Impacts (Significant, with
Mitigation, or not in Lead Agency’s Control)

B. Transportation, Circulation, and Parking

B.1b: The LOS F conditions at the signalized intersection of
5th Street and Broadway, which would prevail during the PM
peak hour under 2010 baseline conditions, would worsen with
the addition of traffic generated by Phase 1 of the project. The
project-generated increases in vehicle delay on a critical
movement would exceed the four-second threshold of
significance.

B.1c: The signalized intersection of 6th and Jackson Streets at
the 1-880 Northbound On-Ramp would degrade from LOS E to
LOS F during the PM peak hour with the addition of traffic
generated by Phase 1 of the project.

B.1le: Traffic generated by Phase 1 of the project would add
more than ten vehicles to the unsignalized intersection of
Embarcadero and 1-880 Northbound Off-Ramp — 6th Avenue,
and the peak-hour volumes would meet the Caltrans peak-
hour traffic signal warrant, during the PM peak hour.

No feasible mitigation measures are available that would fully
improve operations at 5th Street and Broadway to acceptable
levels. While improvements such as reconfiguring lanes on
Broadway and adding directional signage, as discussed in the
JLS EIR, would improve traffic flow conditions on some
movements, downstream bottlenecks in the Webster Tube
would continue to cause substantial backups and delay on 5th
Street approaching Broadway, and the previously described
unacceptable LOS F conditions would continue. The
constrained capacity of the tube is an issue of multi-
jurisdictional concern (solutions are being explored by the cities
of Oakland and Alameda, Caltrans, and the Alameda County
Congestion Management Agency), and no feasible measures to
increase the tube’s capacity have been identified to date

(e.g., the tube cannot simply be widened as can a roadway).

B.1c: Optimize the traffic signal timing at the signalized
intersection of 6th and Jackson Streets at the 1-880 Northbound
On-Ramp. Optimization of traffic signal timing shall include
determination of allocation of green time for each intersection
approach in tune with the relative traffic volumes on those
approaches, and coordination with signal phasing and timing of
adjacent intersections.

B.le: Install traffic signals at the unsignalized intersection of
Embarcadero and 1-880 Northbound Off- Ramp — 6th Avenue.
Installation of traffic signals shall include the traffic signal
equipment and optimization of signal phasing and timing

(i.e., allocation of green time for each intersection approach) in
tune with the relative traffic volumes on those approaches, and
coordination with signal phasing and timing of adjacent
intersections. Traffic signal equipment shall include pedestrian
signal heads (with adequate time for pedestrians to cross the

Significant and Unavoidable

This project impact would be significant
and unavoidable because it is not certain
that the measure could be implemented
(because the City of Oakland, as lead
agency, could not implement Measure B.1c
without the approval of Caltrans. However,
in the event that Mitigation Measure B.1c
could be implemented, the impact would be
less than significant.

This project impact would be significant
and unavoidable because it is not certain
that the measure could be implemented
because the City of Oakland, as lead
agency, could not implement Measure B.1le
without the approval of Caltrans. However,
in the event that Mitigation Measure B.1le
could be implemented, the impact would be
less than significant.
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TABLE II-1 (CONTINUED)

SUMMARY OF IMPACTS AND MITIGATION MEASURES FOR THE OAK TO NINTH REDEVELOPMENT PROJECT

Environmental Impact

Mitigation Measures

Level of Significance
after Mitigation

B.2a: The signalized intersection of Atlantic Avenue and
Webster Street would degrade from LOS E to LOS F during
the AM peak hour with the addition of traffic generated by
buildout of the project.

B.2c: The LOS F conditions at the signalized intersection of
5th Street and Broadway, which would prevail during the PM
peak hour under 2025 baseline conditions, would worsen with
the addition of traffic generated by buildout of the project. The
project-generated increases in vehicle delay would exceed the
two-second threshold of significance.

B.2d: The signalized intersection of 5th and Oak Streets at the
1-880 Southbound On-Ramp would degrade from LOS E to
LOS F during the PM peak hour with the addition of traffic
generated by buildout of the project.

streets). Signal installation shall meet City of Oakland and
Caltrans design standards.

B.2a: Optimize the traffic signal timing for the PM peak period at
the signalized intersection of Atlantic Avenue and Webster
Street. Optimization of traffic signal timing shall include
determination of allocation of green time for each intersection
approach in tune with the relative traffic volumes on those
approaches, and coordination with signal phasing and timing of
adjacent intersections.

No feasible mitigation measures are available that would fully
improve its operations to acceptable levels. While
improvements such as reconfiguring lanes on Broadway and
adding directional signage, as discussed in the JLS EIR, would
improve traffic flow conditions on some movements,
downstream bottlenecks in the Webster Tube would continue to
cause substantial backups and delay on 5th Street approaching
Broadway, and the previously described unacceptable LOS F
conditions would continue. The constrained capacity of the tube
is an issue of multi-jurisdictional concern (solutions are being
explored by the cities of Oakland and Alameda, Caltrans, and
the Alameda County Congestion Management Agency), and no
feasible measures to increase the tube’s capacity have been
identified to date (e.g., the tube cannot simply be widened as
can a roadway).

B.2d: Optimize the traffic signal timing for the PM peak period at
the signalized intersection of 5th and Oak Streets at the 1-880
Southbound On-Ramp. Optimization of traffic signal timing shall
include determination of allocation of green time for each
intersection approach in tune with the relative traffic volumes on
those approaches, and coordination with signal phasing and
timing of adjacent intersections.

This project impact would be significant
and unavoidable because it is not certain
that the measure could be implemented
because the City of Oakland, as lead
agency, could not implement Measure B.2a
without the approval of the City of
Alameda). However, in the event that
Mitigation Measure B.2a could be
implemented, the impact would be less than
significant.

Significant and Unavoidable

This project impact would be significant
and unavoidable because it is not certain
that the measure could be implemented
because the City of Oakland, as lead
agency, could not implement Measure B.2d
without the approval of Caltrans. However,
in the event that Mitigation Measure B.2d
could be implemented, the impact would be
less than significant.
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TABLE II-1 (CONTINUED)

SUMMARY OF IMPACTS AND MITIGATION MEASURES FOR THE OAK TO NINTH REDEVELOPMENT PROJECT

Environmental Impact

Mitigation Measures

Level of Significance
after Mitigation

B.2e: The signalized intersection of 6th and Jackson Streets at
the 1-880 Northbound On-Ramp would degrade from LOS E to
LOS F during the AM peak hour with the addition of traffic
generated by buildout of the project, and the LOS F conditions
that, which would prevail during the PM peak hour under 2025
baseline conditions, would worsen (total intersection average
vehicle delay would exceed the two-second threshold of
significance) with the addition of traffic generated by buildout
of the project.

B.2h: The LOS F conditions at the signalized intersection of
Lakeshore Avenue and MacArthur Boulevard, which would
prevail during the PM peak hour under 2025 baseline
conditions, would worsen (an increase in the average vehicle
delay for a critical movement of more than four seconds) with
the addition of traffic generated by buildout of the project.

B.2l: Traffic generated by buildout of the project would add
more than ten vehicles to the unsignalized intersection of
Embarcadero and 1-880 Southbound On-Ramp — 10th Avenue,
and the peak-hour volumes would meet the Caltrans peak-
hour traffic signal warrant during the PM peak hour.

B.3a: Traffic generated by buildout of the project would
contribute at least five percent of the cumulative traffic
increases at the signalized intersection of Atlantic Avenue and
Webster Street in Alameda during the AM and PM peak hours,
as measured by the difference between existing and
cumulative (with project) conditions.

No feasible mitigation measures are available. The 2010
analysis concluded that the impact from Phase 1 development
could be mitigated through optimization of signal timing (see
Mitigation Measure B.1c). However, with the additional growth
in background traffic and the growth in project traffic that would
occur from 2010 to 2025, this retiming could not fully mitigate
the impact from Project Buildout. Given the constrained right-of-
way at this location, the addition of turn lanes or other similar
improvements would not be feasible.

No feasible mitigation measures are available. Assessment of
possible mitigation measures indicates that optimization of
signal timing at this intersection would reduce average vehicle
delays by about 15 seconds, but would not fully mitigate the
project’s impact. Other improvements, such as additional turn
lanes, do not appear feasible given the constrained right-of-way
at the intersection.

B.2I: Install traffic signals at the unsignalized intersection of
Embarcadero and 1-880 Southbound On- Ramp — 10th Avenue.
Installation of traffic signals shall include the traffic signal
equipment and optimization of signal phasing and timing

(i.e., allocation of green time for each intersection approach) in
tune with the relative traffic volumes on those approaches, and
coordination with signal phasing and timing of adjacent
intersections. Traffic signal equipment shall include pedestrian
signal heads (with adequate time for pedestrians to cross the
streets). Prior to the installation of this traffic signal, a complete
traffic signal warrant analysis would be conducted at this
location to verify that this location meets MUTCD signal
warrants, which include both daily and peak-hour volume,
accidents, and pedestrian volumes. Signal installation shall
meet City of Oakland and Caltrans design standards.

B.3a: Implement Mitigation Measure B.2a (optimize traffic signal
timing).

Significant and Unavoidable

Significant and Unavoidable

This project impact would be significant
and unavoidable because it is not certain
that the measure could be implemented
because the City of Oakland, as lead
agency, could not implement Measure B.2|
without the approval of Caltrans. However,
in the event that Mitigation Measure B.2|
could be implemented, the impact would be
less than significant.

This cumulative impact would be
significant and unavoidable, both
because it is not certain that the

measure could be implemented because
the City of Oakland, as lead agency, could
not implement Measure B.2a without the
approval of the City of Alameda), and
because even though the increased
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TABLE II-1 (CONTINUED)

SUMMARY OF IMPACTS AND MITIGATION MEASURES FOR THE OAK TO NINTH REDEVELOPMENT PROJECT

Environmental Impact

Mitigation Measures

Level of Significance
after Mitigation

B.3c: Traffic generated by buildout of the project would
contribute more than five percent of the cumulative traffic
increases at the signalized intersection of 5th Street and
Broadway during the PM peak hour, as measured by the
difference between existing and cumulative (with project)
conditions.

B.3d: Traffic generated by buildout of the project would
contribute more than five percent of the cumulative traffic
increases at the signalized intersection of 5th and Oak Streets
at the 1-880 Southbound On-Ramp during the PM peak hour,
as measured by the difference between existing and
cumulative (with project) conditions.

B.3e: Traffic generated by buildout of the project would
contribute more than five percent of the cumulative traffic
increases at the signalized intersection of 6th and Jackson
Streets at the 1-880 Northbound On-Ramp during the AM and
PM peak hours, as measured by the difference between

No feasible mitigation measures are available that would fully
improve its operations to acceptable levels. While
improvements such as reconfiguring lanes on Broadway and
adding directional signage, as discussed in the JLS EIR, would
improve traffic flow conditions on some movements,
downstream bottlenecks in the Webster Tube would continue to
cause substantial backups and delay on 5th Street approaching
Broadway, and the previously described unacceptable LOS F
conditions would continue. The constrained capacity of the tube
is an issue of multi-jurisdictional concern (solutions are being
explored by the cities of Oakland and Alameda, Caltrans, and
the Alameda County Congestion Management Agency), and no
feasible measures to increase the tube’s capacity have been
identified to date (e.g., the tube cannot simply be widened as
can a roadway).

B.3d: Implement Mitigation Measure B.2d (optimize traffic signal

timing).

No feasible mitigation measures are available. The 2010
analysis concluded that the impact from Phase 1 development
could be mitigated through optimization of signal timing (see
Mitigation Measure B.1c). However, with the additional growth
in background traffic and the growth in project traffic that would

average delay for the above-described
mitigated condition would be less than the
threshold of significance established by the
City of Oakland, implementation of
Mitigation Measure B.2a would not reduce
volumes at this intersection, and the
project’s percent contribution would remain
cumulatively considerable.

Significant and Unavoidable

This cumulative impact would be
significant and unavoidable because it is
not certain that the measure could be
implemented because the City of Oakland,
as lead agency, could not implement
Measure B.2d without the approval of
Caltrans. However, in the event that
Mitigation Measure B.2d could be
implemented, the impact would be less than
significant.

Significant and Unavoidable
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Environmental Impact

Mitigation Measures

Level of Significance
after Mitigation

existing and cumulative (with project) conditions.

B.3f: Traffic generated by buildout of the project would
contribute more than five percent of the cumulative traffic
increases at the signalized intersection of Lakeshore Avenue
and Foothill Boulevard during the AM peak hour, as measured
by the difference between existing and cumulative (with
project) conditions.

B.3g: Traffic generated by buildout of the project would
contribute more than five percent of the cumulative traffic
increases at the signalized intersection of Lakeshore Avenue
and MacArthur Boulevard during the PM peak hour, as
measured by the difference between existing and cumulative
(with project) conditions.

B.3k: Traffic generated by buildout of the project would
contribute more than five percent of the cumulative traffic
increases at the unsignalized intersection of Embarcadero and
1-880 Southbound On-Ramp during the PM peak hour, as
measured by the difference between existing and cumulative
(with project) conditions.

B.3m: Traffic generated by buildout of the project would
contribute more than five percent of the cumulative traffic
increases at the signalized intersection of 14th Avenue and
7th/East 12th Streets (Southbound) during the PM peak hour,
as measured by the difference between existing and

occur from 2010 to 2025, this retiming could not fully mitigate
the impact from Project Buildout. Given the constrained right-of-
way at this location, the addition of turn lanes or other similar
improvements would not be feasible.

B.3f: Implement Mitigation Measure B.2g (optimize traffic signal
timing).

No feasible mitigation measures are available. Assessment of
possible mitigation measures indicates that optimization of
signal timing at this intersection would reduce delays, but would
not fully mitigate the project’s impact. Other improvements (to
achieve an acceptable LOS D or better condition), such as
additional turn lanes, are not feasible because there is not
sufficient right-of-way available for additional lanes at the
intersection.

B.3k: Implement Mitigation Measure B.2I (install traffic signals).

B.3m: Implement Mitigation Measure B.2n (optimize traffic
signal timing).

This cumulative impact would be
significant and unavoidable because even
though the increased average delay for the
above-described mitigated condition would
be less than the threshold of significance
established by the City of Oakland,
implementation of Mitigation Measure B.2g
would not reduce volumes at this
intersection, and the project’s percent
contribution would remain cumulatively
considerable.

Significant and Unavoidable

This cumulative impact would be
significant and unavoidable because it is
not certain that the measure could be
implemented because the City of Oakland,
as lead agency, could not implement
Measure B.2| without the approval of
Caltrans. However, in the event that
Mitigation Measure B.2I could be
implemented, the impact would be less than
significant.

This cumulative impact would be
significant and unavoidable because even
though the average delay for the above-
described mitigated condition would be
lower than under the No Project condition,
implementation of Mitigation Measure B.2n
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cumulative (with project) conditions.

B.9: The project would contribute to 2025 changes to traffic
conditions on the regional and local roadways.

C. Air Quality and Meteorological Conditions.

C.7: The project together with anticipated future cumulative
development in Oakland and the Bay Area in general would
contribute to regional air pollution.

E. Cultural Resources

E.3: The project would result in the substantial demolition of
the Ninth Avenue Terminal, which is an historic resource as
defined in CEQA Guidelines Section 15064.5.

Direct mitigation of the project’s significant impact on the
freeway segment is not feasible. Factors that limit the mitigation
of impacts include constrained right-of-way, no regional or local
traffic impact fee mechanism to collect and disperse funds for
roadways improvements, and the inherent difficulties with
widening the freeways, such as the need to widen over
crossings and structures adjacent to the freeway.

C.7: To reduce the significance of the operational impacts of the
project, the project sponsor shall, as feasible and practical,
implement a combination of the following mitigation measures:

E.3a: Photograph the affected historic resource through large-
format, black and white photographs meeting the Photographic
Specifications of the Historic American Building Survey (HABS).
The documentary photographs would be archived locally at the
Oakland History Room (OHR) of the Oakland Public Library
along with a copy on archival paper of the Oakland Landmark
and S-7 Preservation Combining Zone Application Form for the
Ninth Avenue Terminal. Digital copies of the photographs would
be forwarded to the Oakland Cultural Heritage Survey. Even
with extensive documentation, however, the demolition of a
substantial portion of the building would result in the permanent

would not reduce volumes at this
intersection, and the project’s percent
contribution would remain cumulatively
considerable.

Significant and Unavoidable

With implementation of the above mitigation
measures, the cumulative air quality impact
would be significant and unavoidable.
Based on the effectiveness of these
measures as determined by the BAAQMD,
the above mitigation measures would
reduce the operational impacts of the
project by reducing motor vehicle trips by
the project by 15 to 20 percent (BAAQMD,
2004). However, no feasible mitigation is
available to reduce the residual impact to a
less than significant level.

Significant and Unavoidable
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E.4: The project would substantially alter the wharf structure
supporting the Ninth Avenue Terminal and surrounding areas,
which is an historic resource, as defined in CEQA Guidelines
Section 15064.5.

E.5: The project would construct a new mixed-use, multi-story
development within approximately 100 feet of the remaining

loss of the historic resource that is associated with Oakland’s
history.

E.3b: Although the historic resource would no longer retain its
historic significance, adaptive use and rehabilitation of the
Bulkhead Building would comply with the Secretary of the
Interior's Standards for the Treatment of Historic Properties.
The current concept depicts a design that appears to comply,
although their conceptual nature precludes the ability to reach
an informed conclusion. The project sponsor would be subject
to submitting more detailed designs, including, but not limited
to, proposed window treatments, materials palette, awnings,
signage, and interior configurations for review. For the latter,
particular attention would be paid to the significance of the
interior's “Expansive, unimpeded space with exposed trusses,”
and the statement “A key feature of the transit shed is its
expansive interior with exposed trusses.” In addition, the first
story of the existing office in the Bulkhead Building, mentioned
in Attachment 2 of the Oakland Landmark and S-7 Preservation
Combining Zone Application Form for the Ninth Avenue
Terminal, would be retained and rehabilitated. The review
should be conducted by a professional meeting the standards
for Historic Architecture or Historic Preservation Planning as set
forth in the Secretary of the Interior’'s Professional Qualification
Standards, 1997 Proposed Changes (not adopted). The results
of the review should be forwarded to the Secretary of the
Landmarks Preservation Advisory Board, City of Oakland, for
final approval.

(See E.3aand E.3b.)

Significant and Unavoidable

Significant and Unavoidable

Significant and Unavoidable

Bulkhead Building which may not be architecturally compatible
with this structure as a potential future Oakland City Landmark.
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G. Noise

G.1: Project construction activities would intermittently and
temporarily generate noise levels above existing levels in the
project vicinity. Project construction noise levels could exceed
City of Oakland standards and cause disturbances in noise-
sensitive areas, such as residential areas.

G.1a: The project applicant shall require construction
contractors to limit standard construction activities as required
by the City of Oakland Building Services Division. Such
activities are generally limited to between 7:00 AM and 7:00 PM
Monday through Friday, with pile driving and/or other extreme
noise-generating activities (greater than 90 dBA) limited to
between 8:00 AM and 4:00 PM Monday through Friday, with no
extreme noise generating activity permitted between 12:30 PM
and 1:30 PM. No construction activities shall be allowed on
weekends, except that interior construction shall be permitted
after buildings are enclosed, without prior authorization of the
Building Services Division, and no extreme noise-generating
activities shall be allowed on weekends and holidays.

G.1b: To reduce daytime noise impacts due to construction, the
project applicant shall require construction contractors to
implement the following measures:

. Equipment and trucks used for project construction shall
use the best available noise control techniques (e.qg.,
improved mufflers, equipment redesign, use of intake
silencers, ducts, engine enclosures, and acoustically-
attenuating shields or shrouds, wherever feasible).

. Impact tools (e.g., jack hammers, pavement breakers,
and rock drills) used for project construction shall be
hydraulically or electrically powered wherever possible to
avoid noise associated with compressed air exhaust
from pneumatically powered tools. Where use of
pneumatic tools is unavoidable, an exhaust muffler on
the compressed air exhaust shall be used; this muffler
can lower noise levels from the exhaust by up to about
10 dBA. External jackets on the tools themselves shall
be used where feasible; this could achieve a reduction of
5 dBA. Quieter procedures, such as use of drills rather
than impact tools, shall be used whenever feasible.

. Stationary noise sources shall be located as far from
adjacent receptors as possible, and they shall be muffled
and enclosed within temporary sheds, incorporate
insulation barriers, or other measures to the extent

Significant and Unavoidable
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G.4: The project would locate noise-sensitive multifamily
residential uses and public parks in a noise environment where
noise levels are above what is considered “normally
acceptable” according to the City of Oakland General Plan
Noise Element. (Potentially Significant)

feasible.

. If feasible, the noisiest phases of construction (such as
pile driving) shall be limited to less than 10 days at a
time to comply with the local noise ordinance.

G.1c: To further mitigate pile driving and/or other extreme noise-
generating construction impacts, a set of site-specific noise
attenuation measures shall be completed under the supervision
of a qualified acoustical consultant. Prior to commencing
construction, a plan for such measures shall be submitted for
review and approval by the City of Oakland Building Services
Division to ensure that maximum feasible noise attenuation will
be achieved.

G.1d: Prior to the issuance of each building permit, along with
the submission of construction documents, the project applicant
shall submit to the City Building Services Division a list of
measures to respond to and track complaints pertaining to
construction noise.

Significant and Unavoidable

Significant Impacts (Reduced to Less Than Significant,
with Mitigation)

A. Land Useg, Plans, and Policies

A.1: The project would develop new and different uses and
buildings immediately adjacent to and surrounding Fifth
Avenue Point and may result in the physical division of an
existing community.

A.1: The project applicant shall incorporate into the project site Less than Significant
plan design elements that 1) address the relationship (setback,

height and upper-story stepbacks, etc.) of new buildings located

adjacent to Fifth Avenue Point to minimize the physical division

of the outparcels from the existing Oak-to-Ninth District; 2)

provide safe, direct, and well-designed pedestrian and bicycle

access between the outparcels and the new public open

spaces, trails, and marina uses on the project site; 3) provide

appropriate landscaping and/or other feature(s) to provide
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A.2: The project would not be consistent with the current
existing Estuary Plan land use classification and zoning
districts for the project site.

A.3: The project would introduce new land uses, and
residential densities, and large building masses, forms, and
significant height to the project site. The project may likely
increase noise, light and glare, and traffic, and that may
reduce or eliminate existing views from public vantage points.
As a result, the project would result in a substantial change in

appropriate buffering between the outparcels and the project
site, where necessary and feasible. The proposed Planned
Waterfront Zoning District (PWD-1) regulations discussed in
Impact A.2 shall incorporate, as appropriate, specific design
standards to address the aforementioned elements in areas
abutting Fifth Avenue Point.

A.2a: The project sponsor shall apply for and obtain City
approval for a General Plan Amendment to the Planned
Waterfront Development-1 land use classification in the Estuary
Policy Plan to 1) include residential as a permitted land use, 2)
incorporate the density, FAR, and the other land use and
development standards (as appropriate to include in the
General Plan) outlined in the proposed Planned Water
Development-1 Zone-1, and 3) explicitly state the intended
treatment of the Ninth Avenue Terminal. If approved, the
General Plan Amendment would eliminate the project’s
inconsistency with the Estuary Policy Plan.

Less than Significant

A.2b: The project sponsor shall apply for and obtain City
approval for an amendment to the Oakland Planning Code to
add the “Planned Waterfront Zoning District” (PWD-1) and
associated regulations, and to amend the Oakland General Plan
and Zoning Map to apply the PWD-1 District to the geographic
area of the project site. The project would be required to adhere
to the PWD-1 District district regulations, development
standards, design guidelines, and other requirements, including
allowable uses, requirements for open space, streets, building
heights, maximum densities, maximum commercial space, and
parking. If approved, the change in zoning from the existing
industrial (M-40 Zone) and special (S-2/S-4 Zone) districts to
the PWD-1 District district would eliminate the project’s
inconsistencies with the existing zoning as well as any zoning
inconsistency with the General Plan.

A.3a: The project sponsor shall implement all mitigation
measures identified throughout this EIR to address the
significant physical impacts associated with the environmental
changes that would occur as a result of the project, reducing
each impact to less than significant, where feasible.

Less than Significant
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existing environment and existing land uses.

B. Transportation, Circulation, and Parking

B.1: Traffic generated by Phase 1 of the project would affect
traffic levels of service at local intersections in the project
vicinity in 2010.

B.1la: Traffic generated by Phase 1 of the project would add
more than ten vehicles to the unsignalized intersection of
Embarcadero and Oak Street, and the peak-hour volumes
would meet the Caltrans peak-hour traffic signal warrant.

B.1d: Traffic generated by Phase 1 of the project would add
more than ten vehicles to the unsignalized intersection of
Embarcadero and 5th Avenue, and the peak-hour volumes
would meet the Caltrans peak-hour traffic signal warrant during
the PM peak hour.

A.3b: The project sponsor shall implement the specific
regulations and standards of the proposed Planned Waterfront
Zoning District (consistent with Mitigation Measures A.1 and
A.2Db), if approved. To specifically address the physical impacts
resulting from the change in land use and environment in
proximity to Fifth Avenue Point and adjacent residential
development, the project shall adhere to the regulations and
standards for allowable uses, open space, streets, setbacks,
building heights and upper-story stepbacks, maximum densities,
maximum commercial space, pedestrian and bicycle access,
and landscaping and buffering.

B.1a: Install traffic signals at the unsignalized intersection of
Embarcadero and Oak Street. The signals shall have fixed-time
controls with permitted left-turn phasing, which would not
require a separate left-turn arrow. Installation of traffic signals
shall include the traffic signal equipment and optimization of
signal phasing and timing (i.e., allocation of green time for each
intersection approach) in tune with the relative traffic volumes
on those approaches, and coordination with signal phasing and
timing of adjacent intersections. Traffic signal equipment shall
include pedestrian signal heads (with adequate time for
pedestrians to cross the streets). Signal installation shall meet
City of Oakland and Caltrans design standards.

B.1d: Install traffic signals at the unsignalized intersection of
Embarcadero and 5th Avenue. The signals shall have fixed-time
controls with permitted left-turn phasing, which would not
require a separate left-turn arrow. Installation of traffic signals
shall include the traffic signal equipment and optimization of
signal phasing and timing (i.e., allocation of green time for each
intersection approach) in tune with the relative traffic volumes
on those approaches, and coordination with signal phasing and

Less than Significant

Less than Significant
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B.2: Traffic generated by buildout of the project would affect
traffic levels of service at local intersections in the project
vicinity in 2025.

B.2b: Traffic generated by buildout of the project would add
more than ten vehicles to the unsignalized intersection of
Embarcadero and Broadway, and the peak-hour volumes
would meet the Caltrans peak-hour traffic signal warrant during
the PM peak hour.

B.2f: The LOS F conditions at the signalized intersection of
West Grand Avenue and Harrison Street, which would prevail
during the AM peak hour under 2025 baseline conditions,
would worsen (total intersection average vehicle delay would
exceed the two-second threshold of significance) with the
addition of traffic generated by buildout of the project.

B.2g: The LOS E conditions at the signalized intersection of
Lakeshore Avenue and Foothill Boulevard, which would prevail
during the AM peak hour under 2025 baseline conditions,
would worsen (an increase in the total intersection average
vehicle delay of more than four seconds) with the addition of
traffic generated by buildout of the project.

B.2i: The LOS E conditions at the signalized intersection of
Lakeshore Avenue and Lake Park Avenue, which would
prevail during the PM peak hour under 2025 baseline
conditions, would worsen (an increase in the average vehicle
delay for a critical movement of more than six seconds) with

timing of adjacent intersections. Traffic signal equipment shall
include pedestrian signal heads (with adequate time for
pedestrians to cross the streets). Signal installation shall meet
City of Oakland and Caltrans design standards.

B.2b: Install traffic signals at the unsignalized intersection of
Embarcadero and Broadway. The signals shall have fixed-time
controls with permitted left-turn phasing, which would not
require a separate left-turn arrow. Installation of traffic signals
shall include the traffic signal equipment and optimization of
signal phasing and timing (i.e., allocation of green time for each
intersection approach) in tune with the relative traffic volumes
on those approaches, and coordination with signal phasing and
timing of adjacent intersections. Traffic signal equipment shall
include pedestrian signal heads (with adequate time for
pedestrians to cross the streets). Signal installation shall meet
City of Oakland and Caltrans design standards.

B.2f: Optimize the traffic signal timing for the AM peak period at
the signalized intersection of West Grand Avenue and Harrison
Street. Optimization of traffic signal timing shall include
determination of allocation of green time for each intersection
approach in tune with the relative traffic volumes on those
approaches, and coordination with signal phasing and timing of
adjacent intersections.

B.2g: Optimize the traffic signal timing for the AM peak period at
the signalized intersection of Lakeshore Avenue and Foothill
Boulevard. Optimization of traffic signal timing shall include
determination of allocation of green time for each intersection
approach in tune with the relative traffic volumes on those
approaches, and coordination with signal phasing and timing of
adjacent intersections.

B.2i: Optimize the traffic signal timing for the PM peak period at
the signalized intersection of Lakeshore Avenue and Lake Park
Avenue. Optimization of traffic signal timing shall include
determination of allocation of green time for each intersection
approach in tune with the relative traffic volumes on those

Less than Significant

Less than Significant

Less than Significant

Less than Significant
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the addition of traffic generated by buildout of the project.

B.2j: The LOS F conditions at the intersection of Embarcadero
and 5th Avenue, which would prevail during the PM peak hour
under 2025 baseline unsignalized conditions, would continue
under traffic signal control (installed by 2010 [see Mitigation
Measure B.1d]) with the addition of traffic generated by
buildout of the project.

B.2k: The intersection of Embarcadero and 1-880 Northbound
Off-Ramp (to be signalized by 2010 [see Mitigation

Measure B.1e]) would degrade from LOS B to LOS F during
the PM peak hour with the addition of traffic generated by
buildout of the project.

B.2m: The signalized intersection of 5th Avenue and 7th/8th

Streets would degrade from LOS D to LOS F during the PM

peak hour with the addition of traffic generated by buildout of
the project.

B.2n: The signalized intersection of 14th Avenue and 7th/12th
Streets (Southbound) would degrade from LOS E to LOS F
during the PM peak hour with the addition of traffic generated
by buildout of the project.

B.20: The signalized intersection of Foothill Boulevard and
14th Avenue (Westbound) would degrade from LOS D to
LOS E during the AM peak hour with the addition of traffic
generated by buildout of the project.

approaches, and coordination with signal phasing and timing of
adjacent intersections.

B.2j: Widen Embarcadero to provide two through travel lanes in
each direction along the project site frontage (i.e., from north of
4th Avenue to 9th Avenue), with separate left-turn lanes
provided at the intersections, and provide appropriate lane
configurations on the streets that intersect Embarcadero within
the above-cited limits.

B.2k: Implement Mitigation Measure B.2j.

B.2m: Optimize the traffic signal timing for the PM peak period
at the signalized intersection of 5th Avenue and 7th/8th Streets.
Additionally, the westbound and eastbound (5th Avenue)
approaches of the intersection would be restriped within the
current paved approach, and on-street parking spaces adjacent
to the intersection would be removed, to provide separate left-
turn, through, and through/right-turn lanes. Optimization of
traffic signal timing shall include determination of allocation of
green time for each intersection approach in tune with the
relative traffic volumes on those approaches, and coordination
with signal phasing and timing of adjacent intersections.

B.2n: Optimize the traffic signal timing for the PM peak period at
the signalized intersection of 14th Avenue and 7th/12th Streets
(Southbound). Optimization of traffic signal timing shall include
determination of allocation of green time for each intersection
approach in tune with the relative traffic volumes on those
approaches, and coordination with signal phasing and timing of
adjacent intersections.

B.20: Optimize the traffic signal timing for the AM peak period at
the signalized intersection of Foothill Boulevard and 14th
Avenue (Westbound). Optimization of traffic signal timing shall
include determination of allocation of green time for each
intersection approach in tune with the relative traffic volumes on
those approaches, and coordination with signal phasing and
timing of adjacent intersections.

Less than Significant

Less than Significant

Less than Significant

Less than Significant

Less than Significant
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B.2p: The LOS F conditions at the signalized intersection of
Foothill Boulevard and 14th Avenue (Eastbound), which would
prevail during the PM peak hour under 2025 baseline
conditions, would worsen (total intersection average vehicle
delay would exceed the two-second threshold of significance)
with the addition of traffic generated by buildout of the project.

B.2qg: The LOS E conditions at the signalized intersection of
16th Street and 23rd Avenue, which would prevail during the
PM peak hour under 2025 baseline conditions, would worsen
(an increase in the average vehicle delay for a critical
movement of more than six seconds) with the addition of traffic
generated by buildout of the project.

B.3: Traffic generated by buildout of the project would
contribute to cumulatively significant impacts at local
intersections in the project vicinity in 2025.

B.3b: Traffic generated by buildout of the project would
contribute more than five percent of the cumulative traffic
increases at the unsignalized intersection of Embarcadero and
Broadway during the PM peak hour, as measured by the
difference between existing and cumulative (with project)
conditions.

B.3h: Traffic generated by buildout of the project would
contribute more than five percent of the cumulative traffic
increases at the signalized intersection of Lakeshore Avenue
and Lake Park Avenue during the PM peak hour, as measured
by the difference between existing and cumulative (with
project) conditions.

B.3i: Traffic generated by buildout of the project would
contribute more than five percent of the cumulative traffic
increases at the unsignalized intersection of Embarcadero and
5th Avenue during the PM peak hour, as measured by the
difference between existing and cumulative (with project)
conditions.

B.2p: Optimize the traffic signal timing for the AM peak period at
the signalized intersection of Foothill Boulevard and 14th
Avenue (Eastbound). Optimization of traffic signal timing shall
include determination of allocation of green time for each
intersection approach in tune with the relative traffic volumes on
those approaches, and coordination with signal phasing and
timing of adjacent intersections.

B.2q: Optimize the traffic signal timing for the PM peak period at
the signalized intersection of 16th Street and 23rd Avenue.
Optimization of traffic signal timing shall include determination
of allocation of green time for each intersection approach in
tune with the relative traffic volumes on those approaches, and
coordination with signal phasing and timing of adjacent
intersections.

B.3b: Implement Mitigation Measure B.2b (install traffic signals).

B.3h: Implement Mitigation Measure B.2i (optimize traffic signal
timing).

B.3i: Implement Mitigation Measure B.2j (widen Embarcadero).

Less than Significant

Less than Significant

Less than Significant

Less than Significant

Less than Significant
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B.3j: Traffic generated by buildout of the project would
contribute more than five percent of the cumulative traffic
increases at the unsignalized intersection of Embarcadero and
1-880 Northbound Off-Ramp during the PM peak hour, as
measured by the difference between existing and cumulative
(with project) conditions.

B.3lI: Traffic generated by buildout of the project would
contribute more than five percent of the cumulative traffic
increases at the signalized intersection of 5th Avenue and
7th/8th Streets during the PM peak hour, as measured by the
difference between existing and cumulative (with project)
conditions.

B.3n: Traffic generated by buildout of the project would
contribute more than five percent of the cumulative traffic
increases at the signalized intersection of Foothill Boulevard
and 14th Avenue (Westbound) during the PM peak hour, as
measured by the difference between existing and cumulative
(with project) conditions.

B.3o0: Traffic generated by buildout of the project would
contribute more than five percent of the cumulative traffic
increases at the signalized intersection of 16th Street and 23rd
Avenue during the PM peak hour, as measured by the
difference between existing and cumulative (with project)
conditions.

B.4: The project would generate demand for alternative
transportation service for the area.

B.3j: Implement Mitigation Measure B.2j (widen Embarcadero).

B.3l: Implement Mitigation Measure B.2m (optimize traffic signal
timing).

B.3n: Implement Mitigation Measure B.20 (optimize traffic signal
timing).

B.30: Implement Mitigation Measure B.2q (optimize traffic signal
timing).

B.4a: The project applicant shall redesign the project site plan
to include transit facilities, including bus turnouts on the
Embarcadero at a minimum, to ensure that bus service could be
accommodated if agreement with AC Transit were to be met to
extend service to the project site. Additional facilities would
include bus stops within the project, or even a dedicated transit
center at which public buses and/or private shuttles could stop.

B.4b: The project applicant shall operate a private shuttle
service to complement AC Transit service that might be
extended to the project site. The shuttle service shall have an
adequate number of shuttle stops located onsite, and shall
operate on a frequency sufficient to attract use of the service by
project residents and employees.

Less than Significant

Less than Significant

Less than Significant

Less than Significant

Less than Significant
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B.7: The project would increase the potential for conflicts
among different traffic streams.

B.10: Project construction would temporarily affect traffic flow
and circulation, parking, and pedestrian safety.

B.7: The project applicant shall redesign the site plan as
follows:

e Reconfigure the intersections of Embarcadero/7th Avenue
and Embarcadero/9th Avenue intersection for right-in/right-
out movements only (to ensure proper spacing between
signalized intersections).

o |Install a traffic signal at the intersection of Embarcadero and
8th Avenue.

« Install signal interconnect on Embarcadero between 5th and
10th Avenues to allow for coordination of traffic signals along
Embarcadero (to minimize queuing [back-ups] on
Embarcadero).

e The design of pedestrian facilities including sidewalks,
crosswalks, and curb ramps shall comply with ADA
standards and other applicable legislation.

B.10: Prior to the issuance of each building permit, the project
applicant and construction contractor shall meet with the Traffic
Engineering and Parking 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 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 applicant shall
develop a construction management plan for review and
approval by the City Traffic Engineering 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. In addition, the information
shall include a construction staging plan for any right-of-
way used on the Embarcadero, including sidewalk and lane
intrusions and/or closures.

Less than Significant

Less than Significant
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C. Air Quality and Meteorological Conditions

C.1: Activities associated with demolition, site preparation and
construction would generate short-term emissions of criteria
pollutants, including suspended and inhalable particulate
matter and equipment exhaust emissions.

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).

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.

C.la: During construction, the project sponsor shall require the Less than Significant
construction contractor to implement the following measures

required as part of BAAQMD’s basic and enhanced dust control

procedures required for sites larger than four acres (aggregate):

Basic Control Measures — The following controls should be
implemented at all construction sites:

Water all active construction areas at least twice daily.

Cover all trucks hauling soil, sand, and other loose
materials or require all trucks to maintain at least two
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feet of freeboard.

Pave, apply water three times daily, or apply (non-toxic)
soil stabilizers on all unpaved access roads, parking
areas and staging areas at construction sites.

Sweep daily (with water sweepers) all paved access
roads, parking areas and staging area at construction
sites.

Sweep streets daily (with water sweepers) if visible soil
material is carried onto adjacent public streets.

Enhanced Control Measures — The following measures shall be
implemented during project construction because the site is
greater than four acres in area:

All “Basic” control measures listed above.

Hydroseed or apply (non-toxic) soil stabilizers to inactive
construction areas (previously graded areas inactive for
one month or more).

Enclose, cover, water twice daily or apply (non-toxic) soil
stabilizers to exposed stockpiles (dirt, sand, etc.).

Limit traffic speeds on unpaved roads to 15 miles per
hour.

Install sandbags or other erosion control measures to
prevent silt runoff to public roadways.

Replant vegetation in disturbed areas as quickly as
possible.

The following control measures shall be implemented during
project construction because the site is large in area and
located near sensitive receptors:

Install wheel washers for all exiting trucks, or wash off
the tires or tracks of all trucks and equipment leaving the
site.

Install wind breaks, or plant trees/ vegetative wind
breaks at windward side(s) of construction areas.
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. Suspend excavation and grading activity when winds
(instantaneous gusts) exceed 25 miles per hour.

. Limit the area subject to excavation, grading and other
construction activity at any one time.

C.1b: Demolition and disposal of any asbestos containing
building material would be in accordance with the procedures
specified by Regulation 11, Rule 2 (Asbestos Demolition,
Renovation and Manufacturing) of BAAQMD's regulations.

Rideshare Measures

C.7a: Encourage all tenants (commercial and residential) at the
site to implement carpool/ vanpool programs (e.g., carpool, ride
matching for employees, assistance with vanpool formation,
provision of vanpool vehicles, guaranteed ride home program,
etc.). Distribute information about the Alameda County
Congestion Management Agency’s Guaranteed Ride Home
Program to tenants of the building to facilitate alternative
transportation modes. As part of the program, a person who
uses an alternate mode of travel, including transit or a carpool,
is provided with free taxi service in the case of unexpected
circumstances. These circumstances might include
unscheduled overtime or a family illness or emergency.

C.7b: Encourage commercial tenants to implement employee
rideshare incentive programs providing cash payments or pre-
paid fare media such as transit passes or coupons.

Transit Measures

C.7c: Construct transit facilities, such as bus turnouts/bus bulbs,
benches, shelters, etc., as determined appropriate by AC
Transit, consistent with Transit Mitigation Measure B.4a.

C.7d: Encourage commercial tenants to meet standard,
minimum employee ridesharing requirements or to provide
incentives to encourage employees to rideshare.

C.7e: Encourage commercial tenants to implement a parking
cash-out program for employees (e.g., non-driving employees
receive transportation allowance equivalent to the value of
subsidized parking).
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D. Hydrology and Water Quality

D.1: Project construction would involve activities (excavation,
soil stockpiling, boring and pile driving, grading, and dredging,
etc.) that would generate loose, erodable soils that, if not
properly managed, could violate any water quality standards or
waste discharge requirements; result in substantial erosion or
siltation; create or constitute substantial polluted runoff; or
otherwise substantially degrade water quality.

D.2: Project construction activities would include dredging in
Clinton Basin, which could require disturbance, removal, and
disposal of contaminated sediment that may result in adverse
impacts to aquatic organisms and water quality.

Shuttle Measures

C.7f: The project applicant shall operate a private shuttle
service between the project site and nearby activity centers and
transit nodes (e.g., Lake Merritt BART station) with an adequate
number of shuttle stops located onsite, and on a frequency
sufficient to attract use of the service by project residents and
employees.

Bicycle and Pedestrian Measures

C.7g: Provide bicycle lanes and/or paths, connected to the
community-wide network.

C.7h: Provide secure, weather-protected bicycle parking for
employees.

C.7i: Provide direct, safe, attractive pedestrian and bicycle
access to transit stops and adjacent development.

C.7j: Provide adequate street lighting within the street right of
way immediately adjacent to and within the project site.

C.7k: Provide secure short-term bicycle parking for retail
customers and other non-commute trips.

D.1: The project sponsor shall comply with all NPDES
requirements, RWQCB General Construction Permit
requirements, and all City regulations and Creek Protection
Permits requirements.

Less than Significant

D.2: The project sponsor shall obtain and comply with all water
quality certification and requirements required for dredging
activities, which shall include a Section 404 permit process
pursuant to the Army Corps of Engineers (Corps) and pursuant
to the oversight, permitting, and approval of the Dredged
Material Management Office (DMMO).

Less than Significant
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D.5: Site development under the project would involve new
landscaping and open lawns. If not properly handled,
chemicals used to establish and maintain landscaping and
open lawn areas, such as pesticides and fertilizers, could flow
into the waterways and result in water quality impacts to the
Oakland Estuary, and eventually San Francisco Bay.

D.5: The project sponsor shall prepare a landscape
management plan (LMP) for all public open spaces that
includes, but is not necessarily limited to, a description of
application, storage, and safety measures involving the use of
pesticides and fertilizers. The LMP shall include but not be
limited to the following:

. Transportation and storage: Pesticides and fertilizers
shall be transported and stored as per state and federal
guidelines. They shall be stored in designated bermed
areas onsite.

. Pesticide Application: Pesticides and fertilizers shall be
handled and applied according to the procedures set by
the manufacturer. The LMP shall address methods to
optimize and reduce the use of pesticides and fertilizers
and present strategies to incorporate environmentally-
safe (organic) pest and growth enhancement materials.
These strategies shall address eventually eliminating the
use of chemicals such as diazinon that harm water
quality. The RWQCB has found that the pesticides have
a reasonable potential to cause or contribute to
exceedances of water quality standards. Therefore, the
NPDES permit requires the City of Oakland (as a
permittee) to address pesticides. The project sponsor
shall adhere to the Diazinon Pollutant Reduction Plan or
the Pesticide Plan submitted by the ACCWP to the
RWQCB. The goals of the Pesticide Plan and of its
resulting implementing actions are to reduce or
substitute pesticide use (especially diazinon use) with
less toxic alternatives (ACCWP, 2003).

. The Plan shall identify pesticide and fertilizer application
schedules.
. Container Disposal: The contractor shall dispose of

empty containers carefully. The containers shall never
be disposed at locations that would contaminate natural
waterways.

The LMP and its recommendations for use, control, and
eventual reduction of nonorganic pesticide and fertilizer use
shall be approved by the City prior to installing the landscape

Less than Significant
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D.6: The project sponsor could deplete groundwater supplies
or interfere with groundwater recharge and cause
contamination of surface.

E. Cultural Resources

E.1: Construction of the project could cause substantial
adverse changes to the significance of currently unknown
cultural resources at the site, potentially including an
archaeological resource pursuant to CEQA Guidelines Section
15064.5 or CEQA Section 21083.2(g), or the disturbance of
any human remains, including those interred outside of formal
cemeteries.

and shall be implemented throughout the life of the project.

D.6: The project sponsor shall comply with NPDES permit Less than Significant

requirements by the RWQCB for dewatering activities.

E.la: Pursuant to CEQA Guidelines 15064.5 (f), “provisions for ~ Less than Significant

historical or unique archaeological resources accidentally
discovered during construction” should be instituted. Therefore,
in the event that any prehistoric or historic subsurface cultural
resources are discovered during ground disturbing activities, all
work within 50 feet of the resources shall be halted and the
project proponent and/or lead agency shall consult with a
qualified archaeologist to assess the significance of the find. If
any find is determined to be significant, representatives of the
project proponent and/or lead agency and the qualified
archaeologist would meet to determine the appropriate
avoidance measures or other appropriate mitigation, with the
ultimate determination to be made by the County. All significant
cultural materials recovered shall be subject to scientific
analysis, professional museum curation, and a report prepared
by the qualified archaeologist according to current professional
standards.

In considering any suggested mitigation proposed by the
consulting archaeologist in order to mitigate impacts to historical
resources or unique archaeological resources, County Planning
Staff shall determine whether avoidance is necessary and
feasible in light of factors such as the nature of the find, project
design, costs, and other considerations. If avoidance is
unnecessary or infeasible, other appropriate measures (e.g.,
data recovery) shall be instituted. Work may proceed on other
parts of the project site while mitigation for historical resources
or unique archaeological resources is carried out.

E.1b: In the event that human skeletal remains are uncovered at
the project site during construction or ground-breaking activities,
all work shall immediately halt and the Alameda County Coroner
shall be contacted to evaluate the remains, and follow the
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procedures and protocols pursuant to Section 15064.5 (e)(1) of
the CEQA Guidelines. If the County Coroner determines that
the remains are Native American, the City shall contact the
California Native American Heritage Commission (NAHC),
pursuant to subdivision (c) of Section 7050.5 of the Health and
Safety Code, and all excavation and site preparation activities
shall cease within a 50-foot radius until appropriate
arrangements are made.

If the agencies determine that avoidance is not feasible, then an
alternative plan shall be prepared with specific steps and
timeframe required to resume construction activities.
Monitoring, data recovery, determination of significance and
avoidance measures (if applicable) shall be completed
expeditiously.

E.2: The project may adversely affect unidentified E.2: The project sponsor shall notify a qualified paleontologist of  Less than Significant

paleontological resources at the site. unanticipated discoveries, who shall document the discovery as
needed, evaluate the potential resource, and assess the
significance of the find under the criteria set forth in Section
15064.5 of the CEQA Guidelines. In the event of an
unanticipated discovery of a breas, true, and/or trace fossil
during construction, excavations within 50 feet of the find shall
be temporarily halted or diverted until the discovery is examined
by a qualified paleontologist (per Society of Vertebrate
Paleontology standards (SVP 2004)). The paleontologist shall
notify the appropriate agencies to determine procedures that
would be followed before construction is allowed to resume at
the location of the find. If the City determines that avoidance is
not feasible, the paleontologist shall prepare an excavation plan
for mitigating the effect of the project on the qualities that make
the resource important, and such plan shall be implemented.
The paleontologist shall submit the excavation plan to the City
for review and approval.
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F. Geology, Soils, and Seismicity

F.1: In the event of a major earthquake in the region, seismic
ground shaking could potentially injure people and cause
collapse or structural damage to proposed structures.

F.2: In the event of a major earthquake in the region, seismic
ground shaking could potentially expose people and property
to liquefaction and earthquake-induced settlement.

F.1: A site-specific, design level geotechnical investigation for
each site area (which is typical for any large development
project) shall be required as part of this project. Each
investigation shall include an analysis of expected ground
motions at the site from known active faults. The analyses shall
be in accordance with applicable City ordinances and policies
and consistent with the most recent version of the California
Building Code ,which requires structural design that can
accommodate ground accelerations expected from known
active faults. In addition, the investigations shall determine final
design parameters for the walls, foundations, foundation slabs,
and surrounding related improvements (utilities, roadways,
parking lots and sidewalks). The investigations shall be
reviewed and approved by a registered geotechnical engineer.
All recommendations by the project engineer and geotechnical
engineer shall be included in the final design.
Recommendations that are applicable to foundation design,
earthwork, and site preparation that were prepared prior to or
during the project design phase, shall be incorporated in the
project. The final seismic considerations for the site shall be
submitted to and approved of by the City of Oakland Building
Services Division prior to the commencement of the project.

F.2: Prepare an updated site specific, design level geotechnical
investigation for each building site to consider the particular
project designs and provide site specific engineering
recommendations for mitigation of liquefiable soils. Liquefiable
soils under the conditions described in the geotechnical report
shall be mitigated using various proven methods to reduce the
risk of liquefaction. Liquefaction mitigation measures include
subsurface soil improvement, deep foundations, structural
slabs, and soil cover. Site improvement methods to address
potential liguefaction include dynamic compaction, compaction
grouting, jet grouting, and vibroflotation can significantly reduce
the risk of liquefaction. Deep foundations extending below the
liquefiable layers can be designed to support structures despite
the occurrence of liquefaction. Structural slabs are designed to
span across areas of non-support, such as in the case of
liquefaction or settlement. The presence of a sufficiently thick,
engineered fill layer over liquefiable soil can reduce the
potential for damage at the ground surface due to liquefaction

Less than Significant

Less than Significant
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F.3: Development at the project site could be subjected to
settlement.

F.4: Development at the project area may include use of
dredged material as fill which would be subject to settlement

by helping to bridge across isolated liquefaction zones. Other
methods of mitigating potential liquefaction hazards suggested
in the California Geological Survey’'s (CGS) Geology Guidelines
for Evaluating and Mitigating Seismic Hazards (CGS Special
Publication 117, 1997) include edge containment structures
(berms, dikes sea walls, retaining structures, compacted soil
zones), removal or treatment of liquefiable soils, modification of
site geometry, lowering the groundwater table, in-situ ground
densification, deep foundations, reinforced shallow foundations,
and structural design that can accommodate predicted
displacements (CDMG, 1997).

These measures shall be evaluated during the site specific
geotechnical investigation and the most effective, practical and
economical methods should become part of the project. Prior to
incorporation into the project, geotechnical engineering
recommendations regarding the mitigation and reduction of
liquefaction for each site shall be reviewed for compliance with
the CGS Geology Guidelines. The purpose of these guidelines
is to protect the public safety from seismic effects such as
liquefaction.

F.3: As with standard geotechnical practices, site specific
geotechnical investigations and reports would be required in
order to obtain permits from the City of Oakland. Such
geotechnical investigations and reports prepared for the project
site shall include generally accepted and appropriate
engineering techniques for determining the susceptibility of the
project site to settlement and reducing its effects. Where
settlement and/or differential settlement is predicted, mitigation
measures such as lightweight fill, geofoam, surcharging, wick
drains, deep foundations, structural slabs, hinged slabs, flexible
utility connections, and utility hangers could be used. These
measures shall be evaluated and the most effective, feasible,
and economical measures shall be recommended. Engineering
recommendations shall be included in the project engineering
and design plans. All construction activities and design criteria
shall comply with applicable codes and requirements of the
1997 UBC with California additions (Title 22), and applicable
City construction and grading ordinances.

Less than Significant

F.4: Any dredged material used for fill will have to undergo an
appropriate process of consolidation and stabilization to render

Less than Significant
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and subsidence.

F.5: Construction activities at the project area could loosen
and expose surface soils. If this were to occur over the long
term, exposed soils could erode by wind or rain causing
potential loss of topsoil. In addition, shoreline areas exposed
to wave action could be subject to erosion and loss of topsoil.

G. Noise

G.2: Noise from project-generated traffic and other operational
noise sources, such as mechanical equipment and truck
loading/unloading, could exceed City of Oakland Noise
Ordinance standards and disturb project occupants and
nearby residents.

G.3: The project would locate noise-sensitive multifamily
residential uses in a noise environment where noise levels are
above what is considered “normally acceptable” according to
the City of Oakland General Plan Noise Element.

it suitable for the support of engineered fill. A geotechnical
investigation and report will be required in order to obtain
permits from the City of Oakland in addition to the Dredged
Material Management Office permitting requirements. The
geotechnical investigations and reports prepared for the project
site shall include generally accepted and appropriate
engineering techniques for determining the susceptibility of the
project specific site to settlement and reducing its effects.
Engineering recommendations shall be included in the project
engineering and design plans. The use of dredged materials as
fill shall be limited to open space areas.

F.5: Consistent with Mitigation Measure D.1 (which addresses
construction-related water quality impacts), the project sponsor
shall comply with all applicable NPDES requirements, RWQCB
General Construction Permit requirements, and all City
regulations, including Creek Protection Permits, as detailed in
Mitigation D.1.

G.2: The project applicant shall incorporate the following design
features into the final site plans:

. Building equipment (e.g., HVAC units) shall be located
away from nearby residences, on building rooftops, and
properly shielded within an enclosure that effectively
blocks the line of sight of the source from receivers in
order to meet City of Oakland Noise Ordinance
standards.

. Truck delivery areas shall be located as far from
adjacent residences as possible. To the extent feasible,
project buildings shall be located so that they block noise
related to truck deliveries and waste collection from
residential or other sensitive receptors.

G.3: To comply with the requirements of Title 24 and achieve an
interior noise level of less than 45 dBA, noise reduction in the
form of sound-rated assembilies (i.e., windows, exterior doors,
and walls) shall be incorporated into project building design.
Final recommendations for sound-rated assemblies will depend
on the specific building designs and layout of buildings on the

Less than Significant

Less than Significant

Less than Significant
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H. Hazardous Materials

H.1: Disturbance and release of contaminated soil during
remediation, demolition and construction phases of the project,
or transportation of excavated material, contaminated
groundwater or dredged sediment could expose construction
workers, the public, or the environment to adverse conditions
related to hazardous materials handling.

site and shall be determined during the design phase. (Oak to
9th Residential Development, Oakland, California,
Environmental Noise Assessment by Charles M. Salter
Associates, Inc., November 2002. Table 4 of the Salter
Associates document lists conceptual window and wall Sound
Transmission Class (STC) ratings for different noise
environments and gives an estimate of the STC requirements
needed to meet interior noise criteria.)

H.1a: The applicant shall retain a qualified environmental
consulting firm to prepare a cleanup plan for the contaminated
soil and groundwater which would be based on a
comprehensive remedial investigation report for the project
area. This plan shall be approved by the appropriate regulatory
agencies which may include but not be limited to the DTSC and
the RWQCB. The plan shall also include the preparation of a
health and safety plan to protect the workers and the public
during all remediation and construction activities proposed.
Following agency approval of the plan, remediation and removal
work shall be conducted according to all applicable OSHA
worker safety regulations. Remediation activities at the site may
include, without limitation, closure or removal of subsurface
structures, excavation and disposal of contaminated materials,
natural and enhanced bioremediation of soil and groundwater,
restoration and improvement of shoreline structures, limited
dredging of sediments, and institutional and engineering
controls to prevent exposure to and migration of contaminated
materials. Throughout the course of remediation and
construction activities, the handling, transport, and storage of
any hazardous waste or potentially hazardous waste shall be
conducted appropriate to all local and state agency protocols.

H.1b: Prior to offsite disposal, the project applicant shall
adequately profile excavated soils to establish the proper
classification of the soils for hazardous or non-hazardous waste
disposal. The soils shall be handled, stored and transported
according to all applicable regulations for the appropriate
classification.

H.1c: Soil generated by construction activities shall be

Less than Significant
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H.2: Disturbance and release of hazardous structural and
building components (i.e. asbestos, lead, PCBs, USTs, and
ASTSs) during demolition and construction phases of the project
or transport of these materials could expose construction
workers, the public, or the environment to adverse conditions
related to hazardous materials handling.

stockpiled onsite and sampled prior to reuse or disposal at an
appropriate facility. Any reuse of soils shall be conducted by
prior approval from the appropriate state oversight agency.

H.1d: Groundwater generated during construction dewatering
shall be contained and transported offsite for disposal at an
appropriate facility, or treated, if necessary, prior to discharge
into the sanitary sewer to levels acceptable to the East Bay
Municipal Utilities District.

H.1.e: Prior to dredging any materials from the Clinton Basin,
the project applicant shall retain a qualified environmental
consulting firm to prepare a Sampling and Analysis Plan (SAP)
as described by the Corps of Engineers (PN 99-4). The SAP
shall be approved by the Dredged Material Management Office
(DMMO) and shall include a proposal for a disposal location
and a disposal alternatives analysis. Following agency approval
of the plan, sediment removal work shall be conducted in
accordance with all applicable OSHA worker safety regulations.
In addition, the handling, transport, and storage of any
hazardous waste or potentially hazardous waste shall be
conducted consistent with all local and state agency protocols.

H.2a: A pre-demolition ACM survey shall be performed by a
state-certified asbestos consultant prior to demolition of any of
the structures located on the project site. The survey shall
include sampling and analysis of suspected ACMs. Abatement
of known or suspected ACMs shall occur prior to demolition or
construction activities that would disturb those materials.
Pursuant to an asbestos abatement plan developed by a state-
certified asbestos consultant and approved by the City, all
ACMs shall be removed and appropriately disposed of by a
state certified asbestos contractor.

H.2b: The project applicant shall implement a lead-based paint
abatement plan, prepared by a qualified consultant, which shall
include the following components:

. A pre-demolition LBP survey for all structures proposed
for demolition at the project site. The survey shall include

Less than Significant

ER 04-0009 / Oak to Ninth Avenue Project
Draft EIR

11-34

ESA /202622
August 2005



Il. Summary

TABLE II-1 (CONTINUED)

SUMMARY OF IMPACTS AND MITIGATION MEASURES FOR THE OAK TO NINTH REDEVELOPMENT PROJECT

Environmental Impact

Mitigation Measures

Level of Significance
after Mitigation

sampling and identification of suspected materials
containing LBP.

. Development of an abatement specification plan which
shall be based on survey work and detail proposed
abatement work areas and procedures.

. A site Health and Safety Plan.

. Containment of all abatement work areas to prohibit
offsite migration of paint chip debris.

. Removal of all peeling and stratified lead-based paint on
building surfaces and on non-building surfaces to the
degree necessary to safely and properly complete
demolition activities per the recommendations of the
survey. The demolition contractor shall be identified as
responsible for properly containing and disposing of
intact lead-based paint on all equipment to be cut and/or
removed during the demolition.

. Appropriately remove paint chips by vacuum or other
approved method.

. Collection, segregation, and profiling waste for disposal
determination.

. Appropriate disposal of all hazardous and non-
hazardous waste.

H.2c: A pre-demolition PCB survey shall be performed prior to
demolition of any of the structures located on the project site.
The survey shall include sampling and identification of
suspected PCBs. Abatement of known or suspected PCBs shall
occur prior to demolition or construction activities that would
disturb those materials. In the event that electrical equipment or
other PCB-containing materials are identified prior to demolition
activities they shall be removed, and shall be disposed of by a
licensed transportation and disposal contractor at an
appropriate hazardous waste facility.
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H.2d: When known or previously unidentified USTs are
encountered during construction, construction in the immediate
area shall cease until the UST is removed with oversight from
the City of Oakland Fire Department Hazardous Materials Unit
or other applicable oversight agency. If there is any indication
that the tank has leaked, then the lead agency shall direct any
appropriate remediation measures. Removal of the UST shall
include, to the extent deemed necessary by the lead agency,
over-excavation and disposal of any impacted soil that may be
associated with such tanks to a degree satisfactory to the
oversight agency.

H.3: Hazardous materials used onsite during construction H.3: The use of construction best management practices shall Less than Significant
activities (i.e., solvents) could be released to the environment be implemented as part of construction to minimize the potential
through improper handling or storage. negative effects to groundwater and soils. These shall include
the following:
. Follow manufacturer's recommendations on use, storage
and disposal of chemical products used in construction;
. Avoid overtopping construction equipment fuel gas
tanks;
. During routine maintenance of construction equipment,

properly contain and remove grease and oils.
. Properly dispose of discarded containers of fuels and
other chemicals.
|. Biological Resources / Wetlands

1.2: Construction activities required for the project would result
in a substantial adverse effect on potentially jurisdictional

I.2a: Corps-Verified Wetland Delineation. A preliminary Less than Significant
identification of potentially jurisdictional areas was conducted in

wetlands or waters of the U.S. under the jurisdiction of the 2004 (LSA, 2004), and the project sponsor submitted the draft

Corps, waters of the state under the jurisdiction of the potent|a||yJur|§d|ct|onal wetland deI|n_eat|0n to the_z _Cor_ps in July

Regional Water Quality Control Board (RWQCB), and 2005. The project sponsor shall obtain Corps verification of the

wetlands under the jurisdiction of BCDC jurisdiction. preliminary identification of jurisdictional areas prior to
submitting permit applications. A verified wetland delineation

would be required prior to the submittal of regulatory permit
applications.
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Mitigation Measure 1.2b: Wetland Avoidance. Section 404 first
requires that projects avoid or minimize adverse effects on
jurisdictional waters to the extent practicable. To the extent
feasible, the final project design shall minimize effects on
wetlands and other waters in accordance with Section 404 of
the Clean Water Act. Areas that are avoided shall be subject to
Best Management Practices (BMPs), as described in Mitigation
Measure 1.2.d below. Such measures shall include installation
of silt fencing, straw wattles or other appropriate erosion and
sediment control methods or devices. Equipment used for the
removal of debris and concrete rip-rap along the estuary edge
will be operated from land using backhoes and cranes.
Construction operations along Clinton Basin and Shoreline Park
shall be barge-mounted or shall involve water-based equipment
such as scows, derrick barges and tugs.

Additionally, the existing restoration project at the southwest
end of Clinton Basin, implemented by the Port of Oakland, shall
be protected during construction activities. The extent of this
area shall be clearly marked by a qualified biologist prior to the
start of any grading or construction activities and a buffer zone
established. All construction personnel working in the vicinity of
the restoration area shall be informed of its location and buffer
zone.

I.2¢: Obtain Regulatory Permits and other Agency Approvals.
Prior to the start of construction activities for the project, the
project applicant shall obtain all required permit approvals from
the Corps, the RWQCB, BCDC, and all other agencies with
permitting responsibilities for construction activities within
jurisdictional waters of other jurisdiction areas. Permit approvals
and certifications shall include, but not be limited to Section
404/Section 10 permits from the Corps, Section 401 Water
Quiality Certification from the RWQCB, and BCDC permit.

Section 404 / Section 10 Permits. Permit approval from the
Corps shall be obtained for the placement of dredge or fill
material in waters of the U.S., if any within the interior of the
project site, pursuant to Section 404 of the federal Clean Water
Act.

Construction along the estuary edge below MHW elevation will
be considered dredging by the Corps and will require a Section
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10 permit. In addition, dredging of Clinton Basin will also require
a Section 10 permit.

Section 401 Water Quality Certification. Approval of Water
Quality Certification (WQC) and/or Waste Discharge
Requirements (WDRs) shall be obtained from the RWQCB for
work within jurisdictional waters. Preparation of the Section 401
Water Quality Certification applications will require an
application and supporting materials including construction
techniques, areas of impact, and project schedule.

BCDC Permit. Permit approval from BCDC placing solid
material, pilings floating structures boat docks, or other fill
and/or dredging or other extraction of material from the Bay and
the 100-foot shoreline band inland from mean high tide line
along the length of the project site. Activities would include
dredging for rebuilding the marina in Clinton Basin, and
replacing the 5™ Avenue marina with a new marina that will
contain approximately 170 boat slips. The proposed project will
include the removal of approximately 33,780 square feet of solid
Bay fill as part of the shoreline design and the placement of
74,110 square feet of solid Bay fill for the creation of a village
green at Clinton Basin. The project also includes the removal of
approximately 129,920 square feet of pile-supported fill with the
removal of a portion of the Ninth Avenue Terminal wharf.
Additionally, floating fill will be required to create the two
proposed marinas.

The project will be required to comply with all BCDC permit
conditions that typically include requirements to construct,
guarantee and maintain public access to the bay, specified
construction methods to assure safety or to protect water
quality, and mitigation requirements to offset the adverse
environmental impacts the project.

1.2d: Best Management Practices (BMPs). The project applicant
shall implement standard BMPs to maintain water quality and
control erosion and sedimentation during construction, as
required by compliance with the General National Pollution
Discharge Elimination System (NPDES) Permit for Construction
Activities and established by Mitigation Measure D.1 to address
impacts on water quality. Mitigation measures would include,
but would not be limited to, installing silt fencing along the
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1.3: Construction activities required for the project could have a
substantial adverse effect, either directly or through habitat
modifications, on fisheries resources in the Oakland Inner
Harbor.

1.4: Construction activities required for the project could have a
substantial adverse effect, either directly or through habitat
modifications, on nesting habitat for breeding raptors and
passerine birds, including Cooper’s hawk.

edges of the project site to protect estuarine waters, locating
fueling stations located away from potential jurisdictional
features, and isolating construction work areas from the
identified jurisdictional features. The project applicant shall also
implement, BMPs to avoid impacts onwater quality resulting
from dredging activities within the Bay, and that as identified in
the Long-Term Management Strategy for the Placement of
Dredged Material in the San Francisco Bay Region (LTMS)
(Corps, 2001). These BMPs include: silt fencing and
gunderbooms or other appropriate methods for keeping
dredged materials from leaving the project site.

I.2e: Compensatory Mitigation. The project applicant shall
provide compensatory mitigation for temporary impacts to, and
permanent loss of, waters of the U.S., including wetlands, as
required by regulatory permits issued by the Corps, RWQCB,
and BCDC. Measures shall include, but not be limited to 1)
onsite mitigation through wetland creation or enhancement, 2)
development of a Mitigation and Monitoring Plan, and 3)
additional wetland creation or enhancement or offsite mitigation:

I.3a: Protection of Fish and Migrating Salmonids. The project
applicant shall implement measures for protection of salmonids
and Pacific herring during dredging projects and for indirect
impacts on the San Francisco Bay “Essential Fish Habitat”
(EFH) that are identified in the Long-Term Management
Strategy for the Placement of Dredged Material in the San
Francisco Bay Region (LTMS) (Corps, 2001).

I.4a: Timing of Construction. To the extent feasible, construction
activities shall be conducted outside the breeding season for
birds and raptors (August 1-January 30) Trees and shrubs that
could provide potential nesting habitat may be removed during
this period to avoid future nesting within the project site.

I.4b: Preconstruction Surveys. If seasonal avoidance is
infeasible, the following measures shall be required to avoid
potential adverse effects on nesting special-status raptors and
other nesting birds:

Less than Significant

Less than Significant
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1.5: The project could have a substantial adverse effect, either
directly or through habitat modifications, on special-status
nesting and roosting bats.

. A qualified wildlife biologist shall conduct preconstruction
surveys of all potential nesting habitat within 500 feet of
construction activities. Preconstruction surveys should
occur no later than two weeks prior to the start of
construction activities.

. If active nests of raptors or other bird species are found
during preconstruction surveys, a no-disturbance buffer
zone shall be created around active nests during the
breeding season or until a qualified biologist determines
that all young have fledged. The size of these buffer
zones and types of construction shall be determined in
consultation with the CDFG and shall be based on
existing noise and human disturbance levels at the
project site.

. If preconstruction surveys indicate that nests are inactive
or potential habitat is unoccupied during the construction
period, no further mitigation is required. Trees, shrubs,
and buildings that have been determined to be
unoccupied by special-status birds or that are located
more than 500 feet from active nests may be removed.

1.5: Before demolition of abandoned or underused buildings on Less than Significant

the project site, such as the Ninth Avenue Terminal building, a
qualified biologist who is familiar with bat biology and who is
able to recognize signs of bats using abandoned buildings shall
conduct pre-demolition building surveys in order to adequately
make a determination on the presence of bat nurseries.

If abandoned or underused buildings slated for destruction are
being used by bats as nursery sites, demolition shall be
postponed until young are reared and able to forage on their
own. This determination shall be made by a qualified biologist
specializing in bat biology.

If bats are found to be roosting in abandoned or underused
buildings on the project site, the bats shall be actively relocated
to a temporary roosting structure (preferably onsite) during
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demolition activities. In addition, permanent bat roosting
structures (“bat boxes”) shall be created in order to properly
mitigate the effects of a loss of roosting structure. The design of
the bat boxes shall conform to the specifications appropriate to
the species of bats found on the project site and vicinity, and
shall be approved by a qualified bat biologist knowledgeable in
the design of bat boxes. The bat boxes shall conform to the
architectural design of the project buildings to reduce the
visibility and obtrusiveness of the boxes and to avoid vandalism
or disturbance to bat colonies.

Less Than Significant, and as noted, Beneficial or No
Impacts (No Mitigation Required)

B. Transportation, Circulation, and Parking
B.5: The project would create demand for bicycle parking. None Required.

B.6: The project would increase the potential for pedestrian None Required.
safety conflicts.

B.8: The project would contribute to 2010 changes to traffic None Required.
conditions on the regional and local roadways.

C. Air Quality and Meteorological Conditions

C.2: The project would result in an increase in regional ROG, None Required.
NOx, and PM emissions due to project-related traffic.

C.3: Project traffic would increase localized carbon monoxide None Required.
concentrations at intersections in the project vicinity.

C.4: Operation of project facilities would produce objectionable  None Required.
odors that would affect a substantial number of people.

C.5: Construction and operation of the project would expose None Required.
existing sensitive receptors in the project vicinity and planned
multifamily residential land uses associated with the project to
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health risks from diesel emissions.

C.6: The proposed project could result in hazardous wind None Required.
conditions.
C.8: The proposed project could result in cumulative None Required

hazardous wind conditions.
D. Hydrology and Water Quality

D.3: Development of the project would result in a substantial None Required / Beneficial Effect.
decrease in impervious area. The project would implement

post-construction BMPs to increase stormwater infiltration; to

treat and direct stormwater runoff or discharge into a

stormwater system and the estuary; and to prevent illicit

discharge. Therefore, the project would not violate regulatory

water quality standards or waste requirements.

D.4: Project operation would involve increased use of the None Required.
marinas at the project site. As required by the RWQCB, the

project design would incorporate post construction BMPs to

treat stormwater and control discharge of wastes from the

vessels used at the marinas. Therefore, the project would not

violate water quality standards or waste discharge

requirements.

D.7: The project would not result in flooding due to its proximity ~ None Required.
to a 100-year flood hazard area, or expose people or property

to other substantial risks related to flooding, seiche, tsunami,

or mudflow.

D.8: The project would result in a net decrease in impervious None Required / Beneficial Effect.
surfaces and would reconfigure and stabilize the shoreline

along the project site, thereby decreasing the volume of

stormwater runoff. Therefore the project would not increase

runoff and result in substantial flooding on or offsite, or exceed

the capacity of the existing stormwater drainage system.

D.9: The increased construction activity and new development  None Required.
resulting from the project, in conjunction with population and

density of other foreseeable development in the city, would not

result in cumulative impacts with respect to hydrology and

water quality.
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E. Cultural Resources

E.6: The project would demolish the remaining buildings on the  None Required.
project site

E.7: The project would construct a new mixed-use, multi-story None Required.
development, diminishing the industrial character of the project

site and vicinity, and altering the existing setting of the Fifth

Avenue Point neighborhood.

F. Geology, Soils, and Seismicity

F.6: The project would not expose people or structures to None Required.
substantial risk or hazards as a result of 1) expansive soils, or

2) conditions that would potentially result in landslides or 3)

surface fault rupture.

F.7: The project would not create substantial risks to life or None Required.
property as a result of being located above a well, pit, swamp,

mound, tank vault, or unmarked sewer line; above landfills for

which there is no approved closure and post-closure plan, or

unknown fill soils; or soils incapable of adequately supporting

the use of septic tanks or alternative wastewater disposal

systems.

F.8: The development proposed as part of the project, when None Required.
combined with other reasonably foreseeable development in

the vicinity, would not result in significant cumulative impacts

with respect to geology, soils or seismicity.

G. Noise

G.5: The proposed project, together with anticipated future None Required.
development in Oakland, could result in long-term traffic
increases that could cumulatively increase noise levels.

H. Hazardous Materials

H.4: Project operations would generate and involve the None Required.
handling of general commercial/retail and household

hazardous waste in small quantities, and therefore would not

cause an adverse effect on the environment.

H.5: The project would not emit hazardous emissions or None Required.
handle hazardous or acutely hazardous materials, substances,
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or waste within one-quarter mile of an existing or proposed

school.

H.6: The project would not impair implementation of or None Required.

physically interfere with an adopted emergency response plan
or emergency evacuation plan.

H.7: Development proposed as part of the project, when None Required.
combined with other foreseeable development in the vicinity,
would not result in cumulative hazardous materials impacts.

. Biological Resources / Wetlands

I.1: Construction activities required for the project could have a  None Required.
substantial adverse effect, either directly or through habitat

modifications, on special-status mammal species, specifically

the Pacific harbor seal.

1.6: Increased lighting and shading associated with the new None Required.
project buildings could have a substantial adverse effect,

either directly or through habitat modifications, on biological

resources.

1.7: The removal of any protected trees identified within the None Required.
project site would be conducted in compliance with the City of
Oakland's Tree Preservation and Removal Ordinance.

18: Construction activity and new development resulting from None Required.
the project, in conjunction with other foreseeable development

in the city and along its shoreline, could result in impacts on

wetlands, other waters of the U.S., and special-status species.

J. Population, Housing, and Employment

J.1: The project would not displace substantial numbers of None Required / No Impact.
existing housing units; nor would the project displace

substantial numbers of people, necessitating construction of

replacement housing.

J.2: The project would displace existing businesses and jobs, None Required.
but not in substantial numbers necessitating construction of

replacement facilities, or resulting in substantial increases in

distances traveled.
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J.3: The project would not induce substantial population None Required.
growth directly by proposing new housing, or indirectly through
infrastructure improvements.

J.4: The project would not induce substantial population None Required.
growth in a manner not contemplated in the General Plan, with

infrastructure requirements not previously considered or

analyzed.

J.5: The project would not induce substantial population None Required.
growth as a result of business and employment growth
proposed in the project.

(Non-CEQA) Potential for new retail development to cause N/A
ripple effects of store closures and long-term vacancies that
result in physical deterioration and urban decay

(Non-CEQA) Potential for housing market effects to lead to N/A
displacement or physical deterioration of housing or
neighborhoods

K. Visual Quality and Shadow

K.1: The project would construct new buildings that would be None Required / Beneficial Effect.
taller and have more bulk than existing buildings in the area

along pedestrian and vehicular routes and adjacent to the

Oakland Estuary, and would substantially demolish the Ninth

Avenue Terminal building. This would substantially, but not

adversely, alter the existing visual character and quality of the

project area.

K.2: The project would construct new buildings that would be None Required.
taller and have more bulk than existing nearby buildings which

would result in changes to views from nearby public

viewpoints, but that would not adversely affect scenic vistas of

which the project site is a part.

K.3: The project would increase the amount of light and glare None Required.
emitted from the project site but would not result in substantial
adverse effects to day or nighttime views.
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K.4: The project would create additional shadow on adjacent None Required.
areas west and north of the project site, however, the project

would not cast shadow on historic resources (retained Ninth

Avenue Terminal Bulkhead Building), would not introduce

landscaping conflicting with the California Public Resource

Code; would not cast shadow on buildings using passive solar

heat, solar collectors for hot water heating, or photovoltaic

solar collectors; and would not cast shadow that impairs the

use of any public or quasi-public park, lawn, garden, or open

space.

K.5 The project would require approval of a general plan None Required.
amendment and rezoning (among other discretionary

approvals), but would be consistent with the policies and

regulations addressing the provision of adequate light to

appropriate uses.

L. Public Services and Recreation Facilities

L.1: The increased population and density resulting from the None Required.
project would not involve or require new or physically altered

governmental facilities in order to maintain acceptable service

ratios, response time, or other performance objectives for

police protection services.

L.2: The increased population and density resulting from the None Required.
project would not involve or require new or physically altered

governmental facilities in order to maintain acceptable service

ratios, response time, or other performance objectives for fire

protection and emergency medical services and facilities.

L.3: The students generated by the project would not require None Required.
new or physically altered school facilities in order to maintain

acceptable service ratios or other performance objectives at

local public schools.

L.4: The project would create new parks, and the increased None Required / Beneficial Effect
population resulting from the project would not result in

increased use of existing neighborhood and regional parks or

other recreational facilities such that substantial physical

deterioration of these facilities would occur or be accelerated,

nor would the project include recreational facilities or require

the construction or expansion of recreational facilities that
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might have an adverse physical effect on the environment.

L.5: The project would increase the on-site resident population ~ None Required.
and increase the demand for library services; however, the

increase in demand for such services would not result in the

need to construct or expand libraries that might have an

adverse physical effect on the environment.

L.6: The increased population and density resulting from the None Required.
project, in conjunction with population and density of other

foreseeable development in the city, would result in a

cumulative increase in the demand for public services and

parks. However, the project’s contribution to such impacts

would not be cumulatively considerable.

M. Utilities and Service Systems

M.1: The project would not exceed water supplies available to None Required.
serve the project from existing entitlements and resources and

require or result in the construction of water facilities or

expansion of existing facilities, the construction of which could

cause significant environmental effects.

M.2: The project’s projected wastewater demand would not None Required.
result in the city of Oakland exceeding its citywide allocation

under the Wet Weather Program or East Bay Municipal Utility

District's (EBMUD) capacity to serve the project's projected

demand in addition to its existing commitments within its

service area.

M.3: The project would not require or result in construction of None Required.
new offsite stormwater drainage facilities or expansion of

existing facilities, the construction of which could cause

significant environmental effects.

M.4: The project would be served by a landfill with sufficient None Required.
permitted capacity to accommodate the project’s solid waste

disposal needs, and therefore the project would not require or

result in construction of landfill facilities or expansion of

existing facilities, construction of which could cause significant

environmental effects. The project would not impede the City

of Oakland’s ability to meet the waste diversion requirements

of the California Integrated Waste Management Act or the
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Alameda County Waste Reduction and Recycling Initiative, nor
cause the City to violate other applicable federal, state, or local
statutes and regulations related to solid waste.

M.5: The project would not violate applicable federal, state, or None Required.
local statutes and regulations relating to energy standards.

The project would not result in a determination by the energy

provider that serves or may serve the project that it does not

have adequate capacity to serve the project's projected

demand in addition to the providers' existing commitments, nor

require or result in construction of new energy facilities or

expansion of existing facilities, construction of which could

cause significant environmental effects.

M.6: The increased development resulting from the project, in None Required.
conjunction with population and density of other foreseeable

development in the city, would result in increased demand for

utilities and service systems. However, the project’s

contribution to such impacts would not be cumulatively

considerable.
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CHAPTER III

Project Description

A. Project Location and Characteristics

Project Location

The approximately 64.2-acre! Oak to Ninth Avenue Project site exists along the Oakland
Estuary? and the Embarcadero, east3 of Jack London Square, and south of Interstate 880 (1-880)
(Figures I111-1 and 111-2) along the city of Oakland’s southern boundary. Estuary Park, the
southern portion of Lake Merritt Channel (or “the channel”), Clinton Basin, and the Ninth
Avenue Terminal are included in the project site, but approximately six acres of privately-held
parcels along 5th Avenue are not included.4

The site lies partially within the city of Oakland’s Chinatown/Central Planning District. The
General Plan land use designation for the majority of the project site is Mixed Use
Waterfront/Estuary Plan Area as established by the General Plan Land Use and Transportation
Element (LUTE). The remainder of the site is designated Urban Open Space and extends along
the entire shoreline® of the project site. The Estuary Policy Plan, which was later adopted as part
of the General Plan, assigns a land use designation of Planned Waterfront Development-1 (PWD-
1) for nearly the entire project site, except Estuary Park and the Jack London Aquatic Center
which is designated as Park, Open Space, and Promenades.

East of the channel, the project site is within the M-40 Heavy Industrial Zone. West of the
channel, Estuary Park and the Jack London Aquatic Center are within the S-2 Civic Center Zone /
S-4 Design Review Combining Zone.

1 The total project site after implementation would consist of 64.2 acres of land area, including pile-supported pier
area and excluding approximately 11.4 acres of water surface for marina facilities.

2 The estuary connects with the east side of San Francisco Bay approximately three miles from the site.

3 For purposes of the EIR and following Oakland convention, the hills are to the north; therefore, the Estuary and the

Embarcadero run east-west, and 5th Avenue and streets perpendicular to it run north-south.

Approximately 6.0-acre Silviera-owned property west of 5th Avenue and approximately 28,000 square-foot

Schultz-owned parcel east of 5th Avenue.

5 Except where noted in reference to a regulatory agency’s definition (e.g., BCDC, Army Corp of Engineers),
“shoreline” is considered generally the area between the top of bank (or pier) to mean low tide, which would be
established as part of the project development.

ER 04-0009 / Oak to Ninth Avenue Project 11-1 ESA / 202622
Draft EIR August 2005



trmann
Basin

- (101
o/ | COSTANGAN GT. ﬂm%
NG 2 EL CAPTAN O oana FURER = o
_ 2 3 ELLEN CRAM AV, SHEL- ="§ ¢ ~
& N WASHOE CT. 0 TER e |
SO\
O ‘%@n-é_ i NOVATO
& T L
g \ é
&
SAN
. RAFAEL]
SAN
FRANCISCO

2000 Pacific Ocean

Feet

CHMOND

SITE

B

El

HNHLHvoeRy |

SR CT

VACAVILLE

NAPA _

%3

S

)

FAIRFIELD

VALLEJO

'CONCORD

WALNUT

ERKELE’ REEK

Lo
N

N\ san
C\pavoN

(AYWARD

FREMONT,

8

DW(
s

IOUNTAN 101
IEW

8
SAN
JOSE

N

SOURCE: Environmental Science Associates

Oak to Ninth Avenue . 202622

Figure llI-1
Location Map



WAREHOUSING/
STORAGE .

B e

N % Not Part of Project Site
0 500

Feet

. ) ) Oak to Ninth Avenue . 202622
SOURCE: Environmental Science Associates Figure -2
Project Site Aerial
and Existing Uses




Il. Project Description

Portions of the project site are governed by the Central City East Redevelopment Plan (east of
Lake Merritt Channel) and the Central District Urban Renewal Plan (west of Lake Merritt
Channel). The project site also includes Oakland Estuary waterfront areas covered by the San
Francisco Bay Trail Plan.

The existing land area within the project site boundaries (Embarcadero, Oakland Estuary,
Brooklyn Basin, and Fallon Street) is approximately 68.1 acres, including 5.9 acres of pile-
supported pier structure adjacent to the Ninth Avenue Terminal building. After implementation of
the Oak to Ninth Project, the site would consist of approximately 64.2 acres of land area,
resulting from demolishing part of the existing pile-supported pier structure associated with the
Ninth Avenue Terminal and changes in land area resulting from shoreline alterations in Clinton
Basin. There is also approximately 11.4 acres of water surface (existing marina facilities) that is
part of the project site, but that is not considered in the 64.2 acres of land area typically
referenced throughout this document.

The project site consists of Alameda County Assessor’s Parcels Numbers 0000-0430-001-02,
portion of 0000-0430-001-04, 0000-0460-003, 0000-0460-004, 0000-0465-002, and a portion of
0000-0470-002.

Vicinity Land Uses

The project site is located among a variety of uses that include important Oakland transportation
corridors and freeway interchanges, maritime-based recreation and commercial activities, public
parks, offices, a community college, warehouses, restaurants, apartments and lofts, and retail
operations. The Oakland Estuary, to the south, is currently used by the Port of Oakland, the U.S.
Coast Guard, recreational boat owners, several college and high school rowing teams, and
commercial vessels. Downtown Oakland and Oakland Chinatown are located approximately two
miles northwest of the project area. The San Antonio District, located north of 1-880, contains
various residential types and densities and a range of commercial uses along the major east-west
corridors of International Boulevard and East 12th Street.

To the north, the Embarcadero runs immediately adjacent and parallel to 1-880 and the Amtrak
and Union Pacific Railroad west of 5th Avenue. Further north, beyond 1-880, significant land
uses include the continuation of the Union Pacific Railroad east of 5th Avenue, Peralta
Community College District facilities and Laney College Campus, Bay Area Rapid Transit
(BART) maintenance shop facilities, and the San Antonio District.

To the south of the project site, across the Oakland Estuary, is the city of Alameda Coast Guard
Island® is immediately southeast.

East of the project site are hotel and marine-related retail uses along the Embarcadero and marina
facilities along Brooklyn Basin.

6 Coast Guard Island is a 68-acre man-made island within the city limits of Alameda and is only accessible from the
city of Oakland. Facilities at the Island support the U.S. Coast Guard’s operations along the West Coast.
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1l. Project Description

To the west lie the Portobello and The Landing residential condominium developments;
commercial warehouses, a television broadcasting storage facility, and commercial, residential,
and live-work uses in the Jack London District approximately one mile to the west. The
Oakland/San Francisco Ferry stations in Oakland and Alameda are each located approximately
1.0 to 1.5 miles to the west, and the Oakland Amtrak train station near Jack London Square is
about 0.75 mile west along the Embarcadero. The nearest Bay Area Rapid Transit (BART) station
is Lake Merritt Station, nearly 1.0 mile to the northwest.

Existing Site Access

The Embarcadero runs east-west, generally from 23rd Avenue to Market Street and provides
direct access to the project site. In addition, 5th Avenue extends in a north-south direction from
the waterfront to East 18th Street and also provides direct access to the site.

The Embarcadero crosses Broadway in the Jack London Square area; 5th Avenue intersects an
1-880 off-ramp. The nearest southbound 1-880 on-ramp is at 10th Avenue and the Embarcadero,
and the nearest northbound 1-880 on-ramp is at 6th and Jackson Streets. Southbound and
northbound 1-880 off-ramps nearest to the project site are located at Oak Street, on 5th and 6th
Streets, respectively.

Existing Project Site Land Use

The Port of Oakland currently owns the project site and leases it to a variety of commercial and
industrial tenants. A large portion of the site was formerly used as the Port of Oakland’s break
bulk facility (dismantling of incoming and outgoing bulk cargo) and is now used primarily as a
storage and industrial-site as depicted in the aerial photograph of the area (Figure 111-2). Existing
land uses and activities on the site are also identified in Figure 111-2.

The Ninth Avenue Terminal building is an approximately 180,000 square-foot structure located at
the easternmost portion of the site, between 9th and 10th Avenues. Other major uses in the
eastern portion of the site include a 44,000 square-foot retail furniture store, a metal recycling
facility, marine-related repair and storage, and outdoor storage of shipping containers.

Major uses in the central portion of the site, between Clinton Basin and Lake Merritt Channel,
include a mix of manufacturing and outdoor storage uses, and a sand and gravel processing
operation that manufactures concrete mix. Two sites within this central part of the project area are
privately-owned parcels that are not part of the proposed development project: a 27,000 square-
foot parcel between 5th and 6th Avenues (Schultz properties), and the western portion of Fifth
Avenue Point, the nearly six-acre area along and somewhat west of 5" Avenue that includes a
work-live artist community and a mix of industrial and commercial uses (Silviera properties).
These properties are referred to throughout the EIR as Fifth Avenue Point, or “outparcels.” This
area also includes the Clinton Basin Wetland Restoration and Enhancement Project, a Port of
Oakland project that covers approximately two-thirds of an acre on the west shore of the mouth of
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Il. Project Description

Clinton Basin (discussed below). This Port of Oakland project was designed to improve the
habitat value for shore birds, gulls, ducks, and other avian life that frequent the area.

Estuary Park and Jack London Aquatic Center and an East Bay Municipal Utility District
(EBMUD) dechlorinization facility are located immediately west of Lake Merritt Channel and
within the project site. Estuary Park is an approximately 7.7-acre’ City park that includes the
Jack London Aquatic Center. The lawn area/playing field (excluding the Aquatic Center and
existing seating and parking lot) is nearly 3.5 acres, with a depth of approximately 300 to 400 feet
from the south shoreline. This park currently provides picnic facilities, public restroom facilities,
a fishing and observation pier, a boat launch, surface parking, and playing fields that are used by
local soccer and other leagues, and/or for special events. A nearly 80,000 square-foot wholesale
grocery warehouse is located at the western edge of the project site, immediately north of Estuary
Park, at Fallon Street and the Embarcadero.

Lake Merritt Channel passes through the project site and connects to the Oakland Estuary at
Estuary Park. Navigation along the channel is prohibited and is obstructed by the Embarcadero
(which passes over the channel) and the railroad tracks further north. Water in the channel is
regulated by a series of gates along the channel and is also subject to tidal flows. Although
unauthorized access to the waterfront occurs along the channel and the estuary, there are currently
no points of authorized public access along the shores of the channel or the estuary from the
project site, except via the boat launch ramp and piers at Estuary Park and the Jack London
Agquatic Center.

Two existing marinas are located within the project area: Clinton Basin Marina which is owned
by the Port of Oakland but that is currently closed, and the Fifth Avenue Marina at the foot of 5th
Avenue and that is owned by the Port of Oakland and leased to a private party. A U-shaped wood
and concrete decking and walkway is tucked into Clinton Basin and provides approximately 35
boat slips of varying size. Similarly, approximately 60 boat slips are available at the Fifth Avenue
Marina.

Project Characteristics

The project sponsor, Oakland Harbor Partners, LLC,8 proposes to redevelop the project site from
an underused, maritime and industrial area on the Oakland Estuary into a mixed-use
neighborhood with residential, retail/commercial, open space, and marina uses. The majority of
existing commercial and industrial uses and structures on the project site would be removed or
demolished to accommodate the project. Of the approximately 64.2 acres of land that would make
up the project site after implementation, about 25.3 acres (or 39 percent) would be developed ,as
illustrated in Figure 111-3, with a mix of residential and commercial uses. Approximately 28.4
acres (or 44 percent) of the project site would be developed with new or

7 Based on the 2005 project site survey prepared by BKF Engineers for Oak to Ninth Project.
8 Oakland Harbor Partners is a joint venture between Signature Properties, Inc., and Reynolds & Brown.
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Il. Project Description

improved parks and open spaces (including pile-supported pier areas), with the remaining 10.5
acres of the site (17 percent) used for new roads and infrastructure.

Proposed Residential and Retail Uses

The project would consist of approximately 3,100 residential dwelling units on 13 development
parcels that are designated by letters A through H and J though N (Figure-111-4 and Table I111-1).
Units would include a mix of flats, townhomes, and lofts, ranging from studios to three
bedrooms. Some units would be ground-floor residences with street-level entrances. It is
anticipated that the project would provide for-sale units and rental units. The proposed
development shown in Table 111-1 would result in an overall average density of approximately
125 dwelling units per net acre and nearly 50 dwelling units per gross acre.®

The project would include up to approximately 200,000 square feet of ground-floor
retail/commercial space that would be distributed throughout each of the 13 development parcels
(Table 111-2 and Figure 111-4). These spaces would be designed to provide a variety of active
retail, restaurant, service, and small office uses to support the new residential neighborhood and
serve visitors to the site. These retail uses would generally be focused along the new main road
that extends from the Embarcadero at 6th Avenue and the new Gateway Park (the main project
entrance east of Lake Merritt Channel), and along Clinton Basin and its improved marina.

Retail spaces along the main street would be designed to accommodate neighborhood-serving
uses such as a grocery store, specialty food tenants, and retail shops, among other types of uses.
Ground floor uses along other streets could include, among other uses, restaurants, small local-
serving retail shops, galleries, and small offices. The ground floor spaces along Clinton Basin
would be designed to create an active urban waterfront along the new marina and could include
water-oriented retail spaces and restaurant uses, as well as marina-related offices. Table I111-2
shows the distribution of retail uses throughout the project site.

Proposed Building Massing and Height

The proposed building massing throughout the development would be varied to create a
distinctive architectural profile when viewed from distant vantage points. The project proposes a
mix of medium-height buildings from six to eight stories (up to 86 feet) in height, and five of
these medium-height buildings would include highrise tower elements of up to 24 stories (240
feet) Around Clinton Basin, a building stepback would be required at heights above 65 feet
(Table 111-3 and in Figure 111-5). Each of the project buildings would require a pile-supported
foundation system.

9 3,100 dwelling units divided by 25.3 acres of development area (excluding open space of rights-of-way) equals
approximately 125 units per net acre (122.5 du/ac). 3,100 dwelling units divided by 64.2 acres of total site area
equals approximately 50 dwelling units per gross acre (49.8 du/ac).
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Il. Project Description

TABLE llI-1
PROPOSED ILLUSTRATIVE RESIDENTIAL DEVELOPMENT PROGRAM

Approximate Minimum Onsite
Building Pad Residential Parking
Parcel Acreage # of Units® Spaces®
A 2.7 375 375
B 1.5 160 160
C 15 160 160
D 1.5 160 160
E 1.2 86 86
F 15 164 164
G 2.7 280 280
H 21 335 335
J 1.8 292 292
K 2.2 310 310
L 1.5 144 144
M 2.7 334 334
N 24 300 300
TOTAL: 25.3 3,100 3,100

The proposed Planned Waterfront Development Zoning District (PWD-1) (discussed below) would allow flexibility in the maximum
number of dwelling units that could be developed on a particular building pad or parcel, however, the total maximum number of dwelling
units (or net density) in the project could not be exceeded.

®  Minimum 1.0 space per dwelling unit.

SOURCE: Oakland Harbor Partners, 2005.

Project Variant with Increased Building Height

An Increased Building Height Variant to the project allows consideration of increased maximum
building heights on Parcels B, C, D, E, and H, as shown in Table I11-4 and Figure 111-6. The
variant would increase only the building podium heights by 34 feet (from 86 feet to 120 feet
maximum). The maximum height of the overall structure (including the highrise towers) would
remain 240 feet). All other project characteristics described in this chapter and throughout the
EIR also would remain unchanged, including the total number of dwelling units on the project
site. The potential view and shadow impacts of the project variant are analyzed in this EIR.

Proposed Parking

The project would provide a total of approximately 3,534 onsite parking spaces to meet City
Code parking requirements and parking demand. As shown in Table 111-5, about 3,500 of the
total spaces would be provided in enclosed parking structures to serve residential and
retail/commercial uses, and an additional 34 spaces would serve marina uses. Each parcel would
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1l. Project Description

TABLE 1lI-2
PROPOSED ILLUSTRATIVE RETAIL DEVELOPMENT PROGRAM
Retail Square Required
Footage / Marina Minimum Parking
Parcel Slips Spaces®
A 10,000
B 6,000
C 6,000
D 6,000
E 8,000
F 5,000
G 42,000
H 35,000
J 12,000
K 17,000
L 15,000
M 5,000
15,000
Terminal
Bulkhead 18,000°
Building®
Marinas 170 slips
TOTAL RETAIL: 200,000 sq. ft. 400 spaces
TOTAL MARINAS: 170 slips 34 spaces

Minimum 1.0 space per 500 square feet of retail/commercial space required per the proposed Planned Waterfront Zoning District
(PWD-1). The required 434 parking spaces for retail/commercial and marina uses would be concentrated on Parcels G, H, and K.
Uses consistent with the Tidelands Trust.

Approximately 18,000 square feet of Tidelands Trust uses are assumed for purposes of this EIR analysis. However, the project would
retain a minimum of 15,000 square feet of the Terminal Bulkhead Building.

SOURCE: Oakland Harbor Partners, 2005.

contain the parking required to serve its residential uses. Retail/commercial parking for the entire
project would be concentrated on Parcels G, H, and K.

The proposed number of parking spaces is based on minimum parking ratios of 1.0 covered space
per residential dwelling unit, 1.0 space per 1,000 square feet of retail/commercial use, and 1.0
space per five marina slips.

In addition, approximately 450 spaces would be available primarily for use by park and marina
users: approximately 75 spaces in surface parking lots in the proposed open space areas, and
approximately 375 on-street parking spaces. However, as discussed in detail in Section 1V.B,
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TABLE 1lI-3
PROPOSED APPROXIMATE HEIGHT RANGE DISTRIBUTION

Building Height High-Rise Tower
Parcel Range Component

A 65 to 86 ft. 240 ft.
B 65 to 86 ft. -
C 65 to 86 ft. -
D 65 to 86 ft. -
E 65 to 86 ft. -
F 65 to 86 ft. -
G 65 to 86 ft. 100 ft.
H 65 to 86 ft. 240 ft.
J 65 to 86 ft.° 240 ft.
K 65to 86 ft.® 240 ft.
L 65 to 86 ft.* -
M 65 to 86 ft. 240 ft.

65 to 86 ft. -

& 65-foot height stepback is proposed around Clinton Basin for all or part of the Basin-fronting facades.

SOURCE: Oakland Harbor Partners, 2005.

Transportation, Circulation, and Parking, these spaces are not considered when evaluating how
the project satisfies City Code-required parking or parking demand.

A number of parking control and management techniques would be incorporated into the project
site plan and operations with a goal to preserve parking spaces for retail uses and ensure that there
is adequate parking for all commercial uses. The project would also provide onsite bicycle
parking spaces at a level determined by the City and in a manner consistent with City practices
(or updated, adopted standards) at the time of project construction.

Proposed Parks, Open Space and Trails

A mix of active and passive parks and open spaces10 covering approximately 44 percent!! of the
project site would be integrated into the project. This includes approximately 20.7 acres of new
and permanent public open space (not including existing Estuary Park and Jack London Aquatic

10 Consistent with the Open Space, Conservation, and Recreation Element (OSCAR) of the General Plan, “parks and
open space” shall include the defined unpaved areas, as well as associated facilities, trails, and parking areas, as
with Estuary Park and Jack London Aquatic Center.

11 44 percent includes the existing 7.7-acre Estuary Park and Jack London Aquatic Center. With these existing
facilities and associated site area included, a total of 28.4 acres of open space would exist on the project site, which
would result in approximately 37 percent of the project site as open space.
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Il. Project Description

TABLE lll-4
PROPOSED APPROXIMATE HEIGHT RANGE DISTRIBUTION
INCREASED BUILDING HEIGHT VARIANT

Building Height High-Rise Tower
Parcel Range Component

A 65 to 86 ft. 240 ft.
B 65 to 120 ft. -
Cc 65 to 120 ft. -
D 65 to 120 ft. -
E 65 to 120 ft. -
F 65 to 86 ft. -
G 65 to 86 ft. 100 ft.
H 65 to 120 ft. 240 ft.
J 65 to 86 ft.* 240 ft.
K 65 to 86 ft.* 240 ft.
L 65 to 86 ft.*" -
M 65 to 86 ft. 240 ft.

65 to 86 ft. -

2 65-foot height stepback is proposed around Clinton Basin for all or part of the Basin-fronting facades.

SOURCE: Oakland Harbor Partners, 2005.

Center) that would be designed as a series of interconnected parks and waterfront spaces to
provide a variety of recreational opportunities. Potential uses include informal green spaces for
passive recreation, playgrounds, picnic areas, and gardens. These improvements would include
the continuous public pedestrian trail and Class I bicycle facility along the entirety of the
project’s waterfront, linking an existing Bay Trail segment that currently ends at Estuary Park to
Brooklyn Basin (Figure 111-7) where the trail currently continues east to the Martin Luther King
Regional Shoreline and beyond. The trail would also follow both sides of Lake Merritt Channel,
crossing east-west over Lake Merritt Channel Bridge (over the Embarcadero), allow for extension
for future City projects aimed at improved connections between Lake Merritt and the estuary. The
trail would accommodate pedestrians and bicycles and a variety of users within a maximum 40-
foot-wide right-of-way along the waterfront of the project site..

Project landscaping is shown in Figure 111-3 and Figure 111-7 for illustrative purposes only. The
project sponsor would be required to prepare and submit to the City a detailed landscape plan
indicating specific type, size, and location of vegetation proposed throughout the project site and
particularly within open spaces, public streets, and near the water’s edge.
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Il. Project Description

TABLE 1lI-5
PROPOSED ONSITE PARKING SUPPLY
Minimum Parking

Parking Ratio Spaces
Covered Residential Parking 1 space per unit 3,100
Covered Parking for 1 space per 500 sq.ft. of 400
Retail/Commercial Use floor area
Covered Parking for Marina 1 space per five marina 34
Use slips

TOTAL 3,534

SOURCE: Oakland Harbor Partners, 2005.

The project would demolish a maximum of approximately 165,000 square feet of the existing
Ninth Avenue Terminal building and a portion of its existing wharf. In its place, Shoreline Park
would be constructed, a new 9.7-acre open space along the waterfront. Approximately 90,000
square feet (about 50 percent) of the Terminal building (located closest to the Embarcadero) was
built in the late 1920s, and the remainder (located closest to the estuary) was built in the 1950s.
The project would retain a minimum of 15,000 square feetof the 1920s portion of the Terminal’s
original Bulkhead Building (the northern part of the Terminal used for front-of-house operations).

Shoreline Park / Ninth Avenue Terminal Bulkhead Building

The retained Bulkhead Building would sit at the northernmost end of Shoreline Park, which
would extend south of the Bulkhead Building. New uses in the Bulkhead Building would include
uses consistent with the Tidelands Trust.

In addition, a portion of the pile-supported wharf south and west of the Terminal building would
be removed, and the remaining wharf area (and footprint of the demolished part of the Terminal)
would be used as open space and a landscaped waterfront plaza for public enjoyment. Shoreline
Park would include an open green lawn approximately 600 feet along the shoreline (measured
north-south from the Bulkhead Building to the new south pier edge), and approximately 150 to
225 feet wide (measured from the new east pier edge on the south to the new public street (9th
Avenue). Shoreline Park would also include the new waterfront bicycle path and jogging trail that
would be part of the Bay Trail.

Gateway Park and Quay / Clinton Basin

Gateway Park would be sited at the main entry to the project, immediately north of Clinton Basin.
This 3.1-acre open space lawn area would provide a more urbanized, park-like experience
adjacent to marina activity and new retail space. The quay, a retaining wall-like edge treatment
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Il. Project Description

and a 55-foot wide hardscape promenade around Clinton Basin, would be located around the
rebuilt marina and connect to the Bay Trail.

Channel Park and South Park

Channel Park and South Park would provide a total of approximately eight acres of new open
space. Channel Park (approximately 5.5 acres) would be located on the east side of Lake Merritt
Channel, and South Park (approximately 2.3 acres) would be located west of the improved
Clinton Basin and marina and adjacent to the Port of Oakland wetland restoration project
(discussed below). Channel Park would have a maximum depth of approximately 600 feet from
the shoreline, and South Park would have a depth of approximately 400 feet from the shoreline.

Estuary Park and Jack London Aquatic Center

The project would improve the existing Estuary Park through re-vegetation of the approximately
3.5-acre lawn/play field, shoreline protection (discussed below), and extending the waterfront
Bay Trail that would edge the park and Lake Merritt Channel. The project would not change the
existing picnic table/seating area pavilion and waterfront access facilities adjacent to the park and
the Aquatic Center (boating and fishing docks and boat launch), and no new structures are
proposed..

Clinton Basin Wetland Restoration and Enhancement Project

In addition to new and permanent open space areas, the project would maintain the existing
Clinton Basin Wetland Restoration and Enhancement Project wetland restoration area at the west
shore at the mouth of Clinton Basin (Figure 111-6). No changes are proposed to this resource as
part of the project.

Ownership, Maintenance, and Operations

The Port or the City would own the open spaces proposed by the project. The City would be
responsible for 1) approving the improvements installed in the project open space, 2)
programming the allowable uses within the project open space, and 3) granting/permitting
activities within the open spaces, however, all uses within open spaces would be limited to uses
that are consistent with the Tidelands Trust.

The project sponsor will be responsible for installing the improvements within the project open
space and providing for the maintenance of the project open space in a manner that meets or
exceeds minimum standards provided by the City. Maintenance by the project sponsor may be
accomplished through the establishment of 1) a project homeowners’ association, 2) (in
conjunction with the City) a Community Facilities District or Community Services District, or 3)
other mechanism approved by the City.

The project sponsor is not proposing to hold events (such as concerts or festivals) at the project
site. However, it is possible that in the future, upon further review and approval by the City of
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1l. Project Description

Oakland, entities could sponsor such organized events at the new public open spaces created by
the project.

Proposed Marinas, Shoreline Improvements, and Water-Orientation

The project would rebuild the existing Clinton Basin Marina, increasing the number of boat slips
from 35 to approximately 52 slips that would line the new sheet pile (retaining wall-like) edge of
the Basin, which would be straighten and protected compared to its existing undulating and
unprotected condition. The Quay, the 55-foot wide hardscape promenade around Clinton Basin,
would be developed and lined with marine-related retail/restaurant uses and marina support
facilities. The Fifth Avenue Marina would be expanded from the existing estimated 60 boat slips
for a total of approximately 118 slips on a series of walkways and berths away from the shoreline,
and accessed from the southernmost area of Channel Park.12 Both marinas would make available
short-term, transient, and long-term slips to accommodate a range of boat types and sizes. No
fueling stations would be included in the marina operations.

The project would also improve the existing shoreline along the project site.13 Shoreline
improvements and specific treatments would vary along the project site and include the removal
of existing debris, re-grading of banks, creation and improvement of marsh habitats, and varying
types of slope protection with rocks (riprap) and bulkhead walls. The proposed improvements
would enhance water-oriented activities in this area by facilitating greater and improved public
access to the estuary with enhanced parks, open spaces, trails along the waterfront. There would
especially be improved public opportunities for recreational sailing, rowing, canoeing, and
kayaking.

Proposed Streets and Public Access

Internal Circulation

As depicted in the project’s illustrative site plan (Figure 111-3), existing streets within the project
site would be removed, and new internal streets would be created. New streets would be
constructed to City roadway standards and offered for dedication to the City of Oakland, except
for 5th Avenue which would be accessible to the public with approval of a public access
easement but may not be constructed to City roadway standards. The proposed street layout
would complement the open space system by providing convenient vehicular access and
providing continuous public pedestrian and bicycle linkages to the waterfront. The layout of the
streets would lead to the water and open space areas, and each street would be landscaped and
provide on-street parking for convenient use by the public.

13 see Footnote 3.
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Access to the Project Site

The Embarcadero along the project site would be improved and widened into a parkway that
would be significantly landscaped to provide a distinctive northern edge to the project and
provide some level of screening of the adjacent above-grade portion of 1-880. The project
proposes up to eight intersections along the Embarcadero to improve access to the waterfront and
to allow for safe and efficient circulation to and from the project site. The continuation of 5th
Avenue, currently the only through connection from north of the Embarcadero (due to the
existence of the Union Pacific railroad tracks and 1-880) would be improved to become one of the
main entrances to the central portion of the development. The improvements and new
intersections to the project would be coordinated with Caltrans’ criteria for future 1-880
improvements and upgrades that may affect the Embarcadero near the project site.

The site would also be accessed from its estuary frontage, and based on currently-adopted City
plans and projects that will create new waterway and pedestrian connections between Lake
Merritt and the estuary, the project site would be accessible from the north via Lake Merritt
Channel once such future projects are implemented. Existing waterfront pedestrian paths are
available from the west (from Jack London Square, east to Estuary Park) and the east (from
Embarcadero Cove, west to Brooklyn Basin).

Site Remediation, Utility Improvements, and Dredging

The soils and groundwater of the project site have varying levels of contamination due to
previous onsite and offsite manufacturing and industrial activities. Existing contaminants include
volatile organic compounds (VOCs), polycyclic aromatic hydrocarbons (PAHSs), metals, and
petroleum hydrocarbons and gasoline, diesel, and motor oil. The project sponsor would prepare
and implement a phased remediation process for cleanup of the site to appropriate levels,
pursuant to the review, approval, and oversight of various regulatory agencies (identified below)
and a single lead oversight agency, the California Department of Toxic Substances Control
(DTSC).

The California Department of Toxic Substances Control (DTSC) is anticipated to serve as the
lead oversight agency pursuant to California Health & Safety Code 25395.60 et seq., the
California Land Reuse and Revitalization Act (CLRRA). Under CLRRA, the project sponsor
would enter into a contractual agreement with DTSC to complete an environmental assessment of
the property and to clean up the site in accordance with all applicable laws and regulations.
Cleanup at the site is likely to include closure or removal of existing subsurface structures, such
as tanks; excavation and disposal of contaminated materials; natural or enhanced bioremediation
of soil and groundwater; restoration and improvement of shoreline structures; dredging of
sediments; and institutional and engineering controls to prevent exposure to and migration of
contaminated materials.

Under CLRRA, the environmental assessment must include: 1) characterization of the hazardous
materials released or threatened to be released at or from the site; 2) available information about
the site; 3) a risk assessment, if appropriate, that evaluates the risk posed by any hazardous
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materials released or threatened to be released at or from the site; 4) information regarding
"reasonably anticipated foreseeable uses of the site based on current and projected land use and
zoning designations™; and 5) if the release has impacted groundwater, ""reasonable
characterization of underlying groundwater,” including present and anticipated beneficial uses of
the water.

For cleanup, CLRRA requires that the project proponent submit to the lead agency and agree to
implement a response plan to clean up the property. The response plan must include: 1)
identification of the releases or threatened releases at the site; 2) documentation that the plan is
based on adequate characterization of the site; 3) identification of the response plan's objectives
and the proposed remedy; 4) identification of the current and reasonably anticipated future land
use of the site, including confirmation regarding such projections city or county in which the site
is located; 5) a description of activities that will be used to control any endangerment that may
occur during the response action; 6) a description of any land use control that is part of the
response action; 7) a description of wastes other than hazardous materials at the site and how such
wastes will be managed during the response action; 8) provisions for the removal of containment
vessels and other sources of contamination, including soil and free product, that cause an
unreasonable risk; 9) provisions for the agency to require further response actions based on the
discovery of hazardous materials that pose an unreasonable risk to human health or the
environment during the response action or subsequent development of the site; and 10) any other
information required by the lead agency. Prior to approval by the lead agency or implementation
by the project proponent, CLRRA further requires that, the response plan be subject to
meaningful public notice and comment to permit the community and other state and local
agencies to obtain information about and express their views regarding the proposed cleanup.

Public utility easements and infrastructure for water, sanitary sewer, stormwater drainage, gas,
and electricity exist on or near the project site. The project would upgrade onsite utilities and
utilities along the project frontage on the Embarcadero to current design standards. Specifically,
the existing “looped” system of EBMUD water line that serves the project is expected to
accommodate the project’s anticipated water demand. Water mains (designed and supplied by
EBMUD) would be installed to serve the development and, each project building would have
service connections for residential water service, commercial water service, fire service, and
irrigation. The project may be required to construct sanitary sewer facilities offsite as to not
exceed the capacity of the local sub-basin during wet weather conditions. The project would
install new storm drains throughout the project area to allow discharge to the Oakland Estuary.
New storm drains would connect to the existing storm drain mains on the Embarcadero (east of
5th Avenue) and on the southern extension of Fallon Street, and would be designed to
accommodate drainage from the Embarcadero.

In addition, the project would require dredging to provide adequate water depth for the marina
berthing area in Clinton Basin and for shoreline improvements around Clinton Basin. Dredging
would occur at a design water depth of -8 feet mean lower low water (MLLW) and involve about
20,000 cubic yards of dredged material.
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Proposed Planned Waterfront Zoning District Standards and
Regulations

The project sponsor proposes a new zoning district and associated standards: the “Planned
Waterfront Zoning District” (PWD-1). The intent of the proposed PWD-1 District would be to
establish specific regulations to facilitate the development of an integrated mixed-use, residential,
public and private open space, and commercial community on the project site. The PWD-1
District regulations would establish 1) land use regulations, such as allowable and prohibited
activities; 2) development standards, such as maximum density levels, height restrictions,
requirements for building frontage, public open space and the Bay Trail, parking/loading, and
signage; and 3) design guidelines defining parameters for architectural character, building
massing and articulation, exterior features, lighting, materials and colors, and landscape areas.
The proposed rezoning of the project site to the PWD-1 District would not apply to portions of
the Oak-to-Ninth District14 (defined in the Estuary Policy Plan) north of the Embarcadero or
within the outparcels not included as part of the project site, Fifth Avenue Point). (The proposed
PWD-1 District and associated draft standards, are discussed in detail in Section IVV.A, Land Use,
Plans, and Policies.)

Project Phasing

The project would be remediated and developed in phases over a period of approximately 11
years. It is anticipated that construction activities would occur in four major phases with one to
two sub-phases each, for a total of eight total phases. It is anticipated that the project would start
construction in 2007 and be completed in approximately 2018. Approximately one-third of the
project in terms of land area (and 37 percent in terms of dwelling units) would be completed at
2010 (Phases I through I11), with the remaining two-thirds (or 63 percent of the dwelling units)
completed after 2010.

Generally, the project site would be developed from east to west (as depicted in Figure 111-8) as
follows (years shown generally encompass site preparation to building occupancy):

. Phases | through 111 (2007 to 2010) - Approximately 1,139 units and 69,000 square feet
of retail/commercial: Parcels A, B, C, F, and G; and project street rights-of-way. Estimated
demolition: Approximately 88,000 sqg. ft. of manufacturing, storage, retail, and service uses.

. Phases IV and V (2008 to 2014) - Approximately 1,473 units and 79,000 square feet of
retail/commercial: Parcels D, E, H, and J; Clinton Basin and Quay; and project street rights-
of-way. Shoreline Park would be developed by 2012, and Gateway Park would be
developed by 2014, as would the Bay Trail segment from Brooklyn Basin to Clinton Basin.

14 The Oak-to-Ninth District is defined in the Estuary Policy Plan as approximately 120 acres south of 1-880,
generally from Oak Street to the Ninth Avenue Terminal. The land area of the Oak to Ninth Project site after
implementation of the project would be approximately 64.2 acres located south of the Embarcadero only.
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Estimated demolition: Approximately 165,000 square feet of the Ninth Avenue Terminal
building (minimum 15,000 sq. ft. Bulkhead Building retained) and removal of storage,
marine construction, and training uses.

Phases VI and V11 (2009 to 2017) - Approximately 798 units and 37,000 square feet of
retail: Parcels K, L, and M; and project street rights-of-way. South Park would be
developed by 2015, and Channel Park would be developed by 2017, as would the Bay Trail
segment east of Clinton Basin. Estimated demolition: Approximately 46,000 square feet of
marine, storage, service, manufacturing, and industrial uses.

Phase VII1 (2011 to 2018) - Approximately 300 units and 15,000 square feet of
retail/commercial: Parcel N and project street rights-of-way. Improvements (re-vegetation)
of Estuary Park and the adjacent Bay Trail segment would occur by 2018. Estimated
demolition: Approximately 78,400 square feet of wholesale grocery use.

B. Project Objectives

The primary Project Objectives include providing to the Bay Area and the city of Oakland a
revitalized accessible waterfront with open spaces for public use and a range of needed housing
opportunities.

Supporting Project Objectives include the following:

Redevelop the project site into a mixed-use development that provides the public greater
access to the Oakland Estuary shoreline.

Provide a mixture of dwelling sizes and types, including rental and for-sale units, to
accommodate a range of potential residents.

Provide a range of commercial uses that meet both visitor- and neighborhood-serving goals
by providing goods and services to the region, the city, and the local community.

Ensure an active street frontage by developing a combination of street-level townhouses,
ground-floor retail, and a continuous theme of public walkways and open space throughout
the project site.

Provide additional housing, particularly on existing underutilized land as encouraged by
Housing Element policies of the General Plan, to help meet existing housing needs and
help alleviate the current jobs/housing imbalance for the region.

Develop housing in close proximity to abundant transit opportunities, including BART,
Amtrak, the San Francisco Bay Regional Ferry, and AC Transit.

Remediate existing contamination in soil and groundwater at the site, in accordance with
applicable regulator standards and consistent with the proposed future uses.
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Redevelop and remediate an underutilized and environmentally challenged site to allow it
to be used for its highest and best use for the community.

Enhance the appearance of an existing urban infill property to improve the streetscape and
visual quality of this important site and redevelop a currently underutilized site.

Provide a significant amount of open space and water-oriented activities accessible to the
general public to encourage the public to interact with the Oakland Estuary both visually
and recreationally.

Provide a vital connection to local and regional waterfront trail systems, as well as both
physical and visual linkages between the waterfront and inland communities.

Develop a project that is economically feasible in terms of residential density, building
massing, parking, public open space, infrastructure, and other amenities.

Design and develop public facilities (streets, sidewalks, lighting, parks, open space, etc.)
that can be maintained and operated in a sustainable and cost-effective manner.

Accomplish project objectives in a manner that maximizes the use of private funding
sources and minimizes the use of public funds.

Provide an economically feasible, integrated, and cohesive redevelopment project that
includes timely phasing and construction of infrastructure improvements.

Generate significant, new permanent and construction jobs and the ability to attract capital
investment into Oakland.

Provide infill development in furtherance of Smart Growth principles.

Provide new permanent and accessible open space areas and extend pedestrian walkways
along the estuary in order to meet the passive recreational needs of local residents and
visitors, and to complement the existing and proposed surrounding urban fabric while
enhancing the waterfront access experience for visitors and employees to the area.

Develop a project that will generate significant property tax increment to be used in the
Central City East Redevelopment Plan Area and Central District Urban Redevelopment
Plan Area, and additional tax revenues to the City of Oakland.

C. Discretionary Actions and
Other Planning Considerations

As discussed in Chapter I, the City of Oakland is the Lead Agency responsible for preparation of

this E

IR (pursuant to CEQA Guidelines Section 15051). This EIR is intended to be used for all

required discretionary actions for the project. The project requires discretionary actions by both
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the Planning Commission and the City Council. In addition, the project will require review and
approval by a number of other public and quasi-public agencies and jurisdictions that have
authority over specific aspects of the project. These other agencies may also consider this EIR in
their review and decision-making processes. The discretionary actions and other considerations
and approvals anticipated to be required for the project include the following, without limitation
(A detailed description and discussion of each action is included in EIR Section IV.A, Land Use,
Plans and Policies):

City of Oakland

General Plan Amendment (Oakland Planning Code Chapter 17.01) - The project would
require a General Plan Amendment to the Estuary Policy Plan, a component of the Oakland
General Plan. An amendment would modify the existing Planned Waterfront Development-
1 (PWD-1) land use classification (which is unique to the Oak-to-Ninth District and the
project site) to allow the residential land uses and densities proposed by the project. An
amendment may also change the Parks, Open Space and Promenades land use classification
on Estuary Park and part of the Jack London Aquatic Center to allow a single land use
classification over the entire project site. Additional amendments to the Estuary Policy
Plan may address the intended treatment of the Ninth Avenue Terminal. The Planning
Commission would be required to review the General Plan Amendment and forward its
recommendation to the City Council for final decision.

Redevelopment Plan Amendments - The project would require amendments to the
Central City East Redevelopment Plan and possibly the Central District Urban Renewal
Plan to incorporate the proposed land use changes and maintain the consistency of these
Redevelopment Plans with the Oakland General Plan. The Redevelopment Plan
Amendments would require approval by the Oakland Redevelopment Agency and City
Council.

Rezoning and Zoning Code Amendment (Oakland Planning Code Chapter 17.144) - To
allow the proposed land uses and densities, the project would require a Rezoning of the
project site to change the existing M-40 Heavy Industrial Zone the channel and S-2 Civic
Center/S-4 Design Review Combining Zone (Estuary Park and Jack London Aquatic
Center) to a new Planned Waterfront Zoning District (PWD-1) (discussed above and in
Section IV.A). The Oakland Planning Code would be amended to add the new PWD-1
District and its associated regulations), and the Oakland General Plan and Zoning Map
would be amended to apply the PWD-1 District to the geographic area of the project site.

Preliminary Development Plan and Final Development Plan (Proposed Planned
Waterfront Zoning District Regulations, generally consistent with existing Oakland
Planning Code Chapter 17.140) - The large scale of the project and its need for phased
development and public improvements require that the project prepare and obtain approval
of an overall Preliminary Development Plan (PDP) for the entire project, in addition to one
or more Final Development Plans (FDP) / Final Design Reviews, that together would cover
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all of the new development within the project area. The PDP and the FDP / Final Design
Review would require approval by the City Planning Commission.

° Vesting Tentative and Final Maps (Oakland Municipal Code Title 16) - The project
sponsor is requesting approval of a Vesting Tentative Map and Final Map, which would
include consideration of the dedication of public lands (new public streets) to the City. The
Vesting Tentative Map would require approval by the City Planning Commission, and the
Final Vesting Map would require approval by the City Council

° Development Agreement (Oakland Planning Code Chapter 17.138) - The project sponsor
and the City would enter into a Development Agreement (DA) that would 1) provide for a
vested entitlement period, 2) specify requirements for phasing of project development, 3)
stipulate what City regulations will apply throughout the term of the DA with respect to the
project, and 4) establish other commitments. The City Planning Commission would review
the DA and forward its recommendation to the City Council for a final decision.

. Tree Removal Permit (Oakland Municipal Code Chapter 12.36) - Pursuant to the City’s
Protected Trees Ordinance, the project sponsor would be required to obtain an approved
Tree Removal Permit prior to removal of (or construction activity in close proximity to) a
Protected Tree, as defined in Oakland Municipal Code Section 12.36.020. Tree permits
would require approval by the Oakland Public Works Agency. All tree planting plans
would require approval by the Tree Services Section of the Office of Parks and Recreation.

° Creek Protection Permit (Oakland Municipal Code Chapter 13.16) - The project would
require City approval of a Creek Protection Permit for work proposed adjacent to the
Oakland Estuary and/or along the Lake Merritt Channel.

. Encroachment Permits (Oakland Municipal Code Chapter 12.08) — The project would
required City approval of encroachment permits (non-discretionary) to work within various
public rights of way for accommodate the development of improvements, etc.).

° Demolition Permits (Oakland Municipal Code Chapter 15.36) — The project would require
City approval of demolition permits to demolish exiting buildings and structures on the
project site, including the majority of the Ninth Avenue Terminal (subject to required
findings).

. Other Various Building Permits (Oakland Municipal Code Title 15) - The project would
require City approval of all other permits required for project construction on the project
site.

Other Agencies and Considerations

A detailed description and discussion of each action and agency/jurisdiction is included in EIR
Section IV.A, Land Use, Plans and Policies, as well as within the relevant topical analysis
sections in Chapter IV. Environmental Setting, Impacts, and Mitigation Measures.
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° Port of Oakland (Oakland City Charter, Article VII) - The project would be subject to
approval by the Port of Oakland for various real estate transaction components of the
project.

° California State Lands Commission (Tidelands Trust) — The property comprising the
project site is subject to the Tidelands Trust. Portions of the Tidelands Trust lands are
granted lands granted to the City pursuant to legislative grants from the State of California.
Other portions of the Tidelands Trust lands have been acquired by the Port with public trust
funds derived from Port operations. The Port manages the Tidelands Trust lands by virtue
of the Charter of the City of Oakland. The State Lands Commission has oversight of all
Tidelands Trust property in California.

The project proposes development of portions of the Project Lands for residential housing.
Among other matters, the Commission asserts that residential housing is not a use to which
the Project Granted Lands may be put. The Oak to 9th avenue District Exchange Act,

SB 1622, authorizes sale of certain Project After-Acquired Lands. SB 1622 also authorizes
the Commission and the Port to enter into an exchange agreement meeting the requirements
of the legislation to effectuate the exchange and sale. The City’s approval of the project
will be conditioned upon subsequent compliance with the provisions of SB 1622.

° San Francisco Bay Conservation and Development Commission (BCDC) - The project
would be subject to review by the San Francisco Bay Conservation and Development
Commission (BCDC), a state agency. The project would be required to obtain BCDC
permits and approvals for all development proposed within the Agency’s jurisdiction,
including filling, dredging, and shoreline alteration.

. California Department of Toxic Substances Control (DTSC) - The California
Department of Toxic Substances Control (DTSC) would have lead oversight responsibility
for investigation and remediation of hazardous materials at the site, including approval of
the proposed remediation plan. DTSC would coordinate with the California State Water
Resources Control Board (discussed below) on site clean-up requirements and processes. In
coordination with the U.S. Army Corps of Engineers (discussed below), DTSC would also
provide oversight of dredging activities.

° California State Water Resources Control Board — San Francisco Region (RWQCB) -
The project would require various San Francisco Regional Water Quality Control Board
(RWQCB) reviews and approvals regarding storm water discharge, and in coordination
with BCDC and the Army Corps (discussed below), the dredging of Clinton Basin. The
RWQCB would also participate in the process for investigation and remediation of
hazardous materials at the site.

. Alameda County Environmental Health Department - The Alameda County
Department of Environmental Health would participate in the process for investigation and
remediation of hazardous materials at the site.
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The United States Army Corp of Engineers (Corps) - The project would involve
navigable U.S. waters and therefore would require U.S. Army Corps of Engineers’ review
and approval of permits for all proposed shoreline work and the dredging of Clinton Basin.

The United States Fish and Wildlife Service (USFWS) - The project would be subject to
U.S. Fish and Wildlife review and permitting related to potential impacts of the project
(proposed shoreline activities and alterations) on federally listed threatened or endangered
species protected under the Federal Endangered Species Act (FESA).

California Department of Fish and Game (CDFG) - The project would be subject to
Department of Fish and Game review and permitting related to potential impacts of the
project (proposed shoreline activities and alterations) on species protected under the
California Endangered Species Act (CESA).

Bay Area Air Quality Management District (BAAQMD) - The project would be subject
to applicable regulations of the BAAQMD, such as construction emission reduction
measures that are imposed by the City.

East Bay Municipal Utility District (EBMUD) - The project would require EBMUD
review and approvals regarding water and sewer service, capacities, and facilities.

Alameda County Airport Land Use Commission (ALUC) and Federal Aviation
Administration (FAA) — The project could involve construction of new structures over
200 feet in height and require approval of a General Plan Amendment. Therefore, the
project may be subject to review by the Alameda County Airport Land Use Commission
and the Federal Aviation Administrative.

California Department of Transportation (Caltrans) — Any improvements or work that
would occur within Caltrans right-of-way would require review and approval by Caltrans.
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CHAPTER IV

Environmental Setting, Impacts, and
Mitigation Measures

Introduction to the Environmental Analysis

The analysis provided in this EIR has been prepared in accordance with CEQA, as amended
(Public Resources Code Section 210000, et seq.), and the State CEQA Guidelines.

This chapter contains a discussion of 1) setting (existing baseline conditions and regulatory
background), 2) environmental impacts (direct, indirect or secondary, short-term, and cumulative)
that could result from the proposed project, and 3) mitigation measures that would reduce or
eliminate the adverse impacts that are identified. Throughout the EIR, the analysis addresses the
potential impacts of all activities that would result from development of on the entire project site
and during all development phase. The analysis considers impacts that would occur during
construction and during operation of the project through cumulative year (Buildout 2025). The
significance criteria used to assess the significance of adverse environmental effects are
identified, and the significance of the impact, both prior to and after implementation of
mitigation, is reported.

Significance Thresholds and Classification of Impacts

In accordance with Section 15022(a) of the CEQA Guidelines, the City of Oakland has drafted
local CEQA thresholds and criteria of significance guidelines that are consistent with CEQA and
the State CEQA Guidelines (City of Oakland, 2004c). The City’s thresholds are intended to
supplement provisions in the CEQA Guidelines for determining the significance of environmental
effects, including Appendix G. As appropriate, state and federal regulations supplement the
City’s local thresholds and guidelines.

The following level of significance classifications are used throughout this EIR:

. Significant (S) — The impact of the project reaches or exceeds the defined threshold of
significance. Feasible mitigation measures are identified to reduce the significant impact to
a less-than-significant level.

. Potentially Significant (PS) — The impact of the project may reach or exceed the defined
threshold of significance, however it is not evident that, even in the theoretic worst-case
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conditions, a significant impact would occur. Feasible mitigation measures are identified to
reduce the potentially significant impact to a less-than-significant level.

e  Significant and Unavoidable (SU) — The impact of the project reaches or exceeds the
defined threshold of significance. No feasible mitigation measure is available to reduce the
significant impact to a less-than-significant level; or implementation of a feasible mitigation
measure by the Lead Agency (City of Oakland) can not occur without approval of another
jurisdiction, such as the City of Alameda or Caltrans. In the latter case, feasible mitigation
measures are identified to reduce the significant impact to a less-than-significant level, and
the significant unavoidable classification is noted.

. Less than Significant (LTS) — The effects of the project do not reach or exceed the defined
threshold of significance. Generally, no mitigation measures are required or identified.

. Beneficial Impact (B) — The impact of the project would improve the environment,
regardless of the defined threshold of significance. Generally, no mitigation measures are
required or identified.

. No Impact (N) — No noticeable adverse effect on the environmental would occur.

Designation of Impacts and Mitigation Measures

All impacts in this chapter of the EIR are identified using an alpha-numeric designation that
corresponds to the letter of the EIR section assigned to the environmental topic (as denoted in the
Table of Contents for this EIR), followed by a number that indicates the sequence in which the
impact statement occurs within the section. For example, “Impact G.2” is the second impact
identified in Section 1V.G, Noise. All impact statements are in bold text.

Mitigation measures are numbered to correspond with the impact that it addresses. Where there
are multiple measures to address the same impact, each is indicated by a lower-case letter. For
example “Mitigation Measure G.2c” is the third component (c) of the second mitigation (2)
identified to address noise (Section G). Generally, all mitigation measure statements are in bold
text, although in cases where there is extensive detailed text that is part of the mitigation measure,
all text may not be bolded (for example, mitigation measures related to traffic impacts, permitting
requirements for water quality and biological resources impacts).

2010 Interim Project

A 2010 interim year project has been established specifically to assess the traffic, air quality, and
noise impacts for the portion of the project that would be completed by 2010. Where appropriate
and relevant within these sections of the EIR, potential impacts are specifically identified for the
2010 project, and mitigation measures are identified accordingly. Otherwise, impacts and
mitigations are identified as of 2025 Buildout. Table 1V-1 shows the development program of the
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2010 interim year project, and the most conservative analysis is used and assumes that site
preparation of parcels not indicated in Table 1V-1 would likely be underway by 2010:

TABLE IV-1
ILLUSTRATIVE 2010 INTERIM YEAR PROGRAM
Approximate Minimum Onsite
Building Pad Residential Retail Square Minimum Retail
Parcel Acreage # of Units? Parking Spaces” Footage Parking Spaces®
A 2.7 375 375 10,000
B 15 160 160 6,000
c 15 160 160 6,000
F 1.5 164 164 5,000
G 2.7 280 280 42,000
TOTAL 9.9 1,139 1,139 69,000 138

The proposed Planned Waterfront Development Zoning District (PWD-1) (discussed below) would allow flexibility in the maximum
number of dwelling units that could be developed on a particular parcel, such that the total maximum number of dwelling units (or net
density) in the project could not be exceeded.

Minimum 1.0 space per dwelling unit.

Minimum 1.0 space per 500 square feet of retail/commercial space required per the proposed Planned Waterfront Zoning District.
Retail/commercial parking for the project would be concentrated on Parcels G in the 2010 interim year, Phase 1.

SOURCE: Oakland Harbor Partners, 2005.

Cumulative Analysis Context

Pursuant to the requirements of CEQA, this EIR evaluates potential cumulative impacts as well as
of project-level impacts (see also Chapter V). To establish a cumulative context for this analysis,
the City of Oakland has developed a detailed update of the Oakland Cumulative Growth Scenario
to ensure that those impacts are appropriately considered as part of the cumulative context of
future citywide and regional growth and development. The City’s updated growth scenario
incorporates newly released 2000 Census data, new projections series from the Association of
Bay Area Governments (ABAG), and considers foreseeable, future development projects in the
area. As detailed in Appendix D.4, Hausrath Economics Group (HEG) has compiled a list of
proposed, approved, and reasonably foreseeable development projects expected to be completed
in Oakland by 2025, the cumulative analysis year. Considering this list, in addition to the
projected growth that would occur on the project site as part of the project, HEG developed
population, housing, and employment forecasts for 2025 that are used for the cumulative analysis
in this EIR.

The numbers in Oakland’s updated growth scenario are relatively similar to the ABAG
projections currently incorporated into the Alameda County Congestion Management Agency’s
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(CMA) Travel Model. However, Oakland’s updated growth scenario used in the analysis in this
EIR provides more specificity about growth and development. (Table D.4-2 in Appendix D.4
compares the updated Oakland Cumulative Growth Scenario with the ABAG Projections 20021
for Oakland and the ABAG projections as incorporated into the Alameda County CMA Travel
Model for use in transportation analyses.)

1 ABAG Projections 2002 series provides the basis for the numbers in the CMA model at the time of the analysis for
this EIR.
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A. Land Use, Plans and Policies

This section describes the existing land uses, adopted General Plan land use classifications, and
zoning classifications on and around the project site. This section also describes the applicable
plans and policies that guide development in the project area and evaluates the project’s
consistency with these plans and policies and other existing land use regulations. Following the
discussion of the project’s relationship to various plans and policies, the section identifies
potentially significant land use impacts and, if necessary, appropriate mitigation measures.
Pursuant to the City’s recent amendment to the Oakland General Plan (City of Oakland, 2005a),
as well as Section 15358(b) of the CEQA Guidelines, mitigation measures are proposed only to
address physical impacts (emphasis added). As clarified by the recent amendment, “the fact that a
specific project does not meet all General Plan goals, policies, and objectives does not inherently
result in a significant effect on the environment within the context of [CEQA].”

Introduction

The project site is in the city of Oakland along the Oakland Estuary. According to the City of
Oakland’s General Plan Land Use and Transportation Element (LUTE), the project site lies
within the City’s Chinatown/Central Planning Area. The LUTE also indicates that the project site
is within the Mixed Use Waterfront/Estuary Plan Area land use classification, with areas along
the shoreline? designated as Urban Open Space.

The City adopted the Estuary Policy Plan (Estuary Plan) as an element of the General Plan to
provide additional detail and guidance for development within the Oakland Estuary. The Estuary
Plan includes land use classifications and standards for the Oak to Ninth Project area that
complement those identified in the LUTE. Generally, the majority of the project site is within the
Planned Waterfront Development-1 (PWD-1) Estuary Policy Plan land use classification. Estuary
Park and a portion of the Jack London Aquatic Center is designated as Parks, Open Space and
Promenades (P).

Under the City’s Zoning Regulations, the area east of Lake Merritt Channel is within the M-40
Heavy Industrial Zone, and the area west of the channel is within the S-2 Civic Center Zone / S-4
Design Review Combining Zone.

Figure 1V.A-1 delineates the existing Estuary Plan land use classifications and zoning
classifications for the Oak-to-Ninth District and surrounding areas.

2 Except where noted in reference to a regulatory agency’s definition (e.g., BCDC, Army Corp of Engineers),

“shoreline” is considered generally the area between the top of bank (or pier) to mean low tide, which would be
established as part of the project development.
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A. Land Use, Plans and Policies

Portions of the project site are governed by the Central City East Redevelopment Plan (east of
Lake Merritt Channel) and the Central District Urban Renewal Plan (west of Lake Merritt
Channel). The project site also includes Oakland Estuary waterfront areas covered by the San
Francisco Bay Trail Plan.

The Port of Oakland currently owns the project site property: approximately 68.1 acres, including
5.9 acres of pile-supported pier adjacent to the Ninth Avenue Terminal building. After
implementation of the Oak to Ninth Project, the site would consist of approximately 64.2 acres of
land area, resulting from demolishing part of the existing pile-supported pier structure associated
with the Ninth Avenue Terminal and changes in land area resulting from shoreline alterations in
Clinton Basin. There is also approximately 11.4 acres of water surface (existing marina facilities)
that is part of the project site, but that is not considered in the 64.2 acres of land area.

The City of Oakland maintains land use jurisdiction of the project site. Certain areas of the site
are currently designated “public trust lands” pursuant to the Tidelands Trust doctrine of the State
of California, and are therefore managed “in trust” by the Port of Oakland. Portions of the site
along the shoreline are within the jurisdiction of the San Francisco Bay Conservation and
Development Commission (BCDC), which is an agency of the state and has review and permit
authority for activities within a shoreline band that consists of all territory located between the
shoreline of the Bay and a line 100 feet landward of and parallel with that line.... (BCDC, 2003)3

As discussed in Chapter I11, the City land use approvals that the project sponsor is seeking for the
project by the project sponsor include the following, without limitation:

o General Plan Amendment
. Redevelopment Plan Amendments
. Rezoning and Zoning Code Amendment

. Preliminary Development Plan (PDP) and Final Development Plan (FDP) and Final Design
Review

e  Vesting Tentative and Final Maps
. Development Agreement (DA)
o Tree Removal Permit

° Creek Protection Permit

w

Generally includes tidelands, which are lands lying between mean high tide and mean low tide, and marshlands
lying between mean high tide and five feet above mean sea level.
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A. Land Use, Plans and Policies
. Encroachment, Demolition Permits, and other Building Permits

Setting

Site Vicinity Land Uses

As introduced in the previous chapter and depicted in Figure 111-2, the Oak to Ninth Avenue
Project site sits within an historically industrial portion of the Oakland Estuary, wedged between
the waterfront and the Embarcadero. In general, the project site is located among major
transportation corridors, marine-based recreation, and commercial activities, public parks, offices,
a community college, warehouses, restaurants, apartments and lofts, and retail uses. The project
site is physically separated from surrounding areas of Oakland by Interstate 1-880) 1-880, rail
lines, and railroad property to the north, and by the waters of the estuary to the east and south.
Beyond those separations, surrounding areas include the other parts of the estuary to the west (the
Jack London District) and to the east (the San Antonio/Fruitvale Waterfront District), and the San
Antonio mixed-use neighborhoods to the north and northeast (above 1-880, between Lake Merritt
and the channel and Fruitvale and 28th Avenues).

In the immediate project vicinity, to the west are high-density residential condominium uses
(Portobello and The Landing) and a television broadcasting facility. To the northwest is a mix of
commercial warehouses and storage uses, a neighborhood of industrial buildings converted to
live-work and residential lofts, along with new loft housing development. Immediately east is a
132-room hotel and marine-related retail. Further east along the Embarcadero are marina facilities
along Brooklyn Basin, a 226-room hotel, a restaurant, and other marine-related retail and
services. Major uses to the north, beyond the freeway, the Amtrak and Union Pacific Railroad,
and rail yards, are the Peralta Community College District facilities and Laney College Campus,
Bay Area Rapid Transit (BART) maintenance shop facilities, and the San Antonio District mixed-
use neighborhood. The San Antonio District contains various residential types and densities and a
range of commercial uses along the major east-west corridors of International Boulevard and East
12th Street. Downtown Oakland and Oakland Chinatown are approximately two miles northwest
of the project area. The Oakland Estuary is currently used by the Port of Oakland, the Coast
Guard, recreational boat owners, several college and high school rowing teams, and commercial
vessels.

The project site comprises a portion of the Oak-to-Ninth District, which is defined in the Estuary
Policy Plan as approximately 120 acres south of 1-880, generally from Oak Street to the Ninth
Avenue Terminal. After implementation, the Oak to Ninth Project site would be comprised of
64.2 acres south of the Embarcadero.# There are privately-owned parcels within the Estuary
Policy Plan’s Oak-to-Ninth District that are not included in the project site. These include the

4 The existing land area within the project site boundaries (Embarcadero, Oakland Estuary, Brooklyn Basin, and
Fallon Street) is approximately 68.1 acres, including 5.9 acres of pile-supported pier structure adjacent to the Ninth
Avenue Terminal building. After implementation, the Oak to Ninth Project site land area would total 64.2 acres,
resulting from demolishing part of the existing pile-supported pier structure and changes in land area resulting from
shoreline alterations primarily in Clinton Basin.
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approximately six-acre Fifth Avenue Point area located generally along and west of 5th Avenue,
which is surrounded by the project site. The area includes a mix of work-live uses, industrial uses,
artisan workshops, and small businesses occupying older industrial buildings. An approximately
28,000 square-foot mixed-use service building on the east side of 5th Avenue is also excluded
from the project site and considered part of Fifth Avenue Point.

Project Site Land Use

The project site and surrounding area developed historically as an industrial and warehousing
district oriented to and served by the mainline railroad and the cargo-handling facilities at the
Ninth Avenue Terminal. That area of the project site still consists primarily of industrial uses,
although the cargo-handling uses have declined.

Specific uses and businesses on the project site include warehouse and wholesale sales (Cash &
Carry wholesale grocery); boat building and repair (Golden State Diesel Marine, Thunderbird
Properties, Ship Shape Marine, Philbrick Boat Works); equipment and container storage
(Telemedia Communications Systems, Inc., KTVU, Oakland Marine Service, Air-Sea Containers,
Pacific Rim Transportation), cotton storage (Transmeridian Warehouses, Inc./Ninth Avenue
Terminal), a ready-mix concrete plant (Berkeley-Oakland Ready Mix), construction storage
(Vortex Marine Construction), metal recycling (Lakeside Non-Ferrous Metals, Inc.), glass
fabrication (East Bay Glass Company), longshore personnel training (Pacific Maritime
Association), and retail sales (National Furniture Liquidators, Inc.). There is also a small office
and storage area for the Oakland Police Department. Overall, the majority of uses on the site are
industrial with some related support activities, storage, and marine-related repair and service uses.

Most of the project site is an expansive, paved area used by many of the industrial and storage-
related uses east of Clinton Basin that involve trucking. The only substantially unpaved areas are
along Lake Merritt Channel (east shore and Estuary Park) and an area west of Clinton Basin that
is undeveloped and partially a wetlands restoration project at the mouth of the Basin, which is
discussed in greater detail in Section 1V.1, Biological Resources. The Clinton Basin Marina,
which is currently not in operation, and the Fifth Avenue Marina at the foot of 5th Avenue are
also uses within the project site.

City Plans, Policies, and Regulations

Applicable plans and major policies and regulations that pertain to the Oak to Ninth Avenue
Project are presented below, followed by a discussion of the project’s overall consistency (or
inconsistency) with each plan. Several land use plans, policies, and regulations apply to the
project site. Consistent with CEQA, every Oakland General Plan policy that could apply to the
project is not included here, but numerous policies that apply to the project are considered and
included in Appendix F to this EIR. The policies listed below are General Plan policies that most
directly pertain to the project and that emerged as points of controversy during the environmental
review and public input process. The discussions of General Plan consistency that follow the list
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of key policies refer to the specific policies being addressed in italics and references any
additional relevant policies that would be listed in Appendix F.

The General Plan necessarily contains competing policies. City decision-makers must determine
whether, “on balance, the project is consistent (i.e., in general harmony) with the General Plan.”
As stated in the introduction to this EIR section, the “the fact that a specific project does not meet
all General Plan goals, policies, and objectives does not inherently result in a significant effect on
the environment within the context of [CEQA].” (City of Oakland, 2005a).

To the extent that a General Plan policy is also a significance criteria or contains a regulatory
threshold which the project must meet (such as park service ratios and certain Historic
Preservation Element policies), the project’s consistency with such a policy is addressed in detail
in this EIR within the relevant impact discussion in Chapter IV and is summarized here.

City of Oakland General Plan

The Oakland General Plan (“General Plan) establishes comprehensive, long-term land use
policies for the City. Consistent with state law, the General Plan includes the Land Use and
Transportation Element (adopted March 24, 1998 and amended June 21, 2005); the Estuary
Policy Plan (adopted June 8, 1999 as an element of the General Plan); the Historic Preservation
Element (adopted March 8, 1994 and amended July 21, 1998); the Open Space, Conservation,
and Recreation Element (adopted June 11, 1996); the Safety Element (adopted November 2004);
the Housing Element (adopted June 14, 2004); the Noise Element (adopted June 21, 2005); the
Bicycle Master Plan (adopted July 1999); the Pedestrian Master Plan (adopted November 2002
as part of the Land Use and Transportation Element); and the Scenic Highways Element (adopted
September 3, 1974).

Land Use and Transportation Element

The City adopted the Land Use and Transportation Element (LUTE) of the General Plan on
March 24, 1998. The LUTE identifies policies for utilizing Oakland’s land as change takes place,
and sets forth an action program to implement the land use policy through development controls
and other strategies. According to the LUTE, the project site lies within the Chinatown/Central
Planning Area. The LUTE also identifies three distinct regions of the waterfront: Jack London
Square area, Embarcadero Cove area, and the Fruitvale Waterfront, and the project site is within
the Embarcadero Cove area (as defined in the LUTE).®

As previously mentioned, the LUTE shows the project site within the Mixed Use
Waterfront/Estuary Plan Area land use classification, which is intended to “encourage, support,
and enhance the transformation of the land adjacent to the shoreline into a vibrant use of mixed
use waterfront.” The Estuary Plan was adopted after the LUTE and assigns a different land use
classification that is overall consistent with the land use classification assigned by the LUTE.

5 The Embarcadero Cove area defined in the LUTE (p.91) spans from Estuary Park to Dennison Street, which
includes the project site. The Embarcadero Cove area defined in the Estuary Policy Plan (p.106) spans from the
Ninth Avenue Terminal to Con-Agra (approx. 29th Avenue), which does not include the project site.
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The LUTE includes objectives and policies that pertain to five policy areas: Industry and
Commerce (1/C), Transportation and Transit-Oriented Development (T), Downtown (D),
Waterfront (W), and Neighborhoods (N). Objectives and policies in the LUTE that apply to the
project are listed in Appendix F, and the major applicable LUTE policies are listed and discussed
below:

Key LUTE Transportation and Transit-Oriented Development Policies (T)

“A key challenge for Oakland is to encourage commuters to carpool or use alternative modes of
transportation, including bicycling or walking. The Policy Framework proposes that congestion
be lessened by promoting alternative means of transportation, such as transit, biking, and
walking, providing facilities that support alternative modes, and implementing street
improvements. The city will continue to work closely with local and regional transit providers to
increase accessibility to transit and improve intermodal transportation connections and facilities.
Additionally, policies support the introduction of light rail and trolley buses along appropriate
arterials in heavily traveled corridors, and expanded use of ferries in the bay and estuary.” (LUTE
Policy Framework: Encouraging Alternative Means of Transportation)

Key LUTE Waterfront Policies (W)

o Buildings and facilities should respect scenic viewsheds and enhance opportunities for visual
access of the waterfront and its activities. (Policy W3.4, Preserving Views and Vistas)

° Develop and encourage mixed use areas along the estuary shoreline, while enhancing and
promoting economic opportunities in Oakland which take advantage of the waterfront’s
unique character to attract public uses and activities. (Objective W9)

. Mixed use and residential developments should be sensitive to adjacent properties and
designed to enhance the existing and unique characteristics of the waterfront and immediate
surroundings. Individual properties should be designed to encourage and provide sufficient
public access to the waterfront and designed to avoid the feeling of “gated” or private
communities. (Policy W9.3, Defining Development Characteristics Along the Estuary)

. Development along the estuary shore should reflect higher intensity mixed use activities
and areas at Jack London Square. The balance of development along the estuary should be
of lower intensity than at Jack London Square; however, higher density nodes of
development may be appropriate at key locations. Access to transportation corridors and
transit should be provided. The development intensity should significantly decrease
adjacent to Martin Luther King Jr. Regional Shoreline. (Policy W9.5, Defining
Development Intensity Along the Estuary)

. Public access along the estuary should be facilitated by commercial and active recreational
uses. It is important to have physical access to and between uses and activities along the
waterfront, particularly along the shoreline. Opportunities for landscaped and signed
linkages along Broadway, Webster, Harrison, and Oak Streets, as well as the Lake Merritt
Channel, should be developed for (land and water) auto, bicycle, pedestrian, and public
transportation. (Policy W10.6, Specifying Public Access and Linkages)
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The development intensity of the area should be moderate with lower use intensity and
density than Jack London Square; however, nodes of higher intensity development may be
appropriate. Access to transportation corridors and transit should be provided. Development
intensity should be sensitive to the open feeling of the marina and view opportunities.
Overall development of the area must be sensitive to the close proximity of the water’s
edge. Properties along the shoreline should be planned, developed, and operated with
particular sensitivity to public access. (LUTE Policy W11.3, Defining Embarcadero Cove
Development Intensity and Characteristics)

Development in this area should be designed to enhance direct access to and along the
water’s edge, to maximize the waterfront views and vistas, and to make the public
pedestrian access and spaces inviting. Development and amenities must be sensitive to
immediate surroundings. (LUTE Policy W11.6, Defining Embarcadero Cove Design
Criteria)

Key LUTE Neighborhood Policies (N)

Residential developments should be encouraged to face the street, and orient their units to
desirable sunlight and views, while avoiding unreasonably blocking sunlight and views for
neighboring buildings, respecting the privacy needs of residents of the development and
surrounding properties, providing for sufficient conveniently located on-site open space,
and avoiding undue noise exposure. (LUTE Policy N3.9, Orienting Residential
Development)

The City will generally be supportive of a mix of projects that provide a variety of housing
types, unit sizes, and lot sizes which are available to households with a range of incomes.
(LUTE Policy N6.1, Mixing Housing Types)

Direct urban density and mixed use housing development to locate near transit or
commercial corridors, transit stations, the Downtown, waterfront, underutilized properties
where residential uses do not presently exist but may be appropriate, areas where this type
of development already exists and is compatible with desired neighborhood character, and
other suitable locations. (LUTE Objective N8)

The height of development in urban residential and other higher density residential areas
should step down as it nears lower density residential areas to minimize conflicts at the
interface between the different types of development. (LUTE Policy N8.2, Making
Compatible Interfaces between Densities)

Project Consistency with LUTE Policies

Land

Use and Compatibility with Adjacent Uses. The project would transform a currently

underutilized industrial site into a mixed-use neighborhood with residential, retail/commercial,
open space, and marina uses, promoting most of the applicable LUTE policies. The proposed

urban

densities and mixed use development would occur on a site that is in proximity to

downtown, transit, major transportation corridors, and along the waterfront (Objectives N8 and
W9). Approximately 3,100 residential units ranging from studios to three-bedroom multifamily
units would be developed to offer new market-range housing opportunities in Oakland (Policies
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N6.1 and N3.1). With approximately 4.7 million® new gross square feet (gsf) of development in
buildings up to 86 feet tall with five 240-feet highrise elements, the project would be “larger”
than Jack London Square’ with respect to overall development square footage and building mass
and heights (Policies W9.5 and W11.3). In terms of actual intensity of proposed land uses,
however, the Oak to Ninth Project would be a mixed-use residential neighborhood with
supporting retail/commercial uses, significant parks, open space, and marina activities; Jack
London Square would be a mixed-use development with primarily office and water-oriented retail
uses, with an approximately 250-room conference hotel and 1,700 new theatre seats. Therefore,
while the Oak to Ninth Project would likely be more prominent in terms of physical development,
overall use activity, approved development at Jack London Square would likely include more-
intensive use activity, particularly for daytime office and evening entertainment uses. The City
would evaluate the appropriateness of the “node of higher intensity” proposed by the Oak to
Ninth Project, which the LUTE recognizes may be appropriate outside of Jack London Square,
and would assess the extent to which the project satisfies LUTE objectives for providing an “open
feeling” at the marina, view opportunities, and public access along the shoreline (Policy W9.5).

The design and layout of the project would consider potential effects on adjacent uses. Existing
views of the Estuary from public vantage points, as well as from points inside the project site, are
nonexistent or limited due to the location of existing buildings, including the Ninth Avenue
Terminal. The proposed street alignments coupled with the siting of new buildings of varied
heights, would allow for additional and expanded views of open spaces and the Estuary from
onsite and offsite locations (Policy W3.4). In particular, buildings around Fifth Avenue Point,
which has existing low-rise buildings that include work-live uses, would be relatively lower in
height and incorporate design guidelines to specifically address the interface of the project with
this outparcel and The Landing condominiums to the west (Policy N8.2). Also, where feasible,
the proposed site locations and building configurations of the new (taller) buildings and proposed
highrise towers are designed to minimize potential adverse effects on solar access and privacy of
existing, adjacent residential uses and Fifth Avenue Point(Policy N3.9). Highrise towers are not
proposed adjacent to these existing areas where people may reside, and proposed development
standards and design guidelines would address minimum setbacks, buffering, and architectural
treatments where these adjacencies would occur. Overall, new development would not be
detrimental to adjacent residential communities (The Landing, Warehouse District, San Antonio),
and would in fact remove incompatible trucking-related uses (wholesale grocery) adjacent to The
Landing. Although not a residential area, the project also would also enhance Fifth Avenue Point
with the new usable public open spaces that would occur on its waterfront side and removal of
the adjacent sand and gravel manufacturing operation (Policy W9). To the extent that the project
would pose any adverse environmental impacts on adjacent or nearby communities, these

6 Gross square footage is estimated based on a 70 percent gross-to-net efficiency ratio. Therefore the proposed 3.1
million net square feet (nsf) of residential area totals 4.4 million gross square feet (gsf), and the proposed 0.2
million nsf of retail use totals 0.3 million gsf.

7 As approved in 2004, the Jack London Square Redevelopment Project Phase 11 would develop approximately 1.2
million net new gross square feet (gsf) of office, retail and restaurant space, hotel, conference/banquet space,
theatre, and supermarket uses as well as associated parking. Building heights would range from 58 to 175 feet tall.
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physical impacts and mitigation measures to reduce these impacts are identified in the various
environmental topic sections in this EIR.

Proposed buildings would be oriented toward the street, with active ground-floor
retail/commercial spaces along new public neighborhood streets and active water-related
retail/commercial uses near Clinton Basin. Design guidelines would ensure that non-active
ground level activities (e.g., parking) are minimized, attractive, and safe (Policy N3.10).

Open Space and Access. The project would include a series of interconnected parks and open
spaces along the waterfront, and a continuous shoreline public trail within a maximum 40-foot-
wide right-of-way. Facilities for pedestrian and bicycles would be developed as a section of the
Bay Trail (Policy W2.1in Appendix F) that would connect to other areas along the Estuary. (See
also San Francisco Bay Trail Plan, below.) Proposed as a new neighborhood on a grid of new
public streets intersecting with the Embarcadero, the project would encourage public access
through the area and toward the waterfront where major new public open spaces would exist.
(Policies W9.3 and W9.5). Continuous sidewalks and pedestrian and bicycle linkages from the
Embarcadero and throughout the site would also lead to the water and open space areas (Policies
T3.5, T6.3, and N7.4 in Appendix F). As a result, opportunities for public access to the
waterfront would be increased, and proposed amenities (landscaping lighting, furniture, signage,
etc.) and associated commercial/retail uses would increase the appeal and safety of the public
outdoor areas for a variety of new users (Policies W2.10 and W11.5) (Policies W10.6 and W11.6
in Appendix F).

Transit. The project is in an area of the Oakland Estuary that currently has limited direct access to
modes of transportation other than the automobile. Most of the nearby transit services are
concentrated along the Broadway corridor and in Jack London Square. (See also Oakland
“Transit First” Policy, below.) The new mixed-use neighborhood of approximately 3,100
residential units, 200,000 square feet of new retail uses, and new public open spaces and marinas
would create demand for transit service by project residents, employees, and visitors that does not
currently exist. The project would align with the City’s strong preference for encouraging the use
of alternative transportation modes (LUTE Policy Framework) (Policy T4.1 in Appendix F). In
addition to the new pedestrian and bicycle access facilities mentioned above, a public shuttle
service between the project site and nearby transit hubs, rideshare and transit incentive measures,
and bus turnouts/bus bulbs, benches, shelters (in coordination with AC Transit) would be
incorporated into the development (Transit and Air Quality mitigation measures). Possible future
transit services that the project sponsor is continuing to pursue include an expansion of AC
Transit service

Sensitive Habitats. (Discussed under Consistency with Estuary Policy Plan policies, below.)
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Estuary Policy Plan (EPP)

The City Council formally adopted the Estuary Policy Plan (Estuary Plan) on June 8, 1999, as
part of the Oakland General Plan. The Estuary Plan provides objectives and policies for the
specific area along the Oakland Estuary, between Adeline Street, 1-880, and 66th Avenue. It also
provides more specific guidance regarding the three distinct regions of the waterfront that are
identified in the LUTE (discussed above) and further delineates the Oakland Estuary into three
districts (that generally correspond to the regions identified in the LUTE): the Jack London
District, the Oak-to-Ninth Avenue District, and the San Antonio/Fruitvale District.

As shown in Figure 1V.A-1 the majority of the project site (excluding generally Estuary Park and
the Jack London Aquatic Center) is within the Planned Waterfront Development (PWD-1)
Estuary Plan land use classification. The intent of the PWD-1 is to

provide for the transformation of maritime and marine industrial uses into a public-
oriented waterfront district that encourages significant public access and open space
opportunities. Encourage a unique mix of light industrial, manufacturing, artist lofts and
workshops, hotel, commercial-recreation, cultural uses, and water-oriented uses that
complement the recreational and open space character of the waterfront.

The desired character of the PWD-1 is that

future development in the area should be primarily public recreational uses...; with
primary uses including light industrial, manufacturing, assembly, artists workshops,
cultural, work/live studios, offices, neighborhood commercial, and restaurants; and
including hotel, conference, restaurants, commercial-recreation, and cultural. Water uses
also included.

The PWD-1 permits a maximum floor area ratio (FAR)® of 1.0 per private parcel, with a
maximum average FAR of 1.0 on all remaining parcels over the entire project site. Maximum
density is 30 units per gross acre (40 principal units per net acre).® The PWD-1 also establishes a
minimum density of 1,089 square feet of site area per unit. The area of Estuary Park and Jack
London Aquatic Center (except within approximately 200 feet of the Embarcadero) is designated
within the Parks, Open Space and Promenades classification (P), for which no development
standards are provided.

Key Estuary Plan Objectives and Policies

The Estuary Plan provides a set of overall objectives to address Land Use, Shoreline Access and
Public Space, and Regional Circulation and Local Street Network. These objectives apply to the
5.5 miles of Oakland Estuary waterfront and align with several LUTE Waterfront policies. All

8 Floor area ratio is the square footage of total building floor area divided by the area of the lot. Floor area means
areas of horizontal areas of all floors excluding areas used for parking or loading and related driveways and
maneuvering aisles, per Section 17.09.040 of the Oakland Planning Code.

9 Density in gross acres includes all land in the area, including streets and parks. See Guidelines for Determining
General Plan Conformity in Oakland, below.
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applicable EPP objectives are listed in Appendix F, and key objectives that apply to the project
are as follows:

. Create greater land use continuity between the Estuary waterfront and adjacent inland
districts. (EPP Land Use Objective 6)

° Create a clear and continuous system of public access along the estuary
shoreline.(EPP Shoreline Access Objective 1)

o Punctuate the shoreline promenade with a series of parks and larger open spaces.
(EPP Shoreline Access Obijective 2)

. Emphasize visual corridors and open space links to surrounding inland areas.
(EPP Shoreline Access Objective 3)

. Enhance natural areas along the shoreline. (EPP Shoreline Access SA-Objective 5)

° Establish a continuous waterfront parkway; a safe promenade for pedestrians, bicycles, and
slow-moving automobiles. (EPP Circulation Objective 2)

. Strengthen local circulation connections between Oakland neighborhoods and the
waterfront. (EPP Circulation Objective 4)

The Estuary Plan identifies specific policies and implementation measures to guide development
within each of the three districts that make up the Oakland Estuary, including the Oak-to-Ninth
Avenue District which the Estuary Plan defines as approximately 120 acres south of 1-880,
generally from Oak Street to the Ninth Avenue Terminal.10 The 64.2-acre Oak to Ninth Avenue
Project site described in this EIR is within the Oak-to-Ninth Avenue District and does not include
areas north of the Embarcadero or the portions of Fifth Avenue Point generally along 5th Avenue.
Estuary Plan policies most pertinent to the project or that are identified as points of controversy
are as follows, and the complete Oak-to-Ninth District chapter (including OAK policies),
excerpted from the Estuary Plan, is included in Appendix F.

° Encourage the preservation and enhancement of wetland areas. (EPP Policy OAK-1.1)

o Expand Estuary Park. Encourage aquatic sports within the mouth of Lake Merritt Channel.
(EPP Policy OAK-2.1)

— Expand and Rehabilitate Estuary Park.

— Develop the mouth of Lake Merritt Channel as a protected water space for aquatic
sports.

. Create a major new park on the east side of the mouth of the Lake Merritt Channel, at the
Estuary. (EPP Policy OAK-2.2)

10 various maps and text descriptions throughout the Estuary Plan depict varying and generalized boundaries for the
“Oak-to-Ninth Avenue” District, however the Oak Street-to-Ninth Avenue Terminal description that is initially
stated in Section 1, Background (Plan Organization) of the Estuary Plan is used for purposes of this EIR.
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° Clinton Basin: Enhance Clinton Basin. (EPP Policy OAK-2.3)

° Ninth Avenue Terminal: Establish a large park in the area of the existing Ninth Avenue
Terminal to establish a location for large civic events and cultural activities. (EPP Policy
OAK-2.4)

. Create a system of public open spaces that connects Lake Merritt Channel to the Estuary.
(EPP Policy OAK-3.1)

. Promote the development of commercial-recreational uses in the vicinity of the Crescent
Park and Clinton Basin. (EPP Policy OAK-4.4)

° Initiate more specific planning of the entire Oak-to-Ninth District. (EPP Policy OAK-5)

. Enhance the Fifth Avenue as the principal pedestrian and vehicular linkage to the public
open space surrounding the mouth of the Lake Merritt Channel. (EPP Policy OAK-8)

. Improve the Embarcadero east of Oak Street as a multimodal landscaped parkway with
bicycle, pedestrian and vehicular facilities. (EPP Policy OAK-9)

. Design parking to be convenient and complementary to the public orientation of uses
within the area. (EPP Policy OAK-11)

Project Consistency with Estuary Plan Policies

Many objectives and policies in the Estuary Plan are addressed by policies in the LUTE and
discussed under Project Consistency with LUTE Policies, above. Overall, these include the
project’s consistency with policies that encourage mixed-use development on the waterfront,
improved public assess to the shoreline for multiple users (pedestrians, bicycles, etc), expanded
parks and large open spaces, opportunities to use alternative modes of transportation (including
transit), as well as the preservation and sensitivity of new development to adjacent communities
and sensitive environments. As discussed above, the project would be consistent with many
LUTE policies, and it would be consistent with most Estuary Plan policies as discussed below.

Open Space and Recreation. The project would provide a total of approximately 20.7 acres of
newll, publicly-accessible open space in the series of new parks and open spaces along the
shoreline (Shoreline Access Objective 2). This provision of a “shoreline promenade” is consistent
with Estuary Plan policies and involve: 1) the specific creation of a major park on the east side of
the mouth of the Lake Merritt Channel (Policy OAK-2.2) that will facilitate connections along
Lake Merritt Channel (Policy OAK-3.1); 2) enhancing Clinton Basin with a rehabilitated marina
and perimeter open spaces and improving the Fifth Avenue Marina (Policies OAK-2.3 and OAK-
4.4); and 3) creating a new large open space in the location of Ninth Avenue Terminal (Policy
OAK-2.4) (discussed below). Also, the project would improve and widen segments of the
Embarcadero into a landscaped parkway along the frontage of the project site (Policy OAK-9).

11 Excluding the existing 7.7-acre Estuary Park and Jack London Aquatic Center.
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The project proposes public parking along new streets and in proximity to new parks and open
space areas (Policy OAK-11).

The series of parks that would be created by the project is generally consistent with those
envisioned in the Estuary Plan12 (east shore of Lake Merritt Channel, around and at the entrance
of Clinton Basin, Ninth Avenue Terminal area), except that the existing Estuary Park would not
be expanded north to the Embarcadero. The Estuary Plan does not prescribe a park and open
space program by acreage, however, based on the Estuary Plan illustration (see Footnote 8) and
the acreages used to assess parks and recreation impacts in the Estuary Plan EIR, the project
would provide less overall open space than was envisioned in the Estuary Plan (or analyzed in its
EIR). However, the project is consistent with numerous Estuary Plan objectives and policies that
call for new public open space to be created along the Oak-to-Ninth District waterfront.

Wetland and Marsh Habitats. The project would improve shoreline conditions and natural areas
for potential habitats along the estuary and the Lake Merritt Channel frontages of the project site
(EPP SA-Objectives 1 and 5). The Estuary Policy Plan recognizes the opportunity that the project
area shoreline presents for wetland and tidelands enhancement and restoration in the effort to
improve habitat in Lake Merritt, Lake Merritt Channel, and the estuary. These aims are echoed in
the goals, objectives, and policies in the General Plan LUTE and Open Space, Conservation and
Recreation (OSCAR) Element, the BCDC San Francisco Bay Plan (discussed below), and
recommendations identified in the Baylands Ecosystem Habitat Goals report (Goals Project,
1999). Natural characteristics and native vegetation along the waterfront of the project site occur
in small patches due to abandonment, bay fill, human-induced disturbance, and historical uses.
The existing shoreline ranges from unprotected, eroding banks, to banks characterized by
concrete blocks, slabs, and debris (Moffatt & Nichol, 2002). These conditions result in reduced
tidal ebb and flow along the project site, and the shoreline improvements proposed by the project
would improve the habitat value. The proposed shoreline improvements (discussed in detail in
EIR Section IV.D, Hydrology and Water Quality) would create or restore shoreline marsh and
revegetate the length of shoreline from the existing sandy beach at the existing wetlands
restoration project (Clinton Basin) and along Lake Merritt Channel where it fronts the project
site. The existing unprotected banks along Clinton Basin would be improved with new bulkhead
walls for proposed marina facilities.

Regarding wetlands, mitigation measures (identified in this EIR) are aimed at reducing and
preventing disruption of existing wetlands that exist on the west shore at the mouth of Clinton
Basin (Port of Oakland Wetlands Restoration and Enhancement Project, discussed below) and
potentially jurisdictional wetlands that have been identified on the project site (currently under
review by the U.S. Corps of Engineers). Disruption could result from construction activities
increased population and water-activities introduced to the project site. Mitigation measures
contained in this EIR may include onsite and/or offsite wetland creation or enhancement as well
as a mitigation and monitoring plan that specifies proposed mitigation wetlands (see EIR Section
I. Biological Resources). (EPP Policy OAK-1.1)

12 Estuary Policy Plan EIR, Table 111.D-1, also provided as Figure V-1 and in Appendix F of this EIR.
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Ninth Avenue Terminal. The project would demolish the majority of the historic Ninth Avenue
Terminal to accommodate the approximately 9.7-acre Shoreline Park and would retain a
minimum of approximately 15,000 square feet of the Terminal’s original Bulkhead Building (the
northernmost 1920s section). The Bulkhead Building would be reused for Tidelands Trust uses
such as community, cultural, or recreational uses (i.e., public meeting rooms, banquet/festival
space, or museum space focused on the cultural and maritime history of the Oak to Ninth Avenue
area and the Ninth Avenue Terminal) (Policy OAK-2.4). The discussion of this policy in the
Estuary Plan recognizes that all or portions of the Terminal may be suitable for rehabilitation and
adaptive reuse and that the structure currently impedes public access to and views of a key area of
the estuary. The project aims to balance the value of retaining the historic resources with the
value of maximizing public access and views of the estuary from the Oak to Ninth Project site
and beyond. Project alternatives that consider full or partial preservation of the Terminal (with
regard to impacts on the physical environmental only) are evaluated in this EIR.

Land Use Continuity, Access, and Circulation Connections. Several Estuary Plan policies
encourage land use continuity and stronger circulation connections between the estuary
waterfront and adjacent inland districts (Land Use Objective 6 and Circulation Objective 4). As
described in the Estuary Plan, the project area is “isolated from the surrounding urban
community,” separated from neighborhoods to the north by 1-880 and rail tracks and rail yards.
Direct accessways to nearby areas are the Embarcadero (to Jack London Square, Embarcadero
Cove, the city of Alameda, and access to 1-880) and nearby north-south streets that connect to the
Embarcadero (Oak Street, 5th Avenue, 16th Street overpass). Without removal of 1-880 and rail
yards, which is not foreseeable, stronger physical circulation connections to nearby areas are not
likely to occur. However, incorporating transit services to and from the site would improve access
between nearby areas (Circulation Objective 5, listed in Appendix F). As described in detail in
the above discussion of LUTE goals and policies related to transit, the project would create a new
mixed-use neighborhood with new demand for transit service. Several measures to facilitate
transit use in the area would be implemented with the project, including a public shuttle service,
rideshare and transit incentive measures. Bus turnouts/bus bulbs, benches, and shelters would
accommodate the possible future expansion of AC Transit service.

As for “land use continuity between the Estuary waterfront and adjacent inland districts” (as
encouraged by Land Use Objective 6 and Circulation Objective 4), the mix of residential,
retail/commercial, open space, and marina uses that would occur are the same or similar to those
in adjacent and nearby neighborhoods. However, the project would intensify the project site by
introducing greater residential densities than those on adjacent properties, in nearby in-land
neighborhoods, or permitted by the Estuary Policy Plan. The project sponsor has therefore
requested a General Plan Amendment (discussed in Land Use Impacts, below) and the City
decision-makers will be required to make a determination prior to approval of the project as to
whether the new land uses and densities proposed by the General Plan Amendment are
appropriate for the project site and its surroundings.
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As discussed in detail in Section IV.J, Population, Housing, and Employment, housing on the
project site would have a strong appeal to workers because of its central location and its
proximity to places of employment and major transportation connections to other major
employment centers (e.g., downtown San Francisco and other closer-in parts of the region). The
open space and other neighborhood services and amenities that would be developed could also
enhance the desirability of existing housing in adjacent and nearby areas to some extent.
Furthermore, retail development in the project is not anticipated to compete with retailing in this
area, but rather the project residents could contribute additional spending in nearby established
areas, such as the Eastlake and San Antonio/Fruitvale Districts, and other neighborhood retail
corridors in surrounding parts of Oakland.

Fifth Avenue Point. Fifth Avenue Point exists in the middle of the Oak to Ninth Avenue Project
site and is an integral part of the existing district of primarily industrial, manufacturing, and
service uses that spans from the Ninth Avenue Terminal to Lake Merritt Channel. Fifth Avenue
Point is made up of about six light industrial and commercial buildings and marina uses along and
west of 5th Avenue, south of the Embarcadero. Most of the buildings are the physical remains of
the Hurley Marine Works shipyard (from the early 1900s) and uses include work-live, artisan
studios, and industrial, manufacturing, commercial, and marina uses. The project would develop
the area east of 5th Avenue (except for the 28,000 square-foot outparcel east of 5th Avenue), the
main corridor of Fifth Avenue Point, and would remove two of three buildings within what would
be considered its eastern edge and that are currently owned by the Port of Oakland. As a result,
the project would not expand the area as envisioned in the Estuary Plan, and the concentrated area
of uses within the area would remain intact west of 5th Avenue (Policy OAK-4.1). The project
would, however, separate the area from the industrial/manufacturing district that currently
surrounds it. The project would improve the currently unpaved 5th Avenue south of the
Embarcadero (incorporating paving, curbs, and sidewalks to City standards), to provide access to
new marina-related uses, residential buildings, and the newly-created South Park, which would be
its terminus near Clinton Basin (Policy OAK-8).

Specific Planning. The City and Port of Oakland have not elected to prepare a Specific Plan for
the Oak-to-Ninth District as called for in the Estuary Plan. Both agencies determined that 1) the
Oak to Ninth Project application (with the modifications proposed in this EIR), 2) the analysis
provided in this EIR, and 3) the public review process required pursuant to CEQA and the City of
Oakland, fulfill, and may in certain cases exceed, the objectives of detailed planning and analysis
envisioned in the Estuary Plan (Policy OAK-5). Thus together, these elements (project
application, environmental analysis, and public review process) are considered functionally
equivalent to the preparation and review of a Specific Plan.

A Specific Plan allows a City to adopt a special set of development standards that would apply to
a specific geographic area. Statutory requirements mandate that a Specific Plan must specify (in
text and/or diagram) the following in detail:

1. Distribution, location, and extent of the uses of land, including open space, within the area
covered by the plan;
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2. Proposed distribution, location, and extent and intensity of major components of public and
private transportation, sewage, water, drainage, solid waste disposal, energy, and other
essential facilities proposed to be located within the area covered by the plan and needed to
support the land uses described in the plan;

3. Standards and criteria by which development will proceed, and standards for the
conservation, development, and utilization of natural resources, where applicable;

4. A program of implementation measures including regulations, programs, public works
projects, and financing measures necessary to carry out items (1), (2), and (3); and

5. A statement of the relationship of the Specific Plan to the General Plan. (Government Code
Section 65451).

Additionally, the process to prepare a Specific Plan is the same as that required for a General Plan
(or amendments thereto) and would required opportunities for broad community and public
agency involvement through public hearings (Government Code Section 65453 and 65351).

Each of the applicable Specific Plan requirements listed above is described in detail in this EIR.
As called for in Estuary Plan Policy OAK-5, the Oak to Ninth Avenue Project described in this
EIR (and in other City staff reports that evaluate non-EIR aspects of the project) incorporates a
“realistic development program and site plan” and includes a comprehensive physical analysis of
the project area. Additionally, the project designates specific land use and development standards
for the project site as part of the proposed PWD-1 District, and the project sponsor has crafted the
project based on the basic principles of the Estuary Plan, incorporating most of the overall and
specific policies that were developed through a focused planning effort of community and public
partnership.

Historic Preservation Element (HPE)

The City adopted the Historic Preservation Element (Preservation Element) on March 8, 1994,
and amended it on July 21, 1998. The Preservation Element provides a strategy for preserving
historically significant resources throughout the city. The strategy is framed through a number of
goals, policies, objectives, and actions that include preservation incentives and regulations. Those
most pertinent and/or identified as points of controversy are as follows:

° To preserve, protect, enhance, perpetuate, use, and prevent the unnecessary destruction or
impairment of properties or physical features of special character or special historic,
cultural, educational, architectural or aesthetic interest or value. Such properties or physical
features include buildings, building components, structures, objects, districts, sites, natural
features related to human presence, and activities taking place on or within such properties
or physical features. (HPE Goal 2)
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° Avoid or Minimize Adverse Historic Preservation Impacts Related to Discretionary City
Actions. The City will make all reasonable efforts to avoid or minimize adverse effects on
the Character-Defining Elements of existing or Potential Designated Historic Properties
which could result from private or public projects requiring discretionary City actions.
(HPE Policy 3.1)

° For any project involving complete demolition of Heritage Properties or Potential
Designated Historic Properties requiring discretionary City permits, the City will make a
finding that: (1) the design quality of the proposed project is at least equal to that of the
original structure and is compatible with the character of the neighborhood; or (2) the
public benefits of the proposed project outweigh the benefit of retaining the original
structure; or (3) the existing design is undistinguished and does not warrant retention and
the proposed design is compatible with the character of the neighborhood. (HPE Policy 3.5)

° Property Relocation Rather than Demolition. As a condition of approval for all
discretionary projects involving demolition of existing or Potential Designated Historic
Properties, the City will normally require that reasonable efforts be made to relocate the
properties to an acceptable site. (HPE Policy 3.7)

Project Consistency with HPE Policies

The above policies generally encourage, but do not mandate, the preservation of Oakland’s
historic resources, within the context of, and consistent with, other General Plan goals, objectives,
and policies. For example, the admonition in HPE Goal 2 against “the unnecessary destruction”
of historic buildings and the direction in HPE Policy 3.1 to employ “all reasonable efforts to
avoid or minimize adverse effects” on historic resources are reviewed against LUTE Policy N3.1
that supports the provision of substantial new housing in Oakland and LUTE Policy W11.6 to
maximize waterfront views and vistas.

The project would substantially demolish the Ninth Avenue Terminal, an A-rated Potential
Designated Historic Property (PDHP) (which the Landmark Preservation Advisory Board has
recommended for City Landmark designation). Therefore, the project would not avoid adverse
historic preservation impacts related to discretionary City actions (HPE Policy 3.1).

Some of the Preservation Element policies are treated as significance criteria and are integral to
evaluating the environmental impacts to cultural resources. HPE Policy 3.8 defines the City’s
“Local Register of Historical Resources” for CEQA purposes and identifies the changes that
constitute significant effects under CEQA. This policy forms part of the basis for the cultural
resources impact analysis in this EIR, and to summarize from that analysis (EIR Section IV.E,
Cultural Resources), substantial demolition of the historic Ninth Avenue Terminal and its related
wharf (consistent with Policy 3.8 discussed in Section IV.E and listed in Appendix F) would
constitute a significant effect that cannot be mitigated to a less-than-significant level (Impacts E.3
and E.4).

Also, the Planning Commission and City Council’s determination of consistency with the above
policies must precede a finding that the project satisfies the findings required by HPE Policy 3.5,
enumerated above. The City will assess the project’s ability to meet one or more of these
findings, which are not physical environmental considerations to be considered in the EIR.
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Open Space, Conservation and Recreation Element (OSCAR)

The City adopted the Open Space, Conservation and Recreation Element (OSCAR) on June 11,
1996. The OSCAR addresses the management of open land, natural resources, and parks in
Oakland. Many OSCAR policies address issues addressed by policies in the Estuary Plan
(discussed above) and the San Francisco Bay Plan and San Francisco Bay Area Seaport Plan
(discussed below). Objectives and policies in the OSCAR address recreation (REC), open space
(0S), and conservation (CO). Many of the policies in particular directly relate to significance
criteria, and where applicable, the project’s consistency with those policies are summarized here
and referenced to the appropriate impact analysis section in this EIR. All OSCAR polices that
pertain to the project are included in Appendix F, and those most relevant to the project are as
follows:

. Use level of service standards of 10 acres of total parkland and four acres of local-serving
parkland per 1,000 residents as a means of determining where unmet needs exist and
prioritizing future capital investments. (OSCAR Policy REC-3.1)

. To develop a system of linear parks and tails which (a) links existing parks together;
(b) provides safe, convenient access to open space from residential areas and employment
centers; (c) provides places to hike, bike, and experience Oakland’s scenery; and
(d) provides a means of moving from one place to another without an automobile. (OSCAR
Obijective 0OS-5)

. Improve trail connections within Oakland, emphasizing connections between the flatlands
and the hill and shoreline parks; lateral trail connections between the hill area parks; and
trails along the waterfront. (OSCAR Policy OS-5.1)

° Support the BCDC requirements which mandate that all new shoreline development
designate the water’s edge as publicly accessible open space where safety and security are
not compromised, and where access can be achieved without interfering with waterfront
industrial and maritime uses. Where such conflicts or hazards would result, support the
provision of off-site access improvements in lieu of on-site improvements. In such cases,
the extent of off-site improvements should be related to the scale of the development being
proposed. (OSCAR Policy OS-7.2)

° Improve lateral access along the Oakland shoreline and linkages between the shoreline and
nearby neighborhoods by creating a “Bay Trail” along the length of the Oakland waterfront.
Where an alignment immediately along the waterfront is not possible, site the trail as close
to the water as possible, with spur trails leading to the water’s edge. In the transitional areas
between Jack London Square and High Street, interim alignments may be designated along
local streets but the ultimate goal should be an unbroken trail along the water’s edge
between Jack London Square and Martin Luther King, Jr. Regional Shoreline. (OSCAR
Policy 0S-7.5)

° Particular attention should be paid to (a) views of the Oakland Hills from the flatlands;
(b) views of downtown and Lake Merritt; (c) views of the shoreline; and (d) panoramic
views from Skyline Boulevard. (OSCAR Policy 0S-10.1)
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° New development should minimize adverse visual impacts and take advantage of
opportunities for new vistas and scenic enhancement. (OSCAR Policy 0S-10.2)

. Oakland’s underutilized visual resources, including the waterfront, creeks, San Leandro
Bay, architecturally significant buildings or landmarks, and major thoroughfares should be
enhanced. (OSCAR Policy 0S-10.3)

° Promote land use patterns and densities which help improve regional air quality conditions
by: a) minimizing dependence on single passenger autos; (b) promoting projects which
minimize quick auto starts and stops, such as live-work development, and office
development with ground-floor retail space; (c) separating land uses which are sensitive to
pollution from the sources of air pollution; and (d) supporting telecommuting, flexible work
hours, and behavioral changes which reduce the percentage of people in Oakland who must
drive to work on a daily basis. (OSCAR Policy CO-12.1)

Project Consistency with OSCAR Policies

The project would not conflict with OSCAR policies. The project would provide a total of
approximately 20.7 acres of new!3 publicly-accessible open space in the series of new and
improved parks and open spaces along the shoreline, and would create a continuous public trail
along the shoreline, except for the waterfront along the Fifth Avenue Point outparcel (Objective
0S-5, Policies OS-5.1 and OS-7.2). As described previously, the proposed trail would allow
dedicated paths for pedestrians and bicycles within a maximum 40-foot-wide right-of-way and
would be located as close to the waterfront as possible. The trail would complete a segment of the
Bay Trail and connect to other areas along the estuary (Policy OS-7.5). (See also San Francisco
Bay Trail Plan, below.) The project would also include housing uses and water-oriented services
and activities, balanced with the series of public parks and open spaces along the water’s edge
(Policies OS-7.1 and 7.2). As discussed in EIR Section IV.L, Public Services and Facilities, the
20.7 acres of new open space would equate to 4.1 acres of new local-serving14 parkland per
1,00015 residents on the project site, which would exceed the City’s level of service standard of
4.0 acres of local-serving parkland per 1,000 residents (Policy REC-3.1). (See also the discussion
of open space and recreation under Estuary Plan policies, above.)

As discussed in EIR Section IV.K, Visual Quality and Shadows, the project would not
substantially block views of the Oakland Hills, the shoreline, or other scenic resources compared
to the existing views of and across the site (Policies OS-10.1 and 10.2). Furthermore, the project
would create new waterfront views and access where none currently exist (Policy 0S-10.3). As
discussed throughout Chapter 1V of this EIR, the project would result in a number of significant
and potentially significant impacts for topics addressed by OSCAR policies. These include water
quality, geologic and seismic hazards, soil constraints, toxic substances, biological resources,

13 Excluding the existing 7.7-acre Estuary Park and Jack London Aquatic Center.

14 The series of connected parks and open space proposed by the project would be region-serving, as well as local-
serving, given its proximity to nearby residential and mixed use neighborhoods near downtown and Lake Merritt.
The analysis in this EIR uses the General Plan (OSCAR) service standard for local-serving parks (4 acres per 1,000
residents); the General Plan does not prescribe a service standard for region-serving parks. See EIR Section IV.L,
Public Services and Recreation.

15 The project would result in approximately 5,061 new residents. See EIR Section 1V.J, Population, Housing, and
Employment.
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regional air quality, and dust emissions. Each of these adverse effects would be reduced to less-
than-significant levels (after mitigation), except for regional air emissions (under cumulative
conditions) which would remain significant even with implementation of trip reduction/transit
incentive measures (including a public shuttle) and other project characteristics prescribed in
specific OSCAR policies (Policies CO-12.1, and CO-12.3 and CO-12.4 in Appendix F).

Oakland Safety Element

The City adopted the Safety Element of the Oakland General Plan in November 2004 (previously
the Environmental Hazards Element, adopted in 1974). The Safety Element includes goals that
address the effects that safety hazards can pose to the health and safety of Oakland’s populations,
Oakland’s economic welfare, and Oakland’s natural resources. Specific policies and detailed
actions are identified to address public safety, geologic hazards, fire hazards, hazardous materials,
and flooding hazards.

Given the topics that are addressed in the Safety Element, most of its policies generally apply
citywide. However the following policies address conditions particularly associated with the
project site (also listed in Appendix F):

° Continue, enhance or develop regulations and programs designed to minimize seismically
related structural hazards from new and existing buildings. (Safety Policy GE-3)

. Maintain and enhance the city’s capacity to prepare for, mitigate, respond to, and recover
from disasters and emergencies. (Safety Policy PS-1)

. Minimize the potential risk to human and environmental health and safety associated with
the past and present use, handling, storage and disposal of hazardous materials. (Safety
Policy HM-1)

. Continue to strengthen city programs that seek to minimize the storm-induced flooding
hazards. (Safety Policy FL-2)

. Minimize further the relatively low risks from non storm-related forms of flooding. (Safety
Policy FL-4)

Project Consistency with Safety Element Policies

The project would not conflict with any of the above Safety Element policies, and this EIR
addresses the project’s specific effects on emergency access and routes (Section 1V.B,
Transportation, Circulation, and Parking), flooding hazards (Section 1V.D, Hydrology and Water
Quality), seismic hazards (Section I1V.F, Geology, Soils, and Seismicity), and hazardous materials
(Section IV.H, Hazardous Materials), all of which are less than significant or reduced to less than
significant (after mitigation).
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Housing Element

In June 2004, the City adopted an update to the Housing Element of the Oakland General Plan, as
required by state law. As also required by state law, the Housing Element includes “a review and
assessment of the City's performance in implementing the previous Housing Element (adopted in
1992), an assessment of current and future housing needs, an inventory of resources (including
sites suitable for development of housing for all economic levels), governmental and non-
governmental constraints to meeting those needs, and a statement of the City's goals, policies and
quantified objectives for meeting its housing needs for the period 1999-2006.” (Oakland, 2004)
The Housing Element contains a number of policies that address the provision of housing
throughout the city and that focus on actions to be conducted by the City. However the following
policies particularly apply to the project (also listed in Appendix F):

. The City of Oakland will strive to meet its fair share of housing needed in the region.
(Housing Element Policy 1.7)

. Seek voluntary agreements with private developers of market rate housing to include units
affordable to lower-income households, especially those projects involving Redevelopment
Agency support or requiring major planning approvals. (Housing Element Policy 2.4)

. The City will undertake a number of efforts to distribute assisted housing widely
throughout the community and avoid the over-concentration of assisted housing in any
particular neighborhood, in order to provide a more equitable distribution of households by
income and by race and ethnicity. (Housing Element Policy 2.11)

. Develop and promote programs to foster the incorporation of sustainable design principles,
energy efficiency and Smart Growth principles into residential developments. Housing
Element Policy 7.1)

. Continue to direct development toward existing communities and encourage infill
development at densities consistent with the surrounding communities. (Housing Element
Policy 7.3)

. Work with developers to construct new housing that reduces the footprint of new
construction, preserves green spaces, and supports the use of public transit. (Housing
Element Policy 7.4)

. Encourage a mix of land uses in the same zoning district or on the same site in certain
zoning districts. (Housing Element Policy 7.5)

Project Consistency with Housing Element Policies

As describe in the discussion of policies in several of the other General Plan elements, the project
would not conflict with the applicable Housing Element policies listed above. Approximately
3,100 new, market-rate housing units would be introduced as part of a new mixed-use
neighborhood located in central Oakland, in proximity to the downtown employment center,
major transportation corridors and transit connections, new “green spaces” (Policy 7.4 and Policy
7.5). In addition to creating new housing stock and homeownership opportunities in Oakland, the
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project would support Smart Growth principals by virtue of it occurring on a site that is central to
the region and in proximity to transit and a mix of jobs and housing (Policy 7.1). As discussed
above under the project’s consistency with LUTE transit policies (and below under Oakland’s
“Transit First” Policy), the project would increase the demand for transit service in the area and
would provide a series of transit-supporting measures, (public shuttle service, rideshare and
transit incentive measures, and bus turnouts/bus bulbs, benches, shelters) (Policy 7.4). (See
Redevelopment Plans, below, for discussion of affordable housing.)

Noise Element

The City adopted Oakland’s Noise Element on June 21, 2005. The Noise Element analyzes and
quantifies current and projected noise levels from various sources that contribute to the
community noise environment. These noise levels are depicted on noise contour maps that are
used to guide land use decisions to reduce noise impacts, especially on sensitive receptors. The
Noise Element also includes a land use-noise compatibility matrix that illustrates the degree of
acceptability of exposing various sensitive land uses to noise.

The Noise Element contains policies and actions that direct the City’s (or other appropriate
agencies) efforts it will undertake to carry out the noise policies. The following policies address
conditions related to the project most directly (also listed in Appendix F):

. Ensure the compatibility of existing and, especially, of proposed development projects not
only with neighboring land uses but also with their surrounding noise environment. (Noise
Element Policy 1)

. Use the noise-land use compatibility matrix (Figure 6) in conjunction with the noise contour
maps (especially for roadway traffic) to evaluate the acceptability of residential and other
proposed land uses and also the need for any mitigation or abatement measures to achieve
the desired degree of acceptability. (Noise Element Action 1.1)

° Reduce the community’s exposure to noise by minimizing the noise levels that are received
by Oakland residents and others in the City. (Noise Element Policy 3)

. Demand that Caltrans implement sound barriers, building retrofit programs and other
measures to mitigate to the maximum extent feasible noise impacts on residential and other
sensitive land uses from any new, widened or upgraded roadways; any new sound barrier
must conform with City policies and standards regarding visual and aesthetic resources and
quality. (Noise Element Action 3.3)

Project Consistency with the Noise Element Policies

As described above in the discussions of the project’s consistency with LUTE policies and
Estuary Plan policies, the project would introduce greater residential densities than those found in
the adjacent properties or nearby in-land neighborhoods. The mixed-use project would be located
in a noise environment (in proximity to 1-880) and the noise analysis in EIR Section IV.G
assesses the Noise Element’s noise-land use compatibility matrix, in which is used to assess
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project noise impacts. Although, the proposed uses would be the same and/or compatible with the
land uses in these neighborhoods, the project would introduce residential and park uses in noise
environments considered “normally unacceptable” to “clearly unacceptable” for such uses (Policy
1, Action 1.1). Mitigation measures to reduce indoor noise exposure impacts, to the extent
feasible, are also identified in EIR Section IV.G, Noise.

Bicycle Master Plan

In July 1999, the City Council adopted the Oakland Bicycle Master Plan. Among other standards,
the Bicycle Master Plan contains a series of recommendations, including spaces for short-term
and long-term parking for bicycles. However the City has not adopted the recommended bicycle
parking ratios into its Zoning Regulations but is considering adopting requirements that would be
lower than the current recommended ratios. An update of the 1999 Bicycle Master Plan is
underway.

The 1999 Bicycle Master Plan includes the following policy-supporting actions that specifically
apply to the project:

. Seize opportunities to improve bicycle access to the Oakland waterfront through
completion and implementation f 1) the Estuary Policy Plan, 2) the Bay Trail alignment,
and 3) joint City, Port, and BCDC’s Public Access Plan. (BMP Action 4.4, The Waterfront)

. Upgrade the existing path along the Lake Merritt Channel from Lake Merritt to the Bay
Trail... (BMP Action 4.6, Channel Pathway)

Project Consistency with the Bicycle Master Plan Policies

The project would not conflict with these applicable Bicycle Plan policies. As previously
mentioned, the project would create a new waterfront trail that would include bicycle facilities
and complete a segment of the Bay Trail. This would include segments that could lead to future
extensions northward along Lake Merritt Channel to Lake Merritt. Also, the Embarcadero (east of
Oak Street) is designated as a Class Il bicycle facility along the project frontage and would
remain so with development of the project, which would improve and widen sections of the
Embarcadero. A total of 350 short-term and 25 long-term bicycle parking spaces is recommended
for the project based on the current recommended (and unadopted) standards in the Bicycle
Master Plan. However the project would provide bicycle parking at onsite locations at a level
determined by the City and in a manner consistent with the City’s practices or adopted, updated
standards and regulations at the time of project construction.

Pedestrian Master Plan

In November 2002, the City Council adopted the Pedestrian Master Plan as part of the LUTE.
The Pedestrian Master Plan identifies policies and implementation measures for achieving LUTE
policies that promote a walkable city. The Plan designates a Pedestrian Route Network
throughout Oakland and identifies a primary pedestrian route (essentially the Bay Trail) along the
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Embarcadero, from Martin Luther King Jr. Way through Brooklyn Basin. A Neighborhood Route
is indicated along 5th Avenue, extending north from the Embarcadero to generally the area of
East 12th Street. The Plan does not identify any Priority Projects (to be completed by
approximately 2022) in the immediate vicinity of the project site, except completion of “gap” in
the Bay Trail around Brooklyn Basin, east of the project site. The Plan refers to the Estuary Plan
for proposed improvements for pedestrian routes along the waterfront. The following Pedestrian
Master Plan policies are most relevant to the project (and all that are applicable are included in
Appendix F):

. Improve pedestrian crossings in areas of high pedestrian activity where safety is an issue
(PMP Policy 1.1, Crossing Safety).

o Implement pedestrian improvements along major AC Transit lines and at BART stations to
strengthen connections to transit (PMP Policy 2.3, Safe Routes to Transit).

. Encourage the inclusion of street furniture, landscaping, and art in pedestrian improvement
projects (PMP Policy 3.1, Streetscaping).

Project Consistency with Pedestrian Master Plan Policies

The project would not conflict with policies in the Pedestrian Master Plan as it would provide
safe, improved pedestrian facilities (sidewalks, recreational paths, seating, signage, lighting, etc.)
as well as opportunities for public art around and throughout the project and in proximity to and
serving the waterfront.

Scenic Highways Element

In September 1974, the City adopted the Scenic Highways Element, which sets a framework for
designated and potential scenic routes throughout the City and policies for establishing and
preserving such routes. The Element identifies the Embarcadero as a potential scenic route.
However, its specific policies address the two designated scenic routes (not in proximity to the
project site16).General policies that would apply to the project include the following (also listed
in Appendix F):

° Urban development should be related sensitively to the natural setting. (Scenic Highways
Element Policy 2)

° Overhead utilities should be undergrounded along all freeways, scenic routes, and major
streets...(Scenic Highways Element Policy 6)

16 MacArthur Freeway (1-580) and Skyline Boulevard/Grizzly Peak Boulevard/Tunnel Road.
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Project Consistency with Scenic Highways Policies

The City has not designated the Embarcadero as a scenic route since adoption of the Scenic
Highways Element in 1974, nor has it established “a procedure for the nomination, designation,
and protection of scenic routes,” as stated in the Element’s Action Plan. The project would
improve and widen portions of the Embarcadero along the project site to create a landscaped
parkway. There are currently very limited direct views of the Oakland Estuary from points along
the Embarcadero at the project site due to existing buildings on the project site, including the
Ninth Avenue Terminal. As previously described (under the discussion of the project’s
compliance with LUTE Waterfront policies), the project would align streets and site buildings of
varied heights in an effort to create new and expanded views of the Estuary where none currently
exist. Where feasible, utilities on the project site and its related public rights-of-way would be
located underground.

Oakland “Transit First” Policy

The “Transit First” resolution, passed by the City Council on October 29, 1996, recognizes the
importance of striking a balance between economic development opportunities and the mobility
needs of those who travel by means other than the private automobile. The policy favors modes
that have the potential to provide the greatest mobility for people, rather than vehicles. The
support for a Transit First policy is an indication of the importance of public transit to the City
and the need for cooperative efforts to improve local transit. This policy is reflected in the
previous discussions of overall framework and policies within the LUTE and Estuary Plan, as
described in the previous discussion of the project’s consistency with LUTE Transportation
policies regarding transit and access. As discussed there, the project is in an area that currently
has limited direct access to transit. The San Francisco/Oakland Ferry is at the terminus of Clay
Street, about 1.5 miles west of the project site, and the Jack London Square Amtrak station is
approximately 0.75 mile west of the project site. There is currently no AC Transit bus service to
the project site, and the bus stops nearest to the site are at the Lake Merritt BART station (about
1.0 mile away) and the Jack London Square Amtrak station. These lines provide service to
downtown Oakland for direct connections to other bus lines and the 12th Street/City Center
BART.

The new residents, visitors, and employees of the new mixed use neighborhood created by the
project would increase the demand for transit service in the area. In addition to the proposed
pedestrian and bicycle access facilities, the project would include (as Transit and Air Quality
mitigation measures) a public shuttle service between the project site and nearby transit hubs,
rideshare and transit incentive measures, and bus turnouts/bus bulbs, benches, shelters (in
coordination with AC Transit). The project sponsor is continuing to pursue an expansion of AC
Transit service.
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Zoning Regulations

As shown on Figure 1V.A-1, the area of the project site east of Lake Merritt Channel is within
the M-40 Heavy Industrial Zone, and the area west of the Channel is within the S-2 Civic Center
Zone / S-4 Design Review Combining Zone.

M-40 Zone is intended to “to create, preserve, and enhance areas containing manufacturing or
related establishments which are potentially incompatible with most other establishments, and is
typically appropriate to areas which are distant from residential areas and which have extensive
rail or shipping facilities” (Section 17.72.010). Regarding residential uses, the M-40 Zone
prohibits involving the transfer and/or storage of hazardous waste management to be located
within 2,000 feet of residential dwellings (Section 17.72.040C). A wide range of commercial
activities are permitted (or conditionally permitted) within the M-40 Zone, including General
Food Sales (e.g., restaurant, grocery store) and General Retail Sales activity classifications
(Section 17.72.050, and 17.72.060).

The S-2 Civic Center Zone is intended to “to create, preserve, and enhance areas devoted
primarily to major public and quasi-public facilities and auxiliary uses, and is typically
appropriate to portions of the Oakland Central District and to outlying areas of public facilities.”
These regulations shall apply in the S-2 Zone (Section 17.76.010). The S-2 Zone applies to the
area of the project site that currently contains Estuary Park and the Jack London Aquatic Center,
public facilities. Most commercial uses are limited in the S-2 Zone and require approval of a
conditional use permit with special findings to ensure that the proposed commercial use 1) is
intended for use by employees and patrons of the civic use within the S-2 Zone, 2) would not
result or worsen traffic conditions, and 3) is subordinate to the civic use that the commercial use
would serve (Section 17.102.210).

The intent of the S-4 Design Review Combining Zone is “to create, preserve, and enhance the
visual harmony and attractiveness of areas which require special treatment and the consideration
of relationships between facilities, and is typically appropriate to areas of special community,
historical or visual significance” (Section 17.80.010). The regulations of the S-4 Zone are
“supplementary to the regulations applying in the zones with which the S-4 Zone is combined,” in
this case, the S-2 Zone (Section 17.80.010).

The current zoning on the project site would not accommodate the project. The project sponsor
proposes a new zoning district and associated regulations: the “Planned Waterfront Zoning
District” (PWD-1). The proposed PWD-1 Zone would be intended to establish specific
regulations to facilitate the development of an integrated mixed-use, residential, public and
private open space, and commercial community on the project site. A description of the proposed
PWD-1 District standards that would apply specifically to the Oak to Ninth Project site is
discussion below in the Land Use Impacts discussion.
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Guidelines for Determining General Plan Conformity in Oakland

Because the General Plan was updated more recently than the Zoning Regulations, the two may
conflict in some cases. Overall, the current zoning on the project site is not consistent with the
current Estuary Policy Plan land use classifications on the site. As a general rule, whenever there
is an express conflict between the General Plan and the Zoning Regulations, a project must
conform with the General Plan (Oakland Planning Code Section 17.01.030), and the City has
adopted Guidelines for Determining General Plan Conformity (General Plan Guidelines)
(amended through July 15, 2003) to provide direction to the City whenever there is an express
conflict between the General Plan and the Zoning Regulations.

The General Plan Guidelines provide tables of maximum permitted densities for residential and
non-residential development in each of the General Plan land use classifications. Density in
“principal units per gross acre” are established, as is an assumed “net-to-gross ratio” to attain a
maximum density in “principal units per net acre.” FAR and a minimum square feet of site area
per principal unit is established.

In certain zones, FAR can apply to projects that include residential and nonresidential uses (such
as ground floor commercial uses) or nonresidential uses only Section , and density would apply to
those buildings that contain primarily residential uses only. Density in gross acres includes all
land in the area, including streets and parks. As stated in the General Plan Guidelines, to calculate
permitted density on a particular development parcel, the gross density figure must be translated
to net density using the prescribed net-to-gross ratio, except in cases where the ratio seems
significantly different than that prescribed by the Guidelines. This could be the case, for example,
in an area with a large amount of open space or expansive streets or public rights-of-way, such as
landscaped boulevards.

Redevelopment Plans

Portions of the project site are located within areas governed by the Central City East
Redevelopment Plan (adopted July 29, 2003) and the Central District Urban Renewal Plan
(adopted June 12, 1969 and amended through July 24, 2001).

Central City East Redevelopment Plan

In July 2003, the City adopted the Central City East Redevelopment Plan (CCERP) to be
implemented by the Oakland Redevelopment Agency in accordance with the California
Community Redevelopment Law (state law). The CCERP Project Area is a linear area (3,340
acres) that extends through the east and central portion of the City, mid way between Interstate
580 (1-580) and 1-880, and that includes a relatively small portion south of the 1-880 along the
Oakland Estuary (from Lake Merritt Channel to approximately 29th Avenue). The Project Area is
divided into Subareas, and the area of the project site east of Lake Merritt Channel is within the
Eastlake/San Antonio Subarea, which is generally bound by Jackson Street (west), 20th Street
(north), 28th Avenue (east), and the Oakland Estuary (south).
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As stated in its introduction, the CCERP “presents a process and a basic framework within which
specific plans will be presented, specific projects and programs will be established and specific
solutions will be propose, and by which tools are provided to the [Redevelopment] Agency to
fashion, develop and proceed with such specific plans, projects and solutions.” The CCERP
identifies a series of redevelopment programs that address property improvement, public
infrastructure improvements, property redevelopment assistance, and the provision of affordable
housing.

Two aspects of the CCERP that are directly applicable to the project include the provision of
affordable housing and the generation of tax increment monies. Consistent with state law, the
CCERRP requires that at least 15 percent of all housing developed in the CCERP Project Area by
non-Agency entities be affordable to very-low-/low- and moderate-income households. Of these
affordable units, at least 40 percent must be affordable to very-low-income households. The
Redevelopment Agency is obligated to meet this provision for the CCERP Project Area in the
aggregate, over a 10-year period.

Overall, the CCERP incorporates policies from, and is consistent with, the General Plan LUTE.
As such, the project’s consistency with policies in the CCERP has been discussed previously in
this section. Given the approximately 2,800 market-rate units that the project would develop
within the CCERP (east of the channel), the Redevelopment Agency would be required to assure
that at least 420 low- to moderate- income units within the Redevelopment Project Area would be
constructed within 10 years. At least 168 of the affordable units would need to be affordable to
very-low-income households (Oakland Redevelopment Agency, 2005).

Central District Urban Renewal Plan

In July 2001, the City last amended the Central District Urban Renewal Plan (CDURP) to be
consistent with the General Plan (CDURP originally adopted June 12, 1969) in accordance with
state law. The CDURP Project Area is generally the area of downtown Oakland bounded by the
Embarcadero (south), 1-980/Brush Street (west), between Telegraph Avenue and Harrison Street
north of 20th Street (north), and generally Lake Merritt, Fallon Street, and Lake Merritt Channel
(east). The area of the project site that is west of Lake Merritt Channel is within the CDURP
Project Area. Consistent with the General Plan Land Use and Transportation Element land use
diagram, this area is classified as Estuary Plan Area, and the shoreline is classified as Urban Open
Space.

As amended, the CDURP, the CDURP Project Area is guided by the General Plan and applicable
zoning regulations. Unlike the CCERP adopted in 2003 (discussed above), there is no affordable
housing requirement under the CDURP since it was adopted in 1969, and the affordable housing
production requirements apply only to project areas adopted after January 1, 1976 (Health &
Safety Code Section 33413(d)(1)).
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Other Applicable Plans and Policies

In addition to the City of Oakland’s adopted plans, policies, and regulations discussed above, all
or parts of the project site and surrounding vicinity are also guided by the San Francisco Bay
Plan, the San Francisco Bay Area Seaport Plan, the California State Lands Commission under
Tidelands Trust, and a number other plans pertinent to the project area.

San Francisco Bay Plan and San Francisco Bay Area Seaport Plan

Portions of the project area lie within a 100-foot “shoreline band”17 that surrounds San Francisco
Bay and that is under the jurisdiction of the San Francisco BCDC, a state agency. BCDC ensures
that development within the shoreline band is consistent with the San Francisco Bay Plan (Bay
Plan) and the San Francisco Bay Area Seaport Plan (Seaport Plan). The McAteer-Petris Act,
established by BCDC, and the Bay Plan are an exercise of authority by the state legislature over
public trust lands and establish policies for meeting public trust needs (see California State Lands
Commission, Public Trust Doctrine, below).

The Seaport Plan is incorporated into the Bay Plan and is the basis of port policies that promote
goals for areas determined to be necessary for future port development and designate areas as
“port priority use” areas. The Seaport Plan applies to “port priority use” areas in Oakland, which
include the Outer Harbor, Middle Harbor, and Inner Harbor to Clay Street, as well as from the
south shore of Clinton Basin to about 10th Avenue, approximately one-third of the project site’s
waterfront.

The Bay Plan contains policies that guide future uses of the bay and shoreline and encourage new
shoreline development to provide public access to the bay, to the maximum extent feasible. It
incorporates a series of Bay Plan Maps of specific areas along the shoreline, and these maps are
based on, and show how to apply, the Bay Plan policies. The project site in within Bay Plan

Map No. Five (Central Estuary), which designates a portion of the site west of Lake Merritt
Channel as a Waterfront Park Priority Use Area. BCDC has regulatory authority for all portions
of the project site waterside of BCDC’s 100-foot shoreline band (including that portion of the
priority use area), and the project uses and facilities within the 100-foot shoreline band would be
subject to approval by BCDC’s Design Review Board to ensure compatibility with policies for
public access, appearance, design, and scenic views.

Bay Plan policies are categorized to address bay resources and development of the bay and
shoreline. The following policies are particularly relevant to the project, and all applicable Bay
Plan policies are included in Appendix F:

. New projects should be sited, designed, constructed and maintained to prevent or, if
prevention is infeasible, to minimize the discharge of pollutants into the Bay by: (a)
controlling pollutant sources at the project site; (b) using construction materials that contain
non-polluting materials; and (c) applying appropriate, accepted and effective best

17 The “shoreline band” consists of all territory located between the shoreline of the Bay and a line 100 feet landward
of and parallel with that line....” Generally includes tidelands, which are lands lying between mean high tide and
mean low tide, and marshlands lying between mean high tide and five feet above mean sea level (BCDC, 2003).
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management practices, especially where water dispersion is poor and near shellfish beds
and other significant biotic resources. (Water Quality, Policy #3)

. Whenever practicable, native vegetation buffer areas should be provided as part of a project
to control pollutants from entering the Bay, and vegetation should be substituted for rock
riprap, concrete, or other hard surface shoreline and bank erosion control methods where
appropriate and practicable. (Water Quality, Policy #7)

. The following general standards have been used in determining locations for each type of
recreational facility (and should be used as a guide in allowing additional ones):

Marinas. Marinas should be allowed at any suitable site on the Bay. Unsuitable sites
are those that tend to fill up rapidly with sediment; have insufficient upland; contain
valuable marsh, mudflat, or other wildlife habitat... At suitable sites, the Commission
should encourage new marinas, particularly those... not containing valuable
wetlands. (2) Fill should be permitted for marina facilities that must be in or over the
Bay, such as breakwaters, shoreline protection, boat berths, ramps, launching
facilities, pumpout and fuel docks, and short-term unloading areas. Fill for marina
support facilities may be permitted at sites with difficult land configurations provided
that the fill in the Bay is the minimum necessary and any unavoidable loss of Bay
habitat, surface area, or volume is offset to the maximum amount feasible, preferably
at or near the site. (3) No new marina or expansion of any existing marina should be
approved unless water quality and circulation will be adequately protected and, if
possible, improved, and an adequate number of vessel sewage pumpout facilities that
are convenient in location and time of operation to recreational boat users should be
provided free of charge or at a reasonable fee, as well as receptacles to dispose of
waste oil. (4) In addition, all projects approved should provide public amenities such
as viewing areas, restrooms, and public parking; substantial physical and visual
access; and maintenance for all facilities. Frequent dredging should be avoided.
(Excerpt from Recreation On and Around the Bay, Policy #4a)

° To assure optimum use of the Bay for recreation, the following facilities should be
encouraged in shoreside parks and in or near yacht harbors or commercial ferryboat
facilities:

In waterfront parks. (2) To capitalize on the attractiveness of their bayfront location,
parks should emphasize hiking, bicycling, riding trails, picnic facilities, viewpoints,
beaches, and fishing facilities... (4) Public launching facilities for a variety of boats
and other water-oriented recreational craft, such as kayaks, canoes and sailboards,
should be provided in waterfront parks where feasible...(7) Trails that can be used as
components of the San Francisco Bay Trail...should be developed in waterfront
parks...(8) Bus stops, kiosks and other facilities to accommodate public transit
should be provided in waterfront parks to the maximum extent feasible. Public
parking should be provided in a manner that does not diminish the park-like character
of the site. Traffic demand management strategies and alternative transportation
systems should be developed where appropriate to minimize the need for large
parking lots and to ensure parking for recreation uses is sufficient...(9) Interpretive
information describing natural, historical and cultural resources should be provided in
waterfront parks where feasible. (Excerpt of Recreation On and Around the Bay
Policy #5a).
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In addition to the public access to the Bay provided by waterfront parks, beaches, marinas,
and fishing piers, maximum feasible access to and along the waterfront and on any
permitted fills should be provided in and through every new development in the Bay or on
the shoreline, whether it be for housing, industry, port, airport, public facility, wildlife area,
or other use, except in cases where public access would be clearly inconsistent with the
project because of public safety considerations or significant use conflicts, including
unavoidable, significant adverse effects on Bay natural resources. (Excerpt from Public
Access, Policy 2).

Shoreline developments should be buil[t] in clusters, leaving open area around them to
permit more frequent views of the Bay...(Appearance, Design, and Scenic Views,
Policy #2)

Views of the Bay from vista points and from roads should be maintained by appropriate
arrangements and heights of all developments and landscaping between the view areas and
the water. In this regard, particular attention should be given to all waterfront locations,
areas below vista points, and areas along roads that provide good views of the Bay for
travelers, particularly areas below roads coming over ridges and providing a "first view" of
the Bay (shown in Bay Plan Maps). (Appearance, Design, and Scenic Views, Policy #14)

Wherever waterfront areas are used for housing, whenever feasible, high densities should
be encouraged to provide the advantages of waterfront housing to larger numbers of people.
(Other Bay and Shoreline Uses, Policy #3)

Project Consistency with Bay Plan Policies

The project does not appear to conflict with policies of the Bay Plan. In April 2005, BCDC’s
Design Review Board identified three primary focuses of its review of the preliminary project: 1)
adequate, usable, and attractive public access, 2) project appearance, design, and scenic views,
and 3) the necessity of bay fill (SF BCDC, 2005). As addressed in the above discussions of
related policies in the LUTE, Estuary Plan, and the OSCAR, the project generally would not
conflict with Bay Plan policies that encourage increased waterfront open space accessible to the
public, that encourage new recreational facilities (trails, walkways, etc.) along the shoreline, and
that direct the configuring of high-density waterfront housing and new streets to maintain and
provide good views to the Bay. Also, the project would incorporate trip reduction measures to
address cumulative regional air emissions impacts (though not to less-than-significant level) and a
parking control and management program that would ensure available public, street parking for
park and open space users as well as visitors of the onsite retail/commercial uses (see EIR Section

IV.C,

Air Quality and Meteorological Conditions).

The project may require new Bay fill to create new open spaces around Clinton Basin. However,
the potential effects that this may pose to biological resources and water quality, or that may

result

from potential bay fill, dredging, or increased marina uses, have been identified and fully

analyzed in EIR Section I1VV.D, Hydrology and Water Quality, and Section IV.I, Biological
Resources, and would be less than significant (after mitigation). The extent to which the potential
new bay fill is “necessary” would be considered by BCDC and City decisionmakers prior to
approval of the project.
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California State Lands Commission, Public Trust Doctrine

As discussed in Chapter I11, Project Description, the property comprising the project site is
subject to the Tidelands Trust (Project Lands). Portions of the Project Lands are granted lands
granted to the City pursuant to legislative grants from the State of California (Project Granted
Lands). Other portions of the Project Lands have been acquired by the Port with public trust
funds derived from Port operations (Project After-Acquired Lands). The Port manages the Project
Lands by virtue of the Charter of the City of Oakland. The State Lands Commission
(Commission) has oversight of all Tidelands Trust property in California, including the Project
Lands.

The project proposes development of portions of the Project Lands for residential housing.
Among other matters, the Commission asserts that residential housing is not a use to which the
Project Granted Lands may be put. The Oak to 9th Avenue District Exchange Act, SB 1622,
authorizes sale of certain Project After-Acquired Lands. SB 1622 also authorizes the Commission
and the Port to enter into an exchange agreement meeting the requirements of the legislation to
effectuate the exchange and sale. The City’s approval of the project will be conditioned upon
subsequent compliance with the provisions of SB 1622.

San Francisco Bay Trail Plan / Oakland Waterfront Promenade and Bay Trail
Alignment Feasibility Study and Design Standards

In July 1989, the Association of Bay Area Governments (ABAG) adopted the San Francisco Bay
Trail Plan that proposes development of a regional hiking and bicycling trail around the
perimeter of San Francisco and San Pablo Bays. The Plan was prepared pursuant to Senate Bill
100, which mandated that the Bay Trail provide connections to existing park and recreation
facilities, create links to existing and proposed transportation facilities, and be planned in such a
way as to avoid adverse effects on environmentally sensitive areas. The Plan includes a set of
policies and strategies for its design, implementation and financing (ABAG, 2005).

Generally consistent with the overall policies and design guidelines in the Bay Trail Plan, the City
of Oakland has coordinated a process to develop the Oakland Waterfront Promenade/Bay Trail
Alignment Feasibility Study and Design Guidelines. The Study explores the creation of a
continuous 6.6-mile trail along Oakland’s waterfront, extending from Jack London Square to

66th Avenue/Damon Slough. The City has developed draft development standards for various
elements along the trail, including treatments at the water’s edge, streets, site elements

(e.g., lighting, markers, seating), and maintenance guidelines (Oakland, 2004b) (EDAW,
undated).

ER 04-0009 / Oak to Ninth Avenue Project IV.A-33 ESA / 202622
Draft EIR August 2005



IV. Environmental Setting, Impacts, and Mitigation Measures

A. Land Use, Plans and Policies

As shown in Figure 111-3 and Figure 111-7 in this EIR, the project would create a continuous
shoreline public trail as a segment of the Bay Trail. Facilities for pedestrian and bicycles and a
variety of users would be developed within a maximum 40-foot-wide right-of-way along the
waterfront. The trail would connect to the existing trail that extends from Jack London District to
Estuary Park. It would provide access along both sides of Lake Merritt Channel, crossing Lake
Merritt Channel Bridge (via the Embarcadero), and would edge Clinton Basin and the waterfront
edge of Shoreline Park to connect further to Brooklyn Basin segment and the Embarcadero.

Land Use Impacts Discussion

Significance Criteria

The project would result in a significant impact related to land use and planning if it would:
° Physically divide an established community;

° Fundamentally conflict with any applicable land use plan, policy (when considered in
balancel8), or regulation of an agency with jurisdiction over the project (including, but not
limited to the general plan, specific plan, local coastal program, or zoning ordinance)
adopted for the purpose of avoiding or mitigating an environmental effect and result in a
physical change in the environment; or

° Fundamentally conflict with any applicable habitat conservation plan or natural community
conservation plan.

Approach to Analysis

The project was evaluated for its compatibility with the applicable plans and policies in order to
determine the potential for significant environmental impacts. As discussed in the Setting section
of this chapter, the General Plan has determined that the “the fact that a specific project does not
meet all General Plan goals, policies, and objectives does not inherently result in a significant
effect on the environment within the context of [CEQA]” (City of Oakland, 2005a). In addition,
the project site and its proposed uses were evaluated in terms of their compatibility with existing
land uses surrounding and in close proximity to the project site.

The proposed amendments to the existing General Plan land use classification(s), zoning district
and regulations are described. Also the proposed Planned Waterfront Zoning District and
associated standards, which the project would be consistent with and subject to, are also
described.

18 pursuant to the Oakland General Plan, as amended June 2005, the Oakland General Plan recognizes that it contains
policies that may in some cases compete with each other, and that decision-makers must determine whether, “on
balance, the project is consistent (i.e., in general harmony) with the General Plan.” Further, “the fact that a specific
project does not meet all General Plan goals, policies, and objectives does not inherently result in a significant
effect on the environment within the context of [CEQA]” (City of Oakland, 2005a).
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Impacts and Mitigation Measures
Physical Division of an Established Community

Impact A.1: The project would develop new and different uses and buildings immediately
adjacent to and surrounding Fifth Avenue Point and may result in the physical division of
an existing community. (Potentially Significant)

The project would develop one of the two “distinct subareas” of the Oak-to-Ninth District, as
described in the Estuary Plan: the area south of the Embarcadero. The “edges” of the project site
are clearly demarcated by its predominantly industrial character, building types, and remnants of
rail and port facilities that reflect its historical use. As described in the Estuary Plan, this
waterfront District is “isolated from the surrounding urban community,” separated from
neighborhoods to the north by 1-880 and rail tracks. Neighborhoods to the west are clearly
established throughout the Jack London District (Waterfront Warehouse, Mixed Use
Loft/Industrial, Produce, etc.) and the cohesive Embarcadero Cove area (as defined in the Estuary
Policy Plan as east of the Ninth Avenue Terminal) of commercial-recreational and water-
dependent uses to the east.

However, to summarize from the discussion of the project’s consistency with Estuary Plan
policies (see Setting), Fifth Avenue Point is an integral part of the existing industrial,
manufacturing, and service-uses district that now surrounds it. One- to three-story warehouses
and buildings with a mix of work-live, office, manufacturing, service uses, and unpaved parking
areas line both sides of 5th Avenue to some extent. Except for an 18,000 square-foot outparcel
(industrial building), the project would develop new residential buildings (with ground-floor
waterfront retail/restaurant uses) on the easternmost edge of Fifth Avenue Point, between 5th
Avenue and Clinton Basin. This would involve the removal of two of three buildings east of 5th
Avenue (containing manufacturing uses), and although this would not divide the concentrated
core of uses within Fifth Avenue Point (which would remain intact west of 5th Avenue), it would
separate the community from the industrial/manufacturing district that currently surrounds it.
Implementation of the following mitigation measure would effectively reduce the potentially
significant impact of the project’s division of Fifth Avenue Point from its surroundings to less
than significant.

Mitigation Measure A.1: The project applicant shall incorporate into the project site plan
design elements that 1) address the relationship (setback, height and upper-story stepbacks,
etc.) of new buildings located adjacent to Fifth Avenue Point to minimize the physical
division of the outparcels from the existing Oak-to-Ninth District; 2) provide safe, direct,
and well-designed pedestrian and bicycle access between the outparcels and the new public
open spaces, trails, and marina uses on the project site; 3) provide appropriate landscaping
and/or other feature(s) to provide appropriate buffering between the outparcels and the
project site, where necessary and feasible. The proposed Planned Waterfront Zoning
District (PWD-1) standards discussed in Impact A.2 shall incorporate, as appropriate,
specific design standards to address the aforementioned elements in areas abutting Fifth
Avenue Point.
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Significance after Mitigation: Less than Significant.

Consistency with Plans, Policies, and Regulations (Pertaining to Physical
Environmental Effects)

Impact A.2: The project would not be consistent with the existing Estuary Policy Plan land
use classification and zoning districts for the project site. (Potentially Significant)

Plans and Policies

The detailed discussions of the project’s consistency with General Plan policies are provided in
the Setting section of this chapter (pursuant to CEQA Guidelines Section 15125(d)).

Conflicts with a General Plan or other relevant plans do not inherently result in a significant
effect on the environment within the context of CEQA. Section 15358(b) of the CEQA
Guidelines states that “effects analyzed under CEQA must be related to a physical change.”
Appendix G of the CEQA Guidelines (Environmental Checklist Form) makes explicit the focus
on physical environmental policies and plans, asking if the project would “conflict with any
applicable land use plan, policy, or regulation...adopted for the purpose of avoiding or mitigating
an environmental effect” (emphasis added). As such, the project’s conflict or inconsistency with a
policy could indicate that an environmental threshold has been exceeded. To the extent that the
project exceeds an environmental threshold and physical impacts may result from a policy
conflict or inconsistency, such physical impacts have been identified and fully analyzed in the
relevant topical sections of Chapter IV (i.e., cultural resources; air quality; noise; transportation,
circulation, and parking, etc.).

The Oakland General Plan contains many policies that in some cases address different or
competing goals. The Planning Commission and City Council, in deciding whether to approve the
project applications, must assess whether the project is consistent with the overall policies of the
General Plan and must balance competing General Plan goals and objectives as part of its
consideration. Additionally, the General Plan states that a specific project that does not meet all
General Plan goals, policies, and objectives does not inherently result in a significant effect on the
environment in the CEQA context (City of Oakland, 2005a).

Project’s Consistency with General Plan Policies

The project would be consistent with most of the applicable General Plan policies. However, the
project would potentially conflict with Historic Preservation Element (HPE) Policy 3.1 since the
project would substantially demolish the Ninth Avenue Terminal, a historic resource. This policy
conflict is integral to the assessment of cultural resources impacts and is discussed in EIR Section
IV.E, Cultural Resources.

Also, the project would potentially conflict with Noise Element Policy 1 since the project would
introduce residential and park uses to a noise environment considered “normally unacceptable” to
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“clearly unacceptable” for such uses. This policy conflict is integral to the assessment of outdoor
noise impacts and is discussed in EIR Section IV.G, Noise.

General Plan Use and Development Standards

The Planned Waterfront Development-1 (PWD-1) Estuary Plan land use classification does not
explicitly identify residential use as encouraged or envisioned for the Oak-to-Ninth District
(excluding work-live studios), despite the PWD-1"s provision of a maximum density (for
residential use) and the Estuary Plan’s overall objective to balance “residential [uses] — both
traditional and non-traditional (Objective LU-1).” Additionally, the project would develop
residential use at locations currently within the Parks, Open Space and Promenades (P) land use
classification, west of the Channel. Therefore the project’s proposal to develop residential use,
with regard to location, is not consistent with the Estuary Plan land use classifications.

Although some of the project’s buildings would contain residential uses with ground-floor
retail/commercial uses, the project is primarily residential. Also, the project sponsor proposes a
standard for maximum commercial space that could be developed on each project parcel
(restricted to ground-floor of residential buildings) as well as maximum building heights for each
project parcel. Together, these standards and limits would delineate the physical limits or “mass”
of each building on each project parcel. Therefore, the project sponsor’s proposed amendments to
the Estuary Plan prescribe maximum and minimum density, instead of FAR, to guide new
development throughout the project site. As shown in Table I1V.A-119, the project would result in
maximum densities of up to 160 units per net acre (compared to the maximum 40 units per net
acre currently permitted by the existing PWD-1 land use classification). A minimum of 273
square feet of site lot area per dwelling unit is proposed (compared to the existing 1,089 square
feet of site area per unit established by the existing PWD-1). The proposed maximum and
minimum densities exceed those currently allowed by the Estuary Plan and would result in higher
density development on the project site (presuming the existing PWD-1 land use classification
would be amended to explicitly permit residential use). Therefore, the proposed residential
density is not consistent with the existing development standards in the Estuary Plan.

Zoning Regulations

In an effort to provide a comprehensive and internally-consistent set of regulations that support
the project and the desired character of the Oak to Ninth Project site, the project sponsor seeks to
amend the Oakland Planning Code to add a new zoning district and associated regulations to be
known as the “Planned Waterfront Zoning District” (PWD-1). The Oakland General Plan and
Zoning Map would also require an amendment to conform to the PWD-1 District within the
geographic area of the project site.20 Table 1V.A-1 summarizes the draft PWD-1 Zone
Regulations, which include specific regulations to facilitate the development of an integrated

19 The project sponsor proposes a new zoning district referred to as “Planned Waterfront Zoning District (PWD-1)”
(see Table IV.A-1) and proposes amendments to the existing Planned Waterfront Development Estuary Plan land
use classification consistent with the standards prescribed in the proposed zoning district.

20 The PWD-1 Zoning District would not apply to the Fifth Avenue Point outparcels or the Oak-to-Ninth District
north of Embarcadero, neither of which are part of the project site.
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mixed-use community with both public and private open space.. The draft PWD-1 Zone
Regulations are proposed to establish the following:

(1) Land use regulations (setting forth the allowable and prohibited activities); Development
standards (establishing the minimum and maximum density levels, height restrictions,
requirements for building frontage, public open space (including extending the bay trail),
parking/loading, and signage);

(2) Design guidelines (defining design parameters such as architectural character, building
massing and articulation, exterior features, lighting, materials and colors, and landscape
areas); and

(3) Submittal and review procedures that must be satisfied (including submittal of preliminary
and final development plans and final design review) prior to development of a particular
development area.

The identified conflicts with existing land use policies would not in and of themselves directly
result in physical change in the environment that is not analyzed in this EIR. However,
inconsistencies with the Estuary Plan land use classification, development standards, and the
Zoning Regulations would constitute potential environmental change and result in physical
effects since these standards guide the type, amount, mass, location, and intensity of development
that could occur. Implementation of the following mitigation measures would eliminate these
potentially-significant impacts:

Mitigation Measure A.2a: The project sponsor shall apply for and obtain City approval for
a General Plan Amendment to the Planned Waterfront Development-1 land use
classification in the Estuary Policy Plan to 1) include residential as a permitted land use, 2)
incorporate the density, FAR, and the other land use and development standards (as
appropriate to include in the General Plan) outlined in the proposed Planned Water
Development-1 Zone, and 3) explicitly state the intended treatment of the Ninth Avenue
Terminal. If approved, the General Plan Amendment would eliminate the project’s
inconsistency with the Estuary Policy Plan.

Mitigation Measure A.2b: The project sponsor shall apply for and obtain City approval for
an amendment to the Oakland Planning Code to add the “Planned Waterfront Zoning
District” (PWD-1) and associated regulations, and to amend the Oakland General Plan and
Zoning Map to apply the PWD-1 Zone to the geographic area of the project site. The
project would be required to adhere to the PWD-1 Zone district regulations, development
standards, design guidelines, and other requirements, including allowable uses,
requirements for open space, streets, building heights, maximum densities, maximum
commercial space, and parking. If approved, the change in zoning from the existing
industrial (M-40 Zone) and special (S-2/S-4 Zone) districts to the PWD-1 Zone district
would eliminate the project’s inconsistencies with the existing zoning as well as any zoning
inconsistency with the General Plan.

Significant after Mitigation: Less than Significant
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TABLE IV.A-1
SUMMARY OF DEVELOPMENT STANDARDS

PLANNED WATERFRONT ZONING DISTRICT (PWD-1)

Development Parcels or Areas

Ninth
Standard Avenue A B C D E F G H J K L M N Total
Term.
Parcel Area (net acres) 2.74 1.53 1.48 1.46 1.2 1.49 2.72 2.08 1.84 2.23 1.45 2.65 2.41 25.28
Number of dwelling units @ 375 160 160 160 86 164 280 335 292 310 144 334 300 3100
Number dwelling units/net 137 105 108 110 72 110 103 161 159 139 99 126 124 | Average
acre 122.5
Non-residential square
feet 18,000 10,000 6,000 6,000 6,000 8,000 5,000 | 42,000 | 35,000 | 12,000 | 17,000 | 15,000 5,000 | 15,000 | 200,000
(commercial/civic)
Height Limit @ > . . . . . . ‘ . . . . . ‘
o ) 86-240' | 86-120' | 86-120' | 86-120' | 86-120' | 86-120' | 86-120' | 65-240' | 65-240' | 40-240' | 65-120' | 86-240' | 86-240
Minimum/Maximum >
Required off-street Parking
for residential uses ® 375 160 160 160 86 164 280 335 292 310 144 334 300 3100
(1 space/unit)
Required off-street parking
for commercial uses 400
(1 space/ 500 s.f.)
Required off-street parking
for marinas 34

(1 space / 5 boat slips

1) These are the estimated number of dwelling units that are likely to be constructed on each parcel. The number of dwelling units per parcel can increase or decrease provided
that the total number of dwelling units does not exceed 3,100 for the entire Oak to 9th Development Project and the average density does not exceed 122.5 dwelling units/net

acre.

2) Height Limits may vary within each parcel if there is more than one building constructed per parcel. Also if there is an exchange of density among parcels, the height of structures
can be increased as a result of the increased density, but the structures cannot exceed 120 feet. the heights of the 240-foot towers cannot be increased as a result of increased

density.

3) Areduction in parking may be permitted for certain types of housing projects, subject to certain requirements, as per sec. 17.116.110
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Land Use Compatibility / Change in Environment

Impact A.3: The project would introduce new land uses, residential densities, and large
building masses, forms, and significant height to the project site. The project may likely
increase noise, light and glare, and traffic, and that may reduce or eliminate existing views
from public vantage points. As a result, the project would result in a substantial change in
existing environment and existing land uses. (Potentially Significant)

The project would convert the existing mix of industrial, manufacturing, storage and boat-related
repair/service, wholesale and retail sales uses into a mixed-use neighborhood with residential,
commercial/retail, open space, and marina uses. Nearby land uses that would remain include The
Landing and Portobello residential developments, hotel and marina uses, and the manufacturing,
work-live, artisan studios, and service uses in Fifth Avenue Point. Although the proposed mixed-
neighborhood and other aspects of the project (removal of manufacturing and truck-related uses
in proximity to existing residential uses; introduction of new public open space; site remediation,
etc.) would likely alleviate certain land use conflicts that currently exist between the project site
and the immediately surrounding area, the higher-density development that is proposed would
represent a substantial change in environment and physical environmental impacts. To the extent
that the project may result in a physical change to the environment and result in significant
environmental effects, those effects have been identified and fully analyzed in relevant topical
sections of Chapter IV and reduced to less than significant, where feasible. These include
increased traffic; increased activity as a result of more population on the site; increased noise (due
to increased traffic); increased light and glare from interior and exterior lighting; decreased solar
access to adjacent work-live uses and some loss of existing views from public vantage points.

Regarding other aspects of land use compatibility, new land uses and physical development
would substantially change the character of the project area from existing conditions and those
envisioned in the Estuary Policy Plan. Compared to the Estuary Plan in particular, new buildings
would be developed in a more closely-configured pattern; Fifth Avenue Point would not be
integrated into the new land uses (notwithstanding Mitigation Measure A.1); new open space
areas would be more focused toward the waterfront than toward the Embarcadero (as shown in
Figure V-1 or Appendix F); land uses would include high-density residential with local
retail/commercial use; and the overall character of the site would be less oriented toward
community uses, except for the provision of public open space, marinas, and community uses in
the retained Ninth Avenue Terminal Bulkhead Building.

Implementation of the following mitigation measures would effectively reduce the potentially
significant impact of the project on land use compatibility on change in environment.

Mitigation Measure A.3a: The project sponsor shall implement all mitigation measures
identified throughout this EIR to address the significant physical impacts associated with
the environmental changes that would occur as a result of the project, reducing each impact
to less than significant, where feasible.
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Mitigation Measure A.3b: The project sponsor shall implement the specific regulations and
standards of the proposed Planned Waterfront Zoning District (consistent with Mitigation
Measures A.1 and A.2b), if approved. To specifically address the physical impacts resulting
from the change in land use and environment in proximity to Fifth Avenue Point and
adjacent residential development, the project shall adhere to the regulations and standards
for allowable uses, open space, streets, setbacks, building heights and upper-story
stepbacks, maximum densities, maximum commercial space, pedestrian and bicycle access,
and landscaping and buffering.

Implementation of Mitigation Measure A.3b would reduce some existing and future potential
land use compatibility impacts by restricting industrial and manufacturing uses; requiring
minimum public and private open space; establishing minimum building setbacks, heights,
landscaping, and buffering near residential and other sensitive uses; requiring upper-story
setbacks around Clinton Basin; limiting the number of residential units and commercial square
footage on each development parcel; requiring minimal “active” ground-floor building activities;
and limiting surface and visible ground-floor parking.

Significant after Mitigation: Less than Significant

Conflict with Habitat Conservation Plan / Natural Community Conservation
Plan

Impact A.4: The project would not conflict with an applicable habitat conservation plan or
natural community conservation plan. (Less than Significant)

The Clinton Basin Wetland Restoration and Enhancement Project, previously implemented by the
Port of Oakland, exists at the southwest edge of the mouth of Clinton Basin. As discussed in
detail in Section V.1, Biological Resources, construction activities required for the project may
adversely affect the restored area, a significant impact (Impact 1.2). Mitigation Measure 1.2b
(Wetland Avoidance) includes specific measures to reduce this potential impact to less than
significant. Also, as addressed in the discussion of the project’s consistency with Estuary Plan
Policies (see Setting), the project proposes shoreline improvements that would create new
vegetated shoreline embankments and marsh habitat along the project site, particularly west of
Clinton Basin.

Significant after Mitigation: Less than Significant

References — Land Use, Plans and Policies

Association of Bay Area Governments (ABAG), http://baytrail.abag.ca.gov/overview.html,
accessed June 7, 2005.
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1V. Environmental Setting, Impacts and Mitigation Measures

B. Transportation, Circulation, and Parking :

Setting

Existing Street and Highway System 2

The project study area is served by regional and local roadways, as described below.3

Regional Access

Interstate 880 (1-880) is an eight-lane freeway that runs in the north-south direction between 1-80
near the Bay Bridge and San Jose. Given the location of the project site, it is expected that much
of the project traffic would access the site from 1-880. Residents of this project could use 1-880 to
travel to/from eastern Alameda and Contra Costa County, San Francisco (via the Bay Bridge), the
Tri-Valley (via State Route 238 and 1-580), and the South Bay. Interchanges in the project study
area include the Broadway / Jackson Street and Oak Street ramps that connect to 5th and 6th
Street, and direct connections to the project site near 6th Avenue, 10th Avenue, and 16th Avenue.

Interstate 980 (1-980) is an east-west eight-lane freeway that connects State Route 24 to 1-580 and
1-880, with several interchanges in the City of Oakland (including at 11th Street and 12th Street).

Interstate 580 (1-580) is an eight-lane freeway that runs both north-south and east-west between
I-80 near the Bay Bridge and the Tri-Valley area, and north-south between 1-80 and Richmond.
The interchange in the study area is at Lakeshore Avenue.

State Route 260 (SR 260) is a six-lane freeway (three lanes in each directional tunnel) that
connects the cities of Alameda and Oakland through the Posey & Webster tubes. The Posey-
Webster Tubes are linked to the freeway via local surface streets in downtown Oakland, in
particular, Webster, Harrison, and 7th Streets.

The Alameda County Congestion Management Agency (ACCMA) conducts periodic monitoring
of the freeways and major roadways in Alameda County. Its latest report was released in
September 2004. The monitoring assesses existing operating conditions on freeway segments
through “floating car” travel time surveys during the PM peak hours, rather than analyzing
volume capacity, which is how future operating conditions are assessed. These travel time
surveys are also conducted on selected freeway segments during the AM peak hours. Based on
the results of these surveys, ACCMA assigns a Level of Service (LOS) grade (from LOS A to
LOS F) according to the 1985 Highway Capacity Manual (TRB, 1985). Any segment with an
average speed less than 30 miles per hour is assigned LOS F.

1 This EIR section was prepared on the basis of information and analysis findings contained a technical resource
document (Fehr & Peers Transportation Consultants, Oak to Ninth Project Final Traffic Study, August 26, 2005),
which was critically reviewed and amended, as appropriate, by the EIR consultant and City of Oakland staff.

2 For the purposes of this study, Interstate 880, Embarcadero, and other parallel roadways are assumed to be oriented
north-south. Other roadways, such as Harrison Street, Broadway, and 5" Avenue are assumed to be oriented
east-west.

3 A screening process, described on page 1V.B-6, was used to identify a project study area that adequately covers the
potential project-generated traffic impacts.
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The travel time surveys concluded that 15 freeway segments within Alameda County operated at
LOS F during the PM peak hours. Of the 15 deficient freeway segments, the following six were
located in the City of Oakland:

" I-80 Westbound: Toll Plaza to San Francisco County Line

" 1-80 Westbound: 1-580 Split to the Toll Plaza 4

" I-580 Eastbound: Harrison Street to State Route 13 (SR 13)

" 1-880 Southbound: 1-980 to 23rd Avenue

" SR 13 Northbound: Moraga Avenue to Hiller Drive

" SR 13/SR 24 Interchange: freeway-to-freeway ramp from SR 13 Northbound to SR 24
Eastbound *

The ACCMA also monitors some regional roadways during the AM peak hours (though not to
determine CMP conformity findings), and the following three freeway segments in the City of
Oakland were identified in the 2004 LOS monitoring study as operating at LOS F during the AM
peak hours:

" I-80 Westbound: Toll Plaza to San Francisco County Line
" 1-80 Westbound: 1-580 Split to the Toll Plaza
" 1-880 Northbound: 1-980 to 1-880/1-80 Merge

Local Access

Key local roadways that provide access to the project site are described below.

Embarcadero, which fronts on the project site, runs in the north-south direction along the
Oakland Inner Harbor waterway. It is generally a two-lane surface street, with several four-lane
segments. Along the project site frontage, the roadway is currently two lanes. It is the primary
access route to Jack London Square and the Oakland/Alameda Ferry, and is a possible access
route to downtown Oakland. South of Oak Street, Embarcadero is a signed bike route.

5th Avenue is a roadway that would likely serve as a primary project access route. It is striped for
two lanes, but the pavement is wide enough to be a four-lane roadway (vehicles have been
observed traveling past other vehicles waiting to make a left turn at an intersection. 5th Avenue
intersects 7th Street, 12th Street, International Boulevard, and Foothill Boulevard, and extends
eastward from the project site past Embarcadero while extending through the project study area
past Foothill Boulevard.

14th Avenue is an east-west four-lane roadway extends from 8th Street, north of 1-880 to 1-580,
and intersects with East 12th Street, International Boulevard, and Foothill Boulevard. 23rd
Avenue parallels 14th Avenue and intersects with East 12th Street north of 1-880 and extends to
I-580, connecting to East 12th Street, International Boulevard, and Foothill Boulevard.

Lakeshore Avenue runs along the south side of Lake Merritt and extends from International
Boulevard to east of 1-580. The roadway has four travel lanes (two in each direction). 1st Avenue

4 This roadway segment operated at LOS F during the 1991 CMP baseline year, and is therefore “grandfathered”
from CMP requirements for preparation of a deficiency plan. See Appendix C for more information.
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is an east-west roadway that parallels Lakeshore Avenue east of Lake Merritt. It extends from
12th Street to Foothill Boulevard and connects with Lakeshore Avenue north of Foothill
Boulevard.

Grand Avenue/West Grand Avenue is a four-lane roadway extending from 1-580 to Lake Merritt
and then through downtown to the Oakland Army Base.

Foothill Boulevard begins at the intersection with MacArthur Boulevard at 73rd Avenue and
continues north until it intersects with the south bank of Lake Merritt. It is one-way and provides
two lanes in the northbound direction from 14th Avenue to Lake Merritt, and is bidirectional with
two lanes in each direction between 14th Avenue to MacArthur/73rd..

12th Street is a three-lane one-way street in the northbound direction in the downtown area. Just
east of Lake Merritt, it becomes a four-lane bidirectional street. East 18th Street begins at
Lakeshore Avenue on the southeast bank of Lake Merritt as a bidirectional street with four lanes;
it terminates at 14th Avenue.

7th Street is a one-way street with three travel lanes in the southbound direction, north of Oak
Street. It joins with 8th Street to become a bidirectional street east of Oak Street. 8th Street is a
discontinuous street; with three one-way travel lanes in the northbound direction north of Oak
Street, becoming a bidirectional street as a continuation of 7th Street at 5th Avenue.

Other local streets near the proposed project include 5th Street, 6th Street, Broadway, Webster
Street, Harrison Street, Jackson Street, Madison Street, and Oak Street in downtown Oakland.

5th and 6th Streets are a one-way couplet adjacent to 1-880, merging onto the freeway near Laney
College. Broadway begins west of Embarcadero and extends east through the City of Oakland; it
also serves as a major transit corridor for AC Transit buses. Webster Street runs parallel to
Broadway and connects the City of Oakland with the City of Alameda through the Webster Tube.
Harrison Street parallels Webster Street and connects the City of Alameda to the City of Oakland
through the Posey Tube. Jackson Street runs between Lake Merritt and the Jack London District
through Chinatown, terminating at the Amtrak station platform; the southbound off-ramp from
1-980 and northbound on-ramp to 1-880 and 1-980 meet Jackson Street at 5th and 6th Streets,
respectively. Madison Street extends eastward from Embarcadero to Lakeside Drive through the
eastern downtown area. Oak Street is an east-west roadway extending from Embarcadero to Lake
Merritt; the intersections of Oak Street at 5th and 6th Streets provide access for 1-880
(southbound on-ramp at 5th Street, and northbound off-ramp at 6th Street).

Existing Traffic Conditions

The traffic conditions in urban areas are affected more by the operations at the intersections than
by the capacities of the local streets because traffic control devices (signals and stop signs) at
intersections control the capacity of the street segments. The operations are measured in terms of
a grading system called Level of Service (LOS), which is based on average vehicle delay
experienced at the intersections. That delay is a function of the signal timing, intersection lane
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widths and configuration, hourly traffic volumes, pedestrian volumes, and parking and bus
conflicts. Recent AM and PM peak-hour traffic counts conducted in May and June 2004 were
used for the analysis. Data concerning the existing intersection configurations and control were
collected in the field. Existing traffic signal timing data was collected for all of the signalized
study intersections (44 of the total 52) from the City of Oakland Public Works Agency and other
agencies, and then compared against the actual conditions at each study intersection to verify
accuracy.

Level of Service Analysis Methodologies

As described above, the operation of a local roadway network is commonly measured and
described using an LOS grading system, which qualitatively characterizes traffic conditions
associated with varying levels of vehicle traffic, ranging from LOS A (indicating free-flow traffic
conditions with little or no delay experienced by motorists) to LOS F (indicating congested
conditions where traffic flows exceed design capacity and result in long queues and delays). This
LOS grading system applies to both signalized and unsignalized intersections. LOS A, B, and C
are generally considered satisfactory service levels, while the influence of congestion becomes
more noticeable (though still considered acceptable) at LOS D. LOS E and F are generally
considered to be unacceptable, though some jurisdictions (like the City of Oakland) consider
LOS E to be acceptable in certain areas (like a downtown central business district) in recognition
of the positive effect of traffic congestion in promoting the use of transit or other methods of
travel.>

Signalized Intersections

At the signalized study intersections, traffic conditions were evaluated using the 2000 Highway
Capacity Manual operations methodology (TRB, 2000). The operation analysis uses various
intersection characteristics (e.g., traffic volumes, lane geometry, and signal phasing/timing) to
estimate the average control delay experienced by motorists traveling through an intersection.®
Table 1V.B-1 summarizes the relationship between control delay and LOS.

Unsignalized Intersections

For the unsignalized (all-way stop-controlled and side-street stop-controlled) study intersections,
traffic conditions were evaluated using the 2000 Highway Capacity Manual (HCM) operations
methodology. With this methodology, the LOS is related to the total delay per vehicle for the
intersection as a whole (for all-way stop-controlled intersections), and for each stop-controlled
movement or approach only (for side-street stop-controlled intersections). Total delay is defined

5 City of Oakland, General Plan Land Use and Transportation Element, Policy T3.3 (Allowing Congestion
Downtown).

Control delay, which is the portion of total delay attributed to traffic signal operation for signalized intersections,
includes initial deceleration delay, queue move-up time, stopped delay, and final acceleration delay. The use of
control delay as the basis for defining LOS differs from earlier versions of the Highway Capacity Manual
methodology, which used “stopped delay” (i.e., a portion of the total control delay) to define LOS.
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Unsignalized Intersections

Description

Average Total
Vehicle Delay
(Seconds)

Level
of
Service
Grade

Signalized Intersections

Average Control
Vehicle Delay
(Seconds)

Description

No delay for stop-
controlled approaches.

Operations with
minor delay.

Operations with
moderate delays.

Operations with
increasingly
unacceptable delays.

Operations with
high delays, and
long queues.

Operations with
extreme congestion,
and with very high
delays and long
queues unacceptable
to most drivers.

<10.0

>10.0 and <15.0

>15.0 and <25.0

>25.0 and <35.0

>35.0 and <50.0

>50.0

A

<10.0

>10.0 and <20.0

>20.0 and <35.0

>35.0 and <55.0

>55.0 and <80.0

>80.0

Free Flow or Insignificant Delays:
Operations with very low delay, when signal
progression is extremely favorable and most
vehicles arrive during the green light phase.
Most vehicles do not stop at all.

Stable Operation or Minimal Delays:
Generally occurs with good signal
progression and/or short cycle lengths. More
vehicles stop than with LOS A, causing higher
levels of average delay. An occasional
approach phase is fully utilized.

Stable Operation or Acceptable Delays:
Higher delays resulting from fair signal
progression and/or longer cycle lengths.
Drivers begin having to wait through more than
one red light. Most drivers feel somewhat
restricted.

Approaching Unstable or Tolerable Delays:
Influence of congestion becomes more
noticeable. Longer delays result from
unfavorable signal progression, long cycle
lengths, or high volume to capacity ratios.
Many vehicles stop. Drivers may have to wait
through more than one red light. Queues may
develop, but dissipate rapidly, without
excessive delays.

Unstable Operation or Significant Delays:
Considered to be the limit of acceptable
delay. High delays indicate poor signal
progression, long cycle lengths and high
volume to capacity ratios. Individual cycle
failures are frequent occurrences. Vehicles
may wait through several signal cycles. Long
queues form upstream from intersection.

Forced Flow or Excessive Delays:

Occurs with oversaturation when flows
exceed the intersection capacity. Represents
jammed conditions. Many cycle failures.
Queues may block upstream intersections.

SOURCE: Transportation Research Board, Special Report 209, Highway Capacity Manual, updated 2000.
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as the total elapsed time from when a vehicle stops at the end of the queue until the vehicle
departs from the stop line. This time includes the time required for a vehicle to travel from the
last-in-queue position to the first-in-queue position. Table 1V.B-1 summarizes the relationship
between delay and LOS.

Existing Traffic Operating Conditions

Analysis of peak-hour traffic conditions was conducted at 52 intersections in the project vicinity
(listed below and shown in Figure 1V.B-1).

1. Atlantic and Webster Street (Alameda) 27. West Grand Avenue and Harrison Street
2. Atlantic and Constitution Way (Alameda)  28. 10th Street and Oak Street

3. Embarcadero and Broadway 29. 1st Avenue and International Boulevard
4. Embarcadero and Oak Street 30. Lakeshore Avenue and Foothill Boulevard
5. 5th Street and Broadway 31. Lakeshore Avenue and East 18th Street

6. 5th Street and Webster Street 32. Lakeshore Avenue and Hanover Avenue
7. 5th Street and Jackson Street 33. Lakeshore Avenue and Brooklyn Avenue
8. 5th Street and Madison Street 34. Lakeshore Avenue and MacArthur Blvd.
9. b5th Street and Oak Street 35. Lakeshore Avenue and Lake Park Avenue
10. 6th Street and Broadway 36. Embarcadero and 5th Avenue

11. 6th Street and Webster Street 37. Embarcadero and 1-880 NB Off-Ramp
12. 6th Street and Jackson Street 38. Embarcadero and 1-880 SB On-Ramp

13. 7th Street and Market Street 39. Embarcadero and 1-880 SB Off-Ramp

14. 7th Street and Broadway 40. 5th Avenue and 7th/8th Streets

15. 7th Street and Webster Street 41. 14th Avenue and 7th St./12th St. (SB)

16. 7th Street and Jackson Street 42. 14th Avenue and East 12th Street (NB)
17. Tth Street and Madison Street 43. East 12th Street and 23rd Avenue

18. 7th Street and Oak Street 44, East 12th Street and 5th Avenue

19. 8th Street and Market Street 45. International Boulevard and 14th Avenue
20. 8th Street and Broadway 46. International Boulevard and 23rd Avenue
21. 8th Street and Webster Street 47. International Boulevard and 5th Avenue
22. 8th Street and Jackson Street 48. Foothill Boulevard and 5th Avenue

23. 8th Street and Madison Street 49. Foothill Boulevard and 14th Avenue (WB)
24, 8th Street and Oak Street 50. Foothill Boulevard and 14th Avenue (EB)
25. West Grand Avenue and Market Street 51. Foothill Boulevard and 23rd Avenue

26. West Grand Avenue and Broadway 52. 16th Street and 23rd Avenue

These intersections were selected because they represent locations along major routes to and from
the project site. A screening process, based on the travel patterns from the regional travel demand
model, was used to identify the analysis intersections. The trip distribution patterns used to
establish the general flow of project traffic through the surrounding intersections were generated
by comparing a “without project” baseline forecast to a project forecast. This screening process
was used to identify a project study area that adequately covers the potential project-generated
traffic impacts. Travel time surveys were conducted to fine-tune the selection process. Study
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1IV. Environmental Setting, Impacts and Mitigation Measures
B. Transportation, Circulation, and Parking

intersections #41 and #42, as well as #49 and #50, were analyzed as separate locations because of
the intersection configuration at 14th Avenue / East 12th Street, and Foothill Boulevard / 14th
Avenue, respectively.

The existing AM and PM peak-hour intersection LOS and delays are summarized in Table I1V.B-2;
the existing peak-hour traffic volumes, and lane configurations are shown in Appendix C. Most
intersections in the project area operate with minimal average delay (i.e., at LOS C or better). The
following intersections, however, operate at LOS E or F during the peak traffic hours:

5. 5th Street & Broadway (and 1-880 Eastbound On-Ramp) - LOS F, PM Peak Hour
21. 8th Street & Webster Street — LOS E, PM Peak Hour

34. Lakeshore Avenue & MacArthur Boulevard - LOS E, PM Peak Hour

36. Embarcadero & 5th Avenue - LOS F, AM & PM Peak Hour

Field observations of existing intersection operations support the analysis conclusions that
intersections #5, #34, and #36 are performing at unacceptable levels, and that while 8th and
Webster Streets is operating acceptably (per City standards for downtown intersections),
conditions are constrained (at minimally acceptable LOS E) during the PM peak hour. Field
observations and the results of previous studies verified that the LOS F assigned to the 5th Street /
Broadway / 1-880 Eastbound On-Ramp intersection during the PM peak hour is valid. The traffic
analysis for the Jack London Square Redevelopment EIR concluded that this intersection was
operating at LOS F in the existing conditions analysis (City of Oakland, 2004). Subsequent field
visits for this EIR analysis confirmed that the main factor contributing to deficient operations at
this location is the volume on 5th Street, which accumulates prior to entering the Webster Tube.

A field visit also validated that the intersection of Lakeshore Avenue / MacArthur Boulevard
operates deficiently. The poor conditions at this intersection can be attributed to the proximity of
the adjacent intersections and the limitations imposed by the 1-580 structure. One main factor that
impedes operation of this intersection is the inability of vehicles to turn left from MacArthur onto
Lakeshore Avenue traveling eastbound from the City of Oakland. There is only enough storage
for four or five vehicles in this eastbound left-turn lane at the Lakeshore Avenue / Lake Park
intersection. When this left-turn movement backs up, vehicles are unable to turn left from
MacArthur Boulevard onto Lakeshore Avenue. Sometimes, queuing extends back through the
intersection and blocks the left-turn lanes on MacArthur Boulevard. These conditions were
verified and documented on a videotape of the intersection operation filmed in January 2005.

The Embarcadero/5th Avenue intersection operates under stop sign control on three approaches;
vehicles traveling northbound and southbound on Embarcadero are required to stop, while those
traveling westbound towards the water along 5th Avenue do not. The heavy eastbound traffic
flow (about 500 vehicles during each peak hour) is forced to stop and can often experience long
delays.

Under optimum conditions, the intersection of Jackson/6th Streets operates at LOS C or better
during the peak traffic hours. However, there are a number of factors that impede the flow of
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TABLE IV.B-2
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EXISTING INTERSECTION LEVEL OF SERVICE (LOS) AND DELAY (seconds/vehicle)

Existing AM Existing PM
No. Intersection Traffic Control LOS Delay LOS Delay
#1 Atlantic & Webster (Alameda) Signal C 28.2 C 30.2
#2 Atlantic & Constitution (Alameda) Signal C 27.9 C 27.0
#3 Embarcadero & Broadway All-Way Stop A 8.0 A 9.5
#4 Embarcadero & Oak Street Side Street Stop B 13.3 C 16.0
#5 5th Street & Broadway Signal C 30.2 F *a
#6 5th Street & Webster Street Side Street Stop A 9.4 A 9.3
#7 5th Street & Jackson Street Signal B 11.1 B 10.3
#8 5th Street & Madison Street Signal A 8.2 B 10.7
#9 5th Street & Oak Street Signal B 12.4 B 125
#10 6th Street & Broadway Signal C 22.2 B 19.8
#11 6th Street & Webster Street Side Street Stop A 9.5 A 9.2
#12 6th Street & Jackson Street Signal C *D C *D
#13 7th Street & Market Street Signal B 12.0 B 12.3
#14 7th Street & Broadway Signal B 12.8 B 16.6
#15 7th Street & Webster Street Signal A 8.7 B 114
#16 7th Street & Jackson Street Signal B 11.0 B 11.9
#17 7th Street & Madison Street Signal B 12.9 B 14.3
#18 7th Street & Oak Street Signal B 125 B 14.0
#19 8th Street & Market Street Signal A 9.1 B 10.9
#20 8th Street & Broadway Signal B 114 B 11.8
#21 8th Street & Webster Street Signal C 28.1 E *D
#22 8th Street & Jackson Street Signal B 16.5 B 14.2
#23 8th Street & Madison Street Signal A 8.9 A 9.4
#24 8th Street & Oak Street Signal B 16.6 B 16.0
#25 West Grand Avenue & Market Street Signal B 12.9 B 14.7
#26 West Grand Avenue & Broadway Signal B 155 B 17.4
#27 West Grand Avenue & Harrison Street Signal C 31.2 C 29.2
#28 10th Street & Oak Street Signal A 9.4 A 9.6
#29 1st Avenue & International Boulevard Signal B 16.9 B 13.4
#30 Lakeshore Avenue & Foothill Blvd Signal C 25.5 B 12.9
#31 Lakeshore Avenue & East 18th Street Signal B 135 C 27.5
#32 Lakeshore Avenue & Hanover Ave. Signal A 7.0 A 6.1
#33 Lakeshore Avenue & Brooklyn Ave. Signal A 7.0 A 5.8
#34 Lakeshore Avenue & MacArthur Blvd Signal C 23.6 E 66.9
#35 Lakeshore Avenue & Lake Park Ave. Signal D 35.2 D 35.5
#36 Embarcadero & 5th Avenue Side Street Stop F 54.0 F >70
#37 Embarcadero & 1-880 NB Off-Ramp Side Street Stop B 12.3 B 14.2
#38 Embarcadero & 1-880 SB On-Ramp All-Way Stop B 10.3 B 135
#39 Embarcadero & 1-880 SB Off-Ramp Side Street Stop B 12.9 B 11.7

(Continued)
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TABLE IV.B-2 (continued)
EXISTING INTERSECTION LEVEL OF SERVICE (LOS) AND DELAY (seconds/vehicle)

Existing AM Existing PM
No. Intersection Traffic Control LOS Delay LOS Delay
#40 5th Avenue & 7th/8th Streets Signal B 13.0 B 13.1
#41 14th Avenue & 7th St./12th St. (SB) Signal C 22.4 C 24.6
#42 14th Avenue & East 12th St. (NB) Signal B 12.3 B 10.1
#43 East 12th Street & 23rd Avenue Signal B 12.9 B 12.3
#44 East 12th Street & 5th Avenue Signal B 12.9 B 13.9
#45 International Boulevard & 14th Ave. Signal B 11.3 B 12.9
#46 International Boulevard & 23rd Ave. Signal B 12.4 B 11.7
#47 International Boulevard & 5th Ave. Signal B 134 B 12.8
#48 Foothill Boulevard & 5th Avenue Signal B 11.2 B 16.1
#49 Foothill Boulevard & 14th Ave. (WB) Signal B 19.7 B 17.0
#50 Foothill Boulevard & 14th Ave. (EB) Signal C 23.9 C 22.0
#51 Foothill Boulevard & 23rd Avenue Signal B 16.8 B 13.2
#52 16th Street & 23rd Avenue Signal B 15.8 C 33.7

2 See text on page IV.B-8 about how field observations show substantially worse LOS than calculated LOS under existing conditions.
b See text below about how field observations show worse LOS than calculated LOS under existing conditions.

Note:  The LOS/Delay for Side-Street Stop-Control (SSSC) intersections represent the worst movement or approach; for Signalized and
All-Way Stop-Control (AWSC) the LOS/Delay represent overall intersection.

SOURCE: Fehr & Peers Transportation Consultants

traffic through this intersection, most notably backups on the on-ramp caused by congestion on
1-880 (which slows drivers from merging onto the freeway), but also congestion at adjacent
intersections and inadequate storage for queued vehicles at the signal. Field observations during
the peak traffic hours indicate that there are periods when drivers experience appreciable delays
getting onto the on-ramp and the freeway. However, over the course of the full analysis hour, the
creation and dissipation of delays results in the two-lane on-ramp generally having enough
capacity to accommodate vehicles through the intersection at an acceptable level of service. On
balance, the intersection of 6th and Jackson Streets is judged to currently operate no better than
LOS C during the peak traffic hours.

Field observations of the Webster/8th intersection indicate that drivers experience delays and
congestion, which is worse during the weekday PM peak hour. Major factors contributing to this
congestion include parking activities on both sides of the roadway, imbalanced lane utilizations,
and traffic signal phasing that includes a pedestrian “scramble phase” (during which drivers on all
intersection approaches have to stop at a Red traffic light, and pedestrians may cross the streets in
any direction without coming into conflict with vehicles), which reduces the Green time available
for vehicles. On the basis of these field observations and analysis for the “Revive Chinatown”
Community Transportation Plan, the intersection of 8th and Webster Streets is judged to currently
operate at LOS E during the PM peak hour.
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Transit Services

The transit services in the project vicinity include options such as AC Transit bus service, BART
and Amtrak trains, and water transportation. Most of the transit services are concentrated along
the Broadway corridor and in Jack London Square. Each of these services is described below.

Bus Service (AC Transit)

Local bus service in the study area is provided by AC Transit. While no routes directly serve the
site, many pass in general proximity. The bus stops nearest to the site are located at the Lake
Merritt BART station (about one mile away), and the Jack London Square Amtrak station (about
0.75 mile away). Line 11 - Harrison runs from 6:00 AM to 7:00 PM on weekdays, and 7:00 AM
to 7:00 PM on weekends. The route runs from Fruitvale Avenue/Montana Street to Westlake
Junior High School, with a stop at the Lake Merritt BART station. During the week, headways
range from 20 to 30 minutes; weekend service headways are one hour. Line 59 & 59A - Piedmont
Avenue connects the Lake Merritt and Rockridge BART stations. It runs from 6:00 AM to

7:00 PM on weekdays, and 8:00 AM to 7:00 PM on weekends, with one-hour headways every
day. Line 62 - San Antonio runs between the West Oakland and Fruitvale BART stations. On both
weekdays and weekends it runs from 6:00 AM to 12:30 AM on 30-minute headways. Lines 72 -
San Pablo Avenue and 72M - Macdonald between the Amtrak station and the cities of San Pablo
and Richmond, stopping at the EI Cerrito Plaza and Richmond BART stations, as well as Contra
Costa College. They run 24 hours daily, with 15- to 30-minute headways. Line 88 - Market runs
between the Lake Merritt and North Berkeley BART stations. It runs daily from 5:30 AM to
12:30 AM, on 20-minute headways.

Rail Service (BART and Amtrak)

No rail transit service directly connects with the project site. Bay Area Rapid Transit (BART)
trains provide regional transit connections throughout the East Bay and across the bay to San
Francisco and beyond, but do not serve the project site directly. The closest BART station is Lake
Merritt, about one mile away, which is served by the Richmond, Fremont, and Dublin/Pleasanton
lines.

Amtrak provides passenger rail service at the Jack London Square station. This station is about
0.75 mile west of the project site. Several lines use this station, including the Capital Corridor (to
Reno, Nevada, via Sacramento), the San Joaquin (to Bakersfield via Fresno), and the Coast
Starlight (between Seattle and Los Angeles).

Ferry Service

Ferry service is available from Jack London Square to Alameda, Angel Island, SBC Park, and
San Francisco. The trip time to the San Francisco Ferry Building is 30 minutes; the trip time to
San Francisco’s Pier 41 is 45 minutes. Weekday service is provided by the City of Alameda/Port
of Oakland and the Blue and Gold Fleet from 6:00 AM until 9:00 PM, with headways as low as
25 to 30 minutes during peak hours.
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Bicycle / Pedestrian Network

Limited bicycle and pedestrian facilities are provided at the project site. Embarcadero is
designated as a Class Il facility along the project frontage.” Given the current industrial
orientation of the project site, no sidewalks are provided on-site.

Within the general project area, some bicycle and pedestrian facilities are provided. These
facilities were identified on the City of Oakland’s Bicycle Map and verified through a field
review, which included a bicycle tour of the project study area. Many of the study area roadways
provide sidewalks on both sides. Some of the bicycle facilities include the following:

" The Bay Trail, which currently extends from Jack London Square to the Estuary Park along
2nd Street

. A Class | facility that extends from the Merritt Channel to 10th Street

" Lakeshore Avenue, which is a designated Class 11 facility

. Grand Avenue from Lake Merritt, which is a designated Class Il facility

" Embarcadero, which is a designated Class Il facility extending from Oak Street past the
Coast Guard Island Bridge

. A Class | facility extending from Alice Street to Estuary Park along the waterfront

" Broadway, which is a designated bicycle route. From West MacArthur to 23rd Street, this
is a Class Il facility, and from 23rd Street to 2nd Street, it is a Class 11 facility

Transportation, Circulation, and Parking Impacts Discussion

Approach to Analysis

The transportation analysis was conducted for typical weekday AM and PM peak commute hour
conditions at local intersections and on the regional roadway facilities. Those time periods are the
most relevant for this analysis because traffic volumes are generally the highest during those
periods, and therefore, traffic and circulation conditions during the weekday morning and evening
commute hours are considered the most critical to evaluate in determining potentially significant
impacts. In addition, standard traffic analytical tools focus on the weekday peak hours or
multiple-hour peak periods. Localized peaks may occur during other periods of the day or on the
weekends depending upon the adjacent land uses, such as schools or entertainment uses, but those
instances do not represent the best overall condition against which to judge potential impacts
associated with the proposed project. The same reasoning applies to analysis of transit impacts,
which were likewise judged in the context of average weekday peak-hour conditions.

As described in Chapter I11 (Project Description), the proposed project would be developed in
four major phases over a period of approximately 11 years. The first phase (Interim) is assumed
to complete construction of parcels A, B, C, F, and G. Based on the construction schedule, only
parcels A, F, and G are likely to be constructed by 2010, but this analysis presents a conservative
view of the 2010 traffic conditions by assuming that the Interim project would include the first

7 Class 1l Bicycle Lanes provide a dedicated area for bicyclists within the paved street width through the use of
striping and appropriate signage; these facilities are typically 4 to 6 feet wide. Other bicycle classes are Class |
Bicycle Paths (located off-street), and Class Il Bicycle Routes (found along streets that do not provide sufficient
width for dedicated bicycle lanes, with signs informing drivers to expect bicyclists).
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five parcels that could be developed. The construction of the remaining parcels, including the
marina, will likely occur prior to 2025. The 2010 horizon year was used for the short-term
condition, and 2025 horizon year was used for the cumulative conditions, which is consistent with
the horizon years of the ACCMA Countywide Travel Demand Forecasting Model at the time this
analysis was prepared. The 2025 cumulative conditions examine both the total project impacts
and the cumulative effect of the whole project with other future development. For the intersection
analysis, the following conditions were assessed:

Existing

2010 Short-term (Existing plus Approved Developments) without Project
2010 Short-term plus Phase 1 (Interim Project) project

2025 Cumulative without Project

2025 Cumulative with Project Buildout

This analysis approach provides a conservative assessment of impacts because as traffic increases
year by year (tied to projected development), the baseline conditions (traffic volumes / levels of
service) against which project impacts are judged worsen. If project buildout were to occur before
2025, traffic conditions (and project impacts) would be no worse than those presented in the EIR
for 2025.

Significance Criteria

Intersection Peak-Hour Level of Service

The project would have a significant effect at analysis intersections if it would cause an increase
in traffic that is substantial in relation to the baseline traffic load and capacity of the street system
(i.e., result in a substantial increase in either the volume-to-capacity ratio on roads, or delay
[congestion] at intersections), or change the condition of an existing street (i.e., street closures,
changing direction of travel) in a manner that would have a substantial impact on access or traffic
load and capacity of the street system. Specifically, the project would have a significant impact if
it would:

. Cause the baseline level of service (LOS)® to degrade to worse than LOS D (i.e., LOS E
or F) at a signalized intersection that is located outside the Downtown? area;

° Cause the total intersection average vehicle delay to increase by four or more seconds, or
degrade to worse than LOS E (i.e., LOS F) at a signalized intersection outside the
Downtown area where the baseline level of service is LOS E;

° Cause the baseline LOS to degrade to worse than LOS E (i.e., LOS F) at a signalized
intersection that is located within the Downtown area;

8 LOSand delay are based on the 2000 Highway Capacity Manual, Transportation Research Board, National
Research Council, 2000.

9 Downtown is defined in the Land Use Transportation Element of the General Plan (page 67) as the area generally
bound by West Grand Avenue to the north, Lake Merritt and Channel Park to the east, the Oakland estuary to the
south and 1-980/Brush Street to the west. Thus, 29 of the analysis intersections are located outside the Downtown
area, and the other 23 analysis intersections are located within the Downtown area.
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o Cause an increase in the average vehicle delay for any of the critical movements of six
seconds or more, or degrade to worse than LOS E (i.e., LOS F) at a signalized intersection
for all areas where the baseline level of service is LOS E;

o At a signalized intersection for all areas where the baseline level of service is LOS F,
cause:

(@) The total intersection average vehicle delay to increase by two or more seconds,

(b)  Anincrease in average vehicle delay for any of the critical movements of four
seconds or more, or

() Anincrease in the volume-to-capacity (“v/c”) ratio that exceeds three percent (but
only if the delay values cannot be measured accurately);

. Add ten or more vehicles, and after project completion satisfy the Caltrans peak-hour
volume warrant at an unsignalized intersection for all areas;

o Make a considerable contribution to cumulative impacts at intersections for all areas (the
City of Oakland considers a project’s contribution to cumulative impacts to be
“considerable” when the project contributes five percent10 or more of the cumulative traffic
increase as measured by the difference between existing and cumulative [with project]
conditions).

Roadway Segments

The project would have a significant effect on regional roadways if it would cause a roadway
segment on the Metropolitan Transportation System to operate at LOS F or increase the v/c ratio
by more than three percent for a roadway segment that would operate at LOS F without the
project.1l The roadway analysis uses the 2010 and 2025 baseline forecasts from the ACCMA
Countywide Travel Demand Forecasting Model, which capture the cumulative effects of future
growth on the regional roadways.

Transit

The project would have a significant effect on transit services if it would generate added transit
ridership that would:

. Increase the average ridership on AC Transit lines by three percent at bus stops where the
average load factor with the project in place would exceed 125 percent over a peak
30-minute period;

. Increase the peak-hour average ridership on BART by three percent where the passenger
volume would exceed the standing capacity of BART trains; or

. Increase the peak-hour average ridership at a BART station by three percent where average
waiting time at fare gates would exceed one minute.

10 The five-percent threshold is based on the fact that day-to-day traffic volumes can fluctuate by as much as ten
percent, and therefore a variation of five percent is unlikely to be perceptible to the average motorist.

11 Los and delay are based on the Highway Capacity Manual, Transportation Research Board, National Research
Council, 1985, as required by the Alameda County CMA.
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Site Access and Circulation

The project would have a significant effect on the site access and circulation if it would increase
traffic hazards to motor vehicles, bicycles, or pedestrians due to a design feature (e.g., sharp
curves or dangerous intersections) that does not comply with Caltrans design standards (as
defined by the latest edition of the Caltrans Highway Design Manual), or due to incompatible
uses. For the purposes of this study, when Caltrans design standards were unavailable or unclear,
then other documents, such as A Policy on Geometric Design of Highways and Streets, the
Manual of Uniform Traffic Control Devices (MUTCD), and other design manuals, were used
(AASHTO, 2001; FHWA, 2000).

In addition, the project would have a significant effect if the design of the project contains fewer
than two emergency access routes for streets exceeding 600 feet in length. This criterion
identifies roadways that are long cul-de-sacs as difficult for emergency vehicles to access,
because if only one access point exists for a roadway, then an emergency vehicle’s access to
adjacent properties could potentially be obstructed and no alternate routes would be available.

Pedestrian Safety

The project would have a significant effect on pedestrian safety if it would substantially increase
traffic hazards to pedestrians due to introduction of incompatible uses or to a design feature
(e.g., sharp curves or dangerous intersections) that does not comply with Caltrans design
standards.

Other Considerations

The project would have a significant effect on the environment if it would fundamentally conflict
with adopted policies, plans, or programs supporting alternative transportation (e.g., bus turnouts,
bicycle racks).

Construction Period

The project would have a significant, though temporary, effect on the environment if it would
result in interim significant impacts based on the criteria above during the construction period.
For purposes of this analysis, the potential impacts resulting from phasing and staging of project
construction, and cumulative construction, have been assessed.

Local Plans and Policies

Oakland General Plan policies and other applicable plans and policies that pertain to the topics
addressed in this section, and that apply to the project, are listed in Appendix F. Key policies are
identified and discussed in Section IV.A, Land Use, Plans, and Policies. General Plan policies
that are also significance criteria or contain a regulatory threshold, which the project must meet,
are addressed in this section.
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Planned Roadway Improvements

A review of the available information indicates that numerous improvements are planned for all
transportation modes in the study area, as described below. However, few of these improvements
have finalized design plans and are fully funded. Improvements lacking final design and full
funding are not available to mitigate any deficient conditions in either the No Project or With
Project condition.

Freeway Improvements

I-880 Seismic Retrofit

As part of a comprehensive statewide program, the California Department of Transportation
(Caltrans) is improving the seismic safety of various transportation facilities to limit damage
during a major earthquake. One facility that has been selected for seismic upgrades is the section
of 1-880 adjacent to the project. This project, known as the 1-880 Seismic Retrofit, involves the
reconstruction of elevated sections of 1-880. Concurrent with this improvement, an auxiliary lane
would be added on 1-880 in the southbound direction. Several outstanding issues exist relating to
the design of the project, including how to address the existing Union Pacific Rail Road (UPRR)
railroad tracks that are adjacent to 1-880. Several options exist, including (a) Caltrans acquiring
these tracks from UPRR, and (b) shifting the tracks and Embarcadero to the south.

[-880 Ramp System

With the completion of the Seismic Retrofit (which is currently expected by 2010), the existing
ramp system will be maintained along 1-880 adjacent to the project. Several proposals have been
presented, each of which would involve madifications to the existing ramp system. A previous
study by Korve Engineering for the Port of Oakland proposed moving the northbound off-ramp
that currently connects to Embarcadero near 6th Avenue to 5th Avenue. Other proposed ramp
improvements include a new northbound on-ramp from 5th Avenue, and the construction of a
hook ramp system (for on- and off-ramps) at 10th Avenue. This EIR assumes that none of these
ramp changes will be made because design plans have not been finalized, and funding is not
available for these improvements.

Broadway/Jackson Interchange at 1-880

Considerable efforts have also been made to improve operations at the Broadway/Jackson
interchange at 1-880. Phase | improvements would involve modifying the intersection at
Broadway/5th Street and modifying the ramps at Jackson Street. The preliminary studies for
Phase | improvements are complete, and the environmental process is still underway. Partial
funding is available for these improvements. Phase Il improvements would improve access to the
Posey Tube from 1-880 and 1-980. This phase is being funded by the Alameda County
Transportation Improvement Agency and is being managed by the City of Alameda. Funding is
not available for the design and construction of Phase Il at this time.

In summary, of the many proposed and planned freeway improvements in the project study area,
the one that is currently funded and is most likely to be successfully implemented is the 1-880
Seismic Retrofit, which would not substantially modify the freeway ramps as currently designed.
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This improvement is assumed to be in place by 2010 in the traffic analysis. Other freeway
capacity and interchange projects are not included in the analysis because design plans have not
been finalized, and they are not fully funded.

Intersection Improvements

The number of funded intersection improvements in the project study area is also limited. One
potential source of intersection improvements is the Jack London Square (JLS) Redevelopment
project. The JLS EIR identified a number of improvements in the project study area that would be
required to mitigate that project’s traffic impacts. A list of intersection mitigation measures
identified in the JLS Redevelopment EIR includes:

" Install traffic signals at Embarcadero / Oak Street (Phase 1 mitigation)

" Install traffic signals at Embarcadero / 5th Avenue (Phase 1 mitigation)

. Lane reconfiguration on the eastbound 3rd Street approach at the intersection of
Broadway / 3rd Street (Phase 1 mitigation)

" Install traffic signals at Oak Street / 3rd Street (Phase 1 mitigation)

" Lane reconfiguration on the northbound Broadway approach at the intersection of
Broadway / 5th Street (Phase 1 mitigation)

" Install traffic signals at Broadway / Embarcadero (Project buildout mitigation)

Install traffic signals at Embarcadero / Webster Street (Project buildout mitigation)

Install traffic signals at 3rd Street / Market Street (Project buildout mitigation)

Optimize traffic signal timings at 5th Street / Market Street (Project buildout mitigation)

Optimize traffic signal timings at 5th Street / Oak Street (Project buildout mitigation)

Optimize traffic signal timings at 3rd Street / Broadway (Project buildout mitigation)

Optimize traffic signal timings at 7th Street / Market Street (Project buildout mitigation)

Some of the above-cited improvements would benefit the Oak to Ninth project analyzed in this
EIR. However, the exact timing of implementation of these improvements has not been
established, and is tied to the timing of development of the JLS project. Therefore, for purposes
of this analysis, none of the identified JLS mitigation measures are assumed to be in place.
However, the discussion of mitigation measures for any intersection adversely affected by the
Oak to Ninth project (under Impacts B.1, B.2, and B.3, below) includes references to the
mitigation measures identified in the JLS Redevelopment EIR, and to opportunities for joint
funding of improvements by projects in the area.

Transit Improvements

The major transit improvements being considered in the study area is a streetcar or trolley in Jack
London Square, and a Bus Rapid Transit (BRT). Since 2003, BART has studied options for
improved transit service within Jack London Square under a grant from Caltrans' Community-
Based Transportation Planning Grant Program. This study effort has researched concepts such as
an additional BART station within Jack London Square, shuttles, distinctive buses, and street
cars. A final public meeting was held in December 2004, and the conceptual planning study was
completed; no additional studies are anticipated at this time. The preliminary conclusions of the
study were to study two possible streetcar routing alternatives. However, no dedicated funding is
currently available for improved transit in the Jack London Square area. Because of the lack of
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funding and the absence of finalized design plans, this EIR assumes that no additional transit
service will be provided in the Jack London Square area.

In 2003, AC Transit published a Notice of Intent (NOI) and Notice of Preparation (NOP) related
to an Environmental Impact Report (EIR) and Environmental Impact Statement (EIS) for a
proposed transit system expansion along International Boulevard, which would extend from
Berkeley to San Leandro. This transit system expansion would be in the form of Bus Rapid
Transit (BRT). According to the American Public Transit Association, BRT combines the quality
of rail transit and the flexibility of buses, operating on exclusive transit ways, High-Occupancy
Vehicle lanes, expressways, or ordinary streets. A BRT system combines Intelligent
Transportation Systems technology, priority for transit, rapid and convenient fare collection, and
integration with land use policy in order to upgrade bus system performance. At this time, the
EIR/EIS documents have not been published. It is anticipated that, should BRT service be funded
for the International Boulevard corridor, there would be limited adverse effects on traffic
operations at locations studied in this EIR for the following reasons:

o While the NOP notes that one of the alternatives to be studied would include “dedicated
transit lanes within existing urban arterials, where practicable”, it has since been
determined that such use of roadways in the East Lake area (including this EIR’s study
area) is not practical due to the limited available street width. At the four study
intersections where there is overlap between the proposed BRT service and this EIR
analysis, International Boulevard has only four lanes (without turn lanes), which would
further preclude the conversion of existing travel lanes to bus-only lanes.

e The levels of service at the four (of 52 total) study intersections in the BRT corridor are
projected to be LOS C or better in 2025 after the addition of project-generated trips.

o International Boulevard would carry about one percent of project-generated trips.

There currently is not sufficient detail about the potential BRT project to analyze any potential
impacts of that project within this EIR. Because of the absence of finalized design plans and
assurance of full funding, this EIR assumes that the BRT will not be provided in the study area. It
is noted that were the BRT to be successfully implemented, there would be a reduction in
background traffic volumes along International Boulevard. Because the analysis presented in this
EIR does not assume that the BRT is implemented, the results of this analysis are therefore
conservative.

Bicycle/Pedestrian Improvements

The City of Oakland Bicycle Master Plan, as adopted in 1999, recommended several
improvements to the bicycle and pedestrian facilities within the project study area, including:

" Converting the Class |1 facilities on Lakeshore Avenue to Class | configuration

] Adding Class Il bicycle lanes on 5th Avenue, 14th Avenue, 14th Street, and Foothill
Boulevard

" Designating several downtown streets as Class 111 bicycle routes
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These improvements have not been designed, and are not fully funded at this time, and therefore,
cannot be assumed to be in place for this EIR.

Vehicle Trip Generation

Project trip generation was estimated on the basis of information published by the Institute of
Transportation Engineers (ITE, 2003; ITE, 2004a). The general process employed to estimate the
project trip generation is as follows:

Categorize the project land uses into appropriate ITE categories
Identify trip generation rates and/or trip generation equations
Apply trip generation reductions

Apply internalization factors

Calculate trip generation

agrwdE

Land Use Categories

Various land use categories from ITE’s Trip Generation were considered for use in estimating
trip generation for the residential component of the project (ITE, 2003). The residential
condominium / townhouse (Land Use [LU] Code 230) category was selected for use because the
project units would be for sale. According to the ITE publication, this land use category should be
used for “ownership units that have at least one other owned unit in the same building structure”.

Estimation of trip generation for the proposed commercial uses does not fall as cleanly into a
specific ITE category. The expected uses would vary between restaurants, convenience retail,
neighborhood retail, specialty shops, and other uses. Given the lack of specificity and the
expected variety, the most appropriate ITE category for most (170,000 square feet) of commercial
uses on the site was judged to be Shopping Center (LU Code 820). The remaining commercial
space (about 30,000 square feet) was categorized as Grocery Store (LU Code 850) because it is
anticipated that a small grocery store would be constructed as part of the project.

Another component of the project is a marina. Land Use Code 420 (Marina) was applied to
estimate the trip generation for this facility because that is the only category that can be applied.
Trip generation for a marina is based on the number of berths.

Trip Generation Rates/Equations

Table 1VV.B-3 provides the trip generation rates and equations used in the analysis. For the
condominium units, trip generation was estimated using fitted curve equations based on the
number of units, as recommended by the ITE Trip Generation Handbook (ITE, 2004a). Trip
generation for the commercial portion of the project was estimated using average rates for the
AM peak hour and equations for the PM peak hour, again following the ITE recommendations.
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TABLE IV.B-3
VEHICLE TRIP GENERATION RATES AND EQUATIONS

Land Use Daily AM Peak Hour PM Peak Hour
Residential _ . _ " - *

(LU Code 230) Ln(T)=0.85*Ln(X) + 2.55 Ln(T)=0.80*Ln(X) + 0.26 Ln(T)=0.82*Ln(X) + 0.32
Commercial _ " * - *

(LU Code 820) Ln(T)=0.65*Ln(X) + 5.83 1.03*X Ln(T)=0.66*Ln(X) + 3.40
Grocery Store 102.24%X 3.25%X Ln(T)=0.79*Ln(X) + 3.20
(LU Code 850) : ’ ’ '
Marina T=1.89*X + 410.8 0.08*X 0.19*X

(LU Code 420)

a "yris the independent variable in the trip generation rate and equation and corresponds to dwelling units for Residential use; 1,000
square feet of floor area for commercial uses, and number of berths for marina use. “T” is the dependent variable and is the number of
vehicle trips generated by the land use.

SOURCE: Institute of Transportation Engineers, Trip Generation, 7th Edition, 2003.

Existing Trip Reduction

A small portion of the project area (west portion of the Fifth Avenue artisans community, south
of Embarcadero at the terminus of 5th Avenue) is expected to remain on the site for the
foreseeable future through the construction of the project. Other existing uses on the project site
would be removed as the project is developed. As documented by Hausrath Economic Group
(HEG), approximately 231 employees work on the portion of the project site to be developed.
The breakdown of these employees is as follows:

. 76 manufacturing

] 109 other
] 35 service
] 11 retail

That same memo also provides square footage of the existing buildings on the project site. A
review of these building and use descriptions indicates that the site includes several unique uses,
such as a discount furniture warehouse, a wholesale grocery store, storage areas for KTVU, a
police office, various marine storage and repair facilities, a furniture retail operation, and other
miscellaneous uses. According to the data provided by HEG, many of these uses operate in a less-
intensive fashion, given the range of 600 to 3,000 square-foot area per employee. Spot traffic
counts during field visits support this conclusion.

Given these considerations, trip generation for these uses was calculated based on the above-cited
employee numbers, rather than building square footage. Employees classified as “other” by HEG
were reassigned to two more-specific categories (light industrial and office) based on the
employer’s business name and the description of use provided by HEG. Generally speaking,
storage-associated uses were classified as light industrial and the other uses were classified as
office.
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Employment was classified into the following four ITE categories:

" Manufacturing — Land Use Code 140
Light Industrial — Land Use Code 110
Retail — Land Use Code 820

Office & Service — Land Use Code 710

Using the rates provided in Trip Generation, trip generation was estimated to be 2,036 daily trips,
96 AM peak hour trips, and 123 PM peak hour trips. Because these trips are currently accounted
for in the traffic counts collected for the project study, it is appropriate to reduce the project trips
to account for these existing trips.

Project Trip Internalization

Internalized trips are those that both begin and end within the site. Given the mix of uses and the
size of the project, there could be a sizeable number of internalized trips. For example, a person
returning from work might stop at a drycleaners, a drug store, and a restaurant within the project.
This type of behavior is known as trip-chaining.

The analytical method available to account for trip chaining, developed by ITE based on a study
of a limited number of mixed-use sites, and provided in the Trip Generation Handbook, was
applied for this analysis. This methodology identifies internal factors that suggest how much trip
chaining or internalization might occur between complementary uses such as retail and residential
uses, and the maximum trip internalization would be expected to be about 12 percent during the
PM peak hour and throughout the day. To not underestimate the potential net new project trip
generation, this internalization was reduced to 5 percent and applied throughout the day.

Other Trip Generation Reductions

No current or planned transit service directly connects with the project site; the nearest transit
facility is approximately one mile away. Any transit trips associated with the site would likely
occur through persons driving to transit stations and either being dropped off or parking at
adjacent stations. Therefore, no reduction was applied to account for transit use. Furthermore, no
reduction was applied to account for trip reduction activities because a formal Travel Demand
Management (TDM) program has not been adopted for the site.

As shown in Table 1V.B-4, Phase 1 of the project (Interim Project) would generate about

9,120 daily vehicle trips, of which about 440 vehicle trips would occur during the AM peak hour
and 900 vehicle trips would occur during the PM peak hour. At buildout, the project would
generate about 27,110 daily vehicle trips, of which 1,440 vehicle trips would occur during the
AM peak hour and 2,590 vehicle trips would be during the PM peak hour.
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TABLE IV.B-4
VEHICLE TRIP GENERATION
Daily AM Peak Hour PM Peak Hour

Land Use Size/Units Trips In | Out | Total In | Out | Total
Interim Project

Residential Condos & 1,139 units 6,406 84 409 493 391 193 584

General Commercial ° 69 ksf 5,336 43 28 71 235 255 490
Interim Project Subtotal 11,742 127 437 564 626 448 1,074

Internalization (5%) © (586) (6) (22) (28) 3B1)| (23) (54)

Existing Trips 9 (2036) | (75) | (21 | (96 | 43)| (79 | (@22
Interim Project Total 9,120 46 394 440 552 346 898
Project Buildout

Residential Condos & 3,100 units 17,294 227 | 1,101 1,328 | 1,055 520 1,575

General Commercial 170 ksf 9,588 107 68 175 427 462 889

Supermarket 30 ksf 3,066 59 38 97 184 176 360

Marina 170 berths 732 4 9 13 19 13 32
Buildout Subtotal 30,680 | 397 |1,216 1,613 |1,685 |1,171 2,856

Internalization (5%) © (1,534) | (20) (61) (81) 84)| (59) (143)

Existing Trips d (2,036) | _(75) (21) (96) (43)| _(79) (122)
Project Buildout Total 27,110 302 | 1,134 1,436 |1,558 | 1,033 2,591

Trip generation estimates for the residential units were calculated on a parcel-by-parcel basis and then summed for the Interim Project
and Project Buildout scenarios.

Given the lack of specificity and the expected variety of the expected commercial uses, the most appropriate ITE category was judged to
be Shopping Center, and trip generation estimates were calculated for the total gross floor areas for the Interim Project and Project
Buildout scenarios.

See text in the body of the report, above, about the basis for internalization reduction.

The Fifth Avenue artisans community, south of Embarcadero at the terminus of 5th Avenue, is expected to remain on the site. Other
existing uses on the project site would be removed as the project is developed, and because trips generated by those uses are currently
accounted for in the traffic counts collected for the project study, it is appropriate to reduce the project trips to account for these existing
trips.

Qo

SOURCE: Fehr & Peers Transportation Consultants

Project Trip Distribution/Assignment

Project trips were distributed using output from the regional travel demand model for Alameda
County maintained by the ACCMA. The ACCMA model contains land use and roadway network
information for 2005, 2010, and 2025. For each year, the project land use was input into the
model, and the resulting distribution of project trips was recorded. A review of the distributions
for the years 2005, 2010, and 2025 found minimal variations, so a single set of distribution
factors was used. Major destinations of the project trips include downtown Oakland, San
Francisco, Walnut Creek/Central Costa County, the Tri-Valley area, and other employment areas
located to the south of the project site. The project trip distribution percentages are shown on
Figure IV.B-2.
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Project trips were assigned to the roadway network and study intersections based on the above-
described trip distributions. For many of the project trip origins/destinations, trips were assigned
along the roadway that provided the most direct route to/from the site. However, there was no
single direction route from the project to the downtown Oakland area, which would be a major
destination for project trips. Several possible routes exist, including Embarcadero/Broadway;
5th Avenue / 7th Street / 8th Street; and 5th Avenue / 12th Street / 14th Street. Project trips were
assigned to each route on the basis of travel time runs conducted to ascertain the relative
attractiveness of each route, which indicate that the 5th Avenue / 12th Street / 14th Street path
would be the fastest route into the downtown area, and the 5th Avenue / 7th Street / 8th Street
route would be the slowest.

Intersection Impacts

The analysis of intersection impacts used the process established by the City to prepare
environmental analyses. The future intersection impacts were assessed using the Alameda County
Congestion Management Agency’s (ACCMA) Countywide Travel Demand Model (Countywide
Model), which has been modified with land use, employment and population projections from the
Oakland Cumulative Growth Scenario. Updated land use assumptions for the project area with
and without the project were prepared. HEG converted the project’s square footages and housing
units to employment and households for the transportation modeling.

The Countywide Model was used to forecast 2010 and 2025 AM and PM peak-hour traffic
volumes at the local intersections for the baseline conditions rather than using a “project list”
approach of adding traffic from all cumulative developments to existing counts. The trip
generation, distribution, mode split and assignment for baseline future conditions, which includes
other approved or proposed developments in the City of Oakland, were conducted using the
Countywide Model.

2010 and 2025 Baseline Volumes

The main inputs to the 2010 and 2025 forecasting processes are the model outputs from a
modified version of the CMA regional travel demand model (with updated land use) and the
existing traffic counts. As applied for the intersection-level forecasts, the base land use data in the
CMA maodel is modified to reflect more accurate land use data and projections in the City of
Oakland. HEG maintains a database of land use data for the city, in the CMA zone system and
land use categories. HEG periodically updates this land use database for use by consultants
preparing various studies for projects in the city.

However, as directed by the City of Oakland, these forecasts are not used directly to yield
intersection turning movements. The outputs from this modified version of the CMA model is
instead used as an input into the “furnessing”, which “grows” existing turning movement volumes
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to reflect increases in roadway link volumes determined from the CMA model.12 In each case
(2010 and 2025), two versions of the CMA model were run — 2005 and the analysis year. The
2005 model corresponds to the existing level of development within the project study area. The
roadway segment growth between the 2005 and 2010 (and 2025) model runs is then added to the
existing turning movements based on the existing proportions between left-turn / through / right-
turn movements.

The 2010 and 2025 No Project forecasts assume no growth on the Oak to Ninth project site
beyond uses currently there. Because the forecasts are based on existing traffic counts, traffic
from the existing uses on the site are represented in the 2010 and 2025 No Project forecasts.
Figures showing the 2010 and 2025 No Project intersection traffic forecasts are in Appendix C

2010 and 2025 Baseline Roadway/Intersection Improvements

No roadway or intersection improvements were assumed to be in place for the 2010 or 2025 No
Project Scenarios, and existing traffic signal timings were maintained.

Analytical Methodology and Tools

The 2000 Highway Capacity Manual (HCM) methodologies were used for the analysis of traffic
operation at intersections. For signalized intersections, the 2000 HCM Operations method was
applied, using the Synchro computer software program. For unsignalized intersections, the 2000
HCM Four-Way Stop and Unsignalized methodologies were applied, using the Traffix computer
software program.

Near-Term 2010 Conditions — Project Impacts

Traffic generated by the Phase 1 of the project was assigned to the local roadway, and the
intersection operations were assessed. As described above, project trips were assigned to the
roadway network and study intersections based on trip distributions patterns shown in

Figure 1V.B-2. See Appendix C for figures showing the project trip assignment for the Phase 1
Project scenario, and the 2010 With Project intersection traffic volumes. No roadway network-
enhancing improvements are assumed to occur in the 2010 With Project scenario except for those
improvements constructed by the project along the project site frontage.

Impact B.1: Traffic generated by Phase 1 of the project would affect traffic levels of service
at local intersections in the project vicinity in 2010. (Significant Impact at the intersections
described below under Impacts B.1a through B.1e)

Table I1V.B-5 presents changes in levels of service (and average vehicle delay) due to project-
generated traffic at study intersections under short-term (2010) conditions (i.e., year 2010

12 The furness adjustment (balancing) technique is used to modify projected (future) intersection turning movement
volumes based upon a comparison of existing traffic volumes and the computer model calibration results. It uses
mathematical formulae to balance roadway volumes approaching, and departing from, the intersection, and thus
balances turning volumes that make sense compared to the counts and model calibration turning movements. In this
way, the level of confidence of the future turning movement volumes is improved.
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TABLE IV.B-5

2010 AM AND PM PEAK HOUR INTERSECTION
LEVEL OF SERVICE (LOS) AND DELAY (seconds/vehicle)

AM Peak Hour PM Peak Hour

Traffic Baseline With Project Baseline With Project
No. [Intersection Control | LOS | Delay | LOS | Delay | LOS | Delay | LOS | Delay
#1 | Atlantic & Webster (Alameda) Signal D 52.7 D 54.3 D 49.0 D 50.0
#2 |Atlantic & Constitution (Alameda) Signal C 34.6 C 34.8 C 31.3 C 32.0
#3 |Embarcadero & Broadway AWSC A 8.3 A 8.9 B 10.5 B 125
#4 |Embarcadero & Oak Street SSSC C 22.9 E 42.1 D 25.3 F >70
#5 |5th Street & Broadway Signal D 441 | D 438 F *a F *a
#6 |5th Street & Webster Street SSSC A 9.8 A 9.8 A 8.6 A 9.8
#7 | 5th Street & Jackson Street Signal B 11.0 B 11.0 B 104 B 10.3
#8 |5th Street & Madison Street Signal A 8.4 A 8.4 B 11.0 B 10.8
#9 |5th Street & Oak Street Signal B 13.7 B 14.2 C 20.5 C 22.8
#10 |6th Street & Broadway Signal C 24.2 C 24.8 C 20.7 C 20.4
#11 |6th Street & Webster Street SSSC A 9.9 A 9.9 A 9.3 A 9.3
#12 |6th Street & Jackson Street Signal C xb C *b E 61.0 F 80.5
#13 |7th Street & Market Street Signal B 12.9 B 12.9 B 14.7 B 14.7
#14 |7th Street & Broadway Signal B 14.2 B 14.2 B 17.3 B 18.8
#15 |7th Street & Webster Street Signal B 11.0 B 111 B 13.0 B 13.2
#16 | 7th Street & Jackson Street Signal B 12.4 B 11.9 B 14.4 B 15.7
#17 | 7th Street & Madison Street Signal B 12.8 B 12.9 B 15.6 B 15.8
#18 | 7th Street & Oak Street Signal B 12.6 B 12.4 B 16.7 B 16.5
#19 |8th Street & Market Street Signal A 9.4 A 9.4 B 12.2 B 12.2
#20 |8th Street & Broadway Signal B 11.7 B 11.8 B 12.2 B 12.5
#21 |8th Street & Webster Street Signal | C 200| ¢ | 203 | E *D E *D
#22 | 8th Street & Jackson Street Signal B 17.8 B 18.9 B 14.8 B 15.2
#23 | 8th Street & Madison Street Signal A 9.0 A 9.0 A 9.4 A 9.3
#24 |8th Street & Oak Street Signal B 16.4 B 16.3 B 15.7 B 15.6
#25 |West Grand Ave. & Market Street Signal B 13.7 B 13.7 B 18.3 B 18.4
#26 |West Grand Ave. & Broadway Signal B 19.9 B 19.9 C 19.9 C 27.0
#27 |West Grand Ave. & Harrison Street Signal D 44.6 D 45.1 D 36.0 D 36.2
#28 |10th Street & Oak Street Signal A 9.5 A 9.5 A 9.8 A 9.8
#29 |1st Ave. & International Blvd Signal B 16.7 B 16.9 B 16.1 B 16.2
#30 |Lakeshore Ave. & Foothill Blvd Signal C 31.7 C 32.9 B 14.7 B 15.1
#31 |Lakeshore Ave. & East 18th Street Signal B 14.6 B 14.6 C 29.8 C 30.2
#32 |Lakeshore Ave. & Hanover Avenue Signal A 6.2 A 6.3 A 7.2 A 7.2
#33 |Lakeshore Ave. & Brooklyn Ave. Signal A 7.1 A 7.1 A 6.1 A 6.1
#34 |Lakeshore Ave. & MacArthur Blvd Signal C 23.8 C 24.1 F 90.0 F 90.3
#35 |Lakeshore Ave. & Lake Park Ave. Signal D 39.7 D 39.8 D 48.4 D 48.5

(Continued)
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TABLE IV.B-5 (continued)

2010 AM AND PM PEAK HOUR INTERSECTION
LEVEL OF SERVICE (LOS) AND DELAY (seconds/vehicle)

AM Peak Hour PM Peak Hour

Traffic Baseline With Project Baseline With Project
No. |Intersection Control | LOS | Delay | LOS | Delay | LOS | Delay | LOS | Delay
#36 |Embarcadero & 5th Avenue SSSC F >70 F >70 F >70 F >70
437 gr;_gﬁfsfrgti‘ X\?Sr?uzorthbound sssc | B | 123| F | >70 | B | 145| F | >70
#38 g’:ﬁ;ﬁfﬁri O‘gt‘h"AssgniZ“mbO””d AWSC | B | 103| B | 121 | B | 137 | B | 173
#39 g’;ﬁ;ﬁfﬁri G‘i‘h'fsgnizumbo””d sssc | B | 135| B | 137 | B | 119| B | 128
#40 |5th Avenue & 7th/8th Streets Signal B 135 B 13.8 B 15.0 B 16.1
#41 |14th Avenue & 7th/12th St. (SB) Signal C 24.0 c 243 D 41.0 D 45.3
#42 |14th Avenue & East 12th St. (NB) Signal B 13.2 B 131 B 11.8 B 11.6
#43 |East 12th Street & 23rd Avenue Signal B 14.3 B 14.8 B 13.7 B 14.4
#44 |East 12th Street & 5th Avenue Signal B 13.4 B 13.9 B 15.8 B 17.9
#45 |International Blvd & 14th Avenue Signal B 11.9 B 11.9 B 14.2 B 14.3
#46 |International Blvd & 23rd Avenue Signal B 13.2 B 13.3 B 131 B 135
#47 |International Blvd & 5th Avenue Signal B 13.9 B 14.2 B 14.2 B 145
#48 | Foothill Blvd & 5th Avenue Signal B 11.2 B 114 B 18.3 B 19.8
#49 | Foothill Blvd & 14th Ave. (WB) Signal C 24.2 C 24.3 B 17.6 B 17.8
#50 |Foothill Blvd & 14th Ave. (EB) Signal C 24.8 C 24.7 C 22.7 C 22.8
#51 |Foothill Blvd & 23rd Avenue Signal B 18.0 B 17.8 B 134 B 135
#52 |16th Street & 23rd Avenue Signal B 16.0 B 15.7 D 50.1 D 52.2

2 See text on page IV.B-8 about how field observations show substantially worse LOS than calculated LOS under existing conditions.
See text on page IV.B-10 about how field observations show worse LOS than calculated LOS under existing conditions.

Note: The LOS/Delay for Side-Street Stop-Control (SSSC) intersections represent the worst movement or approach; for Signalized and
All-Way Stop-Control (AWSC) the LOS/Delay represent overall intersection. Significant impacts are denoted in Bold typeface.

SB = Southbound; NB = Northbound; WB = Westbound; EB = Eastbound
Significant impacts are denoted in Bold typeface.

SOURCE: Fehr & Peers Transportation Consultants

baseline traffic volumes versus 2010 baseline volumes with Phase 1 of the project). Under the
2010 baseline condition, the following intersections would operate at an unacceptable level of
service without the project traffic:

. 5th Street and Broadway (PM Peak Hour)
. Lakeshore Avenue and MacArthur Boulevard (PM Peak Hour)
. Embarcadero and 5th Avenue (AM and PM Peak Hours)

As described on page 1V.B-8, field observations of existing intersection operations revealed
existing problems at the intersection of 5th Street/Broadway (backups along 5th Street during the
PM peak hour caused by downstream bottlenecks in the Webster Tube) and confirmed long
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delays of eastbound traffic flow at the stop sign controlled (at three of four approaches) at the
intersection of Embarcadero/5th Avenue.

The project would not have a significant impact on the LOS F conditions at the Lakeshore
Avenue / MacArthur Boulevard intersection under the 2010 Baseline scenario because the
addition of project traffic would cause an increase in the average delay for critical movements of
3 seconds, less than the 4-second threshold of significance for the City’s significance criteria.
Therefore, the project impact would be less than significant.

The project also would have a less-than-significant impact at the 8th and Webster Streets
intersection because the addition of project traffic would cause an increase in the average delay of
less than one second, less than the City’s 4-second threshold of significance.

Impact B.1a: Traffic generated by Phase 1 of the project would add more than ten vehicles
to the unsignalized intersection of Embarcadero and Oak Street, and the peak-hour volumes
would meet the Caltrans peak-hour traffic signal warrant. (Significant)

Mitigation Measure B.1a: Install traffic signals at the unsignalized intersection of
Embarcadero and Oak Street. The signals shall have fixed-time controls with permitted
left-turn phasing, which would not require a separate left-turn arrow. Installation of traffic
signals shall include the traffic signal equipment and optimization of signal phasing and
timing (i.e., allocation of green time for each intersection approach) in tune with the
relative traffic volumes on those approaches, and coordination with signal phasing and
timing of adjacent intersections. Traffic signal equipment shall include pedestrian signal
heads (with adequate time for pedestrians to cross the streets). Signal installation shall meet
City of Oakland and Caltrans design standards.

Prior to the installation of this traffic signal, a complete traffic signal warrant analysis
would be conducted at this location to verify that this location meets MUTCD signal
warrants, which include both daily and peak-hour volume, accidents, and pedestrian
volumes.

The JLS EIR identified a number of improvements in the project study area that would be
required to mitigate that project’s traffic impacts, including installation of traffic signals at
this intersection prior to occupancy of JLS Phase 1 project components. However, the exact

timing of implementation of this improvement has not been established. If the JLS project
were to install traffic signals at the intersection of Embarcadero and Oak Street prior to
occupancy of Phase 1 of the Oak to Ninth project, then the Oak to Ninth project applicant
would pay a fair share contribution to the cost of this traffic signal. However, if
development of the JLS project were to lag behind, and the intersection of Embarcadero
and Oak Street was unsignalized prior to occupancy of Phase 1 of the Oak to Ninth project,
then the Oak to Ninth project applicant would pay to install the traffic signals. After
implementation of this measure, the intersection would operate at LOS B in the both AM
and PM peak hours.

Significance after Mitigation: Less than Significant.
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Impact B.1b: The LOS F conditions at the signalized intersection of 5th Street and
Broadway, which would prevail during the PM peak hour under 2010 baseline conditions,
would worsen with the addition of traffic generated by Phase 1 of the project. The project-
generated increases in vehicle delay on a critical movement would exceed the four-second
threshold of significance. (Significant)

As described on page 1V.B-8, based on field observations of existing intersection operations, the
intersection of 5th Street and Broadway is judged to operate at LOS F during the PM peak hour
due to backups along 5th Street caused by downstream bottlenecks in the Webster Tube.

Mitigation: No feasible mitigation measures are available that would fully improve
operations at 5th Street and Broadway to acceptable levels. While improvements such as
reconfiguring lanes on Broadway and adding directional signage, as discussed in the JLS
EIR, would improve traffic flow conditions on some movements, downstream bottlenecks
in the Webster Tube would continue to cause substantial backups and delay on 5th Street
approaching Broadway, and the previously described unacceptable LOS F conditions
would continue. The constrained capacity of the tube is an issue of multi-jurisdictional
concern (solutions are being explored by the cities of Oakland and Alameda, Caltrans, and
the Alameda County Congestion Management Agency), and no feasible measures to
increase the tube’s capacity have been identified to date (e.g., the tube cannot simply be
widened as can a roadway).

Significance after Mitigation: Significant and Unavoidable.

Impact B.1c: The signalized intersection of 6th and Jackson Streets at the 1-880 Northbound
On-Ramp would degrade from LOS E to LOS F during the PM peak hour with the addition
of traffic generated by Phase 1 of the project. (Significant)

Mitigation Measure B.1c: Optimize the traffic signal timing at the signalized intersection
of 6th and Jackson Streets at the 1-880 Northbound On-Ramp. Optimization of traffic
signal timing shall include determination of allocation of green time for each intersection
approach in tune with the relative traffic volumes on those approaches, and coordination
with signal phasing and timing of adjacent intersections.

To ensure that signal timing optimization occurs, the project applicant shall pay for this
measure. After implementation of this measure, the intersection would operate at LOS D or
better.

Significance after Mitigation: This project impact would be significant and unavoidable because
it is not certain that the measure could be implemented because the City of Oakland, as lead
agency, could not implement Measure B.1c without the approval of Caltrans. However, in the
event that Mitigation Measure B.1c could be implemented, the impact would be less than
significant.
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Impact B.1d: Traffic generated by Phase 1 of the project would add more than ten vehicles
to the unsignalized intersection of Embarcadero and 5th Avenue, and the peak-hour volumes
would meet the Caltrans peak-hour traffic signal warrant during the PM peak hour.
(Significant)

Mitigation Measure B.1d: Install traffic signals at the unsignalized intersection of
Embarcadero and 5th Avenue. The signals shall have fixed-time controls with permitted
left-turn phasing, which would not require a separate left-turn arrow. Installation of traffic
signals shall include the traffic signal equipment and optimization of signal phasing and
timing (i.e., allocation of green time for each intersection approach) in tune with the
relative traffic volumes on those approaches, and coordination with signal phasing and
timing of adjacent intersections. Traffic signal equipment shall include pedestrian signal
heads (with adequate time for pedestrians to cross the streets). Signal installation shall meet
City of Oakland and Caltrans design standards.

Prior to the installation of this traffic signal, a complete traffic signal warrant analysis
would be conducted at this location to verify that this location meets MUTCD signal
warrants, which include both daily and peak-hour volume, accidents, and pedestrian
volumes.

As described on page 1V.B-59, at locations along Embarcadero, there would be intermittent
periods during the PM peak hour when queues from one intersection would “spill-back” to

adjacent intersections, and to minimize the effects of this queuing, coordination with signal
phasing and timing of adjacent intersections shall include signal interconnects.

See page 1V.B-28 for a description of the timing, funding and implementation
responsibility for this mitigation measure, which the JLS Redevelopment EIR identified as
required to mitigate that project’s traffic impacts prior to occupancy of JLS Phase 1 project
components. After implementation of this measure, the intersection would operate at

LOS C or better in the both AM and PM peak hours.

Significance after Mitigation: Less than Significant.

Impact B.1e: Traffic generated by Phase 1 of the project would add more than ten vehicles
to the unsignalized intersection of Embarcadero and 1-880 Northbound Off-Ramp — 6th
Avenue, and the peak-hour volumes would meet the Caltrans peak-hour traffic signal
warrant, during the PM peak hour. (Significant)

Mitigation Measure B.1e: Install traffic signals at the unsignalized intersection of
Embarcadero and 1-880 Northbound Off- Ramp — 6th Avenue. Installation of traffic signals
shall include the traffic signal equipment and optimization of signal phasing and timing
(i.e., allocation of green time for each intersection approach) in tune with the relative traffic
volumes on those approaches, and coordination with signal phasing and timing of adjacent
intersections. Traffic signal equipment shall include pedestrian signal heads (with adequate
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time for pedestrians to cross the streets). Signal installation shall meet City of Oakland and
Caltrans design standards.

Prior to the installation of this traffic signal, a complete traffic signal warrant analysis
would be conducted at this location to verify that this location meets MUTCD signal
warrants, which include both daily and peak-hour volume, accidents, and pedestrian
volumes.

As described on page 1V.B-59, at locations along Embarcadero, there would be intermittent
periods during the PM peak hour when queues from one intersection would “spill-back” to

adjacent intersections, and to minimize the effects of this queuing, coordination with signal
phasing and timing of adjacent intersections shall include signal interconnects.

The project applicant shall pay for this measure. After implementation of this measure, the
intersection would operate at LOS C or better in the both AM and PM peak hours.

Significance after Mitigation: This project impact would be significant and unavoidable because
it is not certain that the measure could be implemented because the City of Oakland, as lead
agency, could not implement Measure B.1e without the approval of Caltrans. However, in the
event that Mitigation Measure B.1e could be implemented, the impact would be less than
significant.

Table 1V.B-6 presents levels of service (and average vehicle delay) under mitigated conditions.
All significant impacts would be mitigated to an acceptable LOS C or better after implementation
of the above-described measures, except at 5th Street / Broadway during the PM peak hour.

TABLE IV.B-6

2010 AM AND PM PEAK HOUR MITIGATED INTERSECTION
LEVEL OF SERVICE (LOS) AND DELAY (seconds/vehicle)

Project Condition Mitigated Condition
AM Peak PM Peak AM Peak PM Peak
No. |Intersection Mitigation | LOS | Delay | LOS | Delay | LOS | Delay | LOS | Delay
#4 |Embarcadero & Oak Street Signal E 42.1 F >70 B 135 B 15.8
N
#5 |5th Street & Broadway one D | 438 | F | *@a | D | 438 | F | =2
feasible
Optimi
#12 | 6th Street & Jackson Street PAMIZE | ¢ | «b | F | 805 | c | *P | D | 500
Timing
#36 |Embarcadero & 5th Avenue Signal F >70 F >70 A 9.5 C 21.2
E - North
#g7 |EMbarcadero &1-880 Northbound Signal F |>0| F | >0 ]| A | 69| c | 223

Off-Ramp — 6th Avenue

2 See text on page IV.B-8 about how field observations show substantially worse LOS than calculated LOS under existing conditions.
b see text on page IV.B-10 about how field observations show worse LOS than calculated LOS under existing conditions.
Significant impacts are denoted in Bold typeface.

SOURCE: Fehr & Peers Transportation Consultants
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Long-Term 2025 Conditions — Project Impacts

Traffic generated by the buildout of the project was assigned to the local roadway, and the
intersection operations were assessed. As described on page 1V.B-24, project trips were assigned
to the roadway network and study intersections based on trip distributions patterns shown in
Figure 1V.B-2. See Appendix C for figures showing the project trip assignment for the Project
Buildout scenario, and the 2025 With Project intersection traffic volumes. No improvements are
assumed to occur in the 2025 With Project scenario except for those improvements constructed
by the project along the project site frontage.

Impact B.2: Traffic generated by buildout of the project would affect traffic levels of service
at local intersections in the project vicinity in 2025. (Significant Impact at the intersections
described below under Impacts B.2a through B.2q)

Table I1V.B-7 presents changes in levels of service (and average vehicle delay) due to project-
generated traffic at study intersections under long-term (2025) conditions (i.e., year 2025
Baseline traffic volumes versus 2025 baseline volumes with buildout of the project). Under the
2025 baseline condition, the following 13 intersections would operate at an unacceptable level of
service without the project traffic:

Webster Street and Atlantic Avenue (AM and PM Peak Hours)
Embarcadero and Oak Street (AM and PM Peak Hours)

5th Street and Broadway (PM Peak Hour)

Jackson Street and 6th Street (PM Peak Hour)

Market Street and West Grand Avenue (PM Peak Hour)

Harrison Street and West Grand Avenue (AM Peak Hour)

Foothill Boulevard and Lakeshore Avenue (AM Peak Hour)
Lakeshore Avenue and MacArthur Boulevard (PM Peak Hour)
Lakeshore Avenue and Lake Park Avenue (PM Peak Hour)
Embarcadero and 5th Avenue (AM and PM Peak Hours)

14th Avenue / 7th Street and East 12th Street (Southbound) (PM Peak Hour)
14th Avenue (Eastbound) and Foothill Boulevard (PM Peak Hour)
23rd Avenue and 16th Street (PM Peak Hour)

As a condition of project approval, the project applicant shall be required to fully fund the cost of
Mitigation Measure B.1c and B.1e, and to pay their fair share of the cost of Mitigation

Measures B.1a and B.1d, to mitigate significant impacts caused by development of Phase 1 of the
project. As described on page 1V.B-28, that “fair share” could vary depending on whether or not
the JLS project implements the latter measures prior to occupancy of Phase 1 of the Oak to Ninth
project. On the basis of that commitment to the timely implementation of these improvements,
analysis of buildout of the project assumed the required mitigation measures would be in-place at
the following intersections under 2025 with project conditions (as reflected in Table 1V.B-7):

. Embarcadero and Oak Street

. 6th Street and Jackson Street

. Embarcadero and 5th Avenue

. Embarcadero and 1-880 Northbound Off-Ramp — 6th Avenue
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2025 AM AND PM PEAK HOUR INTERSECTION
LEVEL OF SERVICE (LOS) AND DELAY (seconds/vehicle)

TABLE IV.B-7

B. Transportation, Circulation, and Parking

AM Peak Hour

PM Peak Hour

Traffic Baseline  |With Project 2| Baseline | With Project &

No. |Intersection Control | LOS | Delay | LOS | Delay | LOS | Delay | LOS | Delay
#1 |Atlantic & Webster (Alameda) Signal E 74.6 82.0 E 57.9 61.7
#2 | Atlantic & Constitution (Alameda) Signal 44.0 45.4 38.5 40.8
#3 |Embarcadero & Broadway AWSC A 9.4 B 14.5 C 21.3 F >70

#4 |Embarcadero & Oak Street ngsnzll F 63.6 C 20.2 F 57.4 D 39.0
#5 |5th Street & Broadway Signal E 77.6 E 75.2 F *Db F *D

#6 |5th Street & Webster Street SSSC A 10.0 B 10.1 A 9.5 A 9.7
#7 | 5th Street & Jackson Street Signal B 10.9 B 11.2 B 10.6 B 12.7
#8 |5th Street & Madison Street Signal A 8.2 A 8.3 B 14.6 B 17.8
#9 | 5th Street & Oak Street Signal C 219 D 52.9 E 60.7 F >100
#10 |6th Street & Broadway Signal C 25.3 C 28.8 C 23.1 C 25.6
#11 |6th Street & Webster Street SSSC B 10.3 B 10.3 A 9.5 A 9.6
#12 | 6th Street & Jackson Street Signal E 77.0 F >100 F >100 F >100
#13 | 7th Street & Market Street Signal B 15.2 B 15.2 C 26.2 C 26.7
#14 | 7th Street & Broadway Signal B 14.9 B 155 C 22.3 E 57.6
#15 | 7th Street & Webster Street Signal B 13.2 B 13.7 B 14.8 B 15.7
#16 |7th Street & Jackson Street Signal B 14.3 B 16.0 C 23.6 D 36.9
#17 |7th Street & Madison Street Signal B 13.9 B 13.9 B 16.7 B 17.2
#18 |7th Street & Oak Street Signal B 134 B 12.6 E 61.4 E 60.3
#19 |8th Street & Market Street Signal B 10.3 B 10.4 B 14.2 B 14.2
#20 |8th Street & Broadway Signal B 12.7 B 13.2 B 13.0 B 14.3
#21 |8th Street & Webster Street Signal D 38.2 D 455 E *xC E *C

#22 |8th Street & Jackson Street Signal C 24.4 D 39.6 B 16.5 C 19.5
#23 |8th Street & Madison Street Signal A 10.0 A 10.0 A 9.6 A 9.4
#24 |8th Street & Oak Street Signal B 155 B 155 B 15.4 B 15.2
#25 |West Grand Ave. & Market Street Signal B 15.6 B 15.6 E 73.8 E 74.1
#26 |West Grand Ave. & Broadway Signal E 60.4 E 60.3 E 78.0 E 78.9
#27 |West Grand Ave. & Harrison Street Signal F >100 F >100 D 49.3 D 50.6
#28 |10th Street & Oak Street Signal B 10.4 B 104 B 10.4 B 10.4
#29 |1st Ave. & International Blvd Signal B 16.3 B 16.5 C 22.1 C 22.4
#30 |Lakeshore Ave. & Foothill Bivd Signal E 58.1 E 64.1 B 18.3 B 19.7
#31 |Lakeshore Ave. & East 18th Street Signal D 39.9 D 39.3 D 375 D 40.2
#32 |Lakeshore Ave. & Hanover Avenue Signal A 6.2 A 6.2 A 7.4 A 7.4
#33 |Lakeshore Ave. & Brooklyn Ave. Signal A 7.7 A 7.7 A 6.8 A 6.9
#34 |Lakeshore Ave. & MacArthur Blvd Signal C 255 C 26.2 F >100 F >100
#35 |Lakeshore Ave. & Lake Park Ave. Signal D 43.5 D 43.9 E 55.8 E 58.9

(Continued)
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TABLE IV.B-7 (continued)

2025 AM AND PM PEAK HOUR INTERSECTION
LEVEL OF SERVICE (LOS) AND DELAY (seconds/vehicle)

AM Peak Hour PM Peak Hour
Traffic Baseline  |With Project 2| Baseline | With Project &
No. |Intersection Control | LOS | Delay | LOS | Delay | LOS | Delay | LOS | Delay
#36 |Embarcadero & 5th Avenue 22?12( F >70 D 49.2 F >70 F >100
#37 g?_k:‘;;"";frgti‘ Lsegr?uzorth bound Z?gsngll B | 126 | B | 190 | B | 148| F | >100
#38 g’:ﬁ;ﬁfﬁri O‘gt‘h"AssgniZ“mbO””d AWSC | B | 111 | D | 2904 | B | 143 | E | 427
#39 g’;ﬁ;ﬁfﬁri G‘i‘h'fsgnizumbo””d sssc | B | 147| ¢ | 155 | B | 130| C | 165
#40 |5th Avenue & 7th/8th Streets Signal B 14.7 B 16.8 D 374 F 81.5
#41 |14th Avenue & 7th/12th St. (SB) Signal C 24.9 C 27.2 E 72.0 F 87.7
#42 |14th Avenue & East 12th St. (NB) Signal B 16.0 B 16.0 B 121 B 12.6
#43 |East 12th Street & 23rd Avenue Signal B 19.0 C 20.8 B 16.8 B 18.9
#44 |East 12th Street & 5th Avenue Signal B 16.5 C 28.3 B 19.1 D 40.5
#45 |International Blvd & 14th Avenue Signal B 12.8 B 13.1 B 16.8 B 17.3
#46 |International Blvd & 23rd Avenue Signal B 19.0 C 21.0 B 19.0 C 24.2
#47 |International Blvd & 5th Avenue Signal B 14.6 B 15.0 B 14.9 B 14.9
#48 | Foothill Blvd & 5th Avenue Signal B 12.1 B 13.2 C 20.2 C 28.2
#49 | Foothill Blvd & 14th Ave. (WB) Signal D 54.1 E 55.8 C 21.2 C 215
#50 |Foothill Blvd & 14th Ave. (EB) Signal C 27.4 C 27.4 F >100 F >100
#51 |Foothill Blvd & 23rd Avenue Signal C 215 C 21.3 B 13.1 B 13.7
#52 |16th Street & 23rd Avenue Signal B 17.3 B 17.6 E 70.7 E 74.2

2 Mitigation measures required for impacts in 2010 are assumed to be in-place under 2025 “with project” conditions
b see text on page IV.B-8 about how field observations show substantially worse LOS than calculated LOS under existing conditions.
C Seetexton page IV.B-10 about how field observations show worse LOS than calculated LOS under existing conditions.

Note:  The LOS/Delay for Side-Street Stop-Control (SSSC) intersections represent the worst movement or approach; for Signalized and
All-Way Stop-Control (AWSC) the LOS/Delay represent overall intersection. Significant impacts are denoted in Bold typeface.

SB = Southbound; NB = Northbound; WB = Westbound; EB = Eastbound
Significant impacts are denoted in Bold typeface.

SOURCE: Fehr & Peers Transportation Consultants

The project would have a less-than-significant impact at the 8th and Webster Streets intersection
because the addition of project traffic would cause an increase in the average delay of less than
one second, less than the City’s 4-second threshold of significance.

Impact B.2a: The signalized intersection of Atlantic Avenue and Webster Street in Alameda
would degrade from LOS E to LOS F during the AM peak hour with the addition of traffic
generated by buildout of the project. (Significant)
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Mitigation Measure B.2a: The project applicant shall pay its fair share contribution to the
cost of improvements proposed by the City of Alameda at the signalized intersection of
Atlantic Avenue and Webster Street. Intersection reconfiguration would consist of adding
and restriping lanes to provide the following lanes per approach:

o Webster Street (from Oakland) — 1 Left-turn lane, 2 Through lanes, and
1 Right-turn lane (hon-channelized right turn)

o Webster Street (to Oakland) — 2 Left-turn lanes, 1 Through lane, and
1 Through/Right-turn lane

e Atlantic Avenue (towards Alameda Point) — 1 Left-turn lane, 1 Through lane, and
1 Through/Right-turn lane

e Atlantic Avenue (away from Alameda Point) — 2 Left-turn lanes, 2 Through lanes,
and 1 Right-turn lane

This mitigation measure was identified by the City of Alameda as the required
improvement to accommodate redevelopment of the former Naval Air Station. The project
would contribute to the implementation of this mitigation measure through payment of a
fair share cost of the improvement (to be determined). During the AM and PM peak hours,
the project’s contribution to the estimated growth in traffic between the existing and
cumulative traffic volumes (including project traffic). would be 5 and 6 percent,
respectively. The project applicant would pay this fair share amount to the City of
Alameda, which would then be responsible for the implementation of this improvement.

After implementation of this measure, the intersection would operate at LOS E in the AM
peak hour, and at LOS D in the PM peak hour. LOS E is an unacceptable condition, but the
average delay would be lower than under the No Project condition, and the project impact
would therefore be mitigated to a less-than-significant level.

Significance after Mitigation: This project impact would be significant and unavoidable because
it is not certain that the measure could be implemented because the City of Oakland, as lead
agency, could not implement Measure B.2a without the approval of the City of Alameda). In
addition, despite the payment of the project’s fair share cost of the improvement, this impact
would remain significant and unavoidable because implementation of this mitigation depends on
the subsequent development of the Alameda Point site, payment of traffic fees by developers, and
other funding sources. Should the Alameda Point development be delayed, then sufficient funds
may not be available to fully implement this mitigation measure. However, in the event that
Mitigation Measure B.2a could be implemented, the impact would be less than significant.

Impact B.2b: Traffic generated by buildout of the project would add more than ten vehicles
to the unsignalized intersection of Embarcadero and Broadway, and the peak-hour volumes
would meet the Caltrans peak-hour traffic signal warrant during the PM peak hour.
(Significant)

Mitigation Measure B.2b: Install traffic signals at the unsignalized intersection of
Embarcadero and Broadway. The signals shall have fixed-time controls with permitted
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left-turn phasing, which would not require a separate left-turn arrow. Installation of traffic
signals shall include the traffic signal equipment and optimization of signal phasing and
timing (i.e., allocation of green time for each intersection approach) in tune with the
relative traffic volumes on those approaches, and coordination with signal phasing and
timing of adjacent intersections. Traffic signal equipment shall include pedestrian signal
heads (with adequate time for pedestrians to cross the streets). Signal installation shall meet
City of Oakland and Caltrans design standards.

Prior to the installation of this traffic signal, a complete traffic signal warrant analysis
would be conducted at this location to verify that this location meets MUTCD signal
warrants, which include both daily and peak-hour volume, accidents, and pedestrian
volumes.

The JLS EIR identified a number of improvements in the project study area that would be
required to mitigate that project’s traffic impacts, including installation of traffic signals at
this intersection prior to occupancy of buildout of the JLS project. However, the exact
timing of implementation of this improvement has not been established. If the JLS project
were to install traffic signals at the intersection of Embarcadero and Broadway prior to
buildout of the Oak to Ninth project, then the Oak to Ninth project applicant would pay a
fair share contribution to the cost of this traffic signal. However, if development of the JLS
project were to lag behind, and the intersection of Embarcadero and Broadway was
unsignalized prior to buildout of the Oak to Ninth project, then the Oak to Ninth project
applicant would pay to install the traffic signals. After implementation of this measure, the
intersection would operate at an acceptable LOS B or better in both the AM and PM peak
hours.

Significance after Mitigation: Less than Significant.

Impact B.2c: The LOS F conditions at the signalized intersection of 5th Street and
Broadway, which would prevail during the PM peak hour under 2025 baseline conditions,
would worsen with the addition of traffic generated by buildout of the project. The project-
generated increases in vehicle delay would exceed the two-second threshold of significance.
(Significant)

As described on page 1V.B-8, based on field observations of existing intersection operations, the
intersection of 5th Street and Broadway is judged to operate at LOS F during the PM peak hour
due to backups along 5th Street caused by downstream bottlenecks in the Webster Tube. The
actual amount of increased delay that addition of traffic generated by buildout of the project to the
intersection would cause is hot known, but the average control delay would increase by more than
two seconds (exceeding the threshold of significance).

Mitigation: No feasible mitigation measures are available that would fully improve its
operations to acceptable levels. While improvements such as reconfiguring lanes on
Broadway and adding directional signage, as discussed in the JLS EIR, would improve
traffic flow conditions on some movements, downstream bottlenecks in the Webster Tube
would continue to cause substantial backups and delay on 5th Street approaching
Broadway, and the previously described unacceptable LOS F conditions would continue.
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The constrained capacity of the tube is an issue of multi-jurisdictional concern (solutions
are being explored by the cities of Oakland and Alameda, Caltrans, and the Alameda
County Congestion Management Agency), and no feasible measures to increase the tube’s
capacity have been identified to date (e.g., the tube cannot simply be widened as can a
roadway).

Significance after Mitigation: Significant and Unavoidable.

Impact B.2d: The signalized intersection of 5th and Oak Streets at the 1-880 Southbound
On-Ramp would degrade from LOS E to LOS F during the PM peak hour with the addition
of traffic generated by buildout of the project. (Significant)

Mitigation Measure B.2d: Optimize the traffic signal timing for the PM peak period at the
signalized intersection of 5th and Oak Streets at the 1-880 Southbound On-Ramp.
Optimization of traffic signal timing shall include determination of allocation of green time
for each intersection approach in tune with the relative traffic volumes on those approaches,
and coordination with signal phasing and timing of adjacent intersections.

The JLS EIR identified a number of improvements in the project study area that would be
required to mitigate that project’s traffic impacts, including signal optimization at this
intersection prior to occupancy of buildout of the JLS project. However, the exact timing of
implementation of this improvement has not been established. If the JLS project were to
optimize the traffic signal timing at the intersection of 5th and Oak Streets prior to buildout
of the Oak to Ninth project, then the Oak to Ninth project applicant would pay a fair share
contribution to the cost of retiming this intersection. However, if development of the JLS
project were to lag behind, and the intersection of Embarcadero and Broadway was
unsignalized prior to buildout of the Oak to Ninth project, then to ensure that signal timing
optimization occurs, the Oak to Ninth project applicant would pay to install the traffic
signals. After implementation of this measure, the intersection would operate at an
acceptable LOS E or better in both the AM and PM peak hours.

Significance after Mitigation: This project impact would be significant and unavoidable because
it is not certain that the measure could be implemented because the City of Oakland, as lead
agency, could not implement Measure B.2d without the approval of Caltrans. However, in the
event that Mitigation Measure B.2d could be implemented, the impact would be less than
significant.

Impact B.2e: The signalized intersection of 6th and Jackson Streets at the 1-880 Northbound
On-Ramp would degrade from LOS E to LOS F during the AM peak hour with the addition
of traffic generated by buildout of the project, and the LOS F conditions that, which would
prevail during the PM peak hour under 2025 baseline conditions, would worsen (total
intersection average vehicle delay would exceed the two-second threshold of significance)
with the addition of traffic generated by buildout of the project. (Significant)
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Mitigation: No feasible mitigation measures are available. The 2010 analysis concluded
that the impact from Phase 1 development could be mitigated through optimization of
signal timing (see Mitigation Measure B.1c). However, with the additional growth in
background traffic and the growth in project traffic that would occur from 2010 to 2025,
this retiming could not fully mitigate the impact from Project Buildout. Given the
constrained right-of-way at this location, the addition of turn lanes or other similar
improvements would not be feasible.

Significance after Mitigation: Significant and Unavoidable.

Impact B.2f: The LOS F conditions at the signalized intersection of West Grand Avenue and
Harrison Street, which would prevail during the AM peak hour under 2025 baseline
conditions, would worsen (total intersection average vehicle delay would exceed the
two-second threshold of significance) with the addition of traffic generated by buildout of
the project. (Significant)

Mitigation Measure B.2f: Optimize the traffic signal timing for the AM peak period at the
signalized intersection of West Grand Avenue and Harrison Street. Optimization of traffic
signal timing shall include determination of allocation of green time for each intersection
approach in tune with the relative traffic volumes on those approaches, and coordination
with signal phasing and timing of adjacent intersections.

To ensure that signal timing optimization occurs, the project applicant shall pay for this

measure. After implementation of this measure, the intersection would operate at an
acceptable LOS D or better in both the AM and PM peak hours.

Significance after Mitigation: Less than Significant.

Impact B.2g: The LOS E conditions at the signalized intersection of Lakeshore Avenue and
Foothill Boulevard, which would prevail during the AM peak hour under 2025 baseline
conditions, would worsen (an increase in the total intersection average vehicle delay of more
than four seconds) with the addition of traffic generated by buildout of the project.
(Significant)

Mitigation Measure B.2g: Optimize the traffic signal timing for the AM peak period at the
signalized intersection of Lakeshore Avenue and Foothill Boulevard. Optimization of
traffic signal timing shall include determination of allocation of green time for each
intersection approach in tune with the relative traffic volumes on those approaches, and
coordination with signal phasing and timing of adjacent intersections.

To ensure that signal timing optimization occurs, the project applicant shall pay for this
measure. After implementation of this measure, the intersection would operate at LOS E in
the AM peak hour, which is an unacceptable condition, but the increase in average delay
from the No Project condition would be less than the four-second threshold of significance
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established by the City of Oakland. The project impact would therefore be mitigated to a
less-than-significant level.
Assessment of possible further mitigation measures (to achieve an acceptable LOS D or

better condition) such as addition of a right-turn lane on Foothill Boulevard indicates that
there is not sufficient right-of-way available for this additional lane at the intersection.

Significance after Mitigation: Less than Significant

Impact B.2h: The LOS F conditions at the signalized intersection of Lakeshore Avenue and
MacArthur Boulevard, which would prevail during the PM peak hour under 2025 baseline
conditions, would worsen (an increase in the average vehicle delay for a critical movement
of more than four seconds) with the addition of traffic generated by buildout of the project.
(Significant)

Mitigation: No feasible mitigation measures are available. Assessment of possible
mitigation measures indicates that optimization of signal timing at this intersection would
reduce average vehicle delays by about 15 seconds, but would not fully mitigate the
project’s impact. Other improvements (to achieve an acceptable LOS D or better
condition), such as additional turn lanes, are not feasible because there is not sufficient
right-of-way available for additional lanes at the intersection.

Significance after Mitigation: Significant and Unavoidable.

Impact B.2i: The LOS E conditions at the signalized intersection of Lakeshore Avenue and
Lake Park Avenue, which would prevail during the PM peak hour under 2025 baseline
conditions, would worsen (an increase in the average vehicle delay for a critical movement
of more than six seconds) with the addition of traffic generated by buildout of the project.
(Significant)

Mitigation Measure B.2i: Optimize the traffic signal timing for the PM peak period at the
signalized intersection of Lakeshore Avenue and Lake Park Avenue. Optimization of traffic
signal timing shall include determination of allocation of green time for each intersection
approach in tune with the relative traffic volumes on those approaches, and coordination
with signal phasing and timing of adjacent intersections.

To ensure that signal timing optimization occurs, the project applicant shall pay for this

measure. After implementation of this measure, the intersection would operate at an
acceptable LOS D or better in both the AM and PM peak hours.

Significance after Mitigation: Less than Significant
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Impact B.2j: The LOS F conditions at the intersection of Embarcadero and 5th Avenue,
which would prevail during the PM peak hour under 2025 baseline unsignalized conditions,
would continue under traffic signal control (installed by 2010 [see Mitigation

Measure B.1d]) with the addition of traffic generated by buildout of the project.
(Significant)

The project site plan does not provide sufficient capacity for this intersection. A modification of
the project site plan would be needed to add additional lanes on Embarcadero and to restripe 5th
Avenue to provide sufficient capacity at this location (see Figure 1V.B-3).

Mitigation Measure B.2j: Widen Embarcadero to provide two through travel lanes in each
direction along the project site frontage (i.e., from north of 4th Avenue to 9th Avenue),
with separate left-turn lanes provided at the intersections, and provide appropriate lane
configurations on the streets that intersect Embarcadero within the above-cited limits.

The project applicant shall pay for this measure. After implementation of this measure, the

intersection would operate at an acceptable LOS D or better in both the AM and PM peak
hours.

Significance after Mitigation: Less than Significant

Impact B.2k: The intersection of Embarcadero and 1-880 Northbound Off-Ramp (to be
signalized by 2010 [see Mitigation Measure B.1e]) would degrade from LOS B to LOS F
during the PM peak hour with the addition of traffic generated by buildout of the project.
(Significant)

The project site plan does not provide sufficient capacity for this intersection. A modification of
the project site plan is recommended to add additional lanes on Embarcadero to provide sufficient
capacity at this location.

Mitigation Measure B.2k: Implement Mitigation Measure B.2j.
The project applicant shall pay for this measure. After implementation of this measure, the

intersection would operate at an acceptable LOS C or better in both the AM and PM peak
hours.

Significance after Mitigation: Less than Significant

Impact B.2l: Traffic generated by buildout of the project would add more than ten vehicles
to the unsignalized intersection of Embarcadero and 1-880 Southbound On-Ramp - 10th
Avenue, and the peak-hour volumes would meet the Caltrans peak-hour traffic signal
warrant during the PM peak hour. (Significant)
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Mitigation Measure B.2l: Install traffic signals at the unsignalized intersection of
Embarcadero and 1-880 Southbound On- Ramp — 10th Avenue. Installation of traffic
signals shall include the traffic signal equipment and optimization of signal phasing and
timing (i.e., allocation of green time for each intersection approach) in tune with the
relative traffic volumes on those approaches, and coordination with signal phasing and
timing of adjacent intersections. Traffic signal equipment shall include pedestrian signal
heads (with adequate time for pedestrians to cross the streets). Signal installation shall meet
City of Oakland and Caltrans design standards.

Prior to the installation of this traffic signal, a complete traffic signal warrant analysis
would be conducted at this location to verify that this location meets MUTCD signal
warrants, which include both daily and peak-hour volume, accidents, and pedestrian
volumes.

The project applicant shall pay for this measure. After implementation of this measure, the
intersection would operate at LOS B in both the AM and PM peak hours.

As described on page 1V.B-59, at locations along Embarcadero, there would be intermittent
periods during the PM peak hour when queues from one intersection would “spill-back” to

adjacent intersections, and to minimize the effects of this queuing, coordination with signal
phasing and timing of adjacent intersections shall include signal interconnects.

Significance after Mitigation: This project impact would be significant and unavoidable because
it is not certain that the measure could be implemented because the City of Oakland, as lead
agency, could not implement Measure B.2l without the approval of Caltrans. However, in the
event that Mitigation Measure B.2I could be implemented, the impact would be less than
significant.

Impact B.2m: The signalized intersection of 5th Avenue and 7th/8th Streets would degrade
from LOS D to LOS F during the PM peak hour with the addition of traffic generated by
buildout of the project. (Significant)

Mitigation Measure B.2m: Optimize the traffic signal timing for the PM peak period at
the signalized intersection of 5th Avenue and 7th/8th Streets. Additionally, the westbound
and eastbound (5th Avenue) approaches of the intersection would be restriped within the
current paved approach, and on-street parking spaces adjacent to the intersection would be
removed, to provide separate left-turn, through, and through/right-turn lanes. Optimization
of traffic signal timing shall include determination of allocation of green time for each
intersection approach in tune with the relative traffic volumes on those approaches, and
coordination with signal phasing and timing of adjacent intersections.

To ensure that signal timing optimization occurs, the project applicant shall pay for this
measure. The City of Oakland, which has jurisdiction over this intersection, would be
responsible for its implementation. After implementation of this measure, the intersection
would operate at an acceptable LOS D or better in both the AM and PM peak hours.

Significance after Mitigation: Less than Significant.
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Impact B.2n: The signalized intersection of 14th Avenue and 7th/12th Streets (Southbound)
would degrade from LOS E to LOS F during the PM peak hour with the addition of traffic
generated by buildout of the project. (Significant)

Mitigation Measure B.2n: Optimize the traffic signal timing for the PM peak period at the
signalized intersection of 14th Avenue and 7th/12th Streets (Southbound). Optimization of
traffic signal timing shall include determination of allocation of green time for each
intersection approach in tune with the relative traffic volumes on those approaches, and
coordination with signal phasing and timing of adjacent intersections.

To ensure that signal timing optimization occurs, the project applicant shall pay for this
measure. The City of Oakland, which has jurisdiction over this intersection, would be
responsible for its implementation. After implementation of this measure, the intersection
would operate at LOS E in the PM peak hour, which is an unacceptable condition, but the
average delay would be lower than under the No Project condition, and the project impact
would therefore be mitigated to a less-than-significant level.

Assessment of possible further mitigation measures (to achieve an acceptable LOS D or
better condition) such as addition of a right-turn lane, and conversion of the through/right
lane to through movements only, on 14th Avenue indicates that there is not sufficient right-
of-way available for this additional lane at the intersection.

Significance after Mitigation: Less than Significant

Impact B.20: The signalized intersection of Foothill Boulevard and 14th Avenue (Westbound)
would degrade from LOS D to LOS E during the AM peak hour with the addition of traffic
generated by buildout of the project. (Significant)

Mitigation Measure B.20: Optimize the traffic signal timing for the AM peak period at the
signalized intersection of Foothill Boulevard and 14th Avenue (Westbound). Optimization
of traffic signal timing shall include determination of allocation of green time for each
intersection approach in tune with the relative traffic volumes on those approaches, and
coordination with signal phasing and timing of adjacent intersections.

To ensure that signal timing optimization occurs, the project applicant shall pay for this
measure. The City of Oakland, which has jurisdiction over this intersection, would be
responsible for its implementation. After implementation of this measure, the intersection
would operate at an acceptable LOS C in both the AM and PM peak hours.

Significance after Mitigation: Less than Significant
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Impact B.2p: The LOS F conditions at the signalized intersection of Foothill Boulevard and
14th Avenue (Eastbound), which would prevail during the PM peak hour under 2025
baseline conditions, would worsen (total intersection average vehicle delay would exceed the
two-second threshold of significance) with the addition of traffic generated by buildout of
the project. (Significant)

Mitigation Measure B.2p: Optimize the traffic signal timing for the AM peak period at
the signalized intersection of Foothill Boulevard and 14th Avenue (Eastbound).
Optimization of traffic signal timing shall include determination of allocation of green time
for each intersection approach in tune with the relative traffic volumes on those approaches,
and coordination with signal phasing and timing of adjacent intersections.

To ensure that signal timing optimization occurs, the project applicant shall pay for this
measure. The City of Oakland, which has jurisdiction over this intersection, would be
responsible for its implementation. After implementation of this measure, the intersection
would operate at an acceptable LOS C in both the AM and PM peak hours.

Significance after Mitigation: Less than Significant

Impact B.2g: The LOS E conditions at the signalized intersection of 16th Street and 23rd
Avenue, which would prevail during the PM peak hour under 2025 baseline conditions,
would worsen (an increase in the average vehicle delay for a critical movement of more than
six seconds) with the addition of traffic generated by buildout of the project. (Significant)

Mitigation Measure B.2q: Optimize the traffic signal timing for the PM peak period at the
signalized intersection of 16th Street and 23rd Avenue. Optimization of traffic signal
timing shall include determination of allocation of green time for each intersection
approach in tune with the relative traffic volumes on those approaches, and coordination
with signal phasing and timing of adjacent intersections.

To ensure that signal timing optimization occurs, the project applicant shall pay for this
measure. The City of Oakland, which has jurisdiction over this intersection, would be
responsible for its implementation. After implementation of this measure, the intersection
would operate at an acceptable LOS C or better in both the AM and PM peak hours.

Significance after Mitigation: Less than Significant

Table 1V.B-8 presents levels of service (and average vehicle delay) under mitigated conditions.
As shown, all significant impacts would be mitigated to an acceptable level of service after
implementation of the above-described measures, except at the following six intersections:

. Atlantic Avenue / Webster Street (AM and PM peak hours)
. 5th Street / Broadway (PM peak hour)
. 6th Street / Jackson Street (AM and PM peak hours)
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TABLE IV.B-8

2025 AM AND PM PEAK HOUR MITIGATED INTERSECTION
LEVEL OF SERVICE (LOS) AND DELAY (seconds/vehicle)

B. Transportation, Circulation, and Parking

Project Condition Mitigated Condition
AM Peak PM Peak AM Peak PM Peak
No. |Intersection Mitigation | LOS | Delay | LOS | Delay | LOS | Delay | LOS | Delay
#1 |Atlantic & Webster (Alameda) Add Lanes F 82.0 E 617 | E@ 62.3 D 48.3
#3 |Embarcadero & Broadway Signal B 14.5 F >70 A 7.5 B 10.7
45 |5th Street & Broadway None E | 752 | Fa | >100 | E | 752 | Fb | >100
feasible
#9 |5th Street & Oak Street Optimize D | 529 | F |>100| D | 529| E | 622
Timing
None
#12 | 6th Street & Jackson Street X F >100 F >100 F >100 F >100
feasible
. Optimi
#27 |West Grand Ave. & Harrison St. T'C:rm;e F |>w00| p | s06| c | 314| D | 506
#30 | Lakeshore Ave. & Foothill Blvd Oﬁtmze E | 641| B | 197 | E® | 503 | B | 197
None
#34 | Lakeshore Ave. & MacArthur Blvd i C 26.2 F >100 C 26.2 F >100
feasible
#35 | Lakeshore Ave. & Lake Park Ave. Oﬁﬂ:&';e D | 439| E | 589 | D | 439 | D | 475
Widen
#36 |Embarcadero & 5th Avenue D 49.2 F >100 D 49.2 C 29.9
Embarcadero
Widen
#37 |Embarcadero & 1-880 NB Off-Ramp B 19.0 F >100 B 10.1 C 30.8
Embarcadero
#38 |Embarcadero & 1-880 SB On-Ramp Signal D 294 E 42.7 B 17.6 B 19.0
#40 | 5th Avenue & 7th/8th Streets OTF;:mZe B 68| F | 815 | D | 387| D | 479
#41 | 14th Avenue & 7th/12th St. (SB) Oﬁgmze c | 272| F | 877 | ¢ | 272 | E2 | 638
#49 | Foothill Bivd & 14th Ave. (WB) Oﬁtmze E | 58| c | 225| ¢ | 27| B | 179
#50 | Foothill Bivd & 14th Ave. (EB) OTF;:;Tr:Ze c | 274| F |>100 | c | 251 | c | 287
#52 | 16th Street & 23rd Avenue OTF;:mZe B 176 | E | 742 | B | 176| C | 203

& After implementation of the identified mitigation measure, the increase in average delay from the No Project condition would be less than
the four-second threshold of significance established by the City of Oakland, and the project impact would be mitigated to a less-than-
significant level, even with an unacceptable LOS.

b See text on page IV.B-8 about how field observations show substantially worse LOS than calculated LOS under existing conditions.

Significant impacts are denoted in Bold typeface.

SOURCE: Fehr & Peers Transportation Consultants
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1IV. Environmental Setting, Impacts and Mitigation Measures

B. Transportation, Circulation, and Parking

° Lakeshore Boulevard / Foothill Boulevard (AM peak hour)
. Lakeshore Boulevard / MacArthur Boulevard (PM peak hour)
° 14th Avenue / 7th/12th Streets (PM peak hour)

For three of the above-listed six intersections, implementation of the identified mitigation
measures would mitigate the project impact to a less-than-significant level because either the
increase in average delay from the No Project condition would be less than the four-second
threshold of significance established by the City of Oakland (at Atlantic Avenue / Webster Street
and Lakeshore Boulevard / Foothill Boulevard), or the average delay would be lower than under
the 2025 No Project condition (at 14th Avenue / 7th/12th Streets).

Cumulative 2025 Conditions

In addition to the 2025 intersection analysis discussed above, which identifies project-specific
impacts, full evaluation of potential impacts requires an assessment of the project’s contribution
to cumulative traffic conditions at intersections that will operate at unacceptable levels of service.
This cumulative impact methodology compares the contribution of the project traffic to overall
traffic growth (i.e., the difference between existing and cumulative [with project] volumes). The
project would have a significant impact if it would contribute 5 percent or more to the traffic
growth at deficient intersections (where the intersection exceeds acceptable thresholds).

Impact B.3: Traffic generated by buildout of the project would contribute to cumulatively
significant impacts at local intersections in the project vicinity in 2025. (Significant Impact
at the intersections described below under Impacts B.3a through B.30)

As shown in Table IV.B-7, page 1V.B-33, the following 18 intersections would operate at an
unacceptable (as defined by location, within or outside the Downtown area; see page 1V.B-13)
LOS E or F under 2025 cumulative (with project) peak-hour conditions:

Atlantic Avenue and Webster Street (AM and PM Peak Hours)
Embarcadero and Broadway (PM Peak Hour)

5th Street and Broadway (PM Peak Hour)

5th Street and Oak Street (PM Peak Hour)

6th Street and Jackson Street (AM and PM Peak Hours)

West Grand Avenue and Market Street (PM Peak Hour)

West Grand Avenue and Harrison Street (AM Peak Hour)
Lakeshore Avenue and Foothill Boulevard (AM Peak Hour)
Lakeshore Avenue and MacArthur Boulevard (PM Peak Hour)
Lakeshore Avenue and Lake Park Avenue (PM Peak Hour)
Embarcadero and 5th Avenue (PM Peak Hour)

Embarcadero and 1-880 Northbound Off-Ramp (PM Peak Hour)
Embarcadero and 1-880 Southbound On-Ramp (PM Peak Hour)
5th Avenue and 7th/8th Streets (PM Peak Hour)

14th Avenue and 7th/East 12th Streets (Southbound) (PM Peak Hour)
Foothill Boulevard and 14th Avenue (Eastbound) (AM Peak Hour)
Foothill Boulevard and 14th Avenue (Westbound) (PM Peak Hour)
16th Street and 23rd Avenue (PM Peak Hour)
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At West Grand Avenue / Market Street, West Grand Avenue / Harrison Street, and Foothill
Boulevard / 14th Avenue (Eastbound), the project would contribute two percent or less to the
projected growth in traffic volume from existing to 2025 (with project) conditions, i.e., a
less-than-considerable contribution. The other 15 deficient locations are described below.

Impact B.3a: Traffic generated by buildout of the project would contribute at least five
percent of the cumulative traffic increases at the signalized intersection of Atlantic Avenue
and Webster Street in Alameda during the AM and PM peak hours, as measured by the
difference between existing and cumulative (with project) conditions. (Significant)

Mitigation Measure B.3a: Implement Mitigation Measure B.2a (contribute fair-share
contribution to intersection improvements proposed by the City of Alameda).

After implementation of this measure, the intersection would operate at LOS E in the AM
peak hour, and at LOS D in the PM peak hour. LOS E is an unacceptable condition, but the
average delay would be lower than under the No Project condition. For cumulative impacts,
however, the significance criterion is whether the project would have a cumulatively
considerable contribution to the unacceptable LOS (i.e., would contribute more than five
percent of the cumulative traffic increase). Because implementation of Mitigation

Measure B.2a would not reduce volumes at this intersection, the project’s percent
contribution would remain cumulatively considerable.

Significance after Mitigation: This cumulative impact would be significant and unavoidable,
both because it is not certain that the measure could be implemented because the City of Oakland,
as lead agency, could not implement Measure B.2a without the approval of the City of Alameda),
and because even though the increased average delay for the above-described mitigated condition
would be less than the threshold of significance established by the City of Oakland,
implementation of Mitigation Measure B.2a would not reduce volumes at this intersection, and
the project’s percent contribution would remain cumulatively considerable.

Impact B.3b: Traffic generated by buildout of the project would contribute more than five
percent of the cumulative traffic increases at the unsignalized intersection of Embarcadero
and Broadway during the PM peak hour, as measured by the difference between existing
and cumulative (with project) conditions. (Significant)

Mitigation Measure B.3b: Implement Mitigation Measure B.2b (install traffic signals).

After implementation of this measure, the intersection would operate at an acceptable LOS
B or better in both the AM and PM peak hours.

Significance after Mitigation: Less than Significant.

Impact B.3c: Traffic generated by buildout of the project would contribute more than five
percent of the cumulative traffic increases at the signalized intersection of 5th Street and
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Broadway during the PM peak hour, as measured by the difference between existing and
cumulative (with project) conditions. (Significant)

As described on page 1V.B-8, based on field observations of existing intersection operations, the
intersection of 5th Street and Broadway is judged to operate at LOS F during the PM peak hour
due to backups along 5th Street caused by downstream bottlenecks in the Webster Tube.

Mitigation: No feasible mitigation measures are available that would fully improve its
operations to acceptable levels. While improvements such as reconfiguring lanes on
Broadway and adding directional signage, as discussed in the JLS EIR, would improve
traffic flow conditions on some movements, downstream bottlenecks in the Webster Tube
would continue to cause substantial backups and delay on 5th Street approaching
Broadway, and the previously described unacceptable LOS F conditions would continue.
The constrained capacity of the tube is an issue of multi-jurisdictional concern (solutions
are being explored by the cities of Oakland and Alameda, Caltrans, and the Alameda
County Congestion Management Agency), and no feasible measures to increase the tube’s
capacity have been identified to date (e.g., the tube cannot simply be widened as can a
roadway).

Significance after Mitigation: Significant and Unavoidable.

Impact B.3d: Traffic generated by buildout of the project would contribute more than five
percent of the cumulative traffic increases at the signalized intersection of 5th and Oak
Streets at the 1-880 Southbound On-Ramp during the PM peak hour, as measured by the
difference between existing and cumulative (with project) conditions. (Significant)

Mitigation Measure B.3d: Implement Mitigation Measure B.2d (optimize traffic signal
timing).

After implementation of this measure, the intersection would operate at an acceptable
LOS E or better in both the AM and PM peak hours.

Significance after Mitigation: This cumulative impact would be significant and unavoidable
because it is not certain that the measure could be implemented because the City of Oakland, as
lead agency, could not implement Measure B.2d without the approval of Caltrans. However, in
the event that Mitigation Measure B.2d could be implemented, the impact would be less than
significant.

Impact B.3e: Traffic generated by buildout of the project would contribute more than five
percent of the cumulative traffic increases at the signalized intersection of 6th and Jackson
Streets at the 1-880 Northbound On-Ramp during the AM and PM peak hours, as measured
by the difference between existing and cumulative (with project) conditions. (Significant)

Mitigation: No feasible mitigation measures are available. The 2010 analysis concluded
that the impact from Phase 1 development could be mitigated through optimization of
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signal timing (see Mitigation Measure B.1c). However, with the additional growth in
background traffic and the growth in project traffic that would occur from 2010 to 2025,
this retiming could not fully mitigate the impact from Project Buildout. Given the
constrained right-of-way at this location, the addition of turn lanes or other similar
improvements would not be feasible.

Significance after Mitigation: Significant and Unavoidable.

Impact B.3f: Traffic generated by buildout of the project would contribute more than five
percent of the cumulative traffic increases at the signalized intersection of Lakeshore
Avenue and Foothill Boulevard during the AM peak hour, as measured by the difference
between existing and cumulative (with project) conditions. (Significant)

Mitigation Measure B.3f: Implement Mitigation Measure B.2g (optimize traffic signal
timing).

After implementation of this measure, the intersection would operate at LOS E in the AM
peak hour, which is an unacceptable condition, but the increase in average delay from the
No Project condition would be less than the threshold of significance established by the
City of Oakland. For cumulative impacts, however, the significance criterion is whether the
project would have a cumulatively considerable contribution to the unacceptable LOS

(i.e., would contribute more than five percent of the cumulative traffic increase). Because
implementation of Mitigation Measure B.2g would not reduce volumes at this intersection,
the project’s percent contribution would remain cumulatively considerable.

Assessment of possible further mitigation measures (to achieve an acceptable LOS D or
better condition) such as addition of a right-turn lane on Foothill Boulevard indicates that
there is not sufficient right-of-way available for this additional lane at the intersection.

Significance after Mitigation: This cumulative impact would be significant and unavoidable
because even though the increased average delay for the above-described mitigated condition
would be less than the threshold of significance established by the City of Oakland,
implementation of Mitigation Measure B.2g would not reduce volumes at this intersection, and
the project’s percent contribution would remain cumulatively considerable.

Impact B.3g: Traffic generated by buildout of the project would contribute more than five
percent of the cumulative traffic increases at the signalized intersection of Lakeshore
Avenue and MacArthur Boulevard during the PM peak hour, as measured by the difference
between existing and cumulative (with project) conditions. (Significant)

Mitigation: No feasible mitigation measures are available. Assessment of possible
mitigation measures indicates that optimization of signal timing at this intersection would
reduce delays, but would not fully mitigate the project’s impact. Other improvements (to
achieve an acceptable LOS D or better condition), such as additional turn lanes, are not
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feasible because there is not sufficient right-of-way available for additional lanes at the
intersection.

Significance after Mitigation: Significant and Unavoidable.

Impact B.3h: Traffic generated by buildout of the project would contribute more than five
percent of the cumulative traffic increases at the signalized intersection of Lakeshore
Avenue and Lake Park Avenue during the PM peak hour, as measured by the difference
between existing and cumulative (with project) conditions. (Significant)

Mitigation Measure B.3h: Implement Mitigation Measure B.2i (optimize traffic signal
timing).

After implementation of this measure, the intersection would operate at an acceptable
LOS D or better in both the AM and PM peak hours.

Significance after Mitigation: Less than Significant

Impact B.3i: Traffic generated by buildout of the project would contribute more than five
percent of the cumulative traffic increases at the unsignalized intersection of Embarcadero
and 5th Avenue during the PM peak hour, as measured by the difference between existing
and cumulative (with project) conditions. (Significant)

Mitigation Measure B.3i: Implement Mitigation Measure B.2j (widen Embarcadero).

After implementation of this measure, the intersection would operate at an acceptable
LOS D or better in both the AM and PM peak hours.

Significance after Mitigation: Less than Significant

Impact B.3j: Traffic generated by buildout of the project would contribute more than five
percent of the cumulative traffic increases at the unsignalized intersection of Embarcadero
and 1-880 Northbound Off-Ramp during the PM peak hour, as measured by the difference
between existing and cumulative (with project) conditions. (Significant)

Mitigation Measure B.3j: Implement Mitigation Measure B.2j (widen Embarcadero).

After implementation of this measure, the intersection would operate at an acceptable
LOS C or better in both the AM and PM peak hours.

Significance after Mitigation: Less than Significant
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Impact B.3k: Traffic generated by buildout of the project would contribute more than five
percent of the cumulative traffic increases at the unsignalized intersection of Embarcadero
and 1-880 Southbound On-Ramp during the PM peak hour, as measured by the difference
between existing and cumulative (with project) conditions. (Significant)

Mitigation Measure B.3k: Implement Mitigation Measure B.2I (install traffic signals).

After implementation of this measure, the intersection would operate at LOS B in both the
AM and PM peak hours.

Significance after Mitigation: This cumulative impact would be significant and unavoidable
because it is not certain that the measure could be implemented because the City of Oakland, as
lead agency, could not implement Measure B.2I without the approval of Caltrans. However, in the
event that Mitigation Measure B.2I could be implemented, the impact would be less than
significant.

Impact B.3I: Traffic generated by buildout of the project would contribute more than five
percent of the cumulative traffic increases at the signalized intersection of 5th Avenue and
7th/8th Streets during the PM peak hour, as measured by the difference between existing
and cumulative (with project) conditions. (Significant)

Mitigation Measure B.3l: Implement Mitigation Measure B.2m (optimize traffic signal
timing).

The City of Oakland, which has jurisdiction over this intersection, would be responsible for
its implementation. After implementation of this measure, the intersection would operate at
an acceptable LOS D or better in both the AM and PM peak hours.

Significance after Mitigation: Less than Significant.

Impact B.3m: Traffic generated by buildout of the project would contribute more than five
percent of the cumulative traffic increases at the signalized intersection of 14th Avenue and
7th/East 12th Streets (Southbound) during the PM peak hour, as measured by the difference
between existing and cumulative (with project) conditions. (Significant)

Mitigation Measure B.3m: Implement Mitigation Measure B.2n (optimize traffic signal
timing).

The City of Oakland, which has jurisdiction over this intersection, would be responsible for
its implementation. After implementation of this measure, the intersection would operate at
LOS E in the PM peak hour, which is an unacceptable condition, but the average delay

would be lower than under the No Project condition. For cumulative impacts, however, the
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significance criterion is whether the project would have a cumulatively considerable
contribution to the unacceptable LOS (i.e., would contribute more than five percent of the
cumulative traffic increase). Because implementation of Mitigation Measure B.2n would
not reduce volumes at this intersection, the project’s percent contribution would remain
cumulatively considerable.

Assessment of possible further mitigation measures (to achieve an acceptable LOS D or
better condition) such as addition of a right-turn lane, and conversion of the through/right
lane to through movements only, on 14th Avenue indicates that there is not sufficient right-
of-way available for this additional lane at the intersection.

Significance after Mitigation: This cumulative impact would be significant and unavoidable
because even though the average delay for the above-described mitigated condition would be
lower than under the No Project condition, implementation of Mitigation Measure B.2n would
not reduce volumes at this intersection, and the project’s percent contribution would remain
cumulatively considerable.

Impact B.3n: Traffic generated by buildout of the project would contribute more than five
percent of the cumulative traffic increases at the signalized intersection of Foothill
Boulevard and 14th Avenue (Westbound) during the PM peak hour, as measured by the
difference between existing and cumulative (with project) conditions. (Significant)

Mitigation Measure B.3n: Implement Mitigation Measure B.20 (optimize traffic signal
timing).

After implementation of this measure, the intersection would operate at an acceptable
LOS C in both the AM and PM peak hours.

Significance after Mitigation: Less than Significant

Impact B.3o: Traffic generated by buildout of the project would contribute more than five
percent of the cumulative traffic increases at the signalized intersection of 16th Street and
23rd Avenue during the PM peak hour, as measured by the difference between existing and
cumulative (with project) conditions. (Significant)

Mitigation Measure B.30: Implement Mitigation Measure B.2q (optimize traffic signal
timing).

After implementation of this measure, the intersection would operate at an acceptable
LOS C or better in both the AM and PM peak hours.

Significance after Mitigation: Less than Significant
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Transit Impacts

Impact B.4: The project would generate demand for alternative transportation service for
the area. (Potentially Significant)

As described in the Setting, no transit currently serves the project site, with the closest BART
service provided by the Lake Merritt station, approximately one mile away. Limited parking is
provided at the Lake Merritt station, with 206 spaces dedicated for use by commuters. The
nearest AC Transit service is provided at the Lake Merritt BART station or the Amtrak station,
about one and 0.75 mile from the project site, respectively.

Transit Service and Facilities to Accommodate Possible Demand

As discussed in Section A, Land Use, the City of Oakland seeks to encourage the use of
alternative transportation modes, and it is reasonable to assume there would be a demand for
transit service by project residents, employees, and visitors. At this time, no funded transit service
expansions are planned for the project site, and the project site plans do not indicate provision for
transit facilities, such as bus stops/turnouts, on the Embarcadero and other major internal project
roadways. Given the location of the Lake Merritt BART station and the current configurations of
the BART lines, an additional (nearer) BART station would not be feasible. Possible future transit
services are an expansion of AC Transit service, a privately-funded shuttle service that would
convey project residents and workers to nearby transit stations. Several discussions have taken
place between the project applicant and AC Transit regarding additional bus service to the site
(specifically extension of Line 11 — Harrison), but no final decision has been made as of
publication of this document.

If AC Transit were to expand service to this site, transit facilities, such as bus stops/turnouts,
would have to be provided. Private transit (shuttle) service would also require pullouts or
dedicated spaces to serve the site. The provision of transit service facilities on the site could
reduce the vehicular trips and parking demand associated with both residents and employees on
the site. The absence of transit facilities to service the project site would hinder development of
transit and/or shuttle service. This is considered a potentially significant impact.

Transit Ridership

It could be assumed that a negligible number of transit trips would be generated by the project
because of the barriers to transit usage. These barriers include the absence of existing transit
service to the project site, the distance to the nearest transit facilities, and the relatively low
number of parking spaces at the Lake Merritt BART station. Research indicates that most transit
users prefer to access a station within one-quarter to one-half-mile of their origin or destination.
With no additional transit service, would-be transit riders would have to walk one mile or more
from many areas inside the project to reach either the BART or Amtrak station. Given these
considerations, the number of transit users from the project site likely would be minimal unless
additional transit service is provided to the site.
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However, a simple assumption of no transit trips could understate the transit impacts associated
with the project. Therefore, the ACCMA model was used to estimate an unconstrained number of
transit trips generated by the project. The ACCMA model estimates that approximately 250 peak-
hour transit trips would be generated by the project site, approximately 75 AC Transit trips and
175 BART trips. It is anticipated that each project-generated transit trip would include an
automobile trip between the project site and the transit stations at Lake Merritt BART or the Jack
London Square Amtrak.

Project Effects — AC Transit

An impact would occur on an AC Transit line if the project would add more than three percent to
the total ridership on a line when the average passengers per seat rate (i.e., load factor) on that
line exceeds more than 125 percent. Average ridership, based on load factors reported by

AC Transit, is 80 percent or less on the bus lines nearest the project site (at the Lake Merritt
BART station). The above-described estimated 75 peak-hour project AC Transit trips would not
cause any AC Transit bus lines to exceed 125 percent, and the project impact with respect

AC Transit would be less than significant.

Project Effects — BART Standing Capacity

An impact would occur on a BART line if the project would add more than three percent to the
total ridership on a line when the average load factor on that line exceeds more than 135 percent.
During the peak hour, 24 trains access the Lake Merritt BART station traveling both north and
south. The above-described estimated 175 peak-hour BART trips would add about six riders per
train, causing a limited (one percent) increase in the average load factor, and the project impact
with respect BART standing capacity would be less than significant.

Project Effects — BART Gate Capacity

An impact would occur at a BART station if the project would add more than three percent to the
total ridership combined with an average wait time of one minute or more. The current peak-hour
ridership at the Lake Merritt BART station is about 1,063 entries and exits. Field observations
conducted in January 2005 during the AM and PM peak hours indicated that delay experienced at
the fare gates was minimal. Only one queue longer than one minute was observed, during the PM
peak hour. The average queue was seven passengers, with a per-person delay of 16 seconds. The
additional BART trips from the project would cause a total ridership increase of about 16 percent,
which would not cause the average wait time to increase to one minute, and the project impact
with respect BART gate capacity would be less than significant.

Mitigation Measure B.4a: The project applicant shall redesign the project site plan to
include transit facilities, including bus turnouts on the Embarcadero at a minimum, to
ensure that bus service could be accommodated if agreement with AC Transit were to be
met to extend service to the project site. Additional facilities would include bus stops
within the project, or even a dedicated transit center at which public buses and/or private
shuttles could stop.
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Mitigation Measure B.4b: The project applicant shall operate a private shuttle service to
complement AC Transit service that might be extended to the project site. The shuttle
service shall have an adequate number of shuttle stops located onsite, and shall operate on a
frequency sufficient to attract use of the service by project residents and employees.

Mitigation Measure B.4b complements Air Quality Mitigation Measure C.7.

Significance after Mitigation: Less than Significant.

Bicycle Impacts
Impact B.5: The project would create demand for bicycle parking. (Less than Significant)

The Bicycle Master Plan requires new development to provide both short-term and long-term
parking for bicycles. For multi-family residential uses with private garages, the recommendation
is for one short-term bicycle parking space per 10 units; no long-term bicycle parking spaces
would be required. For retail and restaurant uses, one short-term space per 5,000 square feet and
one long-term bicycle parking spaces per 8,000 square feet are recommended.

To meet the recommended goals of the Bicycle Master Plan, the project would be required to
provide 128 short-term and 9 long-term bicycle parking spaces for Phase 1, and 350 short-term
and 25 long-term spaces under buildout of the project. The parking ratios described above are
presented as recommendations in the Bicycle Plan. However, the City is now considering
adopting requirements in its Zoning Ordinance that would be lower than summarized above.

As part of the proposed project, bicycle parking spaces would be provided in onsite locations, at a
level determined by the City and in a manner consistent with the City’s practices at the time of
project construction.

Mitigation: None required.

Pedestrian Safety Impacts

Impact B.6: The project would increase the potential for pedestrian safety conflicts. (Less
than Significant)

As described in the Setting, within the general project area, some pedestrian facilities are
provided, though given the current industrial orientation of the project site, no sidewalks are
provided on-site. Many of the study area roadways provide sidewalks on both sides, and the Bay
Trail currently extends from Jack London Square to the Estuary Park along 2nd Street.
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The project would increase both pedestrian activity and vehicular traffic in and around the project
area, particularly along the Embarcadero. As described in the Project Description, the proposed
project would include a continuous public Class I trail along the entirety of the project shoreline,
linking an existing Bay Trail segment, which ends at Estuary Park, to 10th Avenue, where the
trail currently continues east to the Martin Luther King Regional Shoreline and beyond. The
adopted Pedestrian Master Plan (PMP), which is part of the City’s General Plan, includes PMP
Policy 1.2. Traffic Signals, which recommends use of traffic signals and their associated features
(e.q., pedestrian signal heads) to improve pedestrian safety at dangerous intersections. As
described under Impacts B.1 and B.2, above, intersections in the project area, including those
serving as access points for the project site, would be signalized to mitigate significant project
effects on traffic flow conditions. As stipulated in Mitigation Measures B.1a, B.1d, B.1e, B.2b
and B.2I, pedestrian signal heads (with adequate time for pedestrians to cross the streets) would
be installed when new traffic signals are installed. These traffic control devices would safely
accommodate the added vehicular and pedestrian traffic, and the project would have a less-than-
significant impact on pedestrian safety.

Pedestrian safety is an issue of general concern throughout Oakland, and adoption of the above-
cited Pedestrian Master Plan provides the City with a mechanism of addressing conditions in
various areas, with a focus on high pedestrian activity areas or corridors, where pedestrian
volumes and collision rates tend to be higher than the rest of the city. The following is a general
discussion of issues and concerns in high pedestrian activity areas (e.g., the San Antonio and
Chinatown areas), and how the proposed project potentially would affect those areas.

Drivers and pedestrians share responsibility for pedestrian safety. While increased vehicular
volumes may contribute to pedestrian collisions, there are many other factors, such as signal
timing (i.e., the amount of time pedestrians have to cross the street at signalized intersections),
intersection and roadway design (e.g., the presence or absence of pedestrian crossing signals, and
the prohibition or allowance of right turns on a red light), adjacent land uses, parking movements,
as well as pedestrian volumes and characteristics that also affect pedestrian safety. Chinatown’s
proximity to regional roadways (freeway ramps and the Webster/Posey tubes) and downtown
Oakland, as well as the mix of through and local traffic with high pedestrian volumes, has
resulted in concern and action on the part of community members and the City. The Revive
Chinatown Streetscape and Pedestrian Improvement Project, funded by a Transportation for
Livable Communities grant and local matching funds, will include installation of corner bulb-outs
(which shortens the crossing distance at intersections), scramble traffic signals (which allow
pedestrians on all four corners to cross at the same time, including diagonally, while red lights
stop all vehicles), pedestrian countdown timers (to show pedestrians how many seconds of
“Walk” time remains), crosswalk striping, and bilingual signs. These enhancements will improve
pedestrian safety by reducing conflicts with vehicles and by providing pedestrians with better
information about safely crossing streets. The San Antonio district is east of the project site, and
while about half of the traffic generated by the project would use regional roadways to access the
project site, the rest would be dispersed through the local roadway system. The proposed project
would increase traffic along 5th, 14th, and 23rd Avenue, and Foothill and International
Boulevard, and East 12th Street. The major signalized intersections on those roads currently have
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pedestrian signal heads and crosswalks, and operate at good levels of service (i.e., LOS C or
better). Those intersection would operate at acceptable service levels (i.e., LOS D or better) at all
but one intersection with addition of traffic generated by buildout of the project (with, in some
cases, implementation of required mitigation measures identified in the EIR). The intersection of
14th Avenue and 7th/12th Streets is projected to operate at an unacceptable LOS E in 2025 during
the PM peak hour with or without the project. The traffic control devices and pavement markings
would safely accommodate vehicular and pedestrian traffic, and the project would have a less-
than-significant impact on pedestrian safety.

Mitigation: None required.

Site Access and Circulation Impacts

Impact B.7: The project would increase the potential for conflicts among different traffic
streams. (Significant)

This impact assessment is based on the project site plan (see Figure 1V.B-4). Aspects of the site
plan assessed include the lane configurations on Embarcadero along the project boundary, access
at project entrances/exits, traffic control at intersections, and internal roadway design. For the
purposes of this study, the design of the project is judged to have a significant impact if the
project incorporates design elements that would not comply with Caltrans design standards, as
defined by of the 5th Edition of the Caltrans Highway Design Manual (Caltrans, 1995). When
Caltrans design standards are unavailable or unclear, then other documents were used (e.g., the
Manual of Uniform Traffic Control Devices (MUTCD). For the cross-sectional elements, the
Caltrans recommends the use of America Association of State Highway and Transportation
Officials (AASHTO) standards for city and county roadways that are not under the jurisdiction of
Caltrans.

The project site would connect to Embarcadero by several public streets (4th, 5th, 6th, 7th, 8th,
and 9th Avenues) that would provide full access into the development. Based on the impact
analysis for 2010 and 2025 (see Impacts B.1 and B.2, above), traffic signals would be required on
Embarcadero at 5th Avenue and 6th Avenue (the latter at the 1-880 northbound off-ramp); in
addition, a signal would be required at Embarcadero at 10th Avenue (at the 1-880 southbound
on-ramp) to mitigate project impacts. The other project access roadways would be full access and
are assumed for this analysis initially to operate under side-street stop-sign control.

Spacing of Project Access Along Embarcadero

The Highway Design Manual and AASHTO do not provide formal standards for intersection
spacing. However, based on standard traffic engineering principles, several general guidelines can
be applied for signalized and unsignalized intersections. The first guideline (spacing for
signalized intersections) sets about 800 feet or more as optimal, with 500-600 feet considered the
minimum. The intersections of Embarcadero/5th Avenue and Embarcadero/6th Avenue are about
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500 feet apart, and the intersection of Embarcadero/1-880 Southbound On-Ramp at 10th Avenue
is approximately 1,000 feet from the next adjacent intersections. Based on this spacing standard,
the site access intersections at Embarcadero/7th Avenue and Embarcadero/9th Avenue must
remain unsignalized because a potential signal at the former would be less than 500 feet from the
Embarcadero/6th Avenue signal, and a potential signal at the latter would be less than 400 feet
from the signalized intersection at Embarcadero/I-880 Southbound On-Ramp at 10th Avenue. If
needed for site access, a traffic signal could be installed at Embarcadero/8th Avenue.13 Given the
short distance of the Embarcadero/9th Avenue intersection to the adjacent southbound freeway
on-ramp at 10th Avenue, it is recommended that this intersection be converted to right-in /
right-out operation.

The second guideline (spacing for unsignalized intersections) sets 350 feet as the minimum
distance, as defined by the Caltrans Highway Design Manual (Table 405.1A) for corner sight
distance considerations. A corner sight distance of 350 feet is required for a vehicles traveling at
30 miles per hour (considered appropriate for the posted 25 mph speed limit on Embarcadero).14
A review of the project site plan indicates that all of the unsignalized intersections are spaced at
least 350 feet apart on Embarcadero.

Queuing at Intersections Along Embarcadero

The purpose of this queuing analysis is to confirm the lane configuration changes and access
changes recommended in the sections above. On the basis of a micro-simulation analysis, with an
additional through lane on Embarcadero, and the other lane configurations presented previously,
the queuing (backups) along Embarcadero would be minimized. A review of the estimated queues
at the intersections indicated that backups would be minimal along Embarcadero, with some
occasional “spill-back” from one adjacent intersection to another. The average queue length
during the PM peak hour would be less than the storage length at all of the intersections along
Embarcadero in front of the project site; the maximum queue at several locations would
intermittently exceed the available storage area. See Appendix C for documentation.

At several locations, there would be intermittent periods during the PM peak hour when queues
from one intersection would “spill-back” to adjacent intersections. This queuing would occur in
the southbound direction along Embarcadero and occurs at 4th, 6th, and 10th Avenues. To
minimize queuing along Embarcadero, signal interconnects would be installed to coordinate the
traffic signals at 5th, 6th, 8th, and 10th Avenues.

Queuing also would occur at Embarcadero/7th Avenue for vehicles trying to exit the project,
particularly for left-turn vehicles. Therefore, this roadway would have to be restricted to
right-in/right-out operations only for vehicles turning onto Embarcadero.

13 A review of the peak-hour traffic signal warrants from the Manual of Uniform Traffic Control Devices (MUTCD)
indicates that a traffic signal would be warranted at Embarcadero/8th Avenue.
4 1f a driver were traveling along a roadway at 30 miles per hour and a car pulled out in front of them, that driver
would require 350 feet to recognize the car and safety decelerate to 85 percent of their intended speed.
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Emergency Access

As stated in the Significance Criteria, the project results in a significant impact if the design of the
project contains fewer than two emergency access routes for streets exceeding 600 feet in length.
This criterion identifies roadways that are long cul-de-sacs that could be difficult for emergency
vehicles to access. For example, if there is only one access point to a roadway, then emergency
vehicle access to adjacent properties could potentially be obstructed, and there would be no
alternate routes available.

The proposed project would have four roadways with only one access point — 4th Avenue, 5th
Avenue, Harbor Lane West, and Harbor Lane East (see Figure 1V.B-3). Each of these roadways
would be less than 600 feet in length, as measured on the project site plan, and the project impact
would be less than significant.

Railroad Operations

An issue related to emergency vehicle access is the operations of the railroad. There is a rail line
(operated by Union Pacific Rail Road [UPRR]) running east of the project site that carries freight
and Amtrak passenger train service. An at-grade crossing of these tracks is located at 5th Avenue
and includes standard protective equipment (i.e., signals and movable gates). Amtrak passenger
service out of the Jack London Square station operates on three lines (Capital Corridor, 24 trains
per day, San Joaquin, 12 trains per day, and Coast Starlight, 2 trains per day). Freight rail service
operates with no set/published schedule. Therefore, field observations were conducted to
determine how the freight rail service might operate on a typical weekday.

Field data was collected from 7:00 AM to 6:00 PM in September 2004 at the current at-grade
crossing of the UPRR line on 5th Avenue. Data collected included the number of trains that
passed by the crossing, the classification of train (freight or Amtrak), the number of vehicles in
each train, and the amount of time that the crossing gates were closed. On the day studied, six
freight trains passed by the project site during the data collection period. These trains varied in
length from 8 cars to 91 cars, and the amount of time the gates were down varied from one to five
minutes. During the 11-hour data collection effort, freight trains caused the gates to be down for a
total of about 20 minutes, or 3 percent of the total observed time. Because no set schedule exists
for freight rail operations, more or fewer trains could operate along this line in the future. The
only certainty is that the UPRR will continue to use these tracks for freight operations in the
foreseeable future.

When a freight train is crossing the tracks across 5th Avenue, access to the project site would be
limited. For non-emergency vehicles, these obstructions would be a temporary inconvenience.
However, a track blockage by a freight train could be a more serious issue for an emergency
vehicle traveling to the project site. Available alternative routes that an emergency vehicle can
use to access the site are the at-grade crossing on Oak Street (to the north) and the overcrossing
on 16th Avenue (to the south). A long freight train could simultaneously block the at-grade
crossings at 5th Avenue and Oak Street, which would limit access to the site to the 16th Avenue
alternative route. The availability of alternative routes would minimize any significant delay in
response time, given the relative frequency and duration of train obstructions at both the 5th
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Avenue and Oak Street crossings in typical conditions or in the instance of a simultaneous
emergency in the project area (Poulson, 2004).

Internal Project Site Design Elements

Spacing of Internal Intersections. The spacing of internal intersections was judged using sight
distance criteria. On the basis of less-restrictive stopping sight distance criteria (consistent with
Highway Design Manual recommendations for intersections not located on major public streets
like the Embarcadero), spacing of internal intersections would be appropriate.

Cross-section Elements. The major cross-sectional elements of the internal project roadways
include travel lanes, parallel parking lanes, angled parking lanes, bicycle lanes, sidewalks, curb
ramps, and crosswalks. Applicable standards and guidance from AASHTO, the MUTCD, and the
America Disabilities Act (ADA) were applied.

. Travel lane widths on internal roadways would be 10 feet or more, which exceeds
AASHTO’s minimum lane width (9 feet).

° Roadways within the project site that would provide parallel parking would have parking
widths of 8 feet, which matches AASHTO’s recommended width.

° Neither the Highway Designh Manual nor AASHTO provide explicit standards for the
design of angled parking spaces. The Dimensions of Parking provides guidance regarding
the designs of parking facilities (Urban Land Institute, 2000). The project roadway cross-
sections would provide 29 feet for the angled parking space plus adjacent travel lane, which
matches the minimum depth for an angled parking space (17 feet, excluding the curb
overhang) plus travel lane (12 feet) in the ULI document.

. The project would provide six-foot-wide bike lanes on the Embarcadero, which exceeds
AASHTO’s minimum lane width (4 feet).

. The sidewalk widths shown on the project site plan vary from 5 feet to 16 feet, which
exceeds AASHTO’s minimum width criterion (4 feet).

There are other design considerations applicable to sidewalks besides the minimum width.
For example. Design considerations are needed for the minimum pedestrian zone (a clear
space devoid of obstacles), the maximum grade, cross slopes for sidewalks, and the design
of sidewalk surfaces, in keeping with ADA standards. The project site plan does not
provide sufficient detail to allow determination of ADA compliance by the project at this
time.

° The project site plan shows crosswalks at all internal project intersections and at project
intersections on Embarcadero. The MUTCD requires that crosswalks have a minimum
width of 6 feet, with a preferred width of 10 feet. A review of the site plan indicates that the
crosswalks shown have sufficient width.
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However, there appear to be several locations where additional crosswalks would be
required, including potential mid-block crossings where pedestrians may chose to cross
internal project roadways. One potential location would be 9th Avenue, west of the Ninth
Avenue Terminal location because there are sidewalks connecting to 9th Avenue at this
location, but no crosswalks.

° Both ADA and AASHTO provide specific guidelines regarding the design of curb ramps.
Curb ramps provide connections between the sidewalks and the street and are typically
found at intersections and other pedestrian crossing locations. Important issues relating to
the design of curb include the width of a curb ramp and the slope of the ramp. For example,
a ramp with an excessive slope could be difficult for a person in a wheelchair to navigate.

The project site plan indicates that curb ramps are provided at each marked crosswalk
location. The curb ramps are sufficiently wide and are provided at all crosswalks shown on
the current project site plan. However, the site plan is not sufficiently detailed to indicate
whether the maximum grade is exceeded on the curb ramps.

Mitigation Measure B.7: The project applicant shall redesign the site plan as follows:

o Reconfigure the intersections of Embarcadero/7th Avenue and Embarcadero/9th
Avenue intersection for right-in/right-out movements only (to ensure proper spacing
between signalized intersections).

o Install a traffic signal at the intersection of Embarcadero and 8th Avenue.

) Install signal interconnect on Embarcadero between 5th and 10th Avenues to allow
for coordination of traffic signals along Embarcadero (to minimize queuing
[back-ups] on Embarcadero).

o The design of pedestrian facilities including sidewalks, crosswalks, and curb ramps
shall comply with ADA standards and other applicable legislation.

Significance after Mitigation: Less than Significant.

Required Congestion Management Program Evaluation

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” PM 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 during the PM
peak hour. The CMP and Metropolitan Transportation System (MTS) roadways in the project
vicinity identified in NOP comments by ACCMA (July 20, 2004 letter) include Interstate 880,
Interstate 980 / State Route 24, Interstate 580, Broadway, Brush Street, Castro Street, Grand
Avenue, Martin Luther King Jr. Way, San Pablo Avenue, and Telegraph Avenue.1®

15 Note that the roadway segments included in this evaluation is not based on an assessment of the project trip
distribution or application of a screening criteria to determine if the project would contribute enough new trips to
warrant analysis.
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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. This version of the
Countywide Model was based on ABAG Projections 2002 land uses for 2010 and 2025. The
project falls within traffic analysis zone (TAZ) 95 and a portion of TAZ 799.

The traffic baseline forecasts for 2010 and 2025 (PM peak hour) were extracted for the CMP and
MTS highway segments from the Countywide Model. Due to fluctuations in the model forecasts
and the model’s limited number of TAZs in the project area, the “with project” forecasts were not
used directly for the CMP roadway analysis. Instead, traffic estimates were computed for the
proposed project and manually added to the 2010 and 2025 baseline volumes from the
Countywide Model. The “with project” level of service results were compared to the baseline
results for each model horizon year. Highway impacts were summarized at the designated
roadway segments (links) on the MTS and CMP networks. The PM peak hour volumes, v/c ratios
and the LOS for baseline and “with project” conditions represent both directions of flow. Detailed
tables are provided in Appendix C and include all data for 2010 and 2025 forecast years.

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 2003 and 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.

Due to differences in the land use assumptions and traffic zone and roadway network details, 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 City of Oakland, which differs from the data in the ACCMA model.
The second area of difference is the use of a furnessing 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 reports the outputs of the ACCMA model
directly on a roadway segment level. It is not unusual for there to be discrepancies given that the
two analyses measure impacts at a different scale. For local streets, intersections are typically a
more accurate measure of 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.
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2010 Impacts on Regional and Local Roadways

Impact B.8: The project would contribute to 2010 changes to traffic conditions on the
regional and local roadways. (Less than Significant)

The addition of project-generated traffic to the regional and local roadways would not change the
peak-hour levels of service on any of the roadways when compared to the 2010 baseline
condition, except for 1-980 (between 1-880 and 1-580), which would change from LOS A to B
during the AM peak hour. This roadway would nonetheless continue to operate at acceptable
levels of service.

Mitigation: None required.

2025 Impacts on Regional and Local Roadways

Impact B.9: The project would contribute to 2025 changes to traffic conditions on the
regional and local roadways. (Significant)

The addition of project-generated traffic to the regional and local roadways would result in a
change in peak-hour level of service at the following locations when compared to the 2025
baseline condition:

Addition of project trips on southbound 1-880 from the project to High/42nd Street during the PM
peak hour would cause the v/c ratio to increase within unacceptable LOS F by more than the
3-percent threshold of significance, which would be a significant impact.

PM Peak Hour

o 1-880 (northbound from Hegenberger Street to High/42nd Street, and from High/42nd
Street to the project), which would degrade from LOS D to E.

. 1-880 (northbound from 1-980 to 1-880/Toll Plaza), which would degrade from LOS C to D.

. 1-880 (southbound from 1-880/Toll Plaza to 1-980), which would degrade from LOS D to E.

o Martin Luther King Jr. Way (southbound from Adeline Street to SR 24), which would
change from LOS D to E.

. Broadway (westbound from 14th Street to 7th Street), which would change from LOS A
to B.

. Telegraph Avenue (northbound from Ashby Avenue to Bancroft Way), which would
change from LOS D to E.

AM Peak Hour

° 1-880 (northbound from the project to 1-980), which would degrade from LOS D to E.
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° Broadway (eastbound from Embarcadero to 7th Street), which would change from LOS A
to B.

The above-cited roadway segments would nonetheless continue to operate at acceptable levels of
service (LOS E or better), and the project impact on those segments would be less than
significant.

Mitigation: Direct mitigation of the project’s significant impact on the freeway segment is
not feasible. Factors that limit the mitigation of impacts include constrained right-of-way,
no regional or local traffic impact fee mechanism to collect and disperse funds for
roadways improvements, and the inherent difficulties with widening the freeways, such as
the need to widen over crossings and structures adjacent to the freeway.

One method to reduce vehicular trips from the project would be the inclusion of transit
through the addition of transit stops, an extension of AC Transit service to the site, and the
provision of a complementary private shuttle service that would connect the project to
major adjacent destinations such as Downtown Oakland and Jack London Square. While
inclusion of transit facilities and provision of both public and private transit service to the
site would not fully mitigate the project’s impacts on the regional freeway system, a
reduction in trips to the site would lessen the impacts of the project on these roadways.

Significance after Mitigation: Significant and Unavoidable.

Construction Period Impacts 16

Impact B.10: Project construction would temporarily 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 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 nearby 1-880 freeway ramps, use of local roadways would be
limited. Truck traffic that occurs during the peak commute hours (7:00 to 9:00 AM and 4:00 to
6:00 PM) could result in worse levels of service and higher delays at local intersections than
during off-peak hours.

Construction work on the site would include two main types of activities, i.e., site preparation and
building construction on each of the parcels. Building construction on an individual parcel could
occur only after the completion of the site preparation work. These activities are described in
more detail below.

16 This section was prepared on the basis of preliminary estimates of construction phasing, duration, materials and
equipment staging, and road closures provided by Oakland Harbor Partners (project sponsor).
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Site preparation includes all of the activities required to allow construction on the individual
parcels of the project. Major components of site preparation would involve removal of all existing
structures such as buildings, parking lots and other man-made items, removal of contaminated
soil material, deposition of clean fill, grading of the site, and construction of necessary
infrastructure. At this time, it is anticipated that about three feet of soil would be removed from
the site, and three feet of new fill material would be deposited uniformly across the project site.
The final phase of site preparation would be the installation of infrastructure that would include
onsite roadways, water lines, and other required items. A variety of equipment would be required
for the site preparation stage, including bulldozers, grading machines, cranes, and dump trucks,
which would be responsible for the removal and deposition of cut and fill material on the site.
Reconstruction of the Embarcadero along the project frontage would occur as part of site
preparation activities.

Building construction involves the assembly of the buildings on each individual parcel; it is
anticipated there would be 13 to 15 buildings constructed on the project site. Major elements of
building construction would include driving piles to support the building foundation, constructing
the building frame, pouring concrete to serve as the floor of each story, and completing the
interior of each building. Interior work within each building would include adding the necessary
piping and wiring, adding windows, and installing interior fixtures such as sinks and faucets.

Given the size of the project site, it is anticipated that the construction workers, vehicles, and
equipment would be stored onsite. In the earlier phases of construction, these vehicles would be
stored on vacant parcels within the project site. During later phases of the project, the project
open spaces would be used to store vehicles and equipment. According to the project applicant,
the site construction activities would not require any off-site storage of equipment or vehicles.
Designation of storage and staging areas for equipment, materials, and vehicles would be a
requirement of a construction traffic management plan (see Mitigation Measure B.11).

The project would be developed in four major phases over a period of approximately 11 years. It
is anticipated that the project would start construction in 2007 and be completed and occupied in
several subphases, with full buildout complete in approximately 2018. Based on information
provided by the project applicant, the following major assumptions were used to develop this
schedule:

° Site preparation would begin in 2007.

° Each parcel would require at least one year of site preparation prior to building
construction.

. Building construction would begin in 2008

. Construction of each building would require two to three years after the completion of the
site preparation.

o Construction would be phased, with site preparation and building construction potentially
occurring on separate parcels concurrently.

. Site preparation work would require five years to complete on the entire project beginning
in 2007 and ending in 2012.

° Construction work on the individual buildings would occur over a ten-year period,
beginning in 2008 and ending in 2018
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According to the project applicant, the number of construction workers employed on the site can
be estimated using the following assumptions:

Site preparation would require 50 workers per day per parcel.

° Building construction would require between 50 and 60 workers per day per parcel and

would vary by the size of the building.

. The maximum number of building construction workers infrequently (5-10% of the time)
would be between 100 and 120 workers per parcel during periods of very heavy activity.

These periods of heaviest activity would occur sporadically throughout the 2-3 year

construction time frame.

The anticipated number of daily construction workers for each year of construction is provided in

Table IV.B-9. This table also indicates the allocation between workers involved with site

preparation versus building construction. As shown, the total number of workers onsite per day
would range up to 270 to 300 workers, during the three-year period from 2010 to 2012; the level
of workers for most years would range from 120 to 220 workers per day.

PROJECT CONSTRUCTION WORKERS LEVELS (workers per day)

TABLE IV.B-9

Year Site _ Building

Preparation Construction Total
2007 50 0 50
2008 50 170 220
2009 50 170 220
2010 50 220 270
2011 50 250 300
2012 0 270 270
2013 0 120 120
2014 0 160 160
2015 0 160 160
2016 0 120 120
2017 0 120 120
2018 0 60 60
Peak 50 270 300
Level (2007-2011) (2012) (2011)

SOURCE: Oakland Harbor Partners (project sponsor)

The following assumptions were applied to estimate the number of trips associated with the

construction workers:

o Construction workers would travel to the site in private vehicles.
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° Vehicles carrying workers to the site would have an auto occupancy equivalent to the
regional average (approximately 1.2 persons per vehicle for work trips).

. There would be two daily trips associated with each worker (i.e., commuting to and from
the site)

o A majority of the worker trips would occur outside of the morning and afternoon peak
traffic hours (i.e., construction workers would arrive by 7:00 AM and leave by 3:30 PM.
For purposes of this analysis, 25 percent of the trips are assumed to occur during the peak
traffic hours.

Based on these assumptions, the project workers would generate an additional 500 daily
construction trips and approximately 62 additional trips in each of the peak hours, at a peak level
of activity in 2011.

The construction activities, including the site preparation and the building construction, are
expected to generate varying level of truck activity. Truck trips generated by the project would
include:

Dump trucks removing contaminated soil

Dump trucks delivering clean fill

Flat bed trucks delivering piles

Cement trucks

Delivery trucks providing drywall, interior furnishings, appliances and other items

Similar to construction workers, the number of trucks is expected to vary as the construction
activity varies. For example, the highest number of trucks would be required for the removal and
deposition of soil at the site, activities that are anticipated to occur during the initial site
preparation phase. Another activity which would require a large number of trucks is pouring the
floors of each building, requiring a daily influx of cement mixer trucks. As construction
concludes, fewer trucks would be required because deliveries would only be required
intermittently. For example, a single large delivery truck should be able to deliver many of the
appliances required for several units in each building.

The following assumptions were applied to determine the truck trips associated with the project:

° 50 truck round trips (100 one-way trips) per day would be required during the site
preparation phase. These trucks would be needed to remove the contaminated soil.
Additionally, these trucks would be depositing fill material to replace the removed soil. It is
anticipated that each truck might make at least 2-3 round trips per day.

° 50 truck round trips (100 one-way trips) per day per building would be required to deliver
cement for the flooring. Again, these trucks may be making several round trips throughout
the day. It is anticipated that cement would only be required during the first year of
construction. Additionally, cement trucks may only be required 2-3 weeks per year.

. 5 truck round trips (10 one-way trips) per day per building would occur on all other days of
construction activity. These trucks would be delivering materials as described above.

As shown in Table I1V.B-10, the number of daily one-way truck trips is expected to vary between
10 and 400 trips, with the peak level of truck traffic occurring in 2011.
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TABLE IV.B-10
PROJECT CONSTRUCTION TRUCK TRIPS (truck trips per day) 2
Site Building
Year Preparation Construction Total
2007 100 0 100
2008 100 300 400
2009 100 30 130
2010 100 220 320
2011 100 300 400
2012 0 230 230
2013 0 20 20
2014 0 210 210
2015 0 120 120
2016 0 110 110
2017 0 20 20
2018 0 10 10
Peak 100 300 400
Level (2007-2011) (2011) (2011)

2 The truck trips in this table represent one-way trips. One-way trips are either inbound to, or outbound from, the project site; two one-way
trips equal one round trip. For example, site preparation would generate 50 round trips, and 100 one-way trips.

SOURCE: Oakland Harbor Partners (project sponsor)

The traffic associated with the construction of the project can be expected to negatively affect
traffic flow in the project study area, particularly on Embarcadero and access points to/from
1-880. The greatest impact would occur from vehicles associated with the delivery and removal of
any cut and fill from the site. During peak periods of construction on the 1-880 Seismic Retrofit,
this impact would likely be exacerbated. The City of Oakland would work in cooperation with
Caltrans to mitigate cumulative effects that may occur during periods when the proposed project
and the 1-880 Seismic Retrofit project overlap.

Mitigation Measure B.10: Prior to the issuance of each building permit, the project
applicant and construction contractor shall meet with the Traffic Engineering and Parking
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 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 applicant shall develop a construction management plan for
review and approval by the City Traffic Engineering 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. In
addition, the information shall include a construction staging plan for any right-of-
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way used on the Embarcadero, including sidewalk and lane intrusions and/or
closures.

. 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.

It is anticipated that this Construction Traffic Management Plan would be developed in the
context of a larger Construction Management Plan, which would address other issues such
as hours of construction on site, limitations on noise and dust emissions, and other
applicable items.

Significance after Mitigation: Less than Significant.

Evaluation of Project's Proposed Parking Supply

Because a Court of Appeal decision (regarding a challenge to San Francisco’s treatment of
parking as a social, not physical, effect) held that parking is not part of the permanent physical
environment, and that parking conditions change over time as people change their travel patterns,
unmet parking demand created by the project need not be considered a significant environmental
effect under CEQA unless it would cause significant secondary effects.1” However, the City of
Oakland, in its review of the proposed project, wants to ensure that the provision of parking
spaces in conjunction 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)

17" san Franciscans Upholding the Downtown Plan v. the City and County of San Francisco (2002)
102 Cal.App.4th 656.
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will be minimized. As such, although not required by CEQA, this EIR provides City
policymakers and other readers of this document with information about the relation between
proposed parking supply and estimated parking demand and City code requirements.

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.

City Off-Street Parking Requirements

A consideration when evaluating the project’s proposed parking supply is how it compares to the
City’s Municipal Code requirements for off-street parking (Municipal Code Chapter 17.116).
However, Code requirements are not used to judge parking impacts; parking supply versus
estimated parking demand (discussed below) is used to judge impacts. It is anticipated that the
project site would be rezoned from the current site zoning to the proposed Planned Waterfront
Zoning District. Based on these assumptions, parking code requirements for the project would be
as shown in Table 1V.B-11. The parking requirements for the proposed project are shown in
Table 1V.B-12. As shown, the project would require and provide 1,277 off-street parking spaces
for Phase 1, and 3,534 spaces at project buildout.18

Parking Demand

The level of demand for parking spaces depends on various factors, including the availability of
alternative modes of transportation (e.g., public/private transit, and/or facilities to accommodate
bicycles) and proximity to trip destinations (e.g., shopping and/or recreational attractions). The
project’s parking demand was estimated on the basis of parking demand rates derived from data
published by the Institute of Transportation Engineers (ITE, 2004b),and professional engineering
judgment as to how characteristics of the proposed project fit in the ITE data. The ITE data are
based on surveys of different types of land uses in different areas; residential uses were surveyed

18 The proposed project would provide covered parking at minimum rates of one space per residential unit, one space
per 500 sq. ft. of commercial space, and one space per five boat slips. For the project analyzed herein, the project
would provide 1,277 covered spaces for Phase 1, and 3,534 covered spaces for project buildout. The project also
would provide parking in surface lots in the open space areas of the site (about 30 spaces for Phase 1, and about
75 spaces for project buildout), and on-street parking within the project site (about 230 spaces for Phase 1, and
about 375 spaces for project buildout). These surface lot spaces and on-street spaces do not count toward satisfying
the Code requirement.

ER 04-0009 / Oak to Ninth Avenue Project IV.B-71 ESA /202622
Draft EIR August 2005



1IV. Environmental Setting, Impacts and Mitigation Measures

B. Transportation, Circulation, and Parking

TABLE IV.B-11
PROPOSED PLANNED WATERFRONT ZONING DISTRICT PARKING STANDARDS

Land Use Parking Requirement

Residential Unit 1 space per dwelling unit

General Commercial 1 space per 500 square feet of floor area
Marina 1 space per five boat slips

SOURCE: City of Oakland

TABLE IV.B-12
CITY OFF-STREET PARKING REQUIREMENT BY PHASE @

Land Use Phase 1 Buildout Total
Residential Units 1,139 3,100
General Commercial 138 400
Marina 0 34
City Requirement 1,277 3,534
Proposed Parking b 1,277 3,534

The parking calculations in this table are based on requirements for the anticipated zoning designations (shown in Table 1V.B-11).

The proposed project would provide parking in surface lots in the open space areas of the site (about 30 spaces for Phase 1, and about
75 spaces for project buildout). The project also would provide on-street parking within the project site (about 230 spaces for Phase 1,
and about 375 spaces for project buildout). This totals an additional 260 spaces supplied in Phase 1 and 450 more spaces supplied at
project buildout compared to the proposed parking indicated. Surface lot spaces, and on-street parking spaces do not count toward
satisfying the Code requirement.

SOURCES: City of Oakland and Oakland Harbor Partners (project sponsor)

in both suburban and urban areas. Also, ITE data are presented for individual land use types (that
is, do not take into account the interrelationship among a mix of uses, such as residential, and
commercial, in proximity to each other).

For the project’s residential component, parking generation data for residential condominiums
(LU Code 230) are available in ITE’s Parking Generation for suburban and urban areas. The
current relative lack of convenient transit service opportunities for future residents of the project
site supports use of suburban-based parking demand data. On the other hand, the proposed
density of the project’s residential units, and the mix of residential, commercial, and recreational
use, supports use of urban-based parking demand data. The project’s provision of a continuous
public trail along the entirety of the project shoreline, linking to the existing Bay Trail, would
accommaodate alternative transportation (bicycle and pedestrian) traffic to off-site destinations.
Greater transit availability for project occupants, in the form of increased AC Transit service
and/or complementary private shuttle service, would make the project more urban-like. For the
project’s commercial components, parking demand was estimated for the general commercial
portion (LU Code 820) and the grocery store site (LU Code 850). In order to provide decision
makers and the general public with information to judge whether or not changes to the project are
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needed, Table 1V.B-13 presents estimated parking demand using both suburban and urban
parking demand rates from ITE. As shown, the total parking demand would be about 5,270
spaces using the suburban-based residential rate, and about 3,379 spaces using the urban-based
residential rate.

TABLE IV.B-13
ESTIMATED PEAK PARKING DEMAND

Phase 1 Project Buildout
Land Use Rate Size Demand Supply Size Demand Supply
General Commercial 3.02/ksf 69 208 170 513
Grocery Store 4.36/ksf 0 0 30 131
Marina 0.59/slip 0 _ 0 170 100
Non-residential Subtotal 208 744
Residential (Suburban) & 1.46/du 1,139 1,663 3,100 4,526
Residential (Urban) & 0.85/du 1,139 968 3,100 2,635
-(rSCl)J-Ik—Jﬁ:_ban residential rate) 1.871 1,277 b 5,210 3,534 b
-(rlj)rg:rll_residential rate) 1,176 L2r ° 3,379 3,534 °

According to ITE’s Parking Generation, residential condominiums were surveyed in both urban and suburban areas. For purposes of this
analysis, both parking ratios were used to provide decision makers and the general public with information to judge whether or not
changes to the proposed project are needed.

The proposed project’s parking supply would consist of covered spaces to accommodate the estimated parking demand. The Phase 1
project analyzed herein also would provide about 230 on-street spaces, and about 30 spaces in surface lots in the open space areas of
the site. The project buildout analyzed herein also would provide about 375 on-street spaces, and about 75 spaces in surface lots in the
open space areas of the site. However, those additional surface-lot and on-street parking spaces are not assumed for purposes of
determining how well the project would accommodated its generated parking demand.

SOURCES: Fehr & Peers Transportation Consultants, and ESA, using data from ITE, Parking Generation (3rd Edition), 2004

Shared Parking Adjustments

The above-described estimates of total parking demand is the sum of the parking demand
generated by individual project components, and does not take into account possible shared use of
onsite parking spaces. For example, a person living in one of the residential units might walk,
rather than drive, to a restaurant that is located within the project site. Because of this interaction
between the various uses, the total parking demand should reflect some reduction, which is
reflected in a shared-use discount. Because the potential overlap between the uses cannot be
definitively identified at this time (as the types of commercial uses have not been defined),
several shared-use reductions were analyzed ranging up to 25 percent.

For purposes of this analysis, this shared use reduction was applied to the retail spaces (general
commercial and grocery store) because the number of retail spaces would be the limiting factor,
and the parking demand for the residential uses are not likely to be sensitive to the presence or
absence of adjacent commercial uses. The number of parking spaces required by the retail uses is

ER 04-0009 / Oak to Ninth Avenue Project IV.B-73 ESA /202622
Draft EIR August 2005



1IV. Environmental Setting, Impacts and Mitigation Measures

B. Transportation, Circulation, and Parking

expected to be heavily dependent on the location of adjacent residential uses. In addition, resident
parking is likely to be reserved and could not be shared by multiple users.

Tables in Appendix C document the anticipated reduction in the total parking demand based on
the application of a shared-use reduction to the retail spaces. As shown in those tables, the
anticipated parking demand may be reduced by up to about 160 spaces, reducing the total parking
demand to as low as about 5,110 spaces (if the suburban residential rate were applied) or about
3,220 spaces (if the urban residential rate were applied).

Phase 1 of the Project. As shown in Table 1VV.B-13, Phase 1 of the project would generate a peak
demand for about 1,870 parking spaces (using a suburban rate) or about 1,175 spaces (using an
urban rate), and would provide a total supply of about1,277 spaces, which would yield either a
shortfall of about 594 spaces (suburban rate) or a surplus of about 101 spaces (urban rate).

Buildout of the Project. As shown in Table 1VV.B-13, buildout of the project would generate a
peak demand for about 5,270 parking spaces (using a suburban rate) or about 3,380 spaces (using
an urban rate), and would provide a total supply of 3,534 spaces, which would yield either a
shortfall of about1,736 spaces (suburban rate) or a surplus of about 155 spaces (urban rate).

Even with the application of the maximum shared parking reductions, the suburban-based parking
demand would exceed the parking supply by about 1,576 spaces. In particular, it is likely that
parking for the residential units would spill over to the on-street spaces and reduce the potential
parking spaces for the commercial areas of the development. Potential conflicts would be highest
if the project contains retail uses that attract persons from outside of the project site. For example,
the project is anticipated to contain a grocery store, which would likely attract shoppers from the
surrounding area. It is possible that the project could also contain other uses such as restaurants,
which also could attract visitors from outside of the project site.

While parking deficits are not considered a significant environmental impact that requires
mitigation measures, the following improvement measures would help ensure that the provision
of parking spaces in conjunction with measures to lessen parking demand 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:

. The project applicant shall design the project to reduce the difference between parking
demand and parking supply, by decreasing parking demand or increasing parking supply).
Decreasing parking demand could be accomplished by implementation of Mitigation
Measures B.5a and B.5b (provide public and/or private transit service to the project site).

. The project applicant shall incorporate parking control and management techniques into the
project site plan, with a goal to preserve parking spaces for retail uses to ensure that there is
adequate parking for the commercial uses. Specific recommended measures include:

o] On-street parking would be limited to two-hour occupancy during peak hours of
retail activity (defined as 9:00 AM to 8:00 PM on weekdays and weekends) along
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certain, appropriate retail streets. These restrictions would limit occupancy of these
spaces by residents, guests, and their visitors.

o] Short-term (30-minute) loading and unloading spaces would also be provided
throughout the on-street parking.

o] Parking meters would be installed for on-street parking to facilitate enforcement of
parking regulations.

0] Parking limits would be enforced to ensure parking restrictions are being followed by
residents, visitors, and patrons.

0] Each residential dwelling unit would be assigned one space within the parking
structures.

o] Employees would be allowed to park in the parking structures in the spaces not
assigned to residences.

0  Visitors to the residences would be allowed to park in the parking structures during
the day or in on-street spaces overnight.

o] Shared parking would be explored to allow visitors/customers to the commercial uses
to park in off-street spaces in addition to the on-street spaces.

By establishing these controls, the parking spaces within the project site would be more clearly
delineated between residential supply (residents, guests, and visitors) and the commercial supply
(workers and patrons). Even with these parking controls, however, insufficient parking could
exist unless the project were designed to reduce the difference between parking demand and

parking supply.

Parking for Large Events

The project applicant is not proposing to hold events (such as concerts) at the project site.
However, it is appropriate to address effects of such an eventuality in this document. Any large
event on the project site would require a Special Event Permit from the City of Oakland Police
Department, which requires the event sponsor to disclose parking locations for event attendees,
and if applicable, to designate a shuttle system to access the event from off-site parking locations.
Additionally, this permit allows the Police Department to identify traffic control measures that
would be in place before, during, and after the event to minimize traffic disruption. It is noted that
for organizers of special events at Jack London Square (be it an agency like the Port of Oakland,
or another entity) to obtain a permit from the City of Oakland, the organizers must demonstrate
that steps will be taken to manage vehicular and non-vehicular traffic access, and parking
demand.
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Introduction

This section provides an overview of the existing air quality within the Oak to Ninth Avenue
Project area and surrounding region, the associated regulatory setting, and an analysis of potential
impacts on air quality that would result from implementation of the project. This section also
provides an analysis of potential impacts resulting from exposure to toxic air contaminants
(TACs), as well as an assessment of hazardous wind effects.

Setting

Regulatory Setting

Federal

The Federal Clean Air Act (CAA) requires the U.S. Environmental Protection Agency (EPA) to
define National Ambient Air Quality Standards (NAAQS) to protect national public health and
welfare. “Criteria” air pollutants are potentially harmful emitted compounds that have established
national standards to protect sensitive receptors identified in the CAA, including the elderly,
young children, people with pre-existing illness, and individuals performing strenuous work or
exercise. National standards have been established for ozone, carbon monoxide, nitrogen dioxide,
sulfur dioxide, lead, and respirable particulate matter (PM10 and PM2.5, particulates less than 10
and 2.5 microns in diameter, respectively). California has adopted more stringent ambient air
quality standards for most of the criteria air pollutants (referred to as State Ambient Air Quality
Standards or State standards). Table IV.C-1 provides a brief discussion of the related health
effects and principal sources for each pollutant. National and state standards are presented in
Table 1V.C-2, as reported by the California Air Resources Board.

The U.S. EPA, in pursuance of the CAA Amendments of 1990, required each state to identify
areas (air basins or portions thereof) within its borders as either “attainment” or “non-attainment”
for each criteria air pollutant, based on whether the national standards had been met. The federal
Clean Air Act also requires non-attainment areas to prepare air quality plans that include
strategies for achieving attainment. Air quality plans developed to meet federal requirements are
referred to as State Implementation Plans (SIPs).

State

The California Air Resources Board (CARB) is the state’s air quality management agency, which
is responsible for establishing and reviewing the state ambient air quality standards, compiling the
California State Implementation Plan and securing approval of that plan from U.S. EPA, and
identifying toxic air contaminants (TACs). The state Air Resources Board also regulates mobile
emissions sources in California, such as construction equipment, trucks, and automobiles, and
oversees the activities of air quality management districts, which are organized at the county or

ER 04-0009 / Oak to Ninth Avneue Project IV.C-1 ESA /202622
Draft EIR August 2005



IV. Environmental Setting, Impacts, and Mitigation Measures

C. Air Quality and Meteorological Conditions

TABLE IV.C-1

STATE AND NATIONAL CRITERIA AIR POLLUTANT SOURCES AND HEALTH EFFECTS

Pollutant

Pollutant Health and Atmospheric Effects

Major Pollutant Sources

Ozone

High concentrations can directly affect lungs,
causing irritation. Long-term exposure may
cause damage to lung tissue.

Formed when reactive organic gases
(ROG) and nitrogen oxides (NOy) react in
the presence of sunlight. Major sources
include on-road motor vehicles, solvent
evaporation, and commercial / industrial
mobile equipment.

Carbon Monoxide

Classified as a chemical asphyxiant, carbon
monoxide interferes with the transfer of fresh
oxygen to the blood and deprives sensitive
tissues of oxygen.

Internal combustion engines, primarily
gasoline-powered motor vehicles.

Nitrogen Dioxide

Irritating to eyes and respiratory tract. Colors
atmosphere reddish-brown.

Motor vehicles, petroleum refining
operations, industrial sources, aircraft,
ships, and railroads.

Sulfur Dioxide

Irritates upper respiratory tract; injurious to lung
tissue. Can yellow the leaves of plants,
destructive to marble, iron, and steel. Limits
visibility and reduces sunlight.

Fuel combustion, chemical plants, sulfur
recovery plants, and metal processing.

Respirable Particulate
Matter (PM10)

May irritate eyes and respiratory tract, decreases
in lung capacity, cancer and increased mortality.
Produces haze and limits visibility.

Dust and fume-producing industrial and
agricultural operations, combustion,
atmospheric photochemical reactions, and
natural activities (e.g. wind-raised dust and
ocean sprays).

Fine Particulate Matter
(PM-2.5)

Increases respiratory disease, lung damage,
cancer, and premature death. Reduces visibility
and results in surface soiling.

Fuel combustion in motor vehicles,
equipment, and industrial sources;
residential and agricultural burning; Also,
formed from photochemical reactions of
other pollutants, including NOy, sulfur

oxides, and organics.

Lead Disturbs gastrointestinal system, and causes Present source: lead smelters, battery
anemia, kidney disease, and neuromuscular and | manufacturing & recycling facilities. Past
neurologic dysfunction. source: combustion of leaded gasoline.

SOURCES: Air Resources Board, ARB Fact Sheet: Air Pollution Sources, Effects and Control, October 2001,

http://www.arb.ca.gov/research/health/fs/fs2/fs2.htm.

regional level. The county or regional air quality management districts are primarily responsible
for regulating stationary emissions sources at industrial and commercial facilities within their
geographic area and for preparing the air quality plans that are required under the federal Clean
Air Act and California Clean Air Act.

State standards are stricter than national ambient air quality standards, as depicted in Table
IVV.C-2. Similar to the federal CAA, the California Clean Air Act (CCAA) designates air basins
in the state as either attainment or non-attainment based on whether the specified area meets state
standards. The California Clean Air Act also requires plans for non-attainment areas with respect
to the state standards. Thus, just as areas in California have two sets of attainment or non-
attainment designations, many also have two sets of air quality plans: one to meet federal
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TABLE IV.C-2

ATTAINMENT STATUS OF THE PROJECT AREA FOR THE STATE AND
NATIONAL AMBIENT AIR QUALITY STANDARDS

California Standards National Standards
Averaging Attainment Attainment
Pollutant Time Concentration Status Concentration Status
8 Hour 0.08 ppm N
Ozone 0.09 ppm 0.12 ppm
1 Hour PP 3 N PP 3 N
(180 pg/m”) (235ug/m”)
9.0 ppm 9 ppm
8 Hour PP 3 A PP 3 A
Carbon (10 mg/m°) (10 mg/m°)
Monoxide 20 ppm 35 ppm
1 Hour PP 3 A PP 3 A
(23 mg/m®) (40 mg/m®)
Annual 0.053 ppm A
Nitrogen Average (100 pg/m®)
Dioxide 0.25 ppm
1 Hour 3 A
(470 pg/m”)
Annual 80 pg/m3 A
Average (0.03 ppm®)
0.04 ppm 0.14 ppm
Sulfur Dioxide 24 Hour PP 3 A PP 3 A
(105 pg/m”) (365 pg/m”)
0.25 ppm
1 Hour PP 3 A
(655 pg/m”)
Annual
Particulate Arithmetic 20 pg/m® N 50 pg/m®) A
Matter (PM10) Mean
24 Hour 50 pg/m® N 150 pg/m® U
. Annual
Particulate Arithmetic 12 pg/m® N 15 pg/m®) U
Matter - Fine Mean
(PM2.5) 3
24 Hour 65 pg/m U
Sulfates 24 Hour 25 ug/m?® A
Calendar 3
Quarter 1.5 pg/m’) A
Lead 0D
ay 3
Average 1.5 ug/m’) A
0.03 ppm
Hyd_rogen 1 Hour Pp U
Sulfide (42 pg/im®
Vinyl Chloride 0.010 ppm No information
24 Hour .
(chloroethene) available
(26 pg/m®
A 8
Visibility
; Hour(1000
Reducing 101800 A
particles PST)
A=Attainment N=Nonattainment U=Unclassified
3_. .
mg/m"=milligrams per cubic ppm=parts per million ug/m3:micrograms per cubic meter

meter

SOURCE: Bay Area Air Quality Management District, Air Quality Standards and Attainment. July 2005.
http://www.baagmd.gov/pln/air_quality/ambient_air_quality.asp
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requirements relative to the national standards and one to meet state requirements relative to the
state standards.

Local

San Francisco Bay Area Air Basin

The city of Oakland is located in Alameda County and is within the boundaries of the San
Francisco Bay Area Air Basin (Bay Area). The Bay Area is in attainment or unclassified for all
federal criteria pollutants, except for ozone. “Unclassified” is defined in the CAA Amendments
as any area that cannot be classified, on the basis of available information, as meeting or not
meeting the national primary and secondary air quality standard for the specified pollutant
(CARB 2003).

The project area is in attainment of most state standards for criteria pollutants. The Bay Area is in
non-attainment for state standards for ozone, PM10, and PM2.5. Hydrogen sulfide is unclassified,
and there is not enough information available to classify vinyl chloride. Table 1V.C-2 shows the
attainment status of the Bay Area with respect to the federal and state ambient air quality
standards for different criteria pollutants.

As noted earlier, the federal Clean Air Act and the state California Clean Air Act require plans to
be developed for areas designated as non-attainment (with the exception of areas designated as
non-attainment for the state PM10 standard). Plans are also required under federal law for areas
designated as “maintenance” for national standards. Such plans are to include strategies for
attaining the standards. Currently, there are two plans for the Bay Area: the San Francisco Bay
Area Ozone Attainment Plan for the 1-Hour National Ozone Standard (ABAG 2001) developed
to meet federal ozone air quality planning requirements, and the Bay Area Clean Air Plan and
Triennial Assessment (BAAQMD, 2000) developed to meet planning requirements related to the
state ozone standard.

Rules and Regulations

The regional agency primarily responsible for developing air quality plans for the Bay Area is the
Bay Area Air Quality Management District (BAAQMD), the agency with permit authority over
most types of stationary emission sources of air pollutants in the Bay Area. BAAQMD exercises
permit authority through its Rules and Regulations. Both federal and state ozone plans rely
heavily upon stationary source control measures set forth in BAAQMD’s Rules and Regulations.
In contrast to the ozone plans, the Carbon Monoxide Maintenance Plan relies heavily on mobile
source control measures. With respect to the construction phase of the project, applicable
BAAQMD regulations would relate to portable equipment (e.g., gasoline- or diesel-powered
engines used for power generation, pumps, compressors, pile drivers, and cranes), architectural
coatings, and paving materials. Equipment used during project construction would be subject to
the requirements of BAAQMD Regulation 2 (Permits), Rule 1(General Requirements) with
respect to portable equipment unless exempt under Rule 2-1-105 (Exemption, Registered
Statewide Portable Equipment); BAAQMD Regulation 8 (Organic Compounds), Rule 3
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(Architectural Coatings); and BAAQMD Regulation 8 (Organic Compounds), Rule 15
(Emulsified and Liquid Asphalts).

Regional Setting

Air quality is a function of both the rate and location of pollutant emissions under the influence of
meteorological conditions and topographic features that influence pollutant movement.
Atmospheric conditions such as wind speed, wind direction, and air temperature gradients interact
with the physical features of the landscape to determine the movement and dispersal of air
pollutants, and consequently affect air quality. This setting section provides region-specific
information related to climate and topography.

General Climate, Meteorology and Wind Conditions

The Bay Area Air Basin encompasses the nine-county region including all of Alameda, Contra
Costa, Santa Clara, San Francisco, San Mateo, Marin and Napa Counties, and the southern
portions of Solano and Sonoma Counties. The climate of the Bay Area is determined largely by a
high-pressure system that is almost always present over the eastern Pacific Ocean off the West
Coast of North America. High-pressure systems are characterized by an upper layer of dry air that
warms as it descends, restricting the mobility of cooler marine-influenced air near the ground
surface, and resulting in the formation of subsidence inversions. In winter, the Pacific high-
pressure system shifts southward, allowing storms to pass through the region. During summer and
fall, emissions generated within the Bay Area can combine with abundant sunshine under the
restraining influences of topography and subsidence inversions to create conditions that are
conducive to the formation of photochemical pollutants, such as ozone.

Specifically, the project site would be located within the Northern Alameda and Western Contra
Costa Counties climatological subregion of the Bay Area Air Basin. This subregion stretches
from Richmond to San Leandro with the San Francisco Bay as its western boundary and its
eastern boundary defined by the Oakland-Berkeley Hills. In this area, marine air traveling
through the Golden Gate, as well as across San Francisco and the San Bruno Gap, is a dominant
weather factor. The Oakland-Berkeley Hills cause the westerly flow of air to divert to the north
and south of Oakland, which causes diminished wind speeds. The prevailing winds for most of
this subregion are from the west.

Average wind speeds in Oakland are highest during summer and lowest during winter months.
However, strongest peak winds occur in winter, when speeds of over 50 miles per hour have been
recorded. Except during storms, the highest wind speeds are in the mid-afternoon and the lowest
are in the early morning. At night, especially in the winter, cooling temperatures on land result in
light offshore (northeasterly and easterly) winds from the Oakland Hills toward San Francisco
Bay.

Data collected at the former U.S. Naval Air Station at the city of Alameda show that winds from
the west and north-northwest are the most frequent and strongest winds during all seasons in the

ER 04-0009 / Oak to Ninth Avenue Project IV.C-5 ESA /202622
Draft EIR August 2005



IV. Environmental Setting, Impacts, and Mitigation Measures

C. Air Quality and Meteorological Conditions

Oakland area. Of the 16 wind directions measured at the naval station, nine directions, centered
on the west (46 percent), north-northwest (22 percent) and south-southeast (14 percent) comprise
the most frequency occurrences. All other wind directions occur less than 19 percent of the time.
Calm conditions (which include the directional breakdowns stated above) occur during 8 percent
of annual observations.

Temperature in Oakland averages 58 degrees Fahrenheit (F) annually, ranging from an average of
40 degrees F on winter mornings to mid-70s in the late summer afternoons. Daily and seasonal
oscillations of temperature are small because of the moderating effects of the nearby ocean. In
contrast to the steady temperature pattern, rainfall is highly variable and predominantly confined
to the “rainy” period from early November to mid-April. Oakland averages 18 inches of
precipitation annually, but because much of the area’s rainfall is derived from the fringes of mid-
latitude storms, a shift in the annual storm track of a few hundred miles can mean the difference
between a very wet year and near drought conditions.

Existing Air Quality

The approximately 64.2-acre Oak to Ninth Avenue Project site is bound by the Oakland Estuary
on the south, the Embarcadero and 1-880 on the north, Brooklyn Basin/Ninth Avenue Terminal on
the east, and Fallon Street on the west. The BAAQMD operates a regional monitoring network
that measures the ambient concentrations of the six criteria pollutants. Existing and probable
future levels of air quality in Oakland can generally be inferred from ambient air quality
measurements conducted by the BAAQMD at its monitoring stations. The major pollutants of
concern in the Bay Area, ozone, particulate matter, and carbon monoxide are monitored at a
number of locations. The monitoring station closest to the project site is on Alice Street in
Oakland, approximately one-half mile from the project site. The station monitors ozone and
carbon monoxide. Currently, the nearest stations to the project site that monitor particulate matter
(PM-2.5 and PM10) are part of the Port of Oakland’s West Oakland Particulate Monitoring
Program. The Port of Oakland and West Oakland residential monitoring stations are located
approximately three miles and two miles northwest of the project site, respectively. Table IV.C-3
shows a six-year summary of ozone, carbon monoxide, and particulate matter monitoring data
from the Alice Street and West Oakland (Port and Residential) stations. The table also compares
measured pollutant concentrations with state and national ambient air quality standards.

Ozone

Ozone is a respiratory irritant and an oxidant that increases susceptibility to respiratory infections
and that can cause substantial damage to vegetation and other materials. Ozone is not emitted
directly into the atmosphere but is a secondary air pollutant produced in the atmosphere through a
complex series of photochemical reactions involving reactive organic gases (ROG) and nitrogen
oxides (NOx). ROG and NOx are known as precursor compounds for ozone. Significant ozone
production generally requires ozone precursors to be present in a stable atmosphere with strong
sunlight for approximately three hours. Ozone is a regional air pollutant because it is not emitted
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directly by sources but is formed downwind of sources of ROG and NOx under the influence of
wind and sunlight. Ozone concentrations tend to be higher in the late spring, summer, and fall,
when the long sunny days combine with regional subsidence inversions to create conditions
conducive to the formation and accumulation of secondary photochemical compounds, like
ozone. On-road motor vehicles are the single largest source of 0zone precursors in the Bay Area
(BAAQMD, 1999).

Based on the data shown in Table 1V.C-3, there have been no exceedances of the state and the
national 1-hour ozone standards recorded at the Alice Street station in the project vicinity over the
last six years. Countywide ROG and NOx emissions are expected to decrease by approximately
12 and 17 percent respectively from 2005 to 2010 (CARB, 2005a).

Carbon Monoxide

Carbon monoxide is a non-reactive pollutant that is a product of incomplete combustion and is
mostly associated with motor vehicle traffic. High carbon monoxide concentrations develop
primarily during winter when periods of light winds combine with the formation of ground-level
temperature inversions (typically from the evening through early morning). These conditions
result in reduced dispersion of vehicle emissions. Motor vehicles also exhibit increased carbon
monoxide emission rates at low air temperatures. When inhaled at high concentrations, carbon
monoxide combines with hemoglobin in the blood and reduces the oxygen-carrying capacity of
the blood. This results in reduced oxygen reaching the brain, heart, and other body tissues. This
condition is especially critical for people with cardiovascular diseases, chronic lung disease, or
anemia.

The project site is located in an area designated as an “attainment” area for carbon monoxide
standards (Table 1V.C-2). Further, according to the Table IVV.C-3 there have been no
exceedances of state and national ambient carbon monoxide standards at the Alice Street station
area in the city of Oakland in the last six years. Based on BAAQMD carbon monoxide isopleth
maps, existing background carbon monoxide concentrations in the project vicinity are
approximately 6.0 and 4.0 parts per million, one-hour and eight-hour average respectively
(BAAQMD, 1999). On-road motor vehicles are responsible for approximately 70 percent of the
carbon monoxide emitted within the San Francisco Bay Area and 71 percent of the emissions in
Alameda County (CARB, 2005a). Carbon monoxide emissions are expected to decrease within
the county by approximately 19 percent between 2005 and 2010 (CARB, 2005a).
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TABLE IV.C-3

AIR QUALITY DATA SUMMARY (1999-2003) FOR THE PROJECT AREA:
ALICE STREET AND WEST OAKLAND MONITORING STATIONS

Monitoring Data by Year

Pollutant Standard® 1999 2000 2001 2002 2003
Ozone®;

Highest 1 Hour Average (ppm) d 0.08 0.07 0.07 0.05 0.08
Days over State Standard 0.09 0 0 0 0 0
Days over National Standard 0.12 0 0 0 0 0
Highest 8 Hour Average (ppm)° 0.06 0.05 0.04 0.04 0.05
Days over National Standard 0.08 0 0 0 0 0
Carbon Monoxide®

Highest 8 Hour Average (ppm)* 5.2 3.4 4.0 3.3 2.8
Days over State Standard 9.0 0 0 0 0 0
Days over National Standard 9.0 0 0 0 0 0
Particulate Matter — 2.5 microns®:

Port: Highest 24 Hour Average (IZIg/ms)d - - - 27.03 36.09
Days over National Standard 65 - - - 0 0
Residential: Highest 24 Hour Average (I:Ig/ms)d -- -- -- 36.0 45.42
Days over National Standard 65 - - - 0 0
Particulate Matter — 10 microns”:

Port: Highest 24 Hour Average (Og/m®)® - - - 110.49 4258
Days over State Standard 50 -- -- -- 4 0
Days over National Standard 150 - - -- 0 0
Residential: Highest 24 Hour Average (IZIg/mS)d -- -- -- 60.88 67.53
Days over State Standard 50 - - -- 2 2
Days over National Standard 150 - - - 0 0

& Ozone and CO data are from the Alice Street station in Oakland.

® PM2.5 and PM10 data are from the West Oakland (Port and Residential) monitoring stations.

¢ Generally, state standards are not to be exceeded and national standards are not to be exceeded more than once per year.
d ppm = parts per million; Dg/m3 = micrograms per cubic meter.

NOTE: Values in bold are in excess of applicable standard. -- = Data unavailable.

SOURCES: California Air Resources Board, 2004, Summaries of Air Quality Data, 1999, 2000, 2001, 2002, 2003;
http://www.arb.ca.gov/adam.
GAIA Consulting, Inc., West Oakland Particulate Air Quality Monitoring Program — Annual Progress Report (September 2002
— August 2003), December 2003.
GAIA Consulting, Inc., West Oakland Particulate Air Quality Monitoring Program — Annual Progress Report (September 2001
— August 2002), February 2003.

Particulate Matter

PM10 and PM-2.5 consist of particulate matter that is 10 microns or less in diameter and

2.5 microns or less in diameter, respectively. (A micron is one-millionth of a meter). PM10 and
PM-2.5 represent fractions of particulate matter that can be inhaled into the air passages and the
lungs and can cause adverse health effects. Particulate matter in the atmosphere results from
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many kinds of dust- and fume-producing industrial and agricultural operations, fuel combustion,
and atmospheric photochemical reactions. Some sources of particulate matter, such as demolition
and construction activities, are more local in nature, while others, such as vehicular traffic, have a
more regional effect. Very small particles of certain substances (e.g., sulfates and nitrates) can
cause lung damage directly, or can contain adsorbed gases (e.g., chlorides or ammonium) that
may be injurious to health. Particulates also can damage materials and reduce visibility.

PM10 emissions in the project area are mainly from urban sources, dust suspended by vehicle
traffic, and secondary aerosols formed by reactions in the atmosphere. Particulate concentrations
near residential sources generally are higher during the winter, when more fireplaces are in use
and meteorological conditions prevent the dispersion of directly emitted contaminants. Based on
the West Oakland (Port and Residential) station data shown in Table 1V.C-3, there have been no
exceedances of the national 24-hour Average standards for PM-2.5 over the last two years. At the
Port station, PM10 exceeded the state 24-hour Average standard for 4 days in 2002. At the
Residential station, PM10 exceeded the state 24-hour Average standard for 2 days in 2002 and 2
days in 2003. Direct PM10 emissions in Alameda County are expected to increase by
approximately 1 percent between 2005 and 2010 (CARB, 2005a). This increase would be
primarily from stationary sources (such as industrial activities) and area sources (such as
construction and demolition, road dust, and other miscellaneous processes).

Other Criteria Pollutants

The standards for nitrogen dioxide (NO,), sulfur dioxide (SO,), and lead are being met in the Bay
Area, and the latest pollutant trends suggest that these standards will not be exceeded in the
foreseeable future (BAAQMD 1999). Ambient levels of airborne lead in the Bay Area are well
below the state and federal standard and are expected to continue to decline. Because no sources
of lead emissions exist on the project site or are proposed by the project, lead emissions are not
required to be quantified by the BAAQMD and are not further evaluated in this analysis.

Sensitive Receptors

Individuals sensitive to air pollutants include the elderly, young children, people with pre-existing
illness, and individuals performing strenuous work or exercise. Sensitive receptors are land uses
such as child-care centers, schools, playgrounds, retirement or convalescent homes, and hospitals
that often house these sensitive individuals who are more susceptible to adverse effects to the
respiratory system than the general public (BAAQMD 1999). Individuals performing strenuous
work or exercise are sensitive to air pollutants due to the greater inspiration and intake of air
pollutants after strenuous physical exertion. Occupants of residential areas are also sensitive to air
pollutants because residents tend to be at home for prolonged periods of time and thus have the
potential for extended exposure. Occupants of industrial and business areas are the least sensitive
to air pollutants because of the general health of the working population and the short exposure
periods.
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The existing sensitive receptors in the project area are part of the six-acre Fifth Avenue Point
work-live artist community along 5th Avenue, south of the Embarcadero. Fifth Avenue Point
includes a mix of residential, industrial, and commercial uses on privately owned parcels. Also,
proposed parks and open space recreational areas to be developed as part of the project would
also be considered sensitive land uses. Due to the project construction phasing, proposed
residential units that would be completed during initial phases would be occupied while other
parcels are under construction developed. Therefore, the nearest sensitive receptors to project-
related air quality impacts include the new project residents and tenants.

Air Quality and Meteorological Conditions Impacts Discussion

Significance Criteria

The project would be considered to have a significant effect on the environment if the impact
would satisfy any of the following significance criteria from the CEQA Guidelines, Appendix G,
and the City of Oakland’s 2004 CEQA Thresholds/Criteria of Significance Guidelines:

Air Quality and Odor
e Conflict with or obstruct implementation of the applicable air quality plan;

¢ Violate any air quality standard or contribute substantially to an existing or projected air
quality violation;

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

o Expose sensitive receptors to substantial pollutant concentrations;
e Frequently create substantial objectionable odors affecting a substantial number of people;

e Contribute to CO concentrations exceeding the State ambient air quality standard of 9 ppm
averaged over 8 hours and 20 ppm for 1 hour (addressed in Impact 4.C.3). Also, pursuant to
BAAQMD significance criteria guidelines (BAAQMD 1999), localized CO concentrations
should be estimated if:

1. vehicle emissions of CO would exceed 550 Ib/day;

2. project traffic would impact intersections or roadway links operating at Level of Service
(LOS) D, E, or F or would cause a decrease in LOS to D, E, or F; or

3. project traffic would increase traffic volumes on nearby roadways by 10 percent or more,
unless the increase in traffic volume is less than 100 vehicles per hour.
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o Result in total emissions of ROG, NOx, or PM10 of 15 tons per year or greater, or 80 pounds
(36 kilograms) per day or greater.

The City of Oakland considers a project’s impacts cumulatively significant if it would meet either
of the following criteria:

e Result in any individually significant impact; or

e Result in a fundamental conflict with the local general plan, when the general plan is
consistent with the regional air quality plan. When the general plan fundamentally conflicts
with the regional air quality plan, then if the contribution of the project is cumulatively
considerable when analyzed the impact to air quality should be considered significant.

Toxic Air Contaminants

According to the BAAQMD CEQA Guidelines, any project with the potential to expose sensitive
receptors (including residential areas) or the general public to substantial levels of TACs would
be deemed to have a significant impact. Cancer risk is defined as the lifetime probability of
developing cancer from exposure to carcinogenic substances and is expressed as increased
chances in one million of contracting cancer. Noncancer adverse health risks are measured
against a hazard index, which is the ratio of the predicted exposure concentration to a threshold
level that could cause adverse health effects, as established by the California Office of
Environmental Health Hazard Assessment (OEHHA).

Projects that exceed the following BAAQMD thresholds of significance for TACs would be
considered to have a significant impact:

e Result in potential to expose persons to substantial levels of TACs, such that the probability
of contracting cancer for the Maximally Exposed Individual (MEI!) exceeds 10 in one
million;

o Result in ground level concentrations of non-carcinogenic TACs such that the Hazard Index
would be greater than 1 for the MEI; or

e Result in a substantial increase in diesel emissions;

In addition to assessing the incremental health risks of the project on the general public to test for
significance, the compatibility of the project within the existing land use should also be assessed.
In this case, the effects of other facilities surrounding the project site on the health of inhabitants
of the site should be evaluated. Although there are no specific guidelines for establishing
significance criteria for judging land use compatibility, CARB has published a Report that
addresses land use compatibility (CARB, 2005b). In this case, an impact on the project site would

1 MEI is the Maximally Exposed Individual, which represents the worst-case risk estimate based on a theoretical
person continuously exposed for 70 years at the point of highest compound concentration in air.
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be significant, if nearby sources contribute DPM health risks greater than 10 percent of typical
DPM health risk levels for the region.

wind

Potential changes in wind conditions in public areas that result from the existence of tall buildings
are not regulated within the City of Oakland’s General Plan or Zoning Regulations. Tall buildings
can redirect winds that would otherwise pass over a site down to ground level and intensify them,
resulting in wind speeds and wind turbulence that makes otherwise desirable pedestrian walkways
and open spaces unpleasant or unsafe. Appendix G of the CEQA Guidelines does not address
wind impacts, however the City of Oakland has established criteria for determining the
acceptability of wind conditions that might exist. The City of Oakland’s 2004 CEQA
Criteria/Thresholds of Significance indicates a significant impact exists if the project:

e Results in winds exceeding 36 miles per hour (mph) for more than 1 hour during daylight
hours during the year (The wind analysis only needs to be done if the project’s height is 100
feet or greater [measured to the roof] and one of the following conditions exist: (a) the
project is located adjacent to a substantial water body (i.e., Oakland Estuary, Lake Merritt or
San Francisco Bay); or (b) the project is located in Downtown.?)

Local Plans and Policies

Oakland General Plan policies and other applicable plans and policies that pertain to the topics
addressed in this section, and that apply to the project, are listed in Appendix F. Key policies are
identified and discussed in Section IV.A, Land Use, Plans, and Policies. General Plan policies
that are also significance criteria or contain a regulatory threshold which the project must meet
are addressed in this section.

Project Impacts

Methodology

Project-related air quality impacts fall into two categories: short-term impacts due to construction,
and long-term impacts due to project operation. First, during project construction, the project
would affect local particulate concentrations primarily due to fugitive dust sources. Over the long
term, the project would result in an increase in emissions primarily due to related motor vehicle
trips. Onsite stationary sources and area sources would result in lesser quantities of pollutant
emissions.

For the evaluation of demolition and construction impacts, BAAQMD does not require a detailed
guantification of construction emissions. Instead, it recommends that evaluation of the
significance of impacts be based on a consideration of the control measures to be implemented

2 Downtown is defined in the Land Use and Transportation Element (LUTE) of the General Plan (page 67) as the
area generally bounded by West Grand Avenue to the north, Lake Merritt and Channel Park to the east, the
Oakland Estuary to the south and 1-980/Brush Street to the west.
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(BAAQMD 1999). The BAAQMD CEQA Guidelines recognize that construction equipment emit
0zone precursors, but indicate that such emissions are included in the emission inventory that is
the basis for regional air quality plans. The Guidelines note that PM10 is the pollutant of greatest
concern, potentially leading to adverse health effects as well as nuisance concerns such as
reduced visibility and soiling of exposed surfaces. Generally, if appropriate measures are
implemented to reduce fugitive dust, then the residual impact can be presumed to be less than
significant. Without these measures, the impact is generally considered to be significant,
particularly if sensitive land uses (e.g., residential) are located in the project vicinity. However,
although the Guidelines state that quantification of construction emissions is not necessary, the
Guidelines also state that a lead agency may elect to calculate construction emissions. Given this
option, further analysis was undertaken to estimate construction particulate emissions for the
project using the Sacramento Metropolitan Air Quality Management District (SMAQMD)
methodology (SMAQMD 2004).

Existing and projected traffic air pollutant emissions generated around the Oak to Ninth Project
site are based on the URBEMIS 2002 Air Pollution Emission Model version 8.7 (Rimpo and
Associates, 2005) and the California Line Source Dispersion Model (CALINE 4) (Caltrans, 1998)
using traffic survey data by Fehr & Peers transportation consultants. Emissions are estimated for
the years 2004 (existing), 2010 (interim), and 2025 (buildout) and are compared to applicable
BAAQMD significance thresholds. Lastly, cumulative impacts of the project were evaluated
based on the BAAQMD CEQA Guidelines as discussed under the Significance Criteria, above.

Project Construction

Construction of the project would occur in three distinct phases — 1) demolition of existing
buildings, 2) soil clearing, grading, soil handling, and site improvement and 3) building
construction. The project sponsor provided information about the construction equipment that
would be required for each of these phases, as well as the duration of each phase. Overall, based
on the duration of each phase and the construction schedule (described in more detail in the
Project Description, Chapter I11), construction would occur on the project site almost
continuously from 2007 until 2018. More specifically, building demolition would occur in 2007,
2009, and 2011, while soil work and site improvements would occur in 2008 and again from 2010
until 2012 (see Appendix J). This work would proceed across the project site, generally east to
west and north to south. Likewise, building construction and occupancy would proceed across the
project site between 2009 until 2018.

For this analysis, emissions of diesel exhaust from all off-road and on-road construction-related
vehicles were determined based on emission rates and duration of use for each piece of
equipment. Diesel exhaust emissions rates for all on-road diesel trucks (e.g., dump trucks) were
obtained from CARB’s EMFAC2002 emissions model (CARB, 2003), while off-road diesel
construction equipment (e.g., excavators, backhoes, and scrapers) were obtained from the
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SMAQMD’s Guide to Air Quality Assessment in Sacramento County3 (SMAQMD, 2004). Using
these models, diesel particulate matter (DPM) emissions were estimated for each year of
construction. Annual DPM emissions from construction equipment were estimated to be about
1,008 pounds per year over the 12-year construction period. Table 1V.C-4 summarizes DPM
emissions for the future years (2007, 2010, 2020, and 2040) in the vicinity of the project. The
table reports DPM emissions from construction and operations as well as DPM emissions from
other area sources not related to the project. A detailed year-by-year breakdown of DPM
emissions for these sources is given in Appendix J.

TABLE IV.C-4
SUMMARY OF DPM EMISSIONS (LBS) IN THE VICINITY OF THE PROJECT FROM ALL SOURCES IN
FUTURE YEARS
DPM emissions (Ibs)
Project
Year Construction Operation I-880 trucks Trains Boats Totals
2007 554 0 5,508 262 442 6,766
2010 1,598 36 4,117 253 442 6,446
2020 0 46 2,235 224 392 2,897
2040 0 43 1,547 178 309 2.077

NOTES:

Calculations of yearly DPM emissions are based in part on the following total distances traveled:

(a) project trucks - one mile (i.e., one-half mile as the truck approaches the site and one-half mile as it departs the site);

(b) 1-880 trucks - two miles (i.e., one mile as the truck approaches the project site area and one mile as it departs the area); and
(c) trains - two miles (i.e., one mile as the train approaches the project site area and one mile as it departs the area).

The incremental exposure levels and cancer risks at nearby receptors from construction DPM
emissions were calculated by using the EPA dispersion model SCREEN3 (USEPA, 1995). In the
modeling analysis, it was assumed that, on a long-term basis, emissions would occur at various
locations at the site. As a result construction emissions were assumed to be an area source
distributed over the project site.

Annual average exposure levels of DPM were calculated at residences located near the site, some
as close as 500 feet from the edge of the site, while other locations are about 1,000 feet from the
edge of the site. The model predicted that DPM concentrations from construction would range
from 0.05 to 0.1 micrograms per cubic meter. The dispersion model runs are provided in
Appendix J. Assuming that construction activities would occur over 12 years, the incremental
cancer risk over a lifetime is estimated to range from 3 to 5 in a million. This incremental cancer
risk is less than the BAAQMD significance threshold of 10 in a million.

3 Although the project lies within the jurisdiction of the BAAQMD, the BAAQMD does not typically require
calculation of emissions from construction equipment and therefore does not provide emission rates for such
equipment. The SMAQMD has an established construction emissions threshold and requires that construction
emissions be calculated, therefore SMAQMD emission rates are used for this analysis.
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Impact C.1: Activities associated with demolition, site preparation, and construction would
generate short-term emissions of criteria pollutants, including suspended and inhalable
particulate matter and equipment exhaust emissions. (Potentially Significant)

Construction related emissions would be short term, but may still cause adverse effects on local
air quality. The project would involve construction of approximately 3,100 residential units,
200,000 square feet of ground-floor retail uses, and a total of 3,534 parking spaces for project
uses. To accomplish this, the project would demolish approximately 482,200 square feet of
existing buildings over the four major phases of project construction described in Chapter IlI,
Project Description.

A project’s most common construction activities include site preparation, earthmoving, and
general construction. Site preparation includes activities such as general land clearing and
grubbing. Earthmoving activities include cut and fill operations, trenching, soil compaction, and
grading. General construction includes adding improvements such as roadway surfaces, structures
and facilities. The emissions generated from these construction activities include

e Dust (including PM10 and PM-2.5) primarily from “fugitive” sources (i.e., emissions
released through means other than through a stack or tailpipe) such as soil disturbance;

e Combustion emissions of criteria air pollutants (ROG, NOx, CO, SOx, PM10) primarily from
operation of heavy equipment construction machinery (primarily diesel operated), portable
auxiliary equipment and construction worker automobile trips (primarily gasoline operated);

e Evaporative emissions (ROG) from asphalt paving and architectural coating applications.

Demolition may result in airborne entrainment of asbestos, a TAC, particularly where structures
built prior to 1980 are being demolished. Some structural components of the buildings to be
demolished may contain hazardous materials such as asbestos used in insulation, fire retardants,
or building materials (floor tile, roofing, etc.), and lead-based paint. If asbestos were found to be
present in building materials to be removed, demolition and disposal would be required to be
conducted in accordance with standard procedures specified by the BAAQMD.

Construction activities would result in the emission of ROG, NO,, CO, Sox, and PM10 from
equipment exhaust, construction-related vehicular activity, and construction worker automobile
trips. Emission levels for construction activities would vary depending on the number and type of
equipment, duration of use, operation schedules, and the number of construction workers. Criteria
pollutant emissions of ROG and NOy from these emission sources would incrementally add to the
regional atmospheric loading of ozone precursors during project construction. BAAQMD CEQA
Guidelines recognize that construction equipment emit ozone precursors, but indicate that such
emissions are included in the emission inventory that is the basis for regional air quality plans.
Therefore construction emissions of ROG and NOx are not expected to impede attainment or
maintenance of ozone standards in the Bay Area (BAAQMD, 1999). The impact regarding ROG
and NOx would therefore be less than significant.
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Construction-related fugitive dust emissions would vary from day to day, depending on the level
and type of activity, silt content of the soil, and the weather. Clearing, grading, and soil work
would occur in 2008 and again from 2010 until 2012. In the absence of mitigation, construction
activities may result in significant quantities of dust, and as a result, local visibility and PM10
concentrations may be adversely affected on a temporary and intermittent basis during the
construction period. In addition, the fugitive dust generated by construction would include not
only PM10 but also larger particles that would fall out of the atmosphere within several hundred
feet of the site and that could result in nuisance-type impacts. PM10 would also be generated
from equipment exhaust, construction-related vehicular activity, and construction worker
automobile trips. The BAAQMD CEQA Guidelines do not specify construction significance
thresholds for the Bay Area because the BAAQMD encourages the implementation of control
measures that would mitigate construction-related air quality impacts and obviate the need to
establish significance standards. In the absence of local significance thresholds for construction-
related emissions of PM10, surrounding air district thresholds for PM10 emissions were applied.
All of the following districts are in non-attainment for PM10 emissions, as is the Bay Area:

e SanJoaquin Valley Air Pollution Control District: No PM10 threshold for construction is
specified. Similar to the BAAQMD, the PM impact is assumed to be less than significant, as
long as certain dust mitigation measures are implemented.

e Monterey Bay Unified Air Pollution Control District: 82 pounds-per-day construction
threshold for PM10.

e South Coast Air Quality Management District: 150 pounds-per-day construction threshold for
PM10.

o SMAQMD: Threshold is the CAAQS of 50 micrograms per cubic meter. Appendix B of the
SMAQMD Guide to Air Quality Assessment (SMAQMD 2004) provides a screening table to
help assess PM10 impacts. This table lists PM10 mitigation measures based on maximum
area graded per day. If the applicant implements the mitigation measures specified for the
project size, the screening table shows that the project is likely not significant for PM10. For
a maximum graded area per day of five acres and below, no mitigation is required. For five to
eight acres, exposed soil must be watered twice daily, and two feet of freeboard space must
be maintained on soil hauling trucks. These control measures are not as stringent as the
BAAQMD’s basic controls.

The PM10 emissions from construction equipment, haul trucks, worker vehicles, and fugitive
dust were estimated for the construction years 2007 through 2018 based on Table 3.2,
Construction Equipment Emission Rates (pounds/day) for Years 2000 to 2010, of the SMAQMD
Guide to Air Quality Assessment. The maximum disturbed area per day was assumed to be five
acres. The maximum estimated PM10 emissions would be 78 pounds per day and would occur in
the year 2010 (see Appendix J for equipment, vehicle, and fugitive dust assumptions). This level
of emissions would be below the construction threshold of significance for PM10 of other air
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districts listed above and would be below the BAAQMD operational standard of 80 pounds per
day. As a result, based on the quantification of construction emissions, PM10 generated by
project construction would be considered less than significant. Even though PM10 emissions
would be considered less than significant with respect to other air district thresholds, there are
BAAQMD measures that could further reduce the generation and dispersion of particulate matter.

Mitigation Measure C.l1la: During construction, the project sponsor shall require the
construction contractor to implement the following measures required as part of
BAAQMD’s basic and enhanced dust control procedures required for sites larger than four
acres (aggregate). These include:

Basic Control Measures — The following controls should be implemented at all
construction sites:

e Water all active construction areas at least twice daily.

e Cover all trucks hauling soil, sand, and other loose materials or require all trucks
to maintain at least two feet of freeboard.

e Pave, apply water three times daily, or apply (non-toxic) soil stabilizers on all
unpaved access roads, parking areas and staging areas at construction sites.

e Sweep daily (with water sweepers) all paved access roads, parking areas and
staging area at construction sites.

o Sweep streets daily (with water sweepers) if visible soil material is carried onto
adjacent public streets.

Enhanced Control Measures — The following measures shall be implemented during
project construction because the site is greater than four acres in area:

e All “Basic” control measures listed above.

o Hydroseed or apply (non-toxic) soil stabilizers to inactive construction areas
(previously graded areas inactive for one month or more).

o Enclose, cover, water twice daily or apply (non-toxic) soil stabilizers to exposed
stockpiles (dirt, sand, etc.).

e Limit traffic speeds on unpaved roads to 15 miles per hour.

o Install sandbags or other erosion control measures to prevent silt runoff to public
roadways.

o Replant vegetation in disturbed areas as quickly as possible.
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The following control measures shall be implemented during project construction
because the site is large in area and located near sensitive receptors:

o Install wheel washers for all exiting trucks, or wash off the tires or tracks of all
trucks and equipment leaving the site.

e Install wind breaks, or plant trees/ vegetative wind breaks at windward side(s) of
construction areas.

e Suspend excavation and grading activity when winds (instantaneous gusts) exceed
25 miles per hour.

e Limit the area subject to excavation, grading and other construction activity at
any one time.

Mitigation Measure C.1b: Demolition and disposal of any asbestos containing building
material would be in accordance with the procedures specified by Regulation 11, Rule 2
(Asbestos Demolition, Renovation and Manufacturing) of BAAQMD’s regulations.
Therefore, required compliance with existing regulation would reduce the potential for
public health hazards associated with airborne asbestos fibers or lead dust to a less than
significant level.

Significance after Mitigation: Less than Significant.

Project Operation
Regional Emissions

Impact C.2: The project would result in an increase in regional ROG, NOx, and PM
emissions due to project-related traffic. (Less than Significant)

Over the long-term, the project would result in an increase in emissions primarily due to project-
related motor vehicle trips. Emissions for the Existing, 2010 Interim, and 2025 Cumulative
scenarios have been estimated using emission inventory model URBEMIS 2002 (version 8.7) and
the traffic data provided by Fehr & Peers transportation consultants. The results are shown in
Table IV.C-5. The traffic report estimates 2,036 total daily vehicle trips associated with Existing
land uses, and 11,156 and 29,147 total daily trips associated with the Interim plus Project and
Cumulative plus Project scenarios, respectively, after a 5 percent reduction for internalization (see
Table IV.B-4 in EIR Section IV.B, Transportation, Circulation and Parking). As shown in Table
IVV.C-5 below, criteria air pollutant emissions from existing vehicle trips were subtracted from
pollutant levels associated with the Interim and Cumulative scenarios to determine the net
increase in emissions generated upon completion of the project.
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TABLE IV.C-5
OPERATIONAL EMISSIONS

Scenario® Criteria Air Pollutant Emissions (Ibs/day)’
ROG NOx PM10 CcO
Interim Plus Project (Year 2010) 75 72 85 860
Existing 20 18 13 227
Net Interim Plus Project Emissions 55 54 72 633

Significant? (Yes or No)° No No No Maybe®
Cumulative Plus Project (Year 2025) 73 54 223 667
Existing 20 18 13 227
Net Cumulative Plus Project Emissions 52 36 210 440
Significant? (Yes or No) No No Yes No

Rather than using net trips from the Traffic Report to estimate operational emissions, where existing trips are subtracted from project
generated trips giving 9,118 net trips for Interim plus Project and 27,111 net trips for Cumulative plus Project, the emissions generated
from existing traffic (2,036 trips) were first estimated and subtracted from the estimated emissions generated from the Interim Plus
Project traffic (11,154 trips) and Cumulative Plus Project traffic (29,147 trips) scenarios.

Emissions estimates were generated using the Air Resources Board’s URBEMIS 2002 model for the San Francisco Bay Air Basin, and
assume a default vehicle mix. Input assumptions include EMFAC 2002 emission factors for the year 2004 for the existing scenario,
year 2010 for the interim, and year 2025 for the cumulative plus project buildout scenario. All daily estimates are for summertime
conditions except for CO, which assumes wintertime conditions.

€ BAAQMD threshold of significance is 80 Ibs/day for ROG, NOx, and PM10 and 550 Ibs/day for CO.

Projects for which mobile source CO emissions exceed 550 pounds per day do not necessarily have a significant air quality impact, but
are required to estimate localized CO concentrations. Refer to Impact C.3 for analysis of project CO emissions. Notably, net cumulative
levels of CO are below the 550 pounds per day threshold and are not analyzed further in the cumulative discussion.

NOTE: Bold values are in excess of applicable standard.

SOURCE: ESA, 2005.

Based on the estimates shown in Table 1V.C-5, the project’s contribution to the regional
emissions would be below the significance thresholds specified by the BAAQMD for ROG, NOx
and PM10 for the interim analysis year 2010. The project’s contribution to the Cumulative
scenario is discussed below under Impact C.8.

Mitigation: None Required.

Localized Carbon Monoxide

Impact C.3: Project traffic would increase localized carbon monoxide concentrations at
intersections in the project vicinity. (Less than Significant)

Traffic generated by the project was analyzed to determine its potential to affect carbon monoxide
concentrations along surface streets in the project area. The modeling method included traffic
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levels for 1-880 from Caltrans reports, background CO concentration levels from the BAAQMD
(interpolated for 2004 and 2010), and traffic projections prepared for the project at the most
affected local intersections in the project vicinity (BAAQMD, 1999):

Embarcadero and 5th Avenue

Embarcadero and 6th Avenue at the 1-880 Off-ramp
5th Avenue and East 8th Street

Oak Street and 5th Street

As these were the intersections most affected by project-related traffic, it was assumed that if
carbon monoxide concentrations at these four intersections would not exceed the ambient air
quality standards, the project’s contribution to impacts at other intersections affected by project
traffic to a lesser extent, would be less than significant.

As shown in Table IVV.C-6, no violations of the CO standard would occur at the receptor
locations near the intersections that were modeled. In fact, CO concentrations are lower in 2010
compared to existing levels (due to reductions in the predicted CO background concentrations
due to a cleaner mix of vehicles in the future). Project traffic would have a less-than-significant
effect upon CO concentrations in the area. Thus, project-related and cumulative traffic would
have a less-than-significant impact on local carbon monoxide concentrations, as shown in Table
IV.C-6 and Table 1V.C-5, respectively.

Mitigation: None Required.
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TABLE IV.C-6

ESTIMATED CARBON MONOXIDE CONCENTRATIONS AT
SELECTED INTERSECTIONS IN PROJECT VICINITY

Concentrations (ppm)?

Incremental Increase

Interim of Interim plus

Averaging State Existing (2010) plus Project versus Significant?
Receptor location® Time (hrs.)  Standard (2004) Project Existing (Yes or No)
5th Ave and 1 20 6.0 4.9 -1.1 No
Embarcadero
6th Ave and 1 20 5.7 3.6 2.1 No
Embarcadero
5th Ave and E 8" 1 20 4.6 4.0 -0.6 No
Street
Oak and 5" Street 1 20 5.5 4.6 -0.9 No

a

Concentrations relate to receptor locations at approximately 30 to 50 feet from the edge of the roadways that form the intersection. The
carbon monoxide analysis focuses on the weekday evening (p.m.) peak-hour because the project’s effects on traffic congestion and
related carbon monoxide concentrations are greater during that period. Carbon monoxide estimates shown above include background
concentrations of 6 ppm, one-hour average.

Although more than 4 receptors were modeled using Caline 4, the selected receptor locations had the greatest concentration of CO.
Since these receptors are located at the intersections most affected by project-related traffic, other receptors in the project vicinity
would experience lower CO concentrations and the impact would also be less than significant.

SOURCE: ESA, 2005.

Odors

Impact C.4: Operation of project facilities would produce objectionable odors that would
affect a substantial number of people. (Less than Significant)

Since any sources of odor proposed as part of the project, such as restaurants, would be subject to
the requirements of BAAQMD Regulation 7 — Odorous Substances, any odor impacts would be
maintained by this regulation, and the impact would thus be considered less than significant.

Mitigation: None Required.

Toxic Air Contaminant Exposure

Impact C.5: Construction and operation of the project would expose existing sensitive
receptors in the project vicinity and planned multifamily residential land uses associated
with the project to health risks from diesel emissions. (Less than Significant)
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In August 1998, the CARB identified diesel particulate matter (DPM) as a toxic air contaminant
(TAC). OEHHA, which is a branch of California EPA, established toxicity values for DPM both
as a carcinogen and a non-carcinogen. The carcinogenic risk factor established by OEHHA is by
far much more restrictive than the non-carcinogenic risk factor, and the health risks evaluated in
this report are concerned with the carcinogenic risks. An analysis was carried out to determine the
health effects of diesel emissions from the project on the surrounding community. The health
effects were for both construction of the project and for operations after project completion. The
health effects of DPM emissions on future occupants of the project site from other sources in the
area are also evaluated later in this section.

Project Operations Impacts

DPM emissions from the project during operation would occur from delivery trucks that would
visit the site. Based on the traffic report conducted for this project, daily traffic increases due to
the project would be approximately 9,120 net total vehicle trips by 2010 and 27,111 net total
vehicle trips by 2025 (see Table 1VV.B-4, Section IV.B, Transportation, Circulation, and Parking).
To determine the proportion of new trips that would be truck trips, it was assumed that the
general vehicle fleet percentages used by the URBEMIS 2002 Air Pollution Emissions Model to
calculate mobile source emissions would apply to this project. Specifically, the URBEMIS model
indicates that trucks account for approximately 3.3 percent of all on-road motor vehicles.
Therefore, in 2010 when project operations would commence, there would be approximately 300
total daily truck trips, and in 2025 there would be almost 900 total daily truck trips. Likewise, the
percentage of trucks within each weight class and the portion of these trucks that are fueled by
diesel were also obtained from URBEMIS2002. Lastly, diesel exhaust emissions rates for all
diesel trucks were obtained from CARB’s EMFAC2002 emissions model, assuming an average
vehicle speed of 20 miles per hour. Total emissions were calculated for a total distance of one
mile, which includes one-half mile as the truck approaches the site and one-half mile as the truck
leaves the site. The annual average DPM emissions for these truck-travel distances were
estimated to range from 35 pounds to 50 pounds, depending on the year of operation. Table
IV.C-4 summarizes the DPM emissions for operations in future years. Detailed future DPM
emissions in future years, by operation, is provided in Appendix J.

Annual average DPM concentration impacts from the delivery trucks operating near the site were
calculated using the SCREEN3 model, and the incremental cancer risks were estimated from
these concentrations. The estimated incremental DPM concentrations near the site ranged from
0.010 to 0.015 microgram per cubic meter. The incremental cancer risks from exposure to these
concentrations were estimated to be 3 to 4.5 in a million. Since these impacts are less than the
BAAQMD significance threshold of 10 in a million, the impacts would be less than significant.

Impacts of Other DPM Sources on the Project Site

An analysis was also carried out to determine the impacts of DPM emissions on the project site
from other sources. This time period would be when the residences would be occupied. The other
sources of DPM near the site include: (1) diesel trucks traveling on 1-880, (2) Amtrak and freight
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trains traveling on active tracks near the project site, and (3) ships and tugs traveling in the
portion of the Oakland Estuary adjacent to the site. This analysis follows the general guidelines
contained in the Air Quality and Land Use Handbook released by the California Air Resources
Board (CARB, April 2005). The Handbook contains a number of advisory recommendations
about locating facilities near sources of roadway emissions. Specifically, the Handbook
recommends avoiding siting sensitive land uses within 500 feet of freeways with 100,000 or more
vehicles/day. If nearby freeways have traffic less than this amount, location of the land use would
be acceptable, and no further analysis would be required. However, if the daily traffic on nearby
freeways exceeds this amount, the Handbook recommends that more detailed analyses should be
carried out to determine the effects of the freeways and other nearby diesel sources on the
proposed land use. Since traffic counts on Route 1-880 exceeds the threshold identified in the
Handbook, further a site specific analysis was carried out, and emissions of DPM from nearby
sources were considered in the analysis.

1-880 Diesel Trucks. The project site is located adjacent to 1-880 which is a major source of
vehicle emissions. Based on the most recent estimates from Caltrans, approximately 250,000
vehicles pass by the project site on 1-880 every day. Of these vehicles, approximately 10.7
percent are trucks (3.4 percent two-axle, 1.4 percent three-axle, 0.4 percent four-axle, and 5.5
percent five-axle or more trucks). The percent of trucks from each size class that are fueled by
diesel (as opposed to fueled by gasoline) was obtained from the URBEMIS2002 model.

Diesel exhaust emission rates for these diesel trucks were estimated using CARB’s EMFAC2002
emissions model. Based on the traffic conditions that exist throughout the day on the stretch of
freeway adjacent to the project site (from free flowing during off-peak hours to bumper-to-
bumper congestion during peak hours), the emissions model was run assuming an average vehicle
speed of 30 miles per hour. In addition, to determine the impacts on the project site, these
emissions were considered for a total distance of two miles — one mile on 1-880 as the trucks
approach the site and one mile as the trucks depart the area. Table 1V.C-4 summarizes the DPM
emissions from truck traveling on 1-880 for the years when the project would be occupied,
starting in the year 2010 and going out to the year 2040. The Table 1V.C-4 shows that, because
of regulations on new trucks starting in 2007, there will be a considerable reduction in emissions
as the older trucks are phased out.

Rail. The project site also lies near functioning rail lines used to transport both passenger trains
(operated by Amtrak) and freight trains. Currently, Amtrak operates 38 passenger trains every
weekday on this track, while approximately six freight trains travel past the site every day. Based
on observations of train traffic along these rails by Fehr & Peers transportation consultants, it was
assumed that two locomotives would be used on each freight train (for a total of 12 locomotives
per day), while passenger trains would require one locomotive. Emissions associated with all rail
usage were calculated using U.S. EPA Emission Factors for Locomotives (USEPA, 1997) based
on the type of locomotive associated for each use. These emissions were calculated for a total
distance of two miles — one mile as the train approaches the site and one mile as the train departs
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the area. Table 1V.C-4 summarizes DPM emissions from trains near the project site going out
into the future to 2040.

Marine Vessels. The portion of the Oakland Estuary adjacent to the project site does not have any
cargo ship traffic as there are no active shipping berth facilities this far east along the estuary.
Instead, the furthest down the estuary that cargo ships stop is at the Howard Terminal west of the
Port of Oakland Building at 530 Water Street. At the same time, the U.S Coast Guard does take
vessels out from Coast Guard Island further east along the estuary. Although an exact number of
vessels per day was not available, based on observations, it was assumed that up to two vessels a
day would go up and down the estuary. In addition, between six and eight tug boats use the
project site to berth. These tug boats go out into the San Francisco Bay or Pacific Ocean to meet
ships and guide them into various marine harbors. The tug boats then return back to the site to
berth. Diesel emissions associated with both the U.S. Coast Guard vessels and the tug boats were
calculated using the U.S. EPA Analysis of Commercial Marine Vessels Emissions and Fuel
Consumption Data (USEPA, 2000). Table IVV.C-4 summarizes DPM emissions from diesel
operated marine vessels near the project site in the future.

DPM Impacts on the Project Site

DPM exposure levels on the project site from the nearby sources were estimated by conducting
screening modeling of the emissions sources described above. It was assumed that the nearest
residences would be about 200 feet from the 1-880 Freeway, and residences further away in the
middle of the project site would be about 800 feet from the Freeway. The nearest residences
would be about 700 feet from the boats traveling in the estuary. Annual average concentrations of
DPM were calculated at these locations for the first year when the site would be occupied, which
would be 2010. These concentrations consider the frequency of winds that would transport
pollutants from the sources to the project site. The wind frequencies were based on
meteorological measurements taken over five years at Oakland Airport, which is about six miles
away from the site, and that would be representative of conditions at the project site. Annual
average DPM concentrations were estimated to range from 0.1 to 0.2 micrograms per cubic
meter. These concentration estimates consider that the project site is located upwind of the
prevailing winds and that winds from the freeway to the site are infrequent.

Since the health impacts of DPM are due to chronic (long-term) exposure, the concentrations in
future years should be included when calculating lifetime exposure to DPM and incremental
health risk. The emissions model EMFAC2002 was used to predict DPM emissions from the
largest emission source, the trucks on 1-880, for future years. The model shows that DPM
emissions will decrease considerably in future years because of EPA regulations. The reductions
will be about 50 percent in 2020 when compared to 2010 and in 2040 by about 63 percent from
2010 levels. Consequently, lifetime exposure levels will be much lower than levels predicted for
2010. Typical lifetime exposure levels in future years would range from 0.05 to 0.1 micrograms
per cubic meter. The incremental health risks from such exposure to freeway emissions would
range from 15 to 30 in a million.
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These predicted incremental cancer risks are much lower than levels reported in the CARB
Handbook for facilities near freeways (CARB 2004), which range from 200 to 500 in a million.
The CARB estimates are much higher because the CARB calculations are for receptors located
downwind from the prevailing wind direction. For this project, the site is located upwind of the
major DPM emission source, which is the 1-880 freeway. Historical meteorological data from
nearby Oakland Airport show that winds rarely blow from the freeway to the project site.
Consequently, exposure levels of DPM from the freeway are much lower, and the consequent
cancer risks are lower.

The incremental cancer risk from the freeway emissions would be added to the DPM background
for the area, which is estimated from the Handbook to be about 300 in a million. The total risk is
estimated to range 315 to 330 in a million, as compared to a background level of 300 in a million.
There are no specific recommendations on acceptable cancer risks from operations not related to
on a land use.

These estimates are conservatively high, mainly because of the conservative nature of the
modeling. Also, it is assumed that a person would be located at the highest receptor continuously
for a lifetime, and the estimated incremental risks do not consider that we spend most of our time
indoors, where actual indoor exposure levels would be lower than the predicted outdoor levels.
ARB estimates that indoor concentrations of DPM are about two thirds the levels of outdoor
concentrations (CARB, 2000). Health risks from other sources on the project site, incorporating
indoor exposure, would range from 10 to 20 in a million. Although there are no guidelines on
significance criteria when considering the impacts of other sources on the project, the high-end
incremental estimates of 10 to 20 in a million are small when compared to cancer risks from
exposure to all TACs in California which are estimated by ARB to range from 500 to 1,000 in a
million (CARB, 2005c). Consequently, the impacts of DPM from other sources on the project site
would be less than significant.

Mitigation: None Required.

Wind

Impact C.6: The proposed project could result in hazardous wind conditions. (Less than
Significant)

The environment within the project area is windy, and is strongly influenced by the project site’s
location on the Oakland Estuary exposed to west, northwest, and south-southeast winds, as well
as its large open areas that allow winds to flow unobstructed from the estuary across the site. In
the portions of the site that contain buildings, winds are substantially reduced by the sheltering
effects of the structures. The site has full exposures to the predominant winds from the Bay, both
under the regularly recurring daily and seasonal wind conditions and under storm conditions.
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Wind Hazard Conditions

To simulate the project and its existing and future contexts, a 1 inch to 50 foot scale model of the
project site and surrounding several blocks was constructed. The scale models were tested in a
boundary layer wind-tunnel facility at the University of California, Davis, independent of the
University. Wind-tunnel testing of the project simulated winds from the west (W), north-
northwest (NNW), and south-southeast (SSE) wind directions. These directions were selected for
testing because they represent the major wind regimes, or are relatively frequent or particularly
strong, or were judged likely to result in the “worst case” with respect to pedestrian level effects
for this project (Environmental Science Associates, 2005).

At least three wind hazard conditions now occur on the project site, and one additional point, not
tested in the setting because it is covered by the Ninth Avenue Terminal building, is also expected
to exceed wind hazard criterion. The locations and hourly annual durations of these hazard
exceedences are as follows:

e  atthe northeast corner of Estuary Park (Location 2), two hours per year

. at the intersection of the Embarcadero and the driveway to the Jack London Aquatic Center
Location 3), two hours per year

. in the open area east of Lake Merritt Channel (Location 4), one hour per year; and,

. at the edge of Ninth Avenue Pier (Location 23), along the Oakland Estuary (estimated two
hours per year).

Thus, the total duration of these existing hazards is five hours per year under measurable existing
conditions.

The project would generally improve hazardous wind conditions on the project site and in its
vicinity. As shown in Table IVV.C-7, specifically, it would eliminate the existing wind hazard
exceedence that occurs at the intersection of the Embarcadero and the driveway to the Jack
London Aquatic Center (Location 3) two hours per year. Moreover, the project would also reduce
the individual hazard exceedances at Location 2 from two hours a year to one hour a year.

As part of the proposed project, the existing Ninth Avenue Terminal building would be removed,
and the project’s Shoreline Park would be developed in its place. Because Location 23 is covered
by the Terminal building, no data exists to indicate that wind speeds at that location would be in
excess of the hazard criterion. However, given that location’s orientation along the waterfront
exposed to direct west winds that would occur during extreme wind events, it is reasonable to
expect that hazardous wind conditions would occur with or without the existing building at that
location. Thus, it is expected that wind speeds at Location 23 would be no different with or
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Hours per
year Wind Hours per year
Hazard Measured Speed Measured Wind Speed Hours Change
Criterion Equivalent Exceeds Equivalent Exceeds Relative to
Location Speed Wind Speed Hazard Wind Speed Hazard Existing
Number (mph) (mph) Criterion (mph) Criterion Setting
1 36 36 22
2 36 38 2 27 1
3 36 38 33 -2
4 36 36 36 1
5 36 34
6 36 22
7 36 18
8 36 33 21
9 36 27 21
10 36 26 18
11 36 27 27
12 36 34 30
13 36 33
14 36 24
15 36 34 16
16 36 22
17 36 24
18 36 34
19 36 35
20 36 21
21 36 17
22 36 25
23 36 38* 2* 38 2
24 36 26
25 36 23
26 36 31
27 36 30
28 36 26 23
29 36 16
30 36 31 25
31 36 36 21
32 36 36 12
Average mph
and % 33 mph 5-7 hrs 25 mph 4 hrs -2 hrs

* Assumed same as project conditions. Given the orientation of Location 23 along the waterfront and exposed to direct
west winds that would occur during extreme wind events, it is reasonable to expect that hazardous wind conditions would
occur with or without the existing building at that location.

SOURCE: ESA, 2005.
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without the shed (i.e., existing speeds at this location assumed same as projected speeds), and
potentially hazardous wind conditions would not result at this location from the project, but
would be a continuation of an existing condition that could occur about 2 hours a year at that
waterfront location.

Therefore, the project would reduce the duration of measured hazard exceedences from a total of
at least five hours per year under the existing scenario (seven hours, including the estimate for
Location 23), to a total of four hours a year under the project scenario. The project would
substantially reduce the speeds of the extreme winds by about 25 percent compared to existing
conditions. The project would not create any new hazardous wind conditions that would exceed
the CEQA threshold of the 36 mph hazard, thus the impact would be less than significant.

Mitigation: None Required.
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Cumulative Impacts

Cumulative Regional Emissions

As stated previously (see Significance Criteria), the project that meets either of the following
criteria is considered to have a significant adverse incremental effect on the region’s ability to
attain air quality standards.

e Result in any individually significant impact; or

e Result in a fundamental conflict with the local general plan, when the general plan is
consistent with the regional air quality plan. When the general plan fundamentally conflicts
with the regional air quality plan, then if the contribution of the project is cumulatively
considerable when analyzed the impact to air quality should be considered significant.

Impact C.7: The project together with anticipated future cumulative development in
Oakland and the Bay Area in general would contribute to regional air pollution.
(Significant)

The project would result in an individually significant impact. Table 1V.C-5 shows the
operational emissions of ROG, NOx, PM10, and CO due to project-related traffic estimated based
on the CARB model URBEMIS 2002. For the Cumulative Plus Project scenario, the project would
contribute to a cumulatively significant impact on the regional PM10 levels.

Mitigation Measure C.7: To reduce the significance of the operational impacts of the
project, the project sponsor shall, as feasible and practical, implement a combination of the
following mitigation measures:

Rideshare Measures

Mitigation Measure C.7a: Encourage all tenants (commercial and residential) at the
site to implement carpool/ vanpool programs (e.g., carpool, ride matching for
employees, assistance with vanpool formation, provision of vanpool vehicles,
guaranteed ride home program, etc.). Distribute information about the Alameda
County Congestion Management Agency’s Guaranteed Ride Home Program to
tenants of the building to facilitate alternative transportation modes. As part of the
program, a person who uses an alternate mode of travel, including transit or a
carpool, is provided with free taxi service in the case of unexpected circumstances.
These circumstances might include unscheduled overtime or a family illness or
emergency.

Mitigation Measure C.7b: Encourage commercial tenants to implement employee
rideshare incentive programs providing cash payments or pre-paid fare media such
as transit passes or coupons.

Transit Measures
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Mitigation Measure C.7c: Construct transit facilities, such as bus turnouts/bus
bulbs, benches, shelters, etc., as determined appropriate by AC Transit, consistent
with Transit Mitigation Measure B.4a.

Mitigation Measure C.7d: Encourage commercial tenants to meet standard,
minimum employee ridesharing requirements or to provide incentives to encourage
employees to rideshare.

Mitigation Measure C.7e: Encourage commercial tenants to implement a parking
cash-out program for employees (e.g., non-driving employees receive transportation
allowance equivalent to the value of subsidized parking).

Measures

Mitigation Measure C.7f: The project applicant shall operate a private shuttle
service between the project site and nearby activity centers and transit nodes (e.g.,
Lake Merritt BART station) with an adequate number of shuttle stops located
onsite, and on a frequency sufficient to attract use of the service by project residents
and employees.

Bicycle and Pedestrian Measures

Mitigation Measure C.79: Provide bicycle lanes and/or paths, connected to the
community-wide network.

Mitigation Measure C.7h: Provide secure, weather-protected bicycle parking for
employees.

Mitigation Measure C.7i: Provide direct, safe, attractive pedestrian and bicycle
access to transit stops and adjacent development.

Mitigation Measure C.7j: Provide adequate street lighting within the street right of
way immediately adjacent to and within the project site.

Mitigation Measure C.7k: Provide secure short-term bicycle parking for retail
customers and other non-commute trips.

Significance after Mitigation: With implementation of the above mitigation measures, the
cumulative air quality impact would be Significant and Unavoidable. Based on the effectiveness
of these measures as determined by the BAAQMD, the above mitigation measures would reduce
the operational impacts of the project by reducing motor vehicle trips by the project by 15 to 20
percent (BAAQMD, 2004). However, no feasible mitigation is available to reduce the residual
impact to a less than significant level.
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Cumulative Wind Effects

Impact C.8: The project, together with anticipated future cumulative development in the
project area, would not result in cumulative hazardous wind conditions (Less than
Significant)

With respect to cumulative wind effects, the effect of further local development of buildings
similar in size to those of the project is likely to result in no impact or in overall reduction of wind
speeds in the vicinity. Further, it is unlikely that other foreseeable development of similar scale
would occur within or immediately adjacent to the project site.

Overall, with the project in place, notable decreases in wind speeds would occur at all the points
tested for the project compared to existing conditions due to project buildings obstructing the
existing, relatively uniform wind field and substantially slowing winds from the Oakland Estuary.

Mitigation: None Required.
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This section describes existing hydrologic conditions in the project vicinity and presents
applicable regulations that pertain to hydrology, surface water, flooding, and water quality. This
section also discusses the changes in hydrology and water quality that could result from
construction and operation of the project and identifies potential project impacts and appropriate
mitigation measures when necessary.

Setting
Hydrology

Regional

The project area lies in the Central Basin within the San Francisco Bay hydrologic region.

San Francisco Bay marks a natural topographic separation between the northern and southern
coastal mountain ranges. The San Francisco Bay estuarine system conveys the waters of the
Sacramento and San Joaquin rivers into the Pacific Ocean. The rivers enter the Bay through the
delta at the eastern end of Suisun Bay (RWQCB, 1995). Within the San Francisco Bay
hydrologic region, the project area is a part of the Central Metropolitan Planning Unit in Alameda
County. This unit is divided into a number of small watersheds that are defined by the natural
topographic features of the region. A series of linear drainage basins trending northeast to
southwest extend from the ridges of the Oakland hills across the alluvial plain! to San Francisco
Bay (Alameda County, 1994).

Local

Topography of the project site is generally flat. The site lies at an elevation of approximately 3 to
10 feet (City of Oakland Datum?) and slopes south-westerly to sea level toward the Oakland
Estuary or Oakland Inner Harbor. The estuary is the major receiving water body in the project
area; it adjoins the project site on the west and lies along the eastern margin of San Francisco
Bay. Other surface water features on the project site include Clinton Basin, Brooklyn Basin, and a
portion of the Lake Merritt Channel that flows from Lake Merritt toward the Oakland Estuary
(see Figure 1V.D-1).

Oakland Estuary

The Oakland Estuary was a tidal slough that originated in a vast marsh that stretched from Lake
Merritt to Brooklyn Basin. At the turn of the century, the estuary was dredged, separating
Oakland from Alameda and forming the estuary as it is today. Lake Merritt remains

1 Alluvial plain is an area formed by deposition of sediment by a stream.
The datum line or plane of reference of all street grades is mean high tide, as determined by the City of Oakland.
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hydrologically connected to the estuary through tidal gates at the Seventh Street Pump Station
(City of Oakland, 1993).

The estuary is influenced by both freshwater and marine water. The estuary receives freshwater
inflow from a combination of natural creeks, human-made stormwater drainage facilities, and
direct surface runoff. The estuary is also influenced by the marine waters of the Bay and is
subject to tidal currents. Sediment from Oakland’s shoreline and creeks is carried by the tidal
current to shoals and sandbars, causing siltation of the shipping channels (City of Oakland, 1993).

Shoreline Conditions

The Oakland Estuary shoreline along the project site ranges from unprotected, eroding banks to
cemented banks depending upon the past and present uses of the backland area. The shoreline
varies significantly from the Lake Merritt Channel area to the Ninth Avenue Terminal building
area (Moffatt & Nichol, 2002).

The shoreline reach from Lake Merritt Channel to the Berkeley-Oakland Ready Mix Plant is
characterized by unprotected banks that are in various stages of erosion. A two- to three-foot-high
berm exists on the crest of the embankment on the east bank of Lake Merritt Channel with a silt
fence behind the berm to control runoff. The shoreline along the Ready Mix Plant is characterized
by cemented grout probably originating from the plant. Near the Fifth Avenue Marina adjacent to
the Ready Mix Plant, there is a concrete bulkhead that continues for a short section near the
gangways to both walkways of the marina, followed by large concrete blocks, slabs, and other
debris on the shoreline (Moffatt & Nichol, 2002).

The shoreline along Clinton Basin is characterized by concrete debris, sandy pocket beaches,
unprotected banks, and several pile supported structures. Sedimentation is evident in this reach,
however the amount of floating debris collected indicates a low flushing rate. The decking on the
walkways and docks is made of timber and concrete (Moffatt & Nichol, 2002).

A timber wharf structure abuts the concrete wharf structure that supports the Ninth Avenue
Terminal building. The wharf is made up of timber piles (over 1,000 vertical piles) and is covered
by an asphalt concrete topping slab. Timber fender piles protect the waterside edge of the wharf.
The wharf structure frames into a cast-in place concrete bulkhead. The toe of the wall is protected
by stone riprap (Moffatt & Nichol, 2002).

Water Quality

Project Area

In addition to fresh and marine water, past and present urban uses in the area have contributed to
industrial waste discharges and urban stormwater runoff that has influenced the water quality in
the Oakland Estuary. Pollutant sources discharging into the estuary include both point and
nonpoint discharges. A point source is any discernible, confined, and discrete conveyance (e.g., a
pipe discharge) of pollutants to a water body from such sources as industrial facilities or
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wastewater treatment plants. Nonpoint pollutant sources are sources that do not have a single,
identifiable discharge point but are rather a combination of many sources.

Point sources in the project area include discharges through pipelines and other discharges that
drain into the estuary. These are permitted discharges that are subject to prohibitions by
regulatory agencies, water quality requirements, periodic monitoring, annual reporting, and other
requirements designed to protect the overall water quality of the estuary and eventually the Bay.

A nonpoint source can be stormwater runoff from land that contains, for example, petroleum from
parking lots, pesticides from farming operations, or sediment from soil erosion. Overland
stormwater flow and urban runoff cause nonpoint pollution along the margin of the estuary,
which include runoff from dredging activities, marine vessel waste, sediments, sand, industrial
fuels, equipment and other operations, terminal fuel, infiltration from sewer system, accidental
spills of hazardous materials, and construction activities.

Project Site

Nonpoint-source discharges from the project site present a water quality concern because of the
current conditions and industrial uses including the use of two marinas, one within Clinton Basin
and second at the foot of 5th Avenue. Nonpoint-source pollutants specific to the site are
sediments, petroleum and oils, and litter. Sediments may be generated from erosion of compacted
or loose fill materials that are close to the shore of the estuary. Some areas have sloping
topography, which facilitates the easy movement of silt into the runoff. Unpaved parking areas
can be especially prone to sediment generation. Sediment discharges into the estuary also appear
to occur at the privately owned sand and gravel operation (Berkeley Oakland Ready Mix Plant)
adjoining the future Channel Park site on the east shore of Lake Merritt Channel. Unpaved and
aggregate storage areas at the ready mix plant site with materials stockpiled for concrete
production may be sediment sources. Petroleum and oils are discharged from activities such as
fueling and transportation of materials. Inadvertent spills of petroleum (including diesel, gasoline
and oils, leaking from vehicles and equipment or spilled during transfer and filling) can affect
localized areas of pavement and gravel parking areas. Leaks from boats and equipment at the
marinas can also affect the water quality in the estuary. Washing of equipment and vehicles in
some areas, such as the ready mix plant site, cause ponding of water that, if not managed, can
discharge contaminated wash water into the estuary. Due to the level of industrial activity, lack of
litter removal, and prevailing winds from the Bay, litter, either from on- or off-site locations, can
end up accumulating in areas and some eventually lands in the estuary. Such nonpoint-source
pollutants become entrained or mixed with stormwater runoff that flows directly into the estuary
(BKF Engineers, 2002), or via Lake Merritt Channel. Stormwater at the project site currently
flows over land and via storm drainage facilities directly into the estuary (City of Oakland, 1993).
The system is typically in poor condition and has no formal water quality control system in place
(BKF, 2005). (See Section 1VV.M, Utility and Services Systems, for further discussion of storm
drainage facilities.)

Any construction in the State of California on one acre or more requires preparation of a
stormwater prevention plan (SWPPP) to comply with the requirements of the SWRCB NPDES
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General Permit. The best management practices identified in the SWPPP would help mitigate for
the impact of construction activities on stormwater quality. Recent amendments also require
water quality monitoring. Construction activities (e.g., excavation and trenching) in areas where
shallow groundwater is present and construction dewatering is necessary would be subject to the
RWQCB construction dewatering permit requirements which would help minimize the potential
for discharging sediment laden groundwater from surface drainage activities.

Groundwater Resources

The project site lies in the East Bay Plain of the San Francisco Bay Hydrologic Region
(Department of Water Resources [DWR] Groundwater Basin3 No. 2-9.04), a northwest-trending
alluvial plain bounded on the north by San Pablo Bay, on the east by the contact with Franciscan
Basement rock, and on the south by the Niles Cone Groundwater Basin (DWR, 2004). The East
Bay Plain extends from Richmond to Hayward. The alluvial materials that extend westward from
the East Bay Hills to the edge of San Francisco Bay constitute the deep water-bearing strata for
this groundwater basin, which is identified as a potential water source for municipal, industrial,
and agricultural use (RWQCB, 1995). Since the early 1950s, historic groundwater levels in the
deep aquifer in the basin have varied between -10 and -140 feet mean sea level (DWR, 2004).
However, there are no water supply wells on the project site. The closest groundwater well in the
project vicinity is located in Alameda, which is greater than a mile west of the project site.
According to the data from 1990 through 1994, groundwater levels in the well varied from -18
feet to -7.5 mean sea level (DWR, 2005). It is unknown whether this well is a water supply well.
However, it is unlikely that the well be influenced by the project. However, there are monitoring
wells associated with the remediation of the contamination of the groundwater onsite and are not
used for supply. The wells could be destroyed after remediation is complete.

Groundwater elevations tend to be highest in the central portion of the Ninth Avenue Terminal
building area, with groundwater flow radiating outward toward the shorelines of Clinton Basin
and Brooklyn Basin (Lowney Associates, 2002). The shallow water table varies between 3 and 20
feet below ground surface and is underlain by relatively impermeable Bay Mud sediment.
Shallow groundwater depth means that the existing storm sewers in the project area are in the
water table. The storm sewers are both a potential source of contamination to groundwater and
conduits for the migration of chemicals of concern in groundwater and soils. The storm sewers
also connect to the estuary so that water moves in response to tides in portions of the storm
sewers. Chemicals released to the storm sewers can migrate from the pipes into the adjacent soils
and groundwater. Chemicals present in groundwater may migrate into the pipes or backfill around
the pipes and move to other areas of uncontaminated soil or groundwater. Results of groundwater
sampling indicated groundwater contamination with total petroleum hydrocarbons, volatile
organic compounds, metals, and polynuclear aromatic hydrocarbons (Lowney Associates, 2002).
However, thick, impermeable Bay Mud sediment forms a barrier that impedes surface water
infiltration to the underlying water sources (Lowney Associates, 2002). (See Section IV.F,
Geology, Soils and Seismicity, for discussion of Bay Mud characteristics.)

3 A groundwater basin is defined as a hydrogeologic unit containing one large aquifer or several connected and
interrelated aquifers (RWQCB, 1995).
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Flooding

Flooding is inundation of normally dry land as a result of rise in the level of surface waters or
rapid accumulation of stormwater runoff (City of Oakland, 2004a). Flooding can also occur due
to tsunamis, seiches, or failure of dams. Tsunamis are waves caused by an underwater earthquake,
landslide, or volcanic eruption, while seiches are waves in an enclosed or semi-enclosed body of
water such as a lake, reservoir, or harbor. Oakland is not a particularly flood-prone city, nor does
it have large rivers or open coastline that can result in devastating storm-induced flooding.
Flooding from tsunamis would affect low-lying areas along San Francisco Bay and the Oakland
Estuary however areas along the inner harbor, Brooklyn Basin and the tidal channel (project site)
would be sheltered by the island of Alameda. In addition, the likelihood of large scale devastation
in Oakland resulting from seiches appears to be miniscule (City of Oakland, 2004a).

The Federal Emergency Management Agency (FEMA), through its Flood Insurance Rate
Mapping program, designates areas where urban flooding could occur during 100-year and 500-
year flood events.# The project site is located in an area designated as Flood Hazard Area C
(areas of minimal flooding) and not within the 100-year or 500-year floodplain (FEMA, 1982).
Storm drain facilities on the existing project site convey runoff from the site, the adjoining
Embarcadero and a small portion of watershed east of the Embarcadero, and discharges to the
estuary. As previously stated, the system is typically in poor condition and has no formal water
quality control system in place (BKF, 2005).

Flooding can also occur due to dam failure. The California DWR, Division of Safety of Dams
(DSOD) oversees the construction of dams that are over 25 feet high and impound over 15 acre-
feet of water, or over 6 feet high and impound over 50 acre-feet of water. Due to DSOD
regulatory oversight, monitoring, and design review, the potential is minimal for the catastrophic
failure of a properly designed and constructed dam, whether caused by a seismic event, flood
event, unstable slope conditions, or damage from corrosive or expansive soils. Although some
areas in Oakland are within one or more dam failure inundation areas, the project site does not lie
within any of these areas (ABAG, 1995).

Regulatory Setting

Several federal, state, and local agencies regulate activities that could affect hydrological and
water quality features. This section describes the regulatory framework that would apply to the
project.

Federal

Clean Water Act

Under the Clean Water Act (CWA) of 1977, the U.S. Environmental Protection Agency (EPA)
seeks to restore and maintain the chemical, physical, and biological integrity in the nation’s

4 A 100-year flood event has a one percent probability of occurring in a single year. Although infrequent, 100-year
floods can occur in consecutive years or periodically throughout a decade. A 500-year flood event has a 0.2 percent
probability of occurring in a single year.
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waters. The statute employs a variety of regulatory and nonregulatory tools to reduce direct
pollutant discharges into waterways, finance municipal wastewater treatment facilities, and
manage polluted runoff. The CWA authorizes the EPA to implement water quality regulations.
The National Pollutant Discharge Elimination System (NPDES) permit program under section
402(p) of the CWA controls water pollution by regulating stormwater discharges into the waters
of the U.S. California has an approved state NPDES program. The EPA has delegated authority
for water permitting to the California State Water Resources Control Board (SWRCB), which has
nine regional boards. The San Francisco Bay Regional Water Quality Control Board (RWQCB)
regulates water quality in the project area.

Total Maximum Daily Load

Section 303(d) of the CWA requires that each state identify water bodies or segments of water
bodies that are “impaired” (i.e., not meeting one or more of the water quality standards
established by the state). These waters are identified in the Section 303(d) list as waters that are
polluted and need further attention to support their beneficial uses. Once the water body or
segment is listed, the state is required to establish Total Maximum Daily Load or TMDL for the
pollutant causing the conditions of impairment. TMDL is the maximum amount of a pollutant
that a water body can receive and still meet water quality standards. Typically, TMDL is the sum
of the allowable loads of a single pollutant from all contributing point and nonpoint sources. The
intent of the 303(d) list is to identify water bodies that require future development of a TMDL to
maintain water quality.

In accordance with Section 303(d), the RWQCB has identified impaired water bodies within its
jurisdiction, and the pollutant or stressor responsible for impairing the water quality. Within the
project area, the RWQCB has designated the Central Basin of the San Francisco Bay as an
impaired water body. Pollutants that contribute to this impairment are chlordane, DDT, diazinon,
dieldrin, various dioxins, exotic species, furan compounds, mercury, polyaromatic hydrocarbons,
polychlorinated biphenyls, and selenium. The potential sources of the pollutants listed are non-
point sources, atmospheric deposition, ballast water, industrial point sources and resource
extraction, urban runoff, agriculture, exotic species, and natural sources (RWQCB, 2003). The
RWQCB does not list any specific water bodies at the project site, i.e., the estuary, Clinton Basin
or Lake Merritt Channel as impaired. The RWQCB is required to establish TMDLs for these
pollutants in order to gradually eliminate impairment of the waters and attain water quality
standards (ACCWP, 2003). Current TMDL projects include TMDLs for mercury and
polychlorinated biphenyls in San Francisco Bay. The project sponsor would be required to ensure
that the proposed project would not conflict with the current TMDLs and comply with specific
water quality control measures under the NPDES permit requirements (see below for details) to
prevent project-related contaminants from entering into the estuary, which is connected to the
Central Basin.

Waste Discharge Requirements

Section 401 of the CWA requires every applicant for a federal permit or license for an activity
that may result in a discharge of pollutants to the waters of the U.S. (including permits under

ER 04-0009 / Oak to Ninth Avenue Project IV.D-7 ESA /202622
Draft EIR August 2005



IV. Environmental Setting, Impacts, and Mitigation Measures

D. Hydrology and Water Quality

section 404 of the CWA, see Section V.1, Biological Resources). The purpose of the permit
application is to obtain certification that the proposed activity will comply with the state water
quality standards (RWQCB, 2003b). The proposed project would require 401 certification
because the project involves dredging that would be subject to Section 404 of the CWA (see
Section IV.I, Biological Resources).

State

Porter-Cologne Water Quality Control Act

The Porter-Cologne Water Quality Control Act allows the SWRCB to adopt statewide water
quality control plans or basin plans. The purpose of the plans is to establish water quality
objectives for specific water bodies. The RWQCB has prepared the San Francisco Bay Basin
Plan that establishes water quality objectives and implementation programs to meet the stated
objectives and to protect the beneficial uses of the Bay waters (see regional regulatory discussion
below). The act also authorizes the NPDES program under the CWA, which establishes effluent
limitations and water quality requirements for discharges to waters of the state. Most of the
implementation of SWRCB’s responsibilities is delegated to the nine regional boards. Under the
NPDES program, the RWQCB has established permit requirements for stormwater runoff for the
project area (see Regional discussion below).

Regional

The RWQCB is responsible for the protection of beneficial uses and the water quality of water
resources within the San Francisco Bay region. The RWQCB administers the NPDES stormwater
permitting program and regulates stormwater in the San Francisco Bay region, which includes the
project area. The City of Oakland is a permittee under the NPDES permit for the Alameda
Countywide Clean Water Program (see below for detailed discussion). The RWQCB also issues
401 certifications for projects that require Section 404 permit from the U.S. Army Corps of
Engineers (USACE). The regulatory requirements under the RWQCB are discussed below.

Basin Plan

The RWQCB prepared the San Francisco Bay Water Quality Control Plan (Basin Plan) (1995)
for San Francisco Bay that contains descriptions of the legal, technical, and programmatic bases
of water quality regulation in the region. The Basin Plan describes beneficial uses of major
surface waters and their tributaries. The following beneficial uses have been listed for San
Francisco Bay in the Central Basin:

Ocean, Commercial, and Sport Fishing
Estuarine Habitat

Industrial Service Supply

Fish Migration

Navigation

Industrial Process Supply

Preservation of Rare and Endangered Species
Water Contact Recreation

Noncontact Recreation

ER 04-0009 / Oak to Ninth Avenue Project 1V.D-8 ESA /202622
Draft EIR August 2005



IV. Environmental Setting, Impacts, and Mitigation Measures

D. Hydrology and Water Quality

o Shellfish Harvesting
e Fish Spawning
o Wildlife Habitat

The RWQCB is responsible for permitting construction activities for development projects to
ensure the protection of the above beneficial uses. The Basin Plan also provides specific
requirements for dredging activities that would be a part of the proposed project. In the San
Francisco Bay region, the dredged material is disposed at specific ocean and in-bay disposal sites.
The overall policy of the RWQCB for dredged sediment and its disposal includes a reduction of
in-bay disposal volumes and an increased emphasis on beneficial reuse of the dredged material.
The most likely beneficial reuse of dredged material is wetland restoration projects or for levee
maintenance or repair. Therefore, the Basin Plan lists targets (see Table 1V.D-1) for volume of
dredged materials to be disposed at each of the designated sites and may require additional
documentations and inspections to ensure that the project impacts from the dredging activity are
minimum (USACE, 2001).

TABLE IV.D-1
DREDGED MATERIAL VOLUME TARGETS
Volume of Dredged Material
(million cubic yards per

Disposal Site Time Frame month)
Alcatraz Island October — April 0.4

May — September 0.3
San Pablo Bay Any Month 0.5
Carquinez Straits Any Month 1.0
Suisun Bay Any Year 0.2
Alcatraz Island, San Pablo Bay, Carquinez Straits, and Suisun Bay 28°

a

The volume target is for each calendar year (i.e., January to December) for the total amount of disposal at the aquatic
disposal sites (USACE, 2001).

SOURCE: RWQCB, 1995

McAteer-Petris Act / San Francisco Bay Conservation and

Development Commission (BCDC)

The McAteer-Petris Act is a provision under California law that preserves San Francisco Bay
from indiscriminate filling. The act established the San Francisco Bay Conservation and
Development Commission (BCDC) as the agency charged with preparing a plan for the long-term
use of the Bay and regulating development in and around the Bay while the plan was being
prepared. The San Francisco Bay Plan, completed in January 1969, includes policies on 18 issues
critical to the wise use of the Bay ranging from ports and public access to design considerations
and weather. The McAteer-Petris Act authorizes BCDC to incorporate the policies of the Bay
Plan into state law (BCDC, 2000). The Bay Plan has two features: policies to guide future uses of
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the Bay and shoreline, and maps that apply these policies to the Bay and shoreline. BCDC
conducts the regulatory process in accord with the Bay Plan policies and maps, which guide the
protection and development of the Bay and its tributary waterways, marshes, managed wetlands,
salt ponds, and shoreline (BCDC, 2003).

The project site lies within two of the BCDC jurisdictional areas, “(1) San Francisco Bay, i.e.,
“all areas that are subject to tidal action from the south end of the Bay to the Golden Gate...
including all sloughs, and specifically, the marshlands lying between mean high tide and five feet
above mean sea level; tidelands (lands lying between mean high tide and mean low tide); and
submerged lands (lands lying below mean low tide)”, and “(2) a shoreline band that consists of all
territory located between the shoreline of the Bay and a line 100 feet landward of and parallel
with that line...” (BCDC, 2003). The City and the project sponsor would be required to comply
with the BCDC requirements due to the project location and dredging activities.

Construction Permitting

Construction activities on one acre or more are regulated by the RWQCB and are subject to the
requirements of the NPDES General Permit for Discharges of Stormwater Runoff Associated
with Construction Activity (General Construction Permit). The SWRCB established the General
Construction Permit for the purpose of reducing impacts to surface waters that may occur due to
construction activities. The project sponsor would be required to apply for the General
Construction Permit that requires the preparation and implementation of a stormwater pollution
prevention plan (SWPPP). The SWPPP is prepared before project construction begins and, in
certain cases, before demolition begins and includes specifications for best management practices
(BMPs) that would be implemented during construction. BMPs are measures undertaken to
control degradation of surface water by preventing soil erosion or the discharge of pollutants
from the construction area. Additionally, the SWPPP describes measures to prevent or control
runoff after construction is complete and identifies procedures for inspecting and maintaining
facilities or other project elements. Required elements of a SWPPP include:

1. Site description addressing the elements and characteristics specific to the site,
2. Descriptions of BMPs for erosion and sediment controls,

3. BMPs for construction waste handling and disposal,

4. Implementation of approved local plans,

5. Proposed post-construction controls, and

6. Non-stormwater management.

Examples of typical construction BMPs include scheduling or limiting activities to certain times
of the year, installing sediment barriers such as silt fence and fiber rolls, maintaining equipment
and vehicles used for construction, tracking controls such as stabilizing entrances to the
construction site, and developing and implementing a spill prevention and cleanup plan. Non-
stormwater management includes installing specific discharge controls during activities such as
paving operations, vehicle and equipment washing and fueling.
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The RWQCB has identified BMPs in the California Storm Water Best Management Practice
Handbook (2003) to effectively reduce degradation of surface waters to an acceptable level. The
City of Oakland holds a NPDES permit under the Alameda County Clean Water Program and the
project would be required to comply with the permit requirements to control stormwater
discharges from the construction site (see Alameda County discussion below).

Construction activities such as excavation and trenching in areas with shallow groundwater
would require dewatering, which would be subject to the RWQCB construction dewatering
permit requirements. Dewatering operations are regulated under State requirements for
stormwater pollution prevention and control. Discharge of non-stormwater from a trench or
excavation that contains sediments or other pollutants to sanitary sewer, storm drain systems,
creek bed (even if dry), or receiving waters is prohibited. Discharge of uncontaminated
groundwater from dewatering is a conditionally exempted discharge by the RWQCB. However,
the removed water could potentially be contaminated with chemicals released from construction
equipment or sediments from excavation. Therefore, disposal of dewatering discharge would
require permits either from the RWQCB for discharge to surface creeks and groundwater or from
local agencies for discharge to storm or sanitary sewers. The RWQCB lists non-stormwater
discharge controls specifically for dewatering operations (RWQCB, 2003a). The control
measures are described in the mitigation for impacts discussion. These control measures would be
implemented by the project sponsor during construction activities at the project site. Discharge of
water resulting from dewatering operations would require an NPDES Permit, or a waiver
(exemption) from the RWQCB, which would establish discharge limitations for specific
chemicals (if they occur in the dewatering flows).

Dredging Permitting

Project construction activities such as the shoreline improvement along Clinton Basin would
involve dredging. The project sponsor would be required to comply with the following regulatory
requirements for dredging.

The proposed project would be required to apply for Section 404 permit from the USACE prior to
dredging. (See also Section V.1, Biological Resources, for additional discussion of Section 404
permit). As a part of the Section 404 permitting process, the project sponsor would be required to
obtain a water quality certification from the RWQCB under Section 401 of the CWA. The
RWQCB may choose to act under the authority of the state Porter Cologne Water Quality Control
Act and issue waste discharge requirements for the project in conjunction with the water quality
certification. As discussed previously, the dredged material is disposed at ocean or in-bay
disposal sites or reused for wetland restoration or dike maintenance. The project would be
required to dredge and dispose material within the target volumes listed in Table 1V.D-1. In the
event an in-bay disposal is proposed, the project sponsor would be required to provide an
adequate alternatives analysis showing that there are no practicable alternatives to in-bay disposal
(USACE, 2001).

The Dredged Material Management Office (DMMO) regulates dredging and dredged material in
the San Francisco Bay region. The DMMO consists of representatives from the USEPA- Region
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9, U.S. Army Corps of Engineers-San Francisco, San Francisco Bay RWQCB, BCDC, and the
State Lands Commission. The DMMO serves as the single point of entry for applicants to the
dredging and disposal permitting process. The DMMO regulates two types of dredging projects,
1. small dredging projects defined by a project depth of less than -12 feet mean lower low water
(MLLW) and generating less than 50,000 cubic yards per year on average, and 2. other dredging
projects defined by project depth greater than -12 feet MLLW or average annual volumes greater
than 50,000 cubic yards (USACE, 2001). The proposed project would involve a one-time
dredging event of up to a depth of - 8 feet MLLW with an estimated volume of 20,000 cubic
yards of the dredged material. Therefore the project sponsor would be required to apply for a
dredging permit in the first category. The Impacts Analysis section below discusses the specific
dredging regulatory compliance.

San Francisco Estuary Project

The San Francisco Estuary Project was established pursuant to CWA Section 320 to protect and
improve the water quality and natural resources of San Francisco Bay-Delta Estuary. The San
Francisco Estuary Project recommends actions in the several areas such as aquatic resources,
water use, pollution prevention and reduction, dredging and waterway modification, and research
and monitoring. As stated earlier, the project site is located in the San Francisco Bay hydrologic
region and drains eventually into the Bay which is a part of the Bay-Delta Estuary, therefore, the
following recommended actions that would apply to the project are:

. Action PO-2.4:  Improve the management and control of urban runoff from public and
private sources.

° Action LU-3.2:  Develop and implement guidelines for site planning and BMPs.

Alameda County

The Alameda County Flood Control and Water Conservation District and the City of Oakland
Public Works Agency share the responsibility for maintaining drainage facilities in Oakland. The
project sponsor would be required to comply with the requirements concerning drainage issues
during construction and operation of the project as a condition of receiving a drainage permit.

Alameda Countywide Clean Water Program

The Alameda Countywide Clean Water Program (ACCWP) consists of 17 participating agencies
including the City of Oakland that cooperatively comply with a municipal stormwater permit
issued by the RWQCB. The permit contains requirements to prevent stormwater pollution and to
protect and restore creek and wetland habitat. The member agencies have developed performance
standards to clarify the requirements of the stormwater pollution prevention program, adopted
stormwater management ordinances, conducted extensive education and training programs, and
reduced stormwater pollutants from industrial areas and construction sites (ACCWP, 2002). In
the project area, the ACCWP administers the stormwater program to meet the CWA requirements
by controlling pollution in the local storm drain sewer systems.
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The ACCWP prepared the Stormwater Quality Management Plan in 2001 that is effective
through June 2008 (ACCWP, 2001). This plan describes the ACCWP’s approach to reducing
stormwater pollution. In conjunction with the stormwater discharge permit adopted by the
RWQCB, the plan is designed to enable the ACCWP member agencies to meet CWA
requirements. The plan provides a framework for protection and restoration of creeks and
watersheds in Alameda County in part through effective and efficient implementation of
appropriate control measures for pollutants. The plan addresses the following major program
areas: regulatory compliance, focused watershed management, public information/participation,
municipal maintenance activities, new development and construction controls, illicit discharge
controls, industrial and commercial discharge controls, monitoring and special studies, control of
specific pollutants of concern, and performance standards (ACCWP, 2001). New development
and construction controls in the plan would apply to the project. The plan recommends tasks to
implement source, site design, post-construction stormwater treatment and hydromodification®
controls (ACCWP, 2001).

Construction activities associated with the project would be subject to the NPDES permit
requirements for stormwater management and discharges. The ACCWP NPDES permit also
incorporates updated state and federal requirements related to the quantity and quality of post-
construction stormwater discharges from new development and redevelopment projects.

The RWQCB issued a NPDES permit (Permit No. CAS0029831) to ACCWP that includes the
City of Oakland by Order 97-030 on February 19, 1997, and modified by Order No. 99-049 on
July 21, 1999. The most recent Order R2-2003-021 was adopted on February 19, 2003 for waste
discharge requirements. The City of Oakland has jurisdiction over and/or maintenance
responsibility for its municipal separate storm drain systems and/or watercourses in Alameda
County.

C.3 Permit Requirements

The NPDES permit lists provision C.3 that governs storm drain systems and regulates post-
construction stormwater runoff. The provision requires new development and redevelopment
projects to incorporate treatment measures and other appropriate source control and site design
features to reduce the pollutant load in stormwater discharges and to manage runoff flows.
“Redevelopment” is defined as a project on a previously developed site that results in the addition
or replacement of impervious surface. According to the C.3 provision in the ACCWP NPDES
permit, the proposed project falls under the “significant redevelopment projects” category under
Group 1 Projects. A significant redevelopment project is defined as a project on a previously
developed site that results in addition or replacement of total of 43,560 square feet (one acre) or
more of impervious surface. The permit requires that in the case of a significant redevelopment
project that would result in an increase of, or replacement of, more than 50 percent of the
impervious surface of a previously existing development, and the existing development was not
subject to stormwater treatment measures, the entire project be included in the treatment measure
design. The proposed project would replace more than 50 percent of the impervious surface,
therefore the entire project would be required to implement treatment measures and appropriate

5 Hydromodification is alteration of the natural flow of water through a landscape.
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source control and site design measures under the NPDES permit in addition to the following
conditions (ACCWP, 2003):

o Implement site design/landscape characteristics as feasible, which maximize infiltration
(where appropriate), provide retention or detention, slow runoff, and minimize impervious
land coverage, so that post-development pollutant loads from the site have been reduced to
maximum extent possible, and

e For new and redevelopment projects, such as the proposed project, that discharge directly to
water bodies listed as impaired (under section 303(d) of CWA\), ensure that post-project
runoff does not exceed pre-project levels for such pollutants through implementation of the
control measures addressed in the C.3 provision, to the maximum extent practicable.

The C.3 provision also requires preparation of a hydrograph modification management plan
(HMP). Implementation of an HMP ensures that post-project runoff shall not exceed estimated
pre-project rates and/or durations, where the increased stormwater discharge rates and/or
durations will result in increased potential for erosion or other significant adverse impacts to
beneficial uses, attributable to changes in the amount and timing of runoff. The project would
involve an overall increase in pervious areas with a reduction in storm runoff, which is a net
beneficial impact. The project would install the required site design and source control measures
to control any project related runoff. Therefore, the project sponsor would not be required to
prepare an HMP.

City of Oakland

Oakland Ordinances and Municipal Code
The City implements the following regulations to protect water quality and water resources:

Creek Protection, Stormwater Management, and Discharge Control Ordinance

This ordinance establishes comprehensive guidelines for the regulation of discharges to the city’s
storm drain system and the protection of surface water quality. The ordinance identifies BMPs
and other protective measures for development projects. Under the ordinance, the Public Works
Agency must issue permits for storm drainage facilities that would be connected to existing city
drainage facilities. In 1997, the ordinance was amended to include the requirement for a creek
protection permit for any construction or related activity on creekside property. It includes
enforcement provisions to provide more effective methods to deter and reduce the discharge of
pollutants to the storm drain system, local creeks, and San Francisco Bay. The provisions also list
clear guidelines to creekside residents for protecting the creek and habitat. The project would fall
under Category Il or 1\VV6 due to its proximity to the estuary and would be required to prepare a
creek protection plan and a hydrology report (City of Oakland, 1993).

6 Category I11: Any exterior development or work that may adversely affect the creek, beyond the 20-foot setback
from the top of the creek bank, and is within 100 feet of the centerline of the creek, that may or may not require
any other development-related permit, including without limitation: landscape walls, fences, patios, decks, private
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Grading Ordinance

Chapter 13.16 of the Oakland Municipal Code prohibits activities that would result in the
discharge of pollutants to Oakland's waterways or in damage to creeks, creek functions, or
habitat. The ordinance requires the use of standard BMPs to prevent pollution or erosion to creeks
and/or storm drains. Additionally, a creek protection permit is required for any construction work
on creekside properties (City of Oakland, 2004b). The project sponsor would apply for a creek
protection permit.

Chapter 3304.2 of the Oakland Municipal Code requires a permit for grading activities on private
or public property for projects that exceed certain criteria, such as amount of proposed excavation
and degree of site slope. During project construction, the volume of the excavated fill material
could exceed 50 cubic yards and could result in a 20 percent slope onsite, or the depth of
excavation could exceed five feet at any location. Therefore, the project sponsor would be
required to apply for the permit and prepare a grading plan, erosion and sedimentation control
plan, and drainage plan (City of Oakland, 2004c).

Hydrology and Water Quality Impacts Discussion

Significance Criteria

A hydrology or water quality impact would be considered significant if the impact would result in
any of the following criteria, which are adapted from CEQA Guidelines, Appendix G, and the
City of Oakland’s 2004 CEQA Thresholds/Criteria of Significance Guidelines:

o Violate any water quality standards or waste discharge requirements;

e Result in substantial erosion or siltation on or offsite that would affect the quality of receiving
waters;

o Create or contribute substantial runoff that would be an additional source of polluted runoff;
e Otherwise substantially degrade water quality;

e Substantially alter the existing drainage pattern of the site or area (including through the
alteration of the course or by increasing the rate or amount of flow of a creek, river or stream)
in a manner that would result in substantial erosion, siltation, or flooding, both on or off the
site; or

drainage improvements, irrigation systems, or trenching work. Additionally, any work or development that
includes earthwork beyond the 20-foot setback from the top of the creek bank.

Category IV: Any exterior development or work that is conducted from the centerline of the creek to the 20-foot
setback from the top of the creek bank that may or may not require any other development-related permits
including without limitation: earthwork, landscape walls, fences, patios, decks, private drainage improvements,
irrigation systems, or trenching work.
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o Fundamentally conflict with elements of the City of Oakland creek protection ordinance
(Oakland Municipal Code Chapter 13.16). Although there are no quantitative criteria to
assess impacts, factors to be considered in determining significance include whether there is
substantial degradation of water quality through (a) discharging a substantial amount of
pollutants into a creek; (b) significantly modifying the natural flow of the water or the creek’s
capacity; (c) depositing substantial amounts of new material into a creek or causing
substantial bank erosion or instability; or (d) substantially endangering public or private
property or threatening public health or safety.

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

e Result in substantial flooding on or offsite;

e Create or contribute substantial runoff that would exceed the capacity of existing or planned
stormwater drainage systems;

e Place housing within a 100-year flood hazard area, as mapped on a federal Flood Hazard
Boundary or Flood Insurance Rate Map or other flood hazard delineation map, that would
impede or redirect flood flows;

e Place within a 100-year flood hazard area structures that would impede or redirect flood
flows;

e Expose people or structures to a substantial risk of loss, injury, or death involving flooding;
e Result in inundation by seiche, tsunami, or mudflow.

As discussed in Setting, the Bay Mud sediment onsite forms a barrier that impedes surface water
infiltration to the underlying water sources. Given the sediment barrier and considering that the
groundwater beneath the project site is not a source for municipal or agricultural uses (RWQCB,
1995), the project would not affect groundwater resources.

Local Plans and Policies

Oakland General Plan policies and other applicable plans and policies that pertain to hydrology,
water quality, and related effects, and that apply to the project, are listed in Appendix F. Key
policies are identified and discussed in Section IV.A, Land Use, Plans, and Policies. General Plan
policies that are also significance criteria or contain a regulatory threshold which the project must
meet are addressed in this section.
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Methodology

The following section provides impact analysis and discusses the thresholds used to determine the
impact significance. The impacts analysis discusses the significance of the changes to the existing
conditions that would result from the project. Impacts are divided into three main categories:
water quality, groundwater resources, and flooding. This section discusses water quality impacts
to Oakland Estuary, which is the immediate receiving water body, and San Francisco Bay
depending upon the significance criteria. Construction and operational impacts of the project are
discussed for each category. For the purposes of the water quality analysis, the project site is
divided into four main sections depending upon the distribution of pervious and impervious or
paved areas. See Figure I1\VV.D-2. The four sections are:

o Ninth Avenue Terminal section: The section of the site that includes the Ninth Avenue
Terminal is paved and impervious with runoff flowing into storm drains or directly into the
estuary. The Terminal includes a pile supported structure, its wharf that partially extends
over the estuary. A portion of the Terminal building and its associated wharf would be
removed and the area would be converted to public open space with open green lawn,
bicycle paths, and jogging trails. This would increase pervious areas facilitating greater
infiltration and reducing runoff.

o Ninth Avenue/Clinton Basin section: The area between Ninth Avenue and Clinton Basin
shows industrial use on paved areas with stormwater flowing into storm drains. Some
unpaved sections cause sedimentation with storm runoff and discharges that flow into the
estuary. The project would convert the heavy industrial section to residential and retail use.

° Clinton Basin/Lake Merritt Channel section: This partly paved and semi-pervious area
between Clinton Basin and Lake Merritt Channel (includes Berkeley Oakland Ready Mix
operation) would be used for residential/retail development and for South Park and Channel
Parks. The area currently has industrial uses with storm runoff and discharges from the
ready mix plant flowing directly into the estuary and the Lake Merritt Channel. The project
would develop residential and commercial uses in this area, provide new public open space,
and improve the existing shoreline.

. Estuary Park section: The portion of the site west of the Lake Merritt Channel includes
Estuary Park, Jack London Aquatic Center, and the Cash & Carry wholesale grocery
building. The project would improve the park, which is approximately 3.5 acres of lawn
surface, and the park’s connection to the Bay Trail, which forms a continuous path along
the shoreline. The project would redevelop the Cash & Carry retail site and would not
significantly change
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° the existing impervious surface acreage. No changes are proposed to the Aquatic Center and
related parking areas that make up approximately three acres of impervious surface.

The existing commercial and industrial structures on the project site would be replaced by
residential areas and new and improved parks and open spaces, as described in Chapter |11,
Project Description.

Project Impacts

Water Quality
Construction Impacts

Impact D.1: Project construction would involve activities (excavation, soil stockpiling,
boring and pile driving, grading, and dredging, etc.) that would generate loose, erodable
soils that, if not properly managed, could violate any water quality standards or waste
discharge requirements; result in substantial erosion or siltation; create or constitute
substantial polluted runoff; or otherwise substantially degrade water quality. (Potentially
Significant)

Construction of the project would involve excavation, soil stockpiling, and boring along with pile
driving and grading. Construction would include activities such as removal of a portion of the
pile-supported pier along the southernmost edge of the Ninth Avenue Terminal section and
building of a sheet pile edge and a 55-foot wide hardscape around Clinton Basin. The project
would rebuild the marina in Clinton Basin and improve the Fifth Avenue Marina and include
improvement of the shoreline along the project site (see Figure 1V.D-3). The shoreline
improvement activities would include installation of rock slope protection measures and a
bulkhead wall with riprap at the toe of the slopes (Moffatt & Nichol, 2005a). Rock slope
protection (shown as riprap in Figure 1\VV.D-3) would consist of installing the following measures
(Moffatt & Nichol, 2005a):

e Revetment or a type of a barricade that would consist of armor stone, geotextile fabric, geo-
membrane if applicable, and a crushed rock leveling course, and

o Slope dressing that would consist of armor stone and bedding that would be placed on the
slope and does not require significant excavation or foundation support.

The bulkhead wall would consist of a vertical bulkhead wall made up of either steel or concrete
sheet piles. The wall would retain the fill and include a revetment on the waterside that would
provide structural resistance to overturning (Moffatt & Nichol, 2005a).

The proposed shoreline improvements would change along Channel Park, Clinton Basin,
Shoreline Park, and Brooklyn Basin by constructing piles and shadow fills (i.e., fills that are
cantilevered over into the estuary creating a shadow in the water) and by creating or restoring
shoreline marshland and vegetated shoreline embankments, such as along the proposed Channel
Park. Marsh improvement would occur by placing a wedge of soil between the estuary and the

ER 04-0009 / Oak to Ninth Avenue Project IV.D-19 ESA /202622
Draft EIR August 2005



IV. Environmental Setting, Impacts, and Mitigation Measures

D. Hydrology and Water Quality

excavation. The wedge would be excavated after the revetment is constructed (Moffatt & Nichol,
2005a). Shadow fills could result in fluctuation of temperature in the estuary, which may in turn
affect aquatic habitat. (See Section IV.I, Biological Resources, for further discussion of impacts
on aquatic habitat.).

Construction of the shoreline improvement measures is expected to involve mostly land-based
operations using backhoes and cranes, except for the areas along Clinton Basin and Shoreline
Park where construction would involve barges or water-based equipment such as scows, derrick
barges, and tugs. Construction of riprap would require excavation that would be considered as
dredging (Moffatt & Nichol, 2005a). Dredging and placement of toe rock would be typically
limited to the length of the shoreline that could be covered with bedding and/or riprap. Dredging
impacts are discussed in the Impacts section below. Bulkhead construction around Clinton Basin
would depend on the type of the retaining wall and the contractor’s preferred method of
construction. Some sections, such as the Clinton Basin sections are deeper due to the required
navigation related depths, therefore the excavation for the proposed bulkhead wall in the areas
would extend two to three feet below the toe of the slope to place the rock (Moffatt & Nichol,
2005a).

The construction activities as discussed above would generate loose, erodable soils that, if not
properly managed, could be washed into surface water by rain or by water used during grading
operations. Soil erosion would cause excess sediment loads in waterways and could affect the
water quality of the Oakland Estuary and eventually San Francisco Bay. However, stormwater
control measures such as the installation of silt fences and hay bales would be implemented to
prevent stormwater runoff into the estuary. Construction would involve use of fuel and other
chemicals that if not managed properly, could get washed off into the stormwater. These
construction impacts would be temporary, however would be a potentially significant,
particularly due to the proximity of the project site to the estuary. Adherence to the standard City
practices, and City and RWQCB requirements discussed in Mitigation Measure D-1 would
reduce the impact to a less-than-significant level.
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Mitigation Measure D.1: The project sponsor shall comply with all NPDES requirements,
RWQCB General Construction Permit requirements, and all City regulations and Creek
Protection Permits requirements.

Specific requirements are as follows:
NPDES Requirements

e The project sponsor shall comply with the ACCWP NPDES permit and the RWQCB General
Construction Permit. According to the permit requirements, the project sponsor shall prepare
a SWPPP that would outline construction stormwater quality management practices based on
the ACCWP Stormwater Quality Management Plan and coordinate the SWPPP with the
preparation of the grading plan. The SWPPP shall describe erosion control measures as
recommended in the California Stormwater Best Management Practice Handbook
(Stormwater Quality Task Force, 2003).

= The project sponsor shall prepare the SWPPP and submit a notice of intent application to
the RWQCB prior to construction activities, as required by the RWQCB. Implementation
of the SWPPP shall start with the commencement of construction and continue though
the completion of the project.

= Ataminimum, the SWPPP shall include a description of construction materials,
practices, and equipment storage and maintenance, a list of pollutants likely to contact
stormwater, site specific erosion and sedimentation control practices, list of provisions to
eliminate or reduce discharge of materials to stormwater, and BMPs for fuel and
equipment storage.

= The project sponsor shall develop and implement a monitoring program as required under
the General Permit. The project sponsor shall require the contractor to conduct
inspections of the construction site prior to anticipated storm events and after the actual
storm events. During extended storm events, inspections shall be conducted after every
24-hour period. The goals of these inspections are:

o toidentify areas contributing to stormwater discharge,

o to evaluate whether measures to reduce pollutant loadings identified in the
SWPPP are adequate and properly installed and functioning in accordance with
the General Permit, and

o whether additional control practices or corrective maintenance activities are
needed.

= Equipment, materials, and workers shall be available for rapid response to failures and
emergencies. All corrective maintenance or BMPs shall be performed as soon as possible,
depending upon worker safety.
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= Upon project completion, the project sponsor shall submit a notice of termination to the
RWQCB.

City of Oakland Requirements

e The City of Oakland Municipal Code Sections 15.04.780 and 13.16 require that project
applicants prepare a grading plan for the project. The required grading plan includes
drainage, erosion, and sediment control measures, and incorporates construction BMPs to
prevent pollutants from entering the storm sewer to the maximum extent practicable. The plan
discusses existing, temporary, and final drainage facilities. Erosion and sediment control
combine interim and permanent measures to minimize erosion, stormwater runoff, and
sedimentation. Measures may include inlet protection using rock media filters, filter fabrics
and bags, installation of straw waddles, silt fences, covering, and hydroseeding of open areas
to prevent erosion and migration of sediment to the storm drain system or directly to the
estuary. After construction is complete, the storm drain system would be inspected and
cleared of any debris or sediment. Preparation and implementation of the grading plan shall
include the preparation of the construction SWPPP as discussed above.

The project sponsor shall obtain a Creek Protection Permit under Category 111 or IV due its
proximity to the estuary. The permit application shall include the following:

= Asite plan that illustrates the relationship and distance of the project to the creek
centerline and top of the creek bank.

= Posting of public notices within a 300 foot-radius of the project location.
= Environmental documents as required under CEQA,

= A Creek Protection Plan that describes how the project sponsor would protect the creek,
its banks, riparian vegetation, wildlife, surrounding habitat, and the creek's natural
appearance during and after construction. The plan may be prepared by the owner of the
property, an architect, engineer, or contractor. The project sponsor shall be obligated to
implement the approved provisions of the plan. The plan shall be reviewed and approved
by the City prior to issuance of the Creek Protection Permit. The plan may include but is
not limited to the following elements:

o Education on creek protection provided to workers on the site;

o Litter prevention measures, (for example, how is debris, loose dirt. etc. stored);
o Dust control measures;

o Methods of cleaning tools and equipment;

o Construction site fencing;
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o Future and ongoing sediment and erosion control measures;
o Wet weather protection;

o Special circumstances/additional information; or

o Emergency preparations for construction related spills.

= Submittal of a Hydrology report (For Category 4): A Hydrology report shall be prepared
by a licensed engineer with creek hydrology expertise. The report shall be reviewed and
approved by the City prior to issuance of a Creek Protection Permit. A hydrology report
may include, but is not limited to the following elements:

o Flows and water surface levels;

o Address how future development in the area (unrelated to the proposed work)
may impact flows;

o Creek bank stability, before and after the project;

o Impact of proposed work with regard to direction, as well as quantity of flow in
the Creek;

o Upstream and downstream conditions, before and after project construction;

o Location of major drainage facilities (e.g. trash racks, culverts, discharge points,
etc.);

o Profiles of the stream;
o Cross sections;

o Proposed improvements to the Creek; including any vegetative or other natural
screening enhancements utilized,;

o Impacts of project on existing vegetation or wildlife within the affected riparian
corridor;

o Required permits or approvals from regulatory agencies such as the California
Department of Fish and Game, Army Corps of Engineers, and the State Regional
Water Quality Control Board; and

o Any additional information deemed reasonable by the Director of Building
Services.

Implementation of Mitigation Measure D.1 would reduce soil erosion and release of hazardous
materials into watercourses, therefore construction of the project would not cause degradation of
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water quality in the estuary or other waterways or violate any water quality standards. The impact
would be less than significant.

Significance after Mitigation: Less than Significant

Impact D.2: Project construction activities would include dredging in Clinton Basin, which
could require disturbance, removal, and disposal of contaminated sediment that may result
in adverse impacts to aquatic organisms and water quality. (Potentially Significant)

Construction activities would involve dredging as a part of shoreline improvements at Clinton
Basin. A vertical bulkhead wall (see Figure 1V.D-3) would be constructed around the edge of the
basin, which would allow a promenade type of public access with proximity to the water’s edge.
This would be a combination of a low-height retaining wall on a riprap embankment (see Impact
D.1 for discussion). In addition to the promenade along the edge of Clinton Basin, approximately
17-foot boat long slips would be built within the basin. Construction of the embankment with
riprap would require excavation that would constitute dredging.

As discussed previously, the project would involve dredging at a design water depth of -8 feet
MLLW with about 20,000 cubic yards of dredged material. The type of dredging and the
equipment used for dredging would be strongly influenced by desired depths and the quality of
material (Moffatt & Nichol, 2005b). The dredging activities are expected to continue for about a
month, assuming that offsite facilities would be used to process the material. Dredging would
occur between June 1 and November 30 (Moffett & Nichol, 2005b).

Dredging would cause bottom disturbance, loading of suspended solids, reduction in dissolved
oxygen, mobilization of toxicants that are adsorbed to the sediments, and release of substances
such as nitrogen, phosphorus, and ammonia. Such phenomena could result in adverse impacts to
aquatic organisms in Clinton Basin and the estuary. Impacts include smothering of organisms
living in or on the bottom of the basin or the estuary, impaired respiration, reduced oxygen
intake, and stimulation of algal growth (RWQCB, 1995). In addition to the actual dredging
activity, disposal of the dredged material could cause a significant adverse impact depending
upon the sediment quality. The impact would be minimized by implementing Mitigation Measure
D.2.

Mitigation Measure D.2: The project sponsor shall obtain and comply all water quality
certification and requirements required for dredging activities, which shall include a
Section 404 permit process pursuant to the Army Corps of Engineers (Corps) and pursuant
to the oversight, permitting, and approval of the Dredged Material Management Office
(DMMO).

Specific requirements are as follows:

Water Quality Certification
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As a part of the Section 404 permit process to obtain approval for the dredging activity, the
project sponsor shall apply for water quality certification under Section 401 of the CWA. See
discussion for dredging permitting under Regulatory Setting above and Section IV.1, Biology, for
details on the 401 certification process.

Dredging Permit

The project sponsor shall obtain dredging approval by adhering to the following three-phased
process (USACE, 2001):

1. Suitability determination: The project sponsor shall obtain a recommendation from DMMO
on whether the sediments to be dredged are appropriate in terms of potential for
environmental impacts for the proposed disposal or reuse site. The recommendation is
typically based upon sediment testing.

e Material Quality: Preliminary sampling and testing performed by the Port of Oakland
indicated that the material to be dredged at the project site is not suitable for in-bay
disposal at a designated site in San Francisco Bay. Assuming that additional testing does
not change this assumption, the material within Clinton Basin shall potentially occur in
one of the three types of classifications listed below in increasing levels of contaminants
(Moffatt & Nichol, 2005b):

= Wetland Foundation Class Material: This material is defined as the dredged
material that is capped with wetland cover type of material. It is the
beneficial reuse material, as defined by the RWQCB, which should meet
wetland non-cover guidelines. Dredged material that is reused for levee
maintenance, construction fill, and daily landfill cover typically falls under
the wetland foundation screening criteria. The Long Term Management
Strategy (LTMS) Plan defines beneficial reuse as dredged material that is
used for wetland creation, construction fill, levee maintenance and daily
landfill cover.

All dredged material shall be tested to determine whether it is suitable for a
proposed disposal site or beneficial reuse environment. Currently, screening
guidelines developed by the RWQCB are used by the DMMO (see Dredging
Permitting under Regulatory Setting above) to help identify dredged material
suitability for beneficial reuse. This material could also be construed to be
“mostly clean” with little to no impact on groundwater quality. Approved
sites which accept this type of material include the Montezuma site in Solano
County and landfills for daily cover.

= Designated Waste (Class 111 Landfill): This material does not meet the
screening criteria established by the RWQCB for wetland cover or non-
cover, however is acceptable at a Class 111 type of landfill.
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= Designated Waste (Class Il or I Landfill): This material cannot be accepted at
a Class 11 landfill, and needs to be disposed at a Class I or 1l Landfill.

2. Permit process: The DMMO shall develop a consolidated permit application for dredging and
disposal projects. The project sponsor shall submit a completed application form along with
the supporting documentation?.

3. Episode approval: The DMMO shall issue dredging episode approvals as appropriate.
Because the approvals occur in conjunction with a suitability determination for the sediments
proposed for dredging, the DMMO serves as a main portal for the permitting process.

The dredged material from the Bay is either disposed of at in-bay disposal sites® or Ocean
Disposal sites or can be reused for a variety of beneficial purposes such as habitat improvements
at diked baylands, to stabilize levees, etc. It could be necessary to permanently confine the
dredged material from the aquatic environment due to certain contaminant levels (USACE, 2001).

Given the depth of dredging and quantity of the dredged material, the project sponsor shall obtain
the dredging permit under Group 1 projects (see regulatory discussion above). The project
sponsor shall submit to the DMMO either a sediment Sampling and Analysis Plan (SAP) or a
written request (with supporting information) requesting a “Tier 1”9 exclusion from testing
requirements based on the factors such as previous testing history and physical characteristics of
the material proposed for dredging. A Tier | determination constitutes a recommendation by the
DMMO that the sediments are suitable for the proposed disposal environment and that the project
applicant may proceed with the next phase of project authorization (USCAE, 2001).

As part of the permitting process, the project sponsor shall pursue the following steps (Moffatt &
Nichol, 2005b):

1. Prepare a SAP as described by the USACE in Public Notice (PN) 99-4.
2. Obtain approval of the SAP from the DMMO.

3. Sample and test the material to be dredged as per the established guidelines in the Inland
Testing Manual published by USEPA, PN-01-01 published by the USACE, and the Draft
Sediment Screening and Testing Guidelines published by the RWQCB.

4. Complete the permit application as per the DMMO instructions. This includes proposing a
disposal location based on the results of the sediment testing and conducting an alternatives
analysis for disposal of the dredged material.

7 Because permits are issued by the individual DMMO agencies, any necessary enforcement activities are also
carried out by the individual agencies, although the DMMO may serve as a forum for initial discussion of problems
(USACE, 2001).

8 In-Bay disposal sites include the three federally designated open-water sites: one located near Alcatraz Island,
second in San Pablo Bay, and third in Carquinez Strait. Some projects are designated to dispose materials in the
Suisun Bay Channel (USACE, 2001).

9 Tier I is one of the different tiers of information needed for decision-making, based on the degree of potential
environmental risk associated with the proposed project (USACE, 2001).
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The project sponsor shall submit completed applications and any additional required
documentation for 401 certification and the dredging permit. Therefore, implementation of
Mitigation Measure D.2 would address the related water quality impacts and reduce the dredging
and disposal impacts to a less-than-significant level.

Significance after Mitigation: Less than Significant

Operational Impacts

Impact D.3: Development of the project would result in a substantial decrease in impervious
area. The project would implement post-construction BMPs to increase stormwater
infiltration; to treat and direct stormwater runoff or discharge into a stormwater system
and the estuary; and to prevent illicit discharge. Therefore, the project would not violate
regulatory water quality standards or waste requirements. (Less than Significant /
Beneficial)

The majority of the project site is currently covered with impervious surfaces. Stormwater from
the existing site is discharged either overland or through the existing piped storm drain system
directly into the estuary without treatment. Implementation of the project would increase open
space areas and reduce impervious surface areas facilitating infiltration and reducing storm
runoff. The water would infiltrate into the subsurface soils and eventually flow into the estuary
and the Bay through groundwater seepage. As part of the project, selected post-construction
stormwater BMPs such as hydrodynamic separators, grass swales, pervious pavements, and
infiltration basins would be installed where practicable to treat runoff from impervious surface
areas. Other administrative BMPs would include signage at inlets to prevent illicit discharge to
storm drains, street sweeping, public education, and household hazardous waste disposal
programs. The project site would be landscaped with lawns and pervious areas and would involve
reduced hazardous material use and storage as compared to the existing conditions. Further
implementation of the BMPs would improve the water quality seeping into the subsurface soils
and into the estuary. The project would also provide grading and a storm drain system to limit
direct storm runoff or discharge into the estuary. Therefore, the long-term water quality impact
resulting from the increased pervious area therefore would be less than significant and beneficial.

Mitigation: None Required.

Impact D.4: Project operation would involve increased use of the marinas at the project site.
As required by the RWQCB, the project design would incorporate post construction BMPs
to treat stormwater and control discharge of wastes from the vessels used at the marinas.
Therefore, the project would not violate water quality standards or waste discharge
requirements. (Less than significant impact)
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The proposed project would consist of increasing slips at the marinas in Clinton Basin and at the
end of Fifth Avenue. There would be an increase of approximately 17 marina slips in Clinton
Basin and 52 slips at the Fifth Avenue marina, and a maximum number of 170 total slips. The
project is expected to enhance public opportunities for recreational boating, such as sailing,
rowing, canoeing, and kayaking. This increased use of the marinas would mean greater number of
boats or vessels that would be cleaned and/or used at the site. These activities could cause the
chemicals used such as the cleaning agents, to flow into the estuary and result in a significant
water quality impact.

The project sponsor shall ensure that marina operations include implementation (as a part of the
project) the following BMPs, which shall include, but not be limited to, the following:

o Grade the site to prevent stormwater entering the sediment pits and oil/water separators;

e Prohibit engine cleaning in vehicle wash bay areas because solvents remove oil and dirt from
the engines that could enter the sewer;

e Prohibit pouring of wastes into drains, into surface water, or onto the ground;
e Prohibit hosing down of spills with water;

e Erect signs that state that the wash area is for washing vehicle exteriors only and that other
maintenance or cleaning activities such as oil changes and engine cleaning is prohibited.

The project sponsor shall ensure that marina operations enforce rules and regulations for boat
users that shall include, but not be limited to, the following:

e Use only biodegradable, low-phosphate content, water-based cleaners, whenever possible;

e Avoid the use of halogenated compounds, aromatic hydrocarbons, chlorinated hydrocarbons,
petroleum-based cleaners or phenolics. (The presence of these substances can be checked in
the material safety data sheet sheets for each cleaning agent.)

o Implementation of these measures would control the flow of chemicals into the estuary and
reduce the water quality impacts to the estuary to a less-than-significant level.

Mitigation: None Required.

Impact D.5: Site development under the project would involve new landscaping and open
lawns. If not properly handled, chemicals used to establish and maintain landscaping and
open lawn areas, such as pesticides and fertilizers, could flow into the waterways and result
in water quality impacts to the Oakland Estuary, and eventually San Francisco Bay.
(Potentially Significant)
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The project would redevelop an underutilized, maritime, and industrial area into a mixed-use
neighborhood with approximately 28.4 acres of open space (approximately 44 percent of the
project area), most of which would be parks (pervious lawn) with paved pathways. New pervious
area would replace areas that are currently impervious surface (Shoreline Park, Gateway Park,
and portions of Channel Park on land currently occupied by the sand and gravel operation). (See
Chapter 11, Project Description, and Section IV.L, Public Services and Recreation, for details).
The increase in pervious areas on the project site could increase the amount of nonpoint-source
pollutants particularly nutrients from pesticides and fertilizers typically used in parks.
Implementation of Mitigation Measure D.4 would control the contaminants from flowing into the
stormwater runoff before their transport into the Bay, therefore the impact would be minimized.

The City of Oakland is a participating agency in the ACCWP that protects water quality through
implementation of various source control and monitoring measures outlined in the NPDES permit
and the Stormwater Quality Management Plan. Under the ACCWP Stormwater Quality
Management Plan (2001), new development is required to comply with existing stormwater
runoff controls (e.g., hazardous materials storage requirements, elimination of illicit discharges,
etc.). The project would be required to comply with these control requirements. The ACCWP
NPDES permit requires the City of Oakland as a permittee, to address pesticides, which have
been found by the RWQCB to have the reasonable potential to cause or contribute to exceedances
of water quality standards. The pesticide program has submitted a proactive Diazinon Pollutant
Reduction Plan or the “Pesticide Plan”. The goals of the Pesticide Plan and of its resulting
implementing actions are to reduce or substitute pesticide use (especially diazinon use) with less
toxic alternatives. In addition, compliance with the existing water quality protection requirements
and ordinances implemented through the City, the RWQCB, and Alameda County (see
construction impacts discussion), in addition to implementation of Mitigation Measure D.4,
above, would effectively reduce surface water pollutants and ensure that potential project impacts
to water quality would remain less-than-significant. (See also Section IV.F, Hazards and
Hazardous Materials, for discussion of site contaminants.)

Mitigation Measure D.5: The program sponsor shall prepare a landscape management plan
(LMP) for all public open spaces that includes, but is not necessarily limited to, a
description of application, storage, and safety measures involving the use of pesticides and
fertilizers.

The LMP shall include, but not be limited to, the following:

° Transportation and storage: Pesticides and fertilizers shall be transported and stored
as per state and federal guidelines. They shall be stored in designated bermed areas
onsite.

o Pesticide Application: Pesticides and fertilizers shall be handled and applied according
to the procedures set by the manufacturer. The LMP shall address methods to
optimize and reduce the use of pesticides and fertilizers and present strategies to
incorporate environmentally-safe (organic) pest and growth enhancement materials.
These strategies shall address eventually eliminating the use of chemicals such as
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diazinon that harm water quality. The RWQCB has found that the pesticides have a
reasonable potential to cause or contribute to exceedances of water quality standards.
Therefore, the NPDES permit requires the City of Oakland (as a permittee) to address
pesticides. The project sponsor shall adhere to the Diazinon Pollutant Reduction Plan
or the Pesticide Plan submitted by the ACCWP to the RWQCB. The goals of the
Pesticide Plan and of its resulting implementing actions are to reduce or substitute
pesticide use (especially diazinon use) with less toxic alternatives (ACCWP, 2003).

. Pesticide and fertilizer application schedules.

. Container Disposal: The contractor shall dispose of empty containers carefully. The
containers shall never be disposed at locations that would contaminate natural
waterways.

The LMP and its recommendations for use, control, and eventual reduction of nonorganic

pesticide and fertilizer use shall be approved by the City prior to installing the landscape
and shall be implemented throughout the life of the project.

Significance after Mitigation: Less than Significant

Groundwater Resources
Construction Impacts

Impact D.6: The project sponsor could deplete groundwater supplies or interfere with
groundwater recharge and cause contamination of surface. (Potentially Significant)

Excavation and construction of structures with subsurface foundations or open trenches, such as
building foundations or pipelines, can often intercept shallow groundwater and require
dewatering (removal of groundwater by pumping) to lower groundwater levels and dry the area
for construction. Depending on the nature of construction activities and given the shallow
subsurface water levels, groundwater could flow into excavations that extend below the
groundwater table. However, there are no supply wells at the project site, and therefore
dewatering would not deplete the groundwater supplies from the deeper aquifer recharge areas.
Common practices employed to facilitate construction include either dewatering the excavation or
shoring the sides of the excavation to reduce groundwater inflow. If dewatering methods are used,
groundwater would be pumped out of the excavation to the surface and then discharged, typically
to either the storm drain or sanitary sewer. Water extracted during dewatering could contain
chemical contaminants (either from pre-existing sources or from equipment), particularly given
the existing contamination underlying the site (see Section 1V.H, Hazards and Hazardous
Materials for discussion of site contaminants), or could become sediment-laden from construction
activities. Depending on the quality of the groundwater, the discharge could potentially
contaminate the estuary. Implementation of Mitigation Measure D.6 would minimize the impact
to groundwater resources to a less-than-significant level.
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Mitigation Measure D.6: The project sponsor shall comply with NPDES permit
requirements by the RWQCB for dewatering activities.

° The RWQCB could require compliance with certain provisions in the permit such as
treatment of the flows prior to discharge. The project sponsor shall discharge the
groundwater generated during dewatering to the sanitary sewer or storm drain system
with authorization of and required permits from the applicable regulatory agencies, in
this case EBMUD and/or the City of Oakland Public Works Agency.

. The project sponsor shall comply with applicable permit conditions associated with
the treatment of groundwater prior to discharge.

. If necessary a dewatering collection and disposal method shall be identified at stream
and channel crossings.

With implementation of Mitigation Measure D.6, the project would not contaminate surface
waters and violate any water quality or waste discharge standards.

Significance after Mitigation: Less than Significant

Flood Hazards

Impact D.7: The project would not result in flooding due to its proximity to a 100-year flood
hazard area, or expose people or property to other substantial risks related to flooding,
seiche, tsunami, or mudflow. (Less than Significant)

The project site is located in an area designated as Flood Hazard Area C (areas of minimal
flooding) and not within the 100-year or 500-year floodplain (FEMA, 1982). The project site
does not lie in a 100-year flood area. Further the likelihood of flooding in the project area from
tsunamis, seiches, or mudflows is negligible in areas along Oakland’s Inner Harbor, Brooklyn
Basin and the tidal channel, which would be sheltered by the island of Alameda. In addition, the
likelihood of large scale devastation in Oakland resulting from seiches appears to miniscule (City
of Oakland, 2004a). Therefore the project would not expose people or structures to the risk of
loss due to flooding.

Mitigation: None Required.

Impact D.8: The project would result in a net decrease in impervious surfaces and would
reconfigure and stabilize the shoreline along the project site, thereby decreasing the volume
of stormwater runoff. Therefore the project would not increase runoff and result in
substantial flooding on or offsite, or exceed the capacity of the existing stormwater drainage
system. (Less than Significant / Beneficial)
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The project site is predominantly paved with runoff flowing into storm drains onsite or directly
into Oakland Estuary and Lake Merritt Channel. The project would improve these conditions by
replacing existing industrial and manufacturing uses with new residential and retail uses, and by
introducing improved pervious open spaces (parks). The shoreline would be graded and stabilized
to allow stormwater discharge to the proposed onsite stormwater system rather than flowing
overland into the Oakland Estuary.

The project proposes to reduce the overall impervious area onsite by approximately 10 percent
with the introduction of pervious area within open space, therefore reducing peak runoff
discharges to the estuary. The project will install new storm drain throughout the proposed project
size in conformance with City of Oakland design criteria. Storm drain will be discharged to the
Oakland Estuary through existing and new outfalls permitted through RWQCB, the USACE and
BCDC. New storm drain will be designed to accommodate drainage from the Embarcadero. The
existing storm drain system would be replaced with a new system that would convey runoff via
controlled discharge points (onsite) to the Oakland Estuary and would be capable of conveying
100-year. (See also Section 1VV.M, Utilities and Service Systems.) Further the project would be
required to comply with the C.3 provision in the NPDES permit by including specific site design
features, such as minimizing land features and impervious surfaces, including minimum impact
site design standards, and adopting source control measures such as indoor mat/equipment wash
racks for restaurants, sanitary drained outdoor covered wash areas for vehicles, equipment, and
accessories. Therefore, the project would adhere to the regulatory requirements and manage the
operational runoff. The impact would be less-than-significant.

Mitigation: None Required.

Cumulative Impacts

Cumulative Context

The geographic context used for the cumulative assessment of water quality and hydrology
impacts is the East Bay Plain of the San Francisco Bay Basin. This includes the city of Oakland
and its surrounding areas (per the Oakland Cumulative Growth Scenario as refined for this EIR).
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Hydrology and Water Quality

Impact D.9: The increased construction activity and new development resulting from the
project, in conjunction with population and density of other foreseeable development in the
city, would not result in cumulative impacts with respect to hydrology and water quality.
(Cumulative Impact: Less than Significant)

Implementation of the project, with other reasonably foreseeable future projects in the vicinity,
would not result in adverse cumulative effects to hydrology and water quality. These effects
could include increases in stormwater runoff and pollutant loading to the Oakland Estuary and
San Francisco Bay. The project and other future projects in the vicinity would be required to
comply with drainage and grading ordinances intended to control runoff and regulate water
quality at each development site. Additionally, new projects would be required to demonstrate
that stormwater volumes could be managed by downstream conveyance facilities. New
development projects in Oakland would also be required to comply with City of Oakland
ordinances regarding water quality, and ACCWP NPDES permitting requirements. Therefore, the
effect of the project on water quality and hydrology, in combination with other foreseeable
projects would not be significant. Additionally, the project itself would reduce impervious
surfaces in the project and improve shoreline conditions, thereby decreasing the runoff from the
site, which is a beneficial impact.
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http://wdl.water.ca.gov/gw/gw_data/hyd/Rpt_Hist_Data5_gw.asp?wellNumber=02S04W12R001M
http://wdl.water.ca.gov/gw/gw_data/hyd/Rpt_Hist_Data5_gw.asp?wellNumber=02S04W12R001M
http://www.waterboards.ca.gov/cwa401/docs/wdr401regulated_projects.pdf
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San Francisco Bay Conservation and Development Commission (BCDC). The McAteer-Petris
Act. 2000. Available online at: http://www.bcdc.ca.gov/commlib/mpa/mpaintro.htm.

San Francisco Bay Conservation and Development Commission (BCDC). The San Francisco Bay
Plan. 2003. Available online at: http://www.bcdc.ca.gov/library/bayplan/bayplan.htm#top.

Storm Water Quality Task Force, California Storm Water Best Management Practice Handbooks,
January 2003. Available online at
http://www.cabmphandbooks.com/Documents/Construction/Construction.pdf.

USACE, Long Term Management Strategy For the Placement of Dredged Material in the San
Francisco Bay Region. Management Plan 2001. Prepared by USACE, USEPA, BCDC, and
RWQCB.
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IV. Environmental Setting, Impacts, and Mitigation Measures

E. Cultural Resources

This section examines the potential impacts of the Oak to Ninth project on cultural resources.
Specifically, archaeological, paleontologic, and historic resources in the project vicinity and on
the project site are described and evaluated, and appropriate mitigation measures are identified
where necessary.

Setting

Archaeological and Historic Resources

Prehistoric Setting

Although the project area is urbanized with a history of industrial and maritime uses since the
early 20th century, prehistorically it was a biologically rich tidal marsh environment. Natural
marshland biotic communities along the edges of bays and channels were the principal source for
subsistence and other activities from the middle Holocene?! until the contact period in the San
Francisco Bay region. Efforts to reconstruct prehistoric times into broad cultural stages, e.g.,
Early Period, Middle Period, allows researchers to describe a wide number of sites with similar
cultural patterns and components during a given period of time, thereby creating a regional
chronology.

Many of the original surveys of archaeological sites in the Bay region were conducted between
1906 and 1908 by N.C. Nelson and yielded the initial documentation of nearly 425 “earth
mounds and shell heaps” along the littoral zone of the Bay (Nelson 1909). From these beginnings,
the most notable sites in the Bay region were excavated scientifically, like the Emeryville
shellmound (Ala-309), the Ellis Landing Site (Cco-295) in Richmond, and the Fernandez Site
(CCO0-259) in Rodeo Valley (Morrato 1984). These dense midden sites are vast accumulations of
domestic debris, which have been carbon 14 dated to be 2310 + 220 years old, such as Ala-309,
but other evidence from around the Bay suggests that human occupation in the region is of
greater antiquity, or £5000 B.C. (Jones 1992). While many interpretations exist as to the function
of the shellmounds, much of the evidence suggests that they served as sociopolitical landmarks
on the cultural landscape and may have served as ceremonial features as well.

Early urbanization of the Bay Area and massive amounts of filling along the Bay shores has, in
many cases, destroyed or at least obscured the archaeological record. Indeed, much of the
subsequent excavation work done after Nelson’s (1909) investigations have been salvage
operations. Some of the evidence for initial human occupation of the area is represented by what
are commonly referred to as the Civic Center BART and Sunnyvale skeletons (Moratto 1984).
We now know that these date to just 5000 years ago. Sea-level changes and post-Gold Rush
sedimentation have obscured older materials. Indeed, recent evidence indicates that the lowest
level strata of several of the oldest bay mounds are now 6 m below sea level, while virtually all

1 10,000 years ago to present day.
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other major estuarine environments along the California coast yield significant archaeological
materials older than 5000 years (Broughton 1999; Jones 1992). Therefore, although the earliest
known bay shore mounds date to 3800 years ago, it is difficult to generalize about the time frame
since the samples are from shellmounds only above the current bay water level. The majority of
the earliest Bay Area sites are well inland along inland lakes and estuaries (e.g., Jones, 1991).
Perhaps for this reason, the Early Period (c. 3000-500 BC) is generally characterized as having
less emphasis on shellfish than the later midden sites and instead were focused on hunting and
vegetal food processing, or terrestrial subsistence.

The Early Period or the so-called “Berkeley Pattern” is characterized by almost exclusive use of
cobble mortars and pestles, which is often associated with a heavy reliance on acorns in the
economy (Moratto 1984). Such unusually intensive reliance on one foodstuff indicates that a shift
away from the earlier reliance on a broad spectrum of dietary sources to supply demand was
needed by around 1,000 B.P. The Late Pleistocene/Early Holocene profusion of food availability
along lakeshores and estuaries likely led to an overexploitation of the resources that led, initially,
to population increases, which may explicate the shift toward exploiting a readily available, yet
lower ranked resource like acorns or seeds (Jones 1991). Nevertheless, given the burgeoning size
of Early Period settlements, it is probable that the populations were denser and more sedentary,
yet continued to exploit a diverse resource base—from woodland to grassland and marshland, to
Bay shore resources throughout the San Francisco Bay Area (King 1974). Many of the Berkeley
traits diffused throughout the region and spread to the interior areas of central California during
this time period.

The population increases and larger, more complex settlements that began in the late-Early Period
typify the Middle Period (ca. 500 BC — AD 1000), which is sometimes referred to as the “golden
age” of shellmound communities (Arnold et al. 2004). The sociopolitical landscape also appears
to become more elaborate with clear differentiations in wealth and evidence of aggrandizing.
During the Late Period (ca. AD 1000 — 1700), however, new sites start to decline in the record
and the large shellmounds were abandoned. The Late Period also showed population declines and
concomitant changes in resource use—Ilikely due to human-caused depletions in some terrestrial
food sources during the Middle Period (Broughton 1994). Broughton (1997; 1999) determined
that vertebrate fauna discovered in the Emeryville shellmound showed clear changes in the
Middle Period from preferred terrestrial species to expensive (or less efficiently pursued prey per
unit of energy) marine mammals, and significant changes in body size in both terrestrial and
marine animals, which suggests overexploitation.

A record search at the files of the Northwest Information Center in October, 2004 revealed that
there were no recorded archaeological sites within one-quarter mile from the project boundary
(NWIC, 2004).
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Ethnographic Setting

Prior to Euro-American contact, the area of present-day Alameda County was occupied by the
Ohlone (also known by their linguistic group, Costanoan?). Politically, the Costanoan were
organized into groups called tribelets. A tribelet constituted a sovereign entity that held a defined
territory and exercised control over its resources. It was also a unit of linguistic and ethnic
differentiation. Oakland, and a large area of the East Bay, is located within the territory of a
people that spoke Chochenyo, one of several Costanoan languages.

The Ohlone economy was based on fishing, gathering, and hunting, with the land and waters
providing a diversity of resources including acorns, various seeds, salmon, deer, rabbits, insects,
and quail. The acorn was the most important dietary staple of the Costanoan, and the acorns were
ground to produce a meal that was leached to remove the bitter tannin. Technologically, the
Costanoan crafted tule balsa, basketry, lithics (stone tools) such as mortars and metates (a mortar-
like flat bowl used for grinding grain), and household utensils. The Costanoan, like many other
Native American groups in the Bay Area, likely lived in conical tule thatch houses.

In 1770, the Costanoan-speaking people lived in approximately 50 separate and politically
autonomous nations or tribelets, and the number of Chochenyo speakers reached 2,000,
substantially more than the typical size of a tribelet, which ranged from 40 to 200 members.

During the Mission Period (1770-1835), native populations, especially along the California coast,
where brought—usually by force—to the missions by the Spanish missionaries to provide labor.
The missionization caused the Costanoan people to experience cataclysmic changes in almost all
areas of their life, particularly a massive decline in population due to introduced diseases and
declining birth rate, resulting in large part from colonization by the Spanish missionaries.
Following the secularization of the missions by the Mexican government in the 1830s, most
Native Americans gradually left the missions to work as manual laborers on the ranchos that were
established in the surrounding areas.

Native American archaeological sites that could shed light on the Costanoan ways of life in the
pre-mission era tend to be situated near the historic extent of the Bay tidal marshland.

Historic Setting

The project site is within the Rancho San Antonio land grant that was granted to Luis Maria
Peralta on August 3, 1820 for his service to the Spanish government. The 43,000-acre rancho
included the present-day cities of Oakland, Berkeley, Alameda, and parts of San Leandro and
Piedmont. Peralta’s land grant was confirmed after Mexico’s independence from Spain in 1822,
and the title was honored when California entered the Union by treaty in 1848. Despite the title,
by the middle of the 19th century, squatters had moved in to use portions of Peralta’s
undeveloped land. The Gold Rush and California statehood brought miners, businessmen,

2 “Costanoan” is derived from the Spanish word Costanos meaning “coast people.” No native name of the Costanoan
people as a whole existed in prehistoric times as the Costanoan were neither a single ethnic group nor a political
entity.
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lumbermen and other speculators to the area in search of opportunities. Early settlers of that
period include Edson Adams, Andrew Moon, and Horace Carpentier, who squatted on 480 acres
of Vicente Peralta’s (one of Luis Peralta’s sons) land. Adams, Moon, and Carpentier
subsequently hired Jules Kellsersberger, an Austrian-educated Swiss military engineer, to plot a
new city — Oakland, which was incorporated in 1852.

The city of Oakland originally encompassed the area roughly bordered by the estuary (formerly
called San Antonio Creek), Market Street, 14th Street and the Lake Merritt Channel. Broadway
served as the main street. The majority of the early city dwellers, numbering under one hundred,
lived near the foot of Broadway in proximity to the estuary. From there, city development moved
towards the Oakland hills and ultimately towards East Oakland and along the waterfront.

The project area lay southeast of the city of Oakland and was considered part of the town of
Brooklyn prior to annexation by the city in 1872. The project area is also southeast of the former
San Antonio Creek and the Estuary of San Antonio, later renamed Brooklyn Basin. Brooklyn
Basin became the Oakland Inner Harbor and which is currently part of the Oakland-Alameda
Estuary.

The geography of the area has been altered over the last century through both man-made changes
in the form of dredging and by annexation. The construction of the railroad and the reclamation
of the waterfront drove the development ofthe project area along Oakland’s Inner Harbor. The
transcontinental railroad was completed to the San Francisco Bay in 1869 along the so-called
Niles Route which ran along the north side of Embarcadero, bordering the project area.
Reclamation of the waterfront occurred in stages during the decades following completion of the
transcontinental railroad. In 1878 the area south of the tracks and east of the entrance into Lake
Merritt was still separated from the mainland by water and marshes. By 1893, this area had been
formed to create the Brooklyn Basin and was connected to the shore. Further work by the Army
Corps of Engineers in the 1910s created a wider channel, making it more accessible to large
merchant ships.

As a result of its location between the railroad tracks and waterfront, the project area developed
into an industrial and warehousing center, serving the shipping needs of lumber and
manufacturing industries. In 1925, voters approved a bond to fund harbor improvements, which
stimulated development by the Port of Oakland. Control of the port area was transferred to the
Board of Port Commissioners in 1926, and the first permanent Board of Port Commissioners was
assembled in 1927. The bond funded the construction of the Ninth Avenue Terminal, which was
begun in 1929 and completed in 1930.s It was one of three municipal terminals funded under the
harbor bond; the others were the Grove Street Terminal and Outer Harbor Terminal, neither of
which exists today.

In 1935 further waterfront improvements were made using over 500 laborers supplied through the
Public Works Administration (PWA) and Works Progress Administration (WPA), work relief
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programs created under Franklin Delano Roosevelt’s New Deal policies during the Great
Depression. More improvements followed during the 1930s, including the purchase of 20 acres of
waterfront land adjacent to the Ninth Avenue Terminal (1936), a 506-foot wharf extension and
other additional projects completed by the WPA with a PWA grant (1937), and more
improvements funded by the PWA in 1938, such as construction of roadways and installation of
sewer lines.

During World War 11, the Terminal was used in the war effort for shipping and was controlled by
the Pacific Naval Air Base Command. After World War 11, the first freeway in Oakland, known
as the Nimitz (after Admiral Chester W. Nimitz who commanded the Pacific Fleet during the
war), was opened to traffic from Oak Street to 23rd Avenue in 1949. The Terminal building
received an addition in 1951 which nearly doubled the size of the original 1930 building. Today,
the building is surrounded by light industrial and warehouse buildings constructed in the mid-to-
late 20th century, as well as paved yards.

Paleontologic Resources

Paleontologic resources are the fossilized evidence of past life found in the geologic record.
Despite the prodigious volume of sedimentary rock deposits preserved worldwide, and the
enormous number of organisms that have lived through time, preservation of plant or animal
remains as fossils is an extremely rare occurrence. Because of the infrequency of fossil
preservation, fossils — particularly vertebrate fossils — are considered to be nonrenewable
resources. Because of their rarity, and the scientific information they can provide, fossils are
highly significant records of ancient life. Paleontologic resource localities are those sites where
the fossilized remains of extinct animals and/or plants have been preserved.

Rock formations that are considered of paleontologic sensitivity are those rock units that have
yielded significant vertebrate or invertebrate fossil remains. This includes, but not limited to,
sedimentary rock units that contain significant paleontologic resources anywhere within its
geographic extent.

The project area consists of artificial fill (Af) and undivided surficial deposits (Helley & Greymer
1997). These types of sediments would not likely yield significant paleontologic remains because
they are surface or artificial deposits that are not considered fossil-bearing rock units. However,
significant paleontologic resources can be discovered even in areas of low sensitivity.

Regulatory Framework

City of Oakland Historical and Architectural Survey Ratings

Since 1979, the Oakland Planning Department has conducted the Oakland Cultural Heritage
Survey (OCHS), a project that provides an inventory of historic resources throughout the city.
The OCHS uses a five tier rating system for individual properties, ranging from “A” (highest
importance) to “E” (of no particular interest). A rating of “*”” or “F” indicates that the property is
less than 45 years old or modernized. The ratings are based on visual quality and design,
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including the importance of the designer; history and association with persons and events;
context; and integrity and reversibility of any changes.3 The OCHS has also identified historic
districts, designated as Areas of Primary Importance and Areas of Secondary Importance. Areas
of Primary Importance (API) appear eligible for the National Register of Historic Places (see
below), while Areas of Secondary Importance do not qualify as APls, but appear eligible for
designation as a local Preservation District. The OCHS ratings use a plus (+) or minus (-) sign
attached to the API and ASI indicators to indicate whether a building contributes to an historic
district.4:> The full list of ratings is:

A: Highest Importance: Outstanding architectural example or extreme historical importance
(about 150 properties total). These properties are considered clearly eligible for individual
listing on the National Register of Historic Places.

B: Major Importance: Especially fine architectural example, major historical importance
(about 600 total). Most of these properties are considered individually eligible for the
National Register of Historic Places, although some may be “marginal” candidates.

C: Secondary Importance: Superior or visually important example, or very early (pre-
1906). C buildings “warrant limited recognition” (about 10,000 total). These properties
generally are not considered eligible for the National Register of Historic Places.

D: Minor Importance: Representative example of an important style, type, convention, or
historical pattern, but “not individually distinctive.” About 10,000 D-rated buildings are
Potential Designated Historic Properties (PDHPs),® either because they have a higher
contingency rating (“Dc”) or because they are in districts (“D2+").

E: Of no particular interest. Some E-rated buildings are also PDHPs because they have
higher contingency ratings or are in districts.

3 Properties with conditions or circumstances that could change substantially in the future are assigned both an
“existing” and a “contingency” rating. The existing rating, denoted by a capital letter, describes the property under
its present condition, while the contingency rating, denoted by a lower-case letter, describes it under possible future
circumstances. Buildings receiving contingency ratings include those whose character-defining elements have been
altered but that could become more important if the alterations were reversed; certain post-1945 buildings that are
too new to be historically important; and properties believed to have historical importance but for which more
research is required to document the importance. Thus, a building with a rating of “Eb” is currently of “no
particular interest,” but could be of “major importance” if, for example, it is restored.

4 Thus, a rating of “A1+” denotes a building of the highest importance [A] that is within an historic district that is an
Area of Primary Importance [1] and is a contributor to the district [+], while a rating of “Db2-" denotes a building
that is of minor importance [D], potentially of major importance [b], that is within an historic district that is an
Area of Secondary Importance [2] and is not a contributing resource within the district [-].

5 According to National Register Bulletin 16A, “How to Complete the National Register Registration Form,” a
building is contributory to an historic district, and is thus a contributing resource, if it “adds to the historic
associations [or] historic architectural qualities” for which the district is recognized. A building generally is
identified as a contributing resource if it was built during the district’s period of significance (the period for which
the district’s importance is recognized, generally being the period during which most of the buildings in the district
were constructed), relates to the documented significance of the district, and possesses historic integrity. A building
may also contribute to the significance of a district if the building individually meets National Register Criteria for
listing.

6  PDHPs are properties that have an existing or contingency rating of “A” (highest importance), “B” (major
importance), or “C” (secondary importance) in either the OCHS or the Reconnaissance Survey, or have been
determined by the surveys to contribute (or potentially contribute, based on contingency rating) to an Area of
Primary Importance or Area of Secondary Importance. PDHP is the broadest definition of “historic” in the
Preservation Element.
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* or F: Less than 45 years old or modernized. Some *-rated and F-rated buildings are also
PDHPs because they have higher contingency ratings or are in districts.

All areas of the City that are not yet intensively surveyed by the OCHS have been evaluated
through “windshield” surveys in 1985-1986 and 1996-1997. This Preliminary Citywide Historical
and Architectural Inventory, known as the Reconnaissance Survey, employs the same A-B-C-D-
E-F rating system as the OCHS, but is not as thorough and is intended to be confirmed or
modified over time by the OCHS.

Of the 15 buildings and structures located on the project site, nine were evaluated by OCHS for
their potential historic significance on the national and local levels. Of the nine evaluated
buildings, eight were assigned preliminary ratings based on the city-wide reconnaissance survey
completed in 1985-1986, and one was assigned an intensive survey rating (the Ninth Avenue
Terminal) in 1997. OCHS formally evaluated the Terminal in 2004 as part of the City’s
consideration to designate the Terminal a City Landmark. The remainder of the buildings on the
project site was surveyed by OCHS, but not assigned letter ratings.” All buildings or structures on
the project site were resurveyed and reevaluated by Carey & Co., Inc., an historic preservation
consultant, in April 2005, to evaluate their potential historic significance on national, state, and
local levels. Table 1V.E-1 includes and summarizes the status of each of the 15 buildings and
structures on the project site.

National and State Registers

The National Register of Historic Places (“National Register” or “NRHP”) is the official U.S.
government list of properties that have architectural, historical, or cultural significance at the
national, state or local level. The Register is administered by the National Park Service, an agency
of the Department of the Interior. The National Register includes listings of buildings, structures,
sites, objects, and districts that possess historic, architectural, engineering, archaeological, or
cultural significance at the national, state, or local level. Listing of a property in the National
Register does not prohibit demolition or alteration of that property, but does denote that the
property is a resource worthy of recognition and protection. The National Register includes four
criteria under which a structure, site, building, district or object can be considered significant for
listing on the Register. These include:

Criterion A (Event): Resources that are associated with events that have made a significant
contribution to the broad patterns of our history;

Criterion B (Person): Resources that are associated with the lives of persons significant in
our past;

Criterion C (Design/Construction): Resources that embody the distinctive characteristics of
a type, period or method of construction, or that represent the work of a master, or that

7 A= Primary (historical) Importance, F = less than 45 years old or modernized, NR = surveyed, but not rated as a
Preliminary Designated Historic Property (PDHP) by OCHS, and presumed to be of little or no historical value at
the time of the survey, as evidenced by check marks on the survey maps.
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possess high artistic values, or that represent a significant and distinguishable entity whose
components may lack individual distinction; and

Criterion D (Information Potential): Resources that have yielded, or may be likely to yield,
information important in prehistory or history.

The State Office of Historic Preservation (OHP) maintains the California Register of Historical
Resources (“California Register”). The California Register includes properties that are listed or
are formally determined eligible for listing in the National Register of Historic Places; certain
State Historical Landmarks; and eligible Points of Historical Interest. Other resources that may be
eligible for the California Register, and which require nomination and approval for listing by the
State Historic Resources Commission, include resources contributing to the significance of a
local historic district, individual historical resources, historical resources identified in historic
resources surveys conducted in accordance with OHP procedures, historic resources or districts
designated under a local ordinance consistent with the procedures of the State Historic Resources
Commission, and local landmarks or historic properties designated under local ordinance. A
resource may be listed in the California Register under criteria that are similar to those of the
National Register, except that California Register criteria include specific references to
California’s history and cultural heritage. In addition to historic significance, a National Register
or California Register evaluation includes a determination of physical integrity, or the
authenticity of an historic resource’s physical identity evidenced by the survival of characteristics
that existed during the resource’s period of significance. Integrity consists of seven aspects:
location, design, setting, materials, workmanship, feeling, and association.

Resources evaluated for listing on the National Register are assigned a status code from 1 to 7;
until 2003, the codes were as follows:

1. Listed in the National Register

2. Determined eligible for the National Register in a formal process involving federal
agencies

3. Appears eligible for the National Register in the judgment of those completing an
evaluation of an historic resource

4. Might become eligible for listing (if restored, when older, or depending on further

research)

Ineligible for the National Register but of local interest

Not eligible for the National Register

Undetermined.

No o

Categories of Historic Properties

The Oakland General Plan Historic Preservation Element, adopted in 1994 and revised in 1998,
provides a strategy to promote preservation of a wide range of historically significant, older
properties and districts throughout the city, and a preservation strategy that reasonably balances
other City goals, policies, and objectives. The Element identifies several categories of historic
properties: Designated Historic Properties (DHPs) include City Landmarks, Preservation
Districts, and Heritage Properties, which are designated by the Landmarks Preservation Advisory
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Board, Planning Commission, and City Council.8 The Element also defines a broad category of
Potential Designated Historic Properties (PDHPs),® which are all those properties that have an
existing or contingency rating of “A” (highest importance) or “B” (major importance) in either
the OCHS or the Reconnaissance Survey, or those properties that have been determined by the
surveys to contribute (or potentially contribute, based on contingency rating) to an Area of
Primary Importance or Area of Secondary Importance. PDHP is a status based on survey rating,
not a formal designation by any City body. The highest rated PDHPs, plus all DHPs, are defined
as Oakland’s Local Register of Historical Resources for such purposes as environmental review
and use of the State Historical Building Code.

Oakland General Plan Goals and Policies

City goals and policies that pertain to cultural resources are provided in following elements of the
Oakland General Plan: the Historic Preservation Element (HPE) (1994), the Land Use and
Transportation Element (LUTE) (1998), and the Estuary Policy Plan (EPP) (1999). As discussed
in detail in Section IV.A, Land Use, Plans, and Policies, policies are discussed in the EIR solely
for the benefit of the decision-makers who will, as a policy matter, consider and apply them for
consistency prior to issuing discretionary permits for the project. In doing so, the City must
“balance” potentially competing General Plan policies (City of Oakland, 2005a).

Many goals and policies in these General Plan elements are relevant to cultural resources
citywide, and others specifically address the project area or specific resources in the project area
or on the Oak to Ninth Project site. Additionally, some General Plan policies do not involve
CEQA issues, but do provide thresholds of significance for CEQA purposes (as they apply to a
much wider range of properties, not just those that meet the CEQA standards set forth above).

Section IV.A (Land Use) lists and discusses the goals and policies that pertain to cultural
resources citywide, that are particularly relevant to the discussion of the project’s consistency
with land use plans and policies, or that have emerged as a point of controversy during the public
input and review process. Detailed descriptions of each General Plan element are also provided in
Section IV.A. A complete list of General Plan policies (or policies in other relevant plans not part
of the General Plan) that pertain to the project is provided in Appendix F.

The goals and policies outlined below are provided in this cultural resources analysis section
because they are most directly relevant to the Oak to Ninth Project site or provide CEQA
thresholds of significance.

8 Eligibility requirements for designation as a Heritage Property include an existing or contingency OCHS rating of
A, B, or C; an existing or contingency Reconnaissance Survey rating of A or B; or a contributor (or potential
contributor based on contingency rating) to a potentially eligible Preservation District (Area of Primary or
Secondary Importance). The Heritage Property category was developed in the Historic Preservation Element to
replace the City’s Preservation Study List. However, as of 2003, the City has not initiated designation of a list of
Heritage Properties.

9 In accordance with Policy 1.2 of the General Plan Historic Preservation Element, PDHPs “warrant consideration
for possible preservation”; thus, according to the OCHS, a PDHP is “of local interest” and therefore warrants a
National Register status code of 5. They are also eligible to be Heritage Properties; see Footnote 8.
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Historic Preservation Element (HPE)

HPE Goal 2: To preserve, protect, enhance, perpetuate, use, and prevent the unnecessary

destruction or impairment of properties or physical features of special character or special
historic, cultural, educational, architectural or aesthetic interest or value. Such properties or
physical features include buildings, building components, structures, objects, districts, sites,
natural features related to human presence, and activities taking place on or within such
properties or physical features.

HPE Policy 3.1: Avoid or Minimize Adverse Historic Preservation Impacts Related to
Discretionary City Actions. The City will make all reasonable efforts to avoid or minimize
adverse effects on the Character-Defining Elements of existing or Potential Designated
Historic Properties which could result from private or public projects requiring discretionary
City actions.

HPE Policy 3.5: Historic Preservation and Discretionary Permit Approvals. For additions or
alterations to Heritage Properties or Potential Designated Historic Properties requiring
discretionary City permits, the City will make a finding that: (1) the design matches or is
compatible with, but not necessarily identical, to the property’s existing or historical design;
or (2) the proposed design comprehensively modifies and is at least equal in quality to the
existing design and is compatible with the character of the neighborhood; or (3) the existing
design is undistinguished and does not warrant retention and the proposed design is
compatible with the character of the neighborhood.

For any project involving complete demolition of Heritage Properties or Potential Designated
Historic Properties requiring discretionary City permits, the City will make a finding that: (1)
the design quality of the proposed project is at least equal to that of the original structure and
is compatible with the character of the neighborhood; or (2) the public benefits of the
proposed project outweigh the benefit of retaining the original structure; or (3) the existing
design is undistinguished and does not warrant retention and the proposed design is
compatible with the character of the neighborhood.

HPE Policy 3.7: Property Relocation Rather than Demolition. As a condition of approval for
all discretionary projects involving demolition of existing or Potential Designated Historic
Properties, the City will normally require that reasonable efforts be made to relocate the
properties to an acceptable site.

HPE Policy 3.8: Definition of “Local Register of Historical Resources” and Historic
Preservation “Significant Effects” for Environmental Review Purposes. For purposes of
environmental review under the California Environmental Quality Act, the following
properties will constitute the City of Oakland’s Local Register of Historic Resources:

1)  All Designated Historic Properties, and

2)  Those Potential Designated Historic Properties that have an existing rating of “A” or
“B” or are located within an Area of Primary Importance.

3)  Until complete implementation of Action 2.1.2 (Redesignation), the “Local Register”
will also include the following designated properties: Oakland Landmarks, S-7
Preservation Combining Zone properties, and Preservation Study List properties.
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As discussed in Section IV.A, Land Use, Plans, and Policies, the General Plan policies in the
Historic Preservation Element generally, encourage, but do not mandate, the preservation of
Oakland’s historic resources, within the context of and consistent with other General Plan goals,
objectives, and policies. So, for example, the admonition in HPE Goal 2 against “the unnecessary
destruction” of historic buildings and the direction in HPE Policy 3.1 to employ “all reasonable
efforts to avoid or minimize adverse effects” on historic resources must be considered with
competing policies, such as the proposed project’s provision of substantial new housing in
Oakland, which is encouraged by General Plan policies in the LUTE and the Housing Element, or
the fulfillment of providing shoreline access and parkland as set forth in the Estuary Policy Plan.

As further stated in Section IV.A, a determination of consistency with the above policies by the
Planning Commission and City Council must be predicated upon a finding specified in HPE
Policy 3.5, and which are discussed in the “Impacts” section below.

HPE Policy 3.8 defines the City’s “Local Register of Historical Resources” for CEQA purposes
and identifies the changes that constitute significant effects under CEQA. This policy forms part
of the basis for the impact evaluation in this section of the EIR (see “Significance Criteria,”
below).

Estuary Policy Plan (EPP)

(The complete Oak-to-Ninth District chapter of the Estuary Policy Plan is provided in
Appendix F.)

e EPP Policy OAK-2.4: Establish a large park in the area of the existing Ninth Avenue
Terminal to establish a location for large civic events and cultural activities. The discussion
of this policy also states, “Recognize that the Ninth Avenue Terminal shed, or portions
thereof, may be suitable for rehabilitation and adaptive reuse. However, the terminal building
impedes public access to and views of a key area of the Estuary.”

e EPP Policy OAK-11: Preserve and expand the existing Fifth Avenue Point community as a
mixed-use district of artists and artisan studios, small businesses, and water-dependent
activities.

Land Use and Transportation Element (LUTE)

e LUTE Policy D6.2: Reusing Vacant or Underutilized Buildings. Existing vacant or
underutilized buildings should be reused. Repair and rehabilitation, particularly of historic or
architecturally significant structures, should be strongly encouraged. However, when reuse is
not economically feasible, demolition and other measures should be considered.

Consultation and Resources

Native American Consultation

The Native American Heritage Commission (NAHC) was contacted on April 21, 2005, in order
to request a database search for sacred lands or other cultural properties of significance to local
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Native Americans. The sacred lands survey did not find any presence of cultural resources in the

project area. On April 22, 2005, the NAHC provided a list of Native American contacts who may
have further knowledge of the project area with respect to cultural resources and potential impacts
to those resources that could occur as a result of the project. Each person or organization listed on
the NAHC list was contacted by letter on May 8, 2005, requesting information about locations of
importance to Native Americans. No response has been received as of the publication of this EIR.

Northwest Information Center Records Search

A records search at the Northwest Information Center (NWIC) at Sonoma State University, which
is a member of the California Historical Resources Information System (CHRIS), revealed that
there were no recorded archaeological or historic sites within or adjacent to the property
boundary (NWIC, 2004). No properties on or near the project site are listed in the State Office of
Historic Preservation (OHP) Historic Properties Directory for Alameda County, or listed in the
California Inventory of Historical Resources. The records search did, however, identify a number
of historic-period maps of the area, including an 1857 map of San Antonio Creek, an 1870
Government Land Office (GLO) plat map, an 1871 map of Rancho San Antonio Plat Map, and a
1915 USGS quadrangle map.

Archaeological Resources

Given the high level of fill deposits and general urbanization of the entire project area, no
systematic pedestrian survey of the project area was conducted for the purposes of this EIR.
Moreover, no prehistoric resources have been identified within or adjacent to the project
boundary. Nelson’s (1909) shellmound survey and excavations did not identify midden sites
within this area of the East Bay. The area was prehistorically subject to tidal flows and was likely
not a suitable habitation locality. However, in April 2005 a Registered Professional Archaeologist
conducted a reconnaissance level survey of the project site to determine if undisturbed soils or
areas suitable for survey exist. No archaeological features or exposed native soils were identified.

Historic and Paleontologic Resources

Resources used to describe and evaluate the historic resources in this EIR include an historic
Resources Evaluation report for the project site and vicinity, prepared by Carey & Co. Inc., an
historic preservation consultant, (2005) for purposes of this EIR; the OCHS report for the Ninth
Avenue Terminal (1997) and direct consultation with OCHS staff; the Oakland Landmark and S-
7 Preservation Combining Zone Application Form for the Ninth Avenue Terminal (2003);
archival research at the California Historical Resources Information System’s Northwest
Information Center (NWIC) (2004); and several resources pertaining to paleontology.

Historic Resources on the Project Site

Light industrial buildings and warehouses, large paved areas, open space along the shoreline, and
numerous temporary structures characterize the project area. Smaller warehouses, clad in
corrugated metal, are most concentrated along 6th Avenue. Fewer buildings, but of greater size,
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occupy an area east of 8th Avenue. The majority of structures on the project site were constructed
in the middle of the 20th century or later. Overall, the architectural style of these simple,
functional structures can be classified as industrial vernacular.

For purposes of this analysis, the project site includes 15 buildings. OCHS evaluated nine of the
15 buildings on the project site for potential historic significance on national and local levels, and
assigned either existing or preliminary ratings to each of the nine buildings. OCHS did not assign
ratings to the remaining six buildings because they were recently built or of little historic or
architectural interest, and therefore, non-historic. In 2005, Carey & Co. Inc. surveyed and
evaluated all 15 buildings and related structures on the project site and assigned ratings to them
based on the NRHP codes 1-7. Carey & Co. also identified whether or not any properties within
the project vicinity are included in, or appeared eligible for, national, state, or local listings. The
findings are summarized in Table 1V.E-1, on the following page, and described in detail below.

Buildings Considered Historical Resources for Purposes of CEQA

The Oakland General Plan Historic Preservation Element (Policy 3.8) defines the City’s “local
register of historical resources” (the term used in CEQA Section 21084.1 as part of the definition
of “historical resource”) as including all Designated Historic Properties and Potential Designated
Historic Properties that have an existing OCHS rating of “A” or “B” or are located within an Area
of Primary Importance (API). In addition, until complete implementation of Action 2.1.2 (re-
designation of existing landmarks and Preservation Districts into the Historic Preservation
Element’s classification system, and Preservation Study List properties, where warranted, as
Heritage Properties?), the Local Register of Historical Resources also includes Oakland
Landmarks, S-7 Preservation Combining Zone properties, and Preservation Study List properties.

Only one of the buildings on the project site, the Ninth Avenue Terminal at One Ninth Avenue,
meets the Oakland Historic Preservation Element and CEQA definition of an historical resource,
because it has an existing OCHS rating of “A.” The building therefore meets the HPE Policy 3.8
definition of a property on the City of Oakland’s Local Register of Historic Resources. In
addition, the building has been recommended eligible for listing in the National Register as an
individual resource, and recommended eligible as a City of Oakland Landmark by the Oakland
Landmarks Preservation Advisory Board. The building’s description, history, and historical
significance are described below.

10" As of 2003, the City has not undertaken the zoning revisions that will be necessary to reclassify landmarks and
Preservation Districts, nor has it initiated re-designation of study list properties as Heritage Properties.
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TABLE IV.E-1

HISTORIC SIGNIFICANCE RATINGS FOR BUILDINGS ON THE PROJECT SITE

CEQA Historic

Property Address/Port Building Number OCHS Carey & Co. Resource
(Common Identifier) Built Date Rating & Rating P (yes/no) &

1 One Ninth Avenue / 1930/1951 A 3S Yes
Bldg # H-309 (Ninth Avenue Terminal and
Wharf)

2 105 Embarcadero / Bldg # G-203 c. 1955 NR 6Z No
(Jetro Cash & Carry)

3 351 Embarcadero / Bldg # G-309 c. 1955 F 6Z No
(Golden State Diesel Marine)

4 603 Embarcadero / Bldg # H-103 c. 1947 NR 6Z No
(Philbrick Boat Works)

5 845 Embarcadero / Bldg # H-232 c. 1930/1979 F 6Z No
(National Furniture Liquidators, Inc.)

6 296 5th Avenue / Bldg # H-108 c. 1955 NR 6Z No

7 295 6th Avenue / Bldg # H-101 c. 1925/1950 NR 6Z No
(Thunderbird Properties)

8 296 6th Avenue / Bldg # H-110 1966 F 6Z No
(Jal vue Windows)

9 280 6th Avenue / Bldg # H-112 1948 NR 6Z No
(Shipshape Marine; previous Seabreeze
Yacht Center and Boat Repair)

10 280 6th Avenue / Bldg # H-113 c. 1985 F 6Z No
(Previous Seabreeze Café)

11 305 6th Avenue / Bldg # H-104 1962 F 6Z No

12 370 8th Avenue / Bldg # H-228 c. 1970 F 6Z No

13 455 9th Avenue / Bldg # H-314 1965 F 6Z No
(Lakeside Metals)

14 101 10th Avenue / Bldg # H-318 c. 1960 F 6Z No

15 115 Embarcadero East/ Jack London 2000 NR 6Z No

Aquatics Center/Estuary Channel Park

A= Primary (historical) Importance, F = less than 45 years old or modernized, NR = surveyed, but not rated as a Preliminary

Designated Historic Property (PDHP) by OCHS, and presumed to be of little or no historical value at the time of the survey, as

evidenced by check marks on the survey maps.
Based on Carey & Co. evaluation for this EIR (2005). “3S” = eligible for the National Register as an individual resource. “6Z” = ineligible

for the National Register, California Register, or Local listing.
SOURCE: Carey & Co., Inc.
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One Ninth Avenue / Bldg # H-309 (Ninth Avenue Terminal and Wharf)

Description and History.

The Carey & Co. report generally concurs with the description and history of the Ninth Avenue
Terminal as written in the Oakland Landmark and S- 7 Preservation Combining Zone Application
Form (referred to throughout as “landmark application™) for this structure, prepared by Cynthia L.
Shartzer in 2003, and accepted by the City of Oakland’s Landmark Preservation Advisory Board
on 10 May 2004. This description states the following:

“The Ninth Avenue Terminal consists of a five-berth quay wharf, transit shed,
paved storage yards and land for industrial tenants...... The 9th Avenue Terminal,
located in Brooklyn Basin at the foot of 9th Avenue, is a Beaux-Arts derivative
freight wharf and warehouse. It is high one story, long rectangular plan, with a
curved and angled far end. It is about 1000' long, with the transit shed about 180’
wide, railroad spur tracks on either side, and extensive open platform space along
the west side. It has long bands of steel windows along the sides and a metal
awning over a series of loading doors on the side, and a vast open interior. The
outer 500" appears to have been added after 1951. The head house!! at the inland
end, containing a small office, has a stepped and peaked parapet highest in the
middle, and a monumental entry with tall paneled concrete pilasters and massive
plain cornice. Exterior walls are concrete and steel-sash. Roof is composition.
Structure is reinforced concrete with steel trusses. Designed for break-bulk cargo,
the building is now little used. Visible alterations include some windows
covered. The building is in good condition; its integrity is excellent.12 Its
preliminary rating of B+313 reflects its interest as a fine and rare surviving
example of a Beaux Arts derivative pier from the Port of Oakland’s harbor
improvement program of the 1920s: the similar Grove Street and Outer Harbor
Terminals no longer exist.z

The landmark application also includes a verbal description of the wharf, “[The] marginal type
wharf has a lower side in Clinton Basin of 312 feet, a main channel face of 952 feet and a
Brooklyn Basin north channel face of 1,100 feet.” Port of Oakland documentation indicates that
the wharf’s type of construction is concrete pile and decking with a “timber pile fender system.”
A “concrete bulkhead with asphalt-surfaced solid fill” is also noted. Carey & Co. identifies the
proposed historic resource boundary in its Historic District Boundary Technical Memorandum
and Map prepared for this EIR (Appendix G).

11" Also referred to as the “Bulkhead Building” elsewhere in this document.

12 Interpreted to refer to the building’s historical integrity (discussed under “Federal and State Registers,” above), as
opposed to its structural/seismic integrity.

13 The preliminary rating was revised to an existing rating of “A” in May, 2004, as part of the LPAB evaluation for
landmark eligibility.
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Construction began on the Ninth Avenue Terminal in 1929, and it was completed in October
1930. It was one of three municipal terminals funded under a 1925 voter-approved harbor bond,;
the others were the Grove Street Terminal and Outer Harbor Terminal, both of which have since
been demolished. Initially the Ninth Avenue Terminal was 504 feet long, then a 500-foot addition
in 1951 extended the length to 1004 feet. The interior floor space is measured at 178,530 square
feet (about four acres), and the ceiling height is 47 feet at the center and 27 feet at the sides.

Design of the terminal has been attributed to Arthur A. Abel, who served as Assistant Chief
Engineer and Assistant Port Manager from 1926 to May 1932, and Chief Engineer and Port
Manager from May 1932 to 1952. According to the landmark application:

“The Beaux-Awrts style of the building, while very simple stylistically, represents
an important phase in Oakland architecture and city planning during this period.
..... The Ninth Avenue Terminal in its simple paneled pilasters, symmetrical
facade, and other detailing represents these ideals very well. Other notable
examples of this style and movement are Oakland City Hall, the bulkhead
buildings along San Francisco’s waterfront, and the Courthouse on St. James
Park in San Jose.”

As noted in the landmark application, the Terminal is an “amalgamation of water, rail and land
transportation capability in one facility” and “an early example of an inter-modal transportation
complex.” With its location at the waterfront, proximity to the railroad, and easy road access, the
Terminal was well-suited to its purpose. As further elaborated in the landmark application,
“Significant features of the Terminal’s operation were easy, twenty-four hour access by water,
land, and rail and a facility tailor-made to enhance the Port of Oakland’s ability to load, unload,
and store cargo in the most efficient manner, in the least amount of time, with the least amount of
damage.”

Historical Significance

According to the Oakland Landmark and S-7 Preservation Combining Zone Application Form for
this structure, prepared by Cynthia L. Shartzer and accepted by the City of Oakland’s Landmark
Preservation Advisory in May, 2004, the Ninth Avenue Terminal is historically significant for the
following reasons:

“The Ninth Avenue Terminal is...an intact, original wharf and transit shed
constructed 1929-1930 as part of the Port of Oakland’s state of the art harbor
improvements during the period 1925-1931; it is the only surviving municipal
terminal constructed from the 1925 harbor bond and the prewar period; and it has
been in continual use from October 1930 to the present day; it is still leased by
tenants as a break-bulk cargo facility.

... The transit shed as a whole - [is] the only existing utilitarian, industrial
municipal building on which the Beaux-Arts derived architectural style was
applied to create monumental imagery.”
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The landmark application also states that the building appears eligible for individual listing in the
NRHP at the local level. Local designation was based on significance of the building in the areas
of Architecture, Commerce, Maritime Commerce, and Harbor Terminal. These correspond to
NRHP Criterion A/CRHR Criterion 1, indicating an association with significant historic events,
and NRHP Criterion C/CRHR Criterion 3, indicating that it embodies the distinctive
characteristics of the style, type, or period.

The Carey & Co. report concurs with the argument for historical significance included in the
Oakland Landmark and S-7 Preservation Combining Zone Application Form for this structure. In
terms of integrity, Carey & Co. also concurs that that major additions to the structure in 1951
were in keeping with the original design and intent, and that the building retains an overall high
level of integrity. Therefore, both the original portion of the building constructed in 1930, as well
as the 1951 addition, qualify as an historic resource under federal, state, and local criteria.

The Ninth Avenue Terminal is a potentially designated historic property (PDHP) with an existing
rating of “A” (highest importance), and is therefore considered to be listed on the City of
Oakland’s Local Register of Historic Resources. The City of Oakland’s Landmark Preservation
Advisory Board recommended that the Ninth Avenue Terminal be designated as a City Landmark
in 2004. In addition, the Ninth Avenue Terminal appears to be individually eligible for listing on
the NRHP and CRHR. Since the building appears to be eligible for inclusion on federal and state
lists, and is considered to be listed on the City of Oakland’s Local Register of Historic Resources
by virtue of its “A”-rated status, the property is considered an historic resource under CEQA
Guidelines Section 15064.5(a)(1).

Buildings Not Considered Historic Resources for Purposes of CEQA

As indicated in Table 1V.E-1, none of the remaining 14 buildings on the project site are
considered historic resources for purposes of CEQA. None of them are listed in, or determined
eligible for listing in, the NRHP, the CRHR, nor are any included in the City of Oakland’s Local
Register of Historical Resources (pursuant to Policy 3.8 of the Historic Preservation Element).
Seven of these buildings have been assigned a preliminary rating of “F” (less than 45 years old or
modernized) by OCHS, and all of them assigned a rating by Carey & Co. of “6Z” (ineligible for
NRHP, CRHR, or local designation.) The entire Historic Resources Evaluation report prepared by
Carey & Co., Inc. (2005) includes detailed description, history, and evaluation of each building,
regardless of CEQA status (not considered historic resources), and is included in Appendix G of
this EIR.

Project Site as a Potential Historic District

According to the Carey & Co. report, the project site does not appear to be eligible for listing as
an historic district in the NRHP or CRHR and does not appear to be eligible for inclusion on the
Local Register of Historic Resources as a local Preservation District (“S-7 Zone”).14 Since it is

14 The nomination form and associated LPAB staff report suggests that the S-7 Preservation Combining Zone would
only apply to the Terminal and wharf, but would not apply to the entire Oak to Ninth Project site. Carey & Co.
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not listed or eligible for inclusion on federal, state, or local lists, the area is not considered an
historic resource under CEQA Guidelines Section 15064.5(a)(1).

As described in the Carey & Co. report, an historic district is defined as a unified entity that
“possesses a significant concentration, linkage, or continuity of sites, buildings, structures, or
objects united historically or aesthetically by plan or physical development.” To be potentially
eligible for listing on the NRHP, an historic district must usually be over 45-50 years old, must
have historic significance, and must retain its physical integrity. The project area possesses a
concentration of light industrial style buildings, all built between 1930 and 1979, with the
majority of buildings constructed in the mid-to-late 20th century. Because the period of
significance for this area would be 1930 to 1979 (reflecting the construction span of the
buildings), most of the buildings are less than 45-50 years old. Therefore, the project area would
have to be exceptionally significant to qualify for listing on the NRHP. In Carey & Co.’s opinion,
archival research yielded no information indicating an association with exceptionally significant
historic events or people (Criteria A & B). Moreover, while together these buildings are an
example of 20th century industrial vernacular architecture, the grouping does not exceptionally
embody the distinctive characteristics of its style, type, or period (Criterion C). Archival research
provided no indication that there is the potential to yield exceptionally important information
(Criterion D).

In Carey & Co.’s professional opinion, the project site does not qualify for inclusion on the Local
Register of Historic Resources as a Preservation District because the buildings as a group do not
exhibit sufficient historic, cultural, educational, aesthetic, or environmental value. Although the
project area is historically and culturally associated with the development of Oakland’s
waterfront, in Carey & Co.’s opinion, the area lacked sufficient integrity and historical
significance required for designation as a potential historic district under CEQA criteria.1>

Designation of the Ninth Avenue Terminal as a potential City Landmark would generally
conform to the verbal boundary description of the resource as defined in the Oakland Landmark
and S-7 Preservation Combining Zone application, and not to the map provided in the Oakland
City Planning Commission Staff Report regarding landmark designation of the Ninth Avenue
Terminal (June 2004), which identified a much larger boundary conforming to existing parcel
lines. The application states the boundary as: “Ninth Avenue Terminal’s marginal type wharf has
a lower side in Clinton Basin of 312 feet, a main channel face of 952 feet and a Brooklyn Basin
north channel face of 1,100 feet.” The application further describes the potential landmark area
bound as follows:

e East: Transit Shed Main Entrance - Defremery Avenue
o Northwest: Transit shed rear entrance; open wharf on Inner Harbor Channel waterfront
and paved storage yard to Clinton Basin waterfront

identifies the proposed historic resource boundary in its Historic District Boundary Technical Memorandum and
Map prepared for this EIR (Appendix G).

15 Carey & Co. Historic District Boundary Technical Memorandum, Ninth Avenue Terminal EIR, July, 2005,
provided in Appendix G.
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e North: Transit shed land-side elevation - 10th Avenue
e South: Brooklyn Basin waterfront

The verbal boundary description draws the north boundary of the historic resource along 10th
Avenue, bisecting the parcel upon which the building sits. This indicates that the portion of the
parcel to the north of 10th Avenue would not be part of the Ninth Avenue Terminal historic
resource. Carey & Co. agrees with this assessment in a technical memo prepared for this EIR and
has included a map identifying a proposed historic resource boundary (see Appendix G).16

Potential Historic Resources in the Project Vicinity

For the historic resources survey prepared for this analysis, the project vicinity was defined as
approximately one city block surrounding the project site. The north boundary was the Union
Pacific Railroad tracks, while the west boundary was Oak Street and the east boundary was the
location of 12th Avenue if it were to be extended southward across the railroad tracks. The project
vicinity also included the property bounded by 1st Street on the north, Madison Street on the
west, and Fallon Street on the east as well as the Fifth Avenue Point community, a work-live
artist community and a collection of primarily light industrial, commercial, marina uses, and
work-live buildings along 5th Avenue, between the Embarcadero and the estuary.

Within this project vicinity, there are no buildings/structures listed or previously determined
eligible for the NRHP, CRHR, or the City of Oakland’s Local Register of Historic Resources.
Excluding the Fifth Avenue Point community, whose status is described in more detail below,
there are 16 buildings/structures that have been assigned ratings by OCHS: eight have an “F”
rating (indicating that they are “less than 45 years old or modernized”), six have an “F3” rating
(indicating that they are “less than 45 years old or modernized” and not located in an Area of
Primary or Secondary Importance), and two have a “D3” rating (indicating minor importance and
not located in an Area of Primary or Secondary Importance).

Fifth Avenue Point

The project vicinity also includes the Fifth Avenue Point, a mixed use artist’s community with
about six light industrial and commercial buildings (plus outbuildings and additions) and marina
uses on a six-acre parcel, most of which date to the early to mid 20th century (1900s — 1940s).
(Generally, the few parcels east of 5th Avenue and closest to the Embarcadero are part of the
project site.) This Fifth Avenue Point area is the physical remains of the Hurley Marine Works,
an early 20th century shipyard that is no longer intact. In 1998, OCHS evaluated this area as a
part of a reconnaissance survey, and assigned the following preliminary building ratings to four
buildings; “D2+"” (20-28 — 5th Avenue), “D2+” (50 - 5th Avenue), “F3” (375 — 8th Avenue) and
“C2+"” (471-499 Embarcadero), none of which are on the project site portion. The remaining
buildings in the Fifth Avenue Point area were not rated as Preliminary Designated Historic
Properties (PDHPs) because OCHS deemed them to be too recently constructed or of too little

16 Ipid.
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historic or architectural interest to assign them a rating.1” Therefore, they were presumed to be of
little or no historic value at the time of the survey. The OCHS also assigned Fifth Avenue Point a
preliminary rating of “ASI” (Area of Secondary Importance), and three of the four rated
properties (75 percent) appear to contribute (indicated by “+” in the rating) to the local historic
district.1® Although as mentioned above, none of the four rated buildings are on the project site,
the project site does include portions of the preliminarily-rated ASI that lie east of 5th Avenue.

The Historic Preservation Element of the City of Oakland General Plan defines an APl (Area of
Primary Significance) as “historically or visually cohesive areas or property groups which usually
contain a high proportion of individual properties with ratings of “C” or higher....and at least two
thirds of the properties must be contributors.” The Preservation Element also states that ASIs are
similar to APlIs, but do not appear eligible for the National Register. Finally, ASls are not
considered to be listed on City of Oakland’s Local Register of Historical Resources, and are not
considered historic resources for CEQA purposes, as defined by Policy 3.8.

Although more than two-thirds of the properties located at the Fifth Avenue Point ASI are
contributors, only one out of four of the rated buildings (25 percent) is assigned a preliminary
rating of “C,” (Secondary Importance; generally not considered eligible for NRHP), which would
not be considered a high proportion. As such, this area would not qualify as an API, and may not
qualify as an ASI, as defined by the Preservation Element. While the Fifth Avenue Point area has
been identified as a potential local historic district of secondary interest (ASI) by OCHS, it is not
on the LRHR, and consistent with Policy 3.8 of the Preservation Element, Fifth Avenue Point is
not considered an historic resource for CEQA purposes.

Cultural Resources Impacts Discussion

Significance Criteria

Based on Appendix G of the CEQA Guidelines and the City of Oakland’s 2004 CEQA
Thresholds/Criteria of Significance Guidelines, a cultural resource impact would be considered
significant if the project would result in any of the following:

. Cause a substantial adverse change in the significance of an archaeological resource,
pursuant to Section 15064.5;

. Directly or indirectly destroy a unique paleontological resource or site or unique geologic
feature;

. Disturb any human remains, including those interred outside of formal cemeteries; or

. Cause a substantial adverse change in the significance of an historic resource, as defined in
Section 15064.5

17" As evidenced by the check marks over each building on the OCHS survey maps.
18 The ASI is entitled “Fifth Avenue Marina District.”
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“Historical Resource” Defined by CEQA

CEQA Section 21084.1 states that “a project that may cause a substantial adverse change in the
significance of an historical resource is a project that may have a significant effect on the
environment.” A “historical resource” is defined as one that is listed in, or determined eligible for
listing in, the California Register of Historical Resources. A resource that is officially designated
or recognized as significant in a local register of historical resources or one that is identified as
significant in an historical resources survey meeting the requirements of Public Resources Code
Section 5024.1(g), is presumed to be significant under CEQA “unless the preponderance of the
evidence demonstrates that the resource is not historically or culturally significant.” In addition,
a resource included in a local register of historical resources, as defined by Section 5020.1(k) of
the Public Resources Code, shall be presumed to be historically or culturally significant. A
“substantial adverse change” is defined in Section 15064.5(b)(1) of the CEQA Guidelines as
“physical demolition, destruction, relocation, or alteration of the resource or its immediate
surroundings such that the significance of an historical resource would be materially impaired.”
The significance of an historical resource is “materially impaired,” according to Guidelines
Section 15064(b)(2), when a project demolishes or materially alters, in an adverse manner, those
physical characteristics of the resource that:

° convey its historic significance and that justify its inclusion in, or eligibility for inclusion
in, the California Register of Historical Resources (including a determination by the lead
agency that the resource is eligible for inclusion in the California Register);

° account for its inclusion in a local register of historical resources adopted by local agency
ordinance or resolution (in accordance with Public Resources Code Sec. 5020.1(Kk)); or

. account for its identification in an historical resources survey that meets the requirement of
Public Resources Code Sec. 5024.1(g), including, among other things, that “the resource is
evaluated and determined by the [State Office of Historic Preservation] to have a
significance rating of Category 1 to 5 on DPR Form 523,” unless the lead agency
“establishes by a preponderance of evidence that the resource is not historically or
culturally significant.”

The state CEQA Guidelines indicate that projects that are consistent with the Secretary of the
Interior’s Standards for Rehabilitation and Guidelines for Rehabilitating Historic Buildings
generally “shall be considered as mitigated to a level of less than a significant impact on the
historic resource” (Section 15064.5(b)(3)).

Unique Archaeological Resources

Archaeological resources that are not “historical resources” according to the above definitions
may be “unique archaeological resources” as defined in Public Resources Code section 21083.2,
which also generally provides that “non-unique archaeological resources” do not receive any
protection under CEQA. Public Resources Code Section 21083.2, subdivision (g), states that
“unique archaeological resource” means an archaeological artifact, object, or site about which it
can be clearly demonstrated that, without merely adding to the current body of knowledge, there
is a high probability that it meets any of the following criteria:
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1. Contains information needed to answer important scientific research questions and that there
is a demonstrable public interest in that information.

2. Has a special and particular quality such as being the oldest of its type or the best available
example of its type.

3. Is directly associated with a scientifically recognized important prehistoric or historic event
or person.

If an archaeological resource is neither a “unique archaeological” nor an “historical resource,” the
effects of the project on those resources shall not be considered a significant effect on the
environment. It shall be sufficient that both the resource and the effect on it are noted in the EIR,
but they need not be considered further in the CEQA process.

“Historical Resources” and Mitigations Defined by the City

The Oakland General Plan Historic Preservation Element (Policy 3.8) defines the City’s “local
register of historical resources” (the term used in CEQA Section 21084.1 as part of the definition
of “historical resource”) as including all Designated Historic Properties and Potential Designated
Historic Properties that have an existing rating of “A” or “B” or are located within an Area of
Primary Importance. In addition, until complete implementation of Action 2.1.2 (re-designation
of existing landmarks and Preservation Districts into the Historic Preservation Element’s
classification system, and Preservation Study List properties, where warranted, as Heritage
Properties; not yet complete), the Local Register of Historical Resources also includes Oakland
Landmarks, S-7 Preservation Combining Zone properties, and Preservation Study List properties.

Under Policy 3.8, “complete demolition” of an historical resource generally is considered to
constitute a significant effect that cannot be mitigated to a less-than-significant level.

The Historic Preservation Element identifies favored mitigation, for CEQA purposes, as

(1) including project modifications that avoid adversely affecting the character defining elements
of the property, or (2) relocation of the affected resource to a location consistent with its historical
or architectural character. If these measures are not feasible, the Element identifies a menu of
other potential measures, including:

restoration of the remaining historic character of the property;

incorporating or replicating elements of the building’s original architectural design;
salvage and display of significant features in a local museum or as part of the project;
measures to protect the resource from effects of construction activities;

preparing historic documentation of the resource;

placement on-site of a display providing information on the historical resource; or
contribution to an historic preservation program appropriate to the resource.
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The Element states that “determination of whether mitigations are adequate to reduce a significant
effect to an Historical Resource to a level less than significant will be determined by the lead
agency on a case by case basis.” (Historic Preservation Element, Action 3.8.1)

In summary, CEQA requires that if a project results in an effect that may cause a substantial
adverse change in the significance of an historical resource, or would cause significant effects on
an unique archaeological resource, then alternative plans or mitigation measures must be
considered.

Section 15065 of the CEQA Guidelines mandates a finding of significance if a project would
eliminate important examples of the major periods of California history or pre-history. Impacts to
resources determined to be not significant according to the significance criteria are not considered
significant or potentially significant under CEQA. Generally, under CEQA, a project that follows
The Secretary of the Interior’s Standards for the Treatment of Historic Properties with
Guidelines for Preserving, Rehabilitating, Restoring, and Reconstructing Historic Buildings or
The Secretary of the Interior’s Standards for Rehabilitation and Guidelines for Rehabilitating
Historic Buildings is considered to have mitigated impacts to an historical resource to a less-than-
significant level (CEQA Guidelines 15064.5).

Archaeological and Paleontological Resources Impacts

Impact E.1: Construction of the project could cause substantial adverse changes to the
significance of currently unknown cultural resources at the site, potentially including an
archaeological resource pursuant to CEQA Guidelines Section 15064.5 or CEQA
Section 21083.2(g), or the disturbance of any human remains, including those interred
outside of formal cemeteries. (Potentially Significant)

Archival research at the Northwest Information Center was undertaken in 2004 to determine
whether any archaeological resources have been discovered at the project site. There are no
recorded Native American or historic-period archaeological resources listed with the Historical
Resources Information System within or adjacent to the project site.

As previously mentioned in the Setting of this section, midden sites along the prehistoric stand of
the San Francisco Bay have been identified in these environments; however, because the project
site is located within a former tidal marsh environment (that is, the area was inundated with the
cycle of tides during most of the Holocene), the likelihood of a well-stratified habitation or
similar site existing within the project area is low.

The project would involve excavation for building footings and foundations for above-grade
structures, and would require pile driving for all new buildings, which would likely be the extent
of subsurface construction. Therefore, the possibility of encountering subsurface cultural
resources is fairly limited. Also, because the precise locations of unrecorded prehistoric and
historic subsurface resources are not known with certainty, Mitigation Measure E.1la would be
implemented to properly handle and/or recover any resources that may be discovered.
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Implementation of Mitigation Measure E.1la would reduce any potential impacts to a less-than-
significant level.

At the project site, there is no indication that the site has been used for burial purposes in the
recent or distant past, and it is unlikely that human remains would be encountered at the project
site. In the event of the discovery of any human remains, including those interred outside of
formal cemeteries, during project construction activities, work would be halted and the following
mitigation measure would be implemented. Implementation of Mitigation Measure E.1b would
reduce potential impacts to a less-than-significant level.

Mitigation Measure E.l1a: Pursuant to CEQA Guidelines 15064.5 (f), “provisions for
historical or unique archaeological resources accidentally discovered during construction”
should be instituted. Therefore, in the event that any prehistoric or historic subsurface
cultural resources are discovered during ground disturbing activities, all work within

50 feet of the resources shall be halted and the project proponent and/or lead agency shall
consult with a qualified archaeologist to assess the significance of the find. If any find is
determined to be significant, representatives of the project proponent and/or lead agency
and the qualified archaeologist would meet to determine the appropriate avoidance
measures or other appropriate mitigation, with the ultimate determination to be made by
the City. All significant cultural materials recovered shall be subject to scientific analysis,
professional museum curation, and a report prepared by the qualified archaeologist
according to current professional standards.

In considering any suggested mitigation proposed by the consulting archaeologist in order to
mitigate impacts to historical resources or unique archaeological resources, the City shall
determine whether avoidance is necessary and feasible in light of factors such as the nature of the
find, project design, costs, and other considerations. If avoidance is unnecessary or infeasible,
other appropriate measures (e.g., data recovery) shall be instituted. Work may proceed on other
parts of the project site while mitigation for historical resources or unique archaeological
resources is carried out.

Mitigation Measure E.1b: In the event that human skeletal remains are uncovered at the
project site during construction or ground-breaking activities, all work shall immediately
halt and the Alameda County Coroner shall be contacted to evaluate the remains, and
follow the procedures and protocols pursuant to Section 15064.5 (e)(1) of the CEQA
Guidelines. If the County Coroner determines that the remains are Native American, the
City shall contact the California Native American Heritage Commission (NAHC), pursuant
to subdivision (c) of Section 7050.5 of the Health and Safety Code, and all excavation and
site preparation activities shall cease within a 50-foot radius until appropriate
arrangements are made. If the agencies determine that avoidance is not feasible, then an
alternative plan shall be prepared with specific steps and timeframe required to resume
construction activities. Monitoring, data recovery, determination of significance and
avoidance measures (if applicable) shall be completed expeditiously.

Significance after Mitigation: Less than Significant.
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Impact E.2: The project may adversely affect unidentified paleontological resources at the
site. (Potentially Significant)

The project area consists of artificial fill (Af) and undivided surficial deposits (Helley & Greymer
1997). These types of sediments would not likely yield significant paleontologic remains because
they are surface or artificial deposits that are not considered fossil-bearing rock units.

This notwithstanding, significant fossil discoveries can be made even in areas designated as
having low potential, and may result from the excavation activities related to the project.
Excavation activities can have a deleterious effect on such resources. This impact would be
reduced to a less-than-significant level with the incorporation of the following Mitigation
Measure.

Mitigation Measure E.2: The project sponsor shall notify a qualified paleontologist of
unanticipated discoveries, who shall document the discovery as needed, evaluate the
potential resource, and assess the significance of the find under the criteria set forth in
Section 15064.5 of the CEQA Guidelines. In the event of an unanticipated discovery of a
breas, true, and/or trace fossil during construction, excavations within 50 feet of the find
shall be temporarily halted or diverted until the discovery is examined by a qualified
paleontologist (per Society of Vertebrate Paleontology standards (SVP 1995)). The
paleontologist shall notify the appropriate agencies to determine procedures that would be
followed before construction is allowed to resume at the location of the find. If the City
determines that avoidance is not feasible, the paleontologist shall prepare an excavation
plan for mitigating the effect of the project on the qualities that make the resource
important, and such plan shall be implemented. The paleontologist shall submit the
excavation plan to the City for review and approval.

Significance after Mitigation: Less than Significant

Historical Resources Impacts

Impact E.3: The project would result in the substantial demolition of the Ninth Avenue
Terminal, which is an historic resource as defined in CEQA Guidelines Section 15064.5.
(Significant)

The project would result in the substantial demolition of the Ninth Avenue Terminal, an historic
resource as defined by CEQA. Of the approximately 180,000 total square feet that comprise the
Terminal, approximately 165,000 square feet would be demolished and a minimum of 15,000
square feet (comprising portions of the Bulkhead Building) would be adaptively reused for
Tidelands Trust uses. The entire building, including the 1951 addition, is considered an historic
resource. By removing approximately 90 percent of the building, its ability to convey its historic
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significance would be permanently altered and materially impaired. Although the portion to be
saved is the key north-facing elevation with the most architectural design treatment, the retention
of this portion alone would be insufficient to offset the loss of physical characteristics that qualify
this building as a federal, state, and local historical resource. Demolition of 90 percent of an
180,000 square foot building would be considered a “complete demolition.” Therefore, as defined
by Policy 3.8, the project would constitute a significant effect that cannot be mitigated to a less-
than-significant level.

Implementation of Mitigation Measures E.3a and E.3b would somewhat reduce this impact as
much as feasible. However, because the demolition of substantial portions of an historical
resource represents an irreversible change to the historical resource, this impact would remain
significant and unavoidable, even after mitigation. Preservation and adaptive reuse of the
Bulkhead Building would partially offset the loss of the building. The project would still result in
a significant unavoidable impact to this building, because it would remain substantially materially
impaired due to the fact that its major character defining elements would be lost.

As described in Chapter 111, Project Description, and throughout other sections of this EIR, the
project would incorporate a new public park and shoreline pathway where the Ninth Avenue
Terminal and associated wharf now stand, providing public access and views of the Bay where
none currently exists. Furthermore, the project would provide up to 3,100 new housing units near
downtown Oakland, as well as up to 200,000 square feet of retail uses. Therefore, prior to issuing
discretionary permits for the project, the City decision-makers would consider these aspects of the
project, along with policies of the General Plan, to determine whether affirmative findings for the
project could be made under Policy 3.5 of the General Plan Historic Preservation Element, that
“the design quality of the proposed project is at least equal to that of the original structure and is
compatible with the character of the neighborhood” (Finding 1) and that “the public benefits of
the proposed project outweigh the benefit of retaining the original structure[s]” (Finding 2).

Although recommended in the Historic Preservation Element, the project design would not be
modified “to avoid adversely affecting the character defining elements” of the identified historic
resources, which would substantially alter the project as proposed. CEQA requires an analysis of
preservation alternatives(s) in order to ascertain whether there are feasible options to the project
that would lessen the significant unavoidable impacts to less than significant. A series of
preservation alternatives to the project are included in Chapter V of this EIR, including an
alternative that would preserve the entire Terminal building and its associated wharf structure.

Mitigation Measure E.3a: Photograph the affected historic resource through large-format,
black and white photographs meeting the Photographic Specifications of the Historic
American Building Survey (HABS). The documentary photographs would be archived
locally at the Oakland History Room (OHR) of the Oakland Public Library along with a
copy on archival paper of the Oakland Landmark and S-7 Preservation Combining Zone
Application Form for the Ninth Avenue Terminal. Digital copies of the photographs would
be forwarded to the Oakland Cultural Heritage Survey. Even with extensive
documentation, however, the demolition of a substantial portion of the building would
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result in the permanent loss of the historic resource that is associated with Oakland’s
history. Therefore, this demolition would remain significant and unavoidable.

Mitigation Measure E.3b: Adaptive reuse and rehabilitation of the Bulkhead Building
should comply with the Secretary of the Interior’s Standards for the Treatment of Historic
Properties. The current concept depicts a design that appears to comply, although the
conceptual nature of the design requires further review of final design plans. The project
sponsor shall submit detailed designs, including, but not limited to, proposed window
treatments, materials palette, awnings, signage, and interior configurations for review by
the City. For the latter, particular attention would be paid to the significance of the
interior’s “Expansive, unimpeded space with exposed trusses,” and the statement “A key
feature of the transit shed is its expansive interior with exposed trusses.” In addition, the
first story of the existing office in the Bulkhead Building, mentioned in Attachment 2 of the
Oakland Landmark and S-7 Preservation Combining Zone Application Form for the Ninth
Avenue Terminal, should be retained and rehabilitated. The review should be conducted by
a professional meeting the standards for Historic Architecture or Historic Preservation
Planning as set forth in the Secretary of the Interior’s Professional Qualification Standards,
1997 Proposed Changes (not adopted). The results of the review should be forwarded to the
Secretary of the Landmarks Preservation Advisory Board, City of Oakland, for final
approval.

Mitigation Measure E.3c: The City should continue to pursue landmark nomination of the
Bulkhead Building and delineate the S-7 Preservation Combining Zone immediately around
it to ensure its long-term protection as a representation of Oakland’s important maritime
past.

Even with implementation of the above mitigation measures, the demolition of the substantial
portion of the building would result in the permanent loss of the historic resource that is
associated with Oakland’s history. Therefore the impact of demolition would remain significant
and unavoidable.

Significance after Mitigation: Significant and Unavoidable.

Impact E.4: The project would substantially alter the wharf structure supporting the Ninth
Avenue Terminal and surrounding areas, which is an historic resource, as defined in CEQA
Guidelines Section 15064.5. (Significant).

The wharf structure supporting the Ninth Avenue Terminal and surrounding areas was
constructed as part of the initial construction of the Terminal. It was constructed to be larger than
the original Terminal to provide open storage yards in the vicinity. The 1951 addition to the
Terminal was constructed over a portion of the formerly open portion of the wharf. The wharf is
considered an integral part of the Ninth Avenue Terminal and is an historic resource for CEQA
purposes. The project would retrofit the wharf to improve its structural capacity, and a portion of
its southern and western edges would be eliminated, thus reducing its current width and length
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and replacing the historically paved surface with lawn area. Most of the area currently occupied
by the Terminal would be converted for use as public open space. This would include a walkway
would be constructed along the water’s edge with new retaining walls, light standards, and
pavement. The use of this space as a “shoreline park” would also require the addition of new
surfacing materials on the majority of the pier, including top soil. By removing the edge and
western portion of the pier structure and transforming it into a park, the wharf would be
substantially altered and would no longer maintain its industrial character. This would result in a
significant impact to historic resources.

Implementation of Mitigation Measure E.3a and E.3b, described above, would minimize this
impact, but would not reduce the impact to a less-than-significant level. As such, the impact
would remain significant and unavoidable.

City decision-makers would consider the proposed reuse of the open portion of the Terminal’s
wharf, along with other aspects of the project and overall General Plan policies to determine
whether or not an affirmative finding could be made, under Policy 3.5 of the General Plan
Historic Preservation Element, that “the design quality of the proposed project is at least equal to
that of the original structure[s] and is compatible with the character of the neighborhood”
(Finding 1) and that “the public benefits of the proposed project outweigh the benefit of retaining
the original structure[s]” (Finding 2).

Significance: Significant and Unavoidable.

Impact E.5: The project would construct a new mixed-use, multi-story development within
approximately 100 feet of the remaining Bulkhead Building which may not be
architecturally compatible with this structure as a potential future Oakland City
Landmark. (Significant)

As described in Mitigation Measure E.3c, the City should continue to pursue landmark
nomination of the Bulkhead Building and delineate the S-7 Preservation Combining Zone
immediately around it to ensure its long-term protection as a representation of Oakland’s
important maritime past. If designated as a landmark in the future, the proposed project may
affect this building’s historical setting through potentially incompatible or incongruous adjacent
new construction. As the designs of the proposed mixed use, multi-story project have not been
finalized, it is possible that the project could affect its historic setting as an Oakland City
Landmark. This would be considered a significant and unavoidable impact.

The Historic Preservation Element recommends that the project design should be modified “to
avoid adversely affecting the character defining elements” of the Bulkhead Building. As
discussed in Impact E.3, above, the project would incorporate the key north-facing elevation of
the Bulkhead Building, which has the most architectural design treatment and reflects much of
the structure’s character defining elements. The potentially incompatible or incongruous adjacent
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new construction could impair the expansive setting that surrounds the Terminal Building,
particularly as the new construction would occur within approximately 100 feet of the retained
Bulkhead Building. Modifying the project as recommended in the Historic Preservation Element
would substantially alter the project as proposed. However, as required by CEQA, a series of
preservation alternatives to the project is included in Chapter V of this EIR, including an
alternative that would preserve the entire Terminal building.

Significance: Significant and Unavoidable

Impact E.6: The project would demolish the remaining buildings on the project site. (Less
than Significant)

The project would demolish the remaining mid to late 20th century light industrial
buildings/structures on the project site, including 105, 351, 603, and 845 Embarcadero Street,
296-5th Avenue, 295, 296, 280, and 305-6th Avenue, 370-8th Avenue, 455-9th Avenue, and 101-
10th Avenue. As none of these buildings appear to possess historic significance, their proposed
removal would constitute a less-than-significant impact to historic resources. The project would
not demolish or substantially alter the Jack London Aquatic Center or Estuary Park at 115
Embarcadero East.

Mitigation: None required.

Impact E.7: The project would construct a new mixed-use, multi-story development,
diminishing the industrial character of the project site and vicinity, and altering the existing
setting of the Fifth Avenue Point neighborhood. (Less than Significant)

The project would construct a new mixed-use, multi-story development that would be distinctly
different than the existing uses on the project site and vicinity. The historic industrial character of
the area would be diminished, and the previous and existing marina uses would be retained and
improved. However, since no other historic resources have been identified on the project site or in
the project vicinity, with the exception of the Ninth Avenue Terminal, the proposed new
construction of residential and commercial retail uses would have a less-than-significant impact
with regard to the loss of industrial character.

The project would appear as a new and visibly different building type immediately adjacent to
Fifth Avenue Point, an artist’s community of small industrial and commercial buildings. The
project would change the setting of Fifth Avenue Point by replacing empty lots or light industrial
uses in the immediate area with larger-scale mixed use residential and retail uses. Fifth Avenue
Point has been assigned a preliminary rating as an Area of Secondary Interest (ASI) by OCHS.
However, an ASI by definition does not qualify for listing in either the National Register or in the
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City of Oakland Local Register of Historical Resources, and is not considered an historic resource
for CEQA purposes as defined by Policy 3.8. As a result, changes to the immediate setting of this
neighborhood would have a less-than-significant impact on historic resources.

Mitigation: None required.

Cumulative Impacts

Impact E.8: The substantial demolition of the Ninth Avenue Terminal, in combination with
the previous loss of the other two Oakland Municipal Terminals, would result in cumulative
impacts to historic resources. (Significant)

The Ninth Avenue Terminal is the last remaining building from the three Oakland Municipal
Terminals built in the early 1920s. The Grove Street Terminal, Outer Harbor Terminal, and Ninth
Avenue Terminal were custom- and purpose-built buildings financed under a 1925 bond of
$9,960,000. The substantial demolition of the Ninth Avenue Terminal would complete the loss of
all of the buildings built as the Oakland Municipal Terminals and would result in significant,
unavoidable cumulative impacts to historic resources.

The implementation of Measure E.3a and E.3b would also mitigate the significant, cumulative
impact associated with Impact E.8, but not to a less-than-significant level. Even with the
documentation, the cumulative impact would remain significant and unavoidable.

Previously, the demolition of the Grove Street Terminal was partially mitigated by the
publication of a book on the history of the Port of Oakland, Pacific Gateway: An Illustrated
History of the Port of Oakland (Minor, 2000) A similar type of mitigation, in the form of
interpretive materials, shall also be used to partially mitigate the cumulative loss of the Ninth
Avenue Terminal, as described below.

Mitigation Measure E.8: The project sponsor shall set aside a minimum of 200 square feet
of floor area within the Bulkhead Building for an historical exhibit depicting the history of
the Oakland Municipal Terminals. At a minimum, the exhibit would consist of the
following:

1) Historic photographs of the Grove Street Terminal, Outer Harbor Terminal and
Ninth Avenue Terminal.

2) Contemporary photographs of the Ninth Avenue Terminal taken as recommended
in Mitigation Measure E.3a.
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3) Examples of manifests, log books, invoices and other artifacts that may be in the
possession of the Port of Oakland or private companies, if available. These may be
reproductions.

4) Other displayable objects and narrative information.

5) An educative and documentary audio/visual history on the Oak to Ninth area and
accessory areas as appropriate, including:

a. Visual explanation of wharf design versus other types of pier design;

b. Oral histories of people who worked at the building and/or other maritime
industries in the area;

C. Historic film clips.

d. History of the development of the harbor;

e. History of the development of the Port Board;

f. PWA and WPA involvement at the Port;

g. World War 11 uses;

h. A visual film documentation of the existing warehouse/industrial character

of the area, including views from the water to the City.

6) The proposed park design, to be located where the Ninth Avenue Terminal
demolition is proposed, should incorporate landscaping, sculptural elements, paths,
lighting, etc. that conceptually reference the expanse of the building’s footprint and
height.

As stated above, implementation of Mitigation Measure E.3a and E.3b would reduce, but not
eliminate, the significant cumulative impact to historic resources.

City decision-makers would consider the all aspects of the project, overall General Plan policies,
and the significant and unavoidable impact discussed here, to determine whether or not an
affirmative finding could be made, under Policy 3.5 of the General Plan Historic Preservation
Element, that “the design quality of the proposed project is at least equal to that of the original
structure[s] and is compatible with the character of the neighborhood” (Finding 1) and that “the
public benefits of the proposed project outweigh the benefit of retaining the original structure[s]”
(Finding 2).

Significance after Mitigation: Significant and Unavoidable.
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F. Geology, Soils, and Seismicity

This section describes geologic and seismic conditions in the project vicinity and evaluates the
potential for the Oak to Ninth project to result in significant related to exposing people or
structures to unfavorable geologic hazards, soils, and/or seismic conditions. As the primary
source of geotechnical data, this section relies on the 2002, Treadwell and Rollo (T&R)
geotechnical investigation for the project. The geotechnical investigation included numerous soil
borings, geotechnical testing of subsurface soil samples, and geotechnical analyses of hazards.
The results of the investigation established recommendations for foundation and pile types and
mitigation of geologic hazards. Potential impacts are discussed and evaluated, and appropriate
mitigation measures are identified where necessary.

Setting

Regional and Site Geology

The city of Oakland includes the mountainous uplands of the Oakland-Berkeley Hills and an
alluvial plain that slopes gently westward away from these hills to meet the flat marginal
baylands of the San Francisco Bay. The project site is located in an area that was historically open
water in Oakland’s Inner Harbor. The project area is relatively flat, with a slope of less than 5
percent and elevations ranging from mean sea level (msl) to approximately 10 feet above (msl).

The city of Oakland lies within the geologic region of California referred to as the Coast Ranges
geomorphic province.l The Coast Ranges natural region is between the Pacific Ocean and the
Great Valley and stretches from the Oregon border to the Santa Ynez River near Santa Barbara.
Discontinuous northwest-trending mountain ranges, ridges, and intervening valleys characterize
this province. Much of the Coast Range province is composed of marine sedimentary and
volcanic rocks that form the Franciscan Assemblage, which in this region of California consists
primarily of greenstone (altered volcanic rocks), basalt, chert (ancient silica-rich ocean deposits),
and sandstone that originated as ancient sea floor sediments.

The San Francisco Bay is in a broad depression in the Franciscan bedrock resulting from an east-
west expansion between the San Andreas and the Hayward fault systems. The bedrock surface
occurs at elevations that range between 200 to 2,000 feet below msl across the Bay Area. Bedrock
is estimated to be at elevations of 600 to 700 feet below msl in the study area. The bedrock
surface becomes deeper towards the south-southeast and shallower in other directions.

Above the bedrock, there are thick deposits of sand, silt, clay and gravel (also referred to as
sedimentary deposits) overlying the Franciscan bedrock due to millions of years of erosion,
deposition, and changes in sea level. These sedimentary deposits have been categorized into the
following geologic formations based on the period of deposition and material type, as described
below.

1 A geomorphic province is an area that possesses similar bedrock, structure, history, and age. California has 11
geomorphic provinces.
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e The Alameda Formation is the deepest and oldest of these sedimentary deposits and consists
of a mixture of clay, silt, sand, gravel, and some shells with predominantly silt and clay
sediments surrounding discontinuous layers of sand and gravel.

e Overlying the Alameda Formation are clay deposits referred to locally as Bay Mud. These
deposits are generally divided into old and young deposits. Old Bay Mud deposits generally
consist of firm, dark greenish gray clay with varying amounts of sand and fine gravel (SClI,
2000) Young Bay Mud is a natural marine deposit present throughout most of the bay that
consists of generally uniform, soft, saturated clay and silt with organic material and some
sand, deposited in areas of weak tidal currents and low water turbulence, primarily consisting
of soft, silty clay. Deposits of Bay Mud are primarily encountered along the historic shoreline
of the bay. Throughout most of the project site, the Bay Mud layer ranges in thickness
between 15 and 30 feet thick with some localized areas that are thicker. In the vicinity of the
Ninth Avenue Terminal, the Bay Mud appears to be up to 40 feet thick. North of the Crowley
Yard, the Bay Mud is almost 50 feet thick. This area coincides with what is believed to be a
former drainage of the Lake Merritt Channel (T&R, 2002).

o Heterogeneous fill that includes sands, gravels, and sand-gravel-clay mixtures. These fill
materials exist across the project site and generally range from 2 to 7 feet in thickness for
most of the site with some localized areas that are thicker (T&R, 2002). The Crowley Yard
has between 6 and 13 feet of fill material, and north of the Crowley Yard the fill is as much as
18 to 25 feet thick. The east and south sides of the Ninth Avenue Terminal have up to 15 feet
of fill. In addition, some hydraulically placed dredged Bay Mud was encountered around the
Ninth Avenue Terminal most likely for the purpose of construction of that building and may
be up to 11 feet thick. This dredged Bay Mud fill has similar properties to some of the other
existing Bay Mud. The fill observed in borings located at the northwest end of land adjacent
to Clinton Basin appears to coincide with the location of a historic slough that incised through
the marshland. As early as 1852, maps show the project area entirely covered by natural
marsh lands, which was reclaimed by placement of artificial fill between 1854 and 1915 for
bayside development (T&R, 2002).

Soils

The project site was part of the San Francisco Bay before filling operations created the area in the
mid to late 1800s and early 1900s. The United States Department of Agriculture (USDA) Natural
Resource Conservation Service (NRCS) (formerly known as the Soil Conservation Service) has
characterized soils beneath the project area as “Urban Land” soils (USDA, 1980). Urban land
refers to areas that are so altered or obstructed by urbanization such as buildings, pavement, and
cut and fill operations that identification of the native soils is not feasible. The fact that much of
the project area is reclaimed land created by filling in the open water severely limits any native
surface soils on the project site. A description of the fill materials encountered in the project area
is provided above.

Mineral Resources

The California Division of Mines and Geology (CDMG) has classified lands within the San
Francisco-Monterey Bay Region into Mineral Resource Zones (MRZs). The classification of
MRZs is based on guidelines adopted by the California State Mining and Geology Board, as
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mandated by the Surface Mining and Reclamation Act (SMARA) of 1974 (Stinson et al., 1982).
The project site is mapped by the CDMG as MRZ-1, an area where no significant mineral
deposits are present (Stinson et al., 1982).

Seismicity

The San Francisco Bay Area region contains both active and potentially active faults and is
considered a region of high seismic activity (Figure I1V.F-1).2 The 2001 California Building
Code locates the entire Bay Area within Seismic Risk Zone 4. Areas within Zone 4 are expected
to experience maximum magnitudes and damage in the event of an earthquake. The U.S.
Geological Survey (USGS) Working Group on California Earthquake Probabilities has evaluated
the probability of one or more earthquakes of Richter magnitude 6.7 or higher occurring in the
San Francisco Bay Area within the next 30 years. The result of the evaluation indicated a

62 percent likelihood that such an earthquake event will occur in the Bay Area between 2003 and
2032 (USGS, 2003).

Magnitude is a measure of the energy released in an earthquake and intensity is a measure of the
ground shaking effects at a particular location. The estimated magnitudes, described as moment
magnitudes (Mw) represent characteristic earthquakes on particular faults (Table IV.F-1).3
Ground movement during an earthquake can vary depending on the overall magnitude, distance
to the fault, focus of earthquake energy, and type of geologic material. The composition of
underlying soils, even those relatively distant from faults, can intensify ground shaking. The
Modified Mercalli (MM) intensity scale (Table 1V.F-2) is commonly used to measure earthquake
effects due to ground shaking. The MM values for intensity range from | (earthquake not felt) to
XII (damage nearly total), and intensities ranging from IV to X could cause moderate to
significant structural damage.*

An “active” fault is defined by the State of California as a fault that has had surface displacement within Holocene
time (approximately the last 10,000 years). A “potentially active” fault is defined as a fault that has shown evidence
of surface displacement during the Quaternary (last 1.6 million years), unless direct geologic evidence demonstrates
inactivity for all of the Holocene or longer. This definition does not, of course, mean that faults lacking evidence of
surface displacement are necessarily inactive. “Sufficiently active” is also used to describe a fault if there is some
evidence that Holocene displacement occurred on one or more of its segments or branches (Hart, 1997).

Moment magnitude is related to the physical size of a fault rupture and movement across a fault. The Richter
magnitude scale reflects the maximum amplitude of a particular type of seismic wave. Moment magnitude provides
a physically meaningful measure of the size of a faulting event (CDMG, 1997b). The concept of “characteristic”
earthquake means that we can anticipate, with reasonable certainty, the actual earthquake that can occur on a fault.
The damage level represents the estimated overall level of damage that will occur for various MM intensity levels.
The damage, however, will not be uniform. Some buildings will experience substantially more damage than this
overall level, and others will experience substantially less damage. Not all buildings perform identically in an
earthquake. The age, material, type, method of construction, size, and shape of a building all affect its performance
(ABAG, 1998a).
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IV. Environmental Setting, Impacts, and Mitigation Measures

TABLE IV.F-1
ACTIVE FAULTS IN THE PROJECT SITE VICINITY

F. Geology, Soils, and Seismicity

Maximum
Distance and Moment
Direction from o Magnitude
Oak to Ninth Recency of Fault Historical Earthquake
Fault District Movement Classification? Seismicity? (Mw)©
Hayward 3.48 miles Historic (1836; Active M 6.8, 1868 7.1
northeast 1868 ruptures) Many <M 4.5
Holocene
Calaveras 13.67 miles Historic (1861 Active M 5.6-M 6.4, 6.8
east rupture) Holocene 1861
M 4-M 4.5
swarms 1970,
1990
San Andreas 15.53 miles Historic (1906; Active M 7.1, 1989 7.9
west 1989 ruptures) M 8.25, 1906
Holocene M 7.0, 1838
Many <M 6
Marsh Creek— 21.13 miles Historic (1980 Active M 5.6 1980 6.9
Greenville east rupture) Holocene
Concord— 21.13 miles Historic (1955) Active Historic active 6.9
Green Valley northeast Holocene creep
Rodgers Creek 21.13 miles Historic Holocene Active M 6.7, 1898 7.0
north
M 5.6, 5.7, 1969

See footnote 3

particular type of seismic wave.

Richter magnitude (M) and year for recent and/or large events. The Richter magnitude scale reflects the maximum amplitude of a

Moment magnitude (Mw) is related to the physical size of a fault rupture and movement across a fault. Moment magnitude provides a

physically meaningful measure of the size of a faulting event (CGS, 1997). The Maximum Moment Magnitude Earthquake, derived
from the joint CDMG/USGS Probabilistic Seismic Hazard Assessment for the State of California, 1996. (USGS OFR 96-705).

SOURCES: Hart, 1997; Jennings, 1994, Peterson, 1996, T&R, 2002.

Regional Faults

The project site is approximately 3.5 miles southwest of the active Hayward Fault Zone and
15.5 miles east of the San Andreas Fault Zone (Figure I1V.F-1). The Hayward fault and the

San Andreas fault exhibit strike-slip orientation and have experienced movement within the last
150 years.> Other principal faults capable of producing significant ground shaking at the project
site are listed on Table 1V.F-2 and include the Calaveras, Concord-Green Valley, Marsh Creek—
Greenville, and Rodgers Creek.

Faults that have experienced displacement more than 1.6 million years ago, referred to as pre-
Quaternary, exist throughout the East Bay Hills, approximately 3 miles to the east of the project
site. These faults are not considered either active or potentially active; although they cannot be

5 A strike-slip fault is a fault on which movement is parallel to the fault’s strike (Bates and Jackson, 1984).
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IV. Environmental Setting, Impacts, and Mitigation Measures

F. Geology, Soils, and Seismicity

TABLE IV.F-2
MODIFIED MERCALLI INTENSITY SCALE

Intensity Average Peak
Value Intensity Description Acceleration

| Not felt except by a very few persons under especially favorable circumstances. <0.0017 g2
1] Felt only by a few persons at rest, especially on upper floors on buildings. <0.014 ¢

Delicately suspended objects may swing.

1 Felt noticeably indoors, especially on upper floors of buildings, but many people do <0.014 ¢
not recognize it as an earthquake. Standing motor cars may rock slightly, vibration
similar to a passing truck. Duration estimated.

v During the day felt indoors by many, outdoors by few. At night, some awakened. 0.014-0.04 g
Dishes, windows, doors disturbed; walls make cracking sound. Sensation like
heavy truck striking building. Standing motor cars rocked noticeably.

\% Felt by nearly everyone, many awakened. Some dishes and windows broken; a 0.04-0.09 g
few instances of cracked plaster; unstable objects overturned. Disturbances of
trees, poles may be noticed. Pendulum clocks may stop.

VI Felt by all, many frightened and run outdoors. Some heavy furniture moved; and 0.09-0.18 g
fallen plaster or damaged chimneys. Damage slight.

\i Everybody runs outdoors. Damage negligible in buildings of good design and 0.18-0.34 ¢
construction; slight to moderate in well-built ordinary structures; considerable in
poorly built or badly designed structures; some chimneys broken. Noticed by
persons driving motor cars.

Vil Damage slight in specially designed structures; considerable in ordinary substantial 0.34-0.65¢g
buildings, with partial collapse; great in poorly built structures. Panel walls thrown
out of frame structures. Fall of chimneys, factory stacks, columns, monuments,
walls. Heavy furniture overturned. Sand and mud ejected in small amounts.
Changes in well water. Persons driving motor cars disturbed.

IX Damage considerable in specially designed structures; well-designed frame 0.65-1.24 g
structures thrown out of plumb; great in substantial buildings, with partial collapse.
Buildings shifted off foundations. Ground cracked conspicuously. Underground
pipes broken.

X Some well-built wooden structures destroyed; most masonry and frame structures >1.24¢9
destroyed with foundations; ground badly cracked. Rails bent. Landslides
considerable from riverbanks and steep slopes. Shifted sand and mud. Water
splashed (slopped) over banks.

Xl Few, if any, (masonry) structures remain standing. Bridges destroyed. Broad >1.24¢9
fissures in ground. Underground pipelines completely out of service. Earth slumps
and land slips in soft ground. Rails bent greatly.

Xl Damage total. Practically all works of construction are damaged greatly or >1.24¢9
destroyed. Waves seen on ground surface. Lines of sight and level are distorted.
Objects are thrown upward into the air.

a g (gravity) = 980 centimeters per second squared. 1.0 g of acceleration is a rate of increase in speed equivalent to a car traveling
328 feet from rest in 4.5 seconds.

SOURCES:  ABAG, 2003a, CGS, 2005.

considered inactive, their period of inactivity suggests that they are less likely to generate a
considerable seismic event. Occasionally, pre-Quaternary faults exhibit secondary movement
during a major event on an active fault.
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Hayward Fault Zone

The Hayward Fault Zone is the southern extension of a fracture zone that includes the Rodgers
Creek fault (north of San Pablo Bay), the Healdsburg fault (Sonoma County), and the Maacama
fault (Mendocino County). The Hayward fault trends to the northwest within the East Bay,
extending from San Pablo Bay in Richmond, 60 miles south to San Jose. The Hayward fault in
San Jose converges with the Calaveras fault, a similar type fault that extends north to Suisun Bay.
The Hayward fault is designated by the Alquist-Priolo Earthquake Fault Zoning Act as an active
fault.

Historically, the Hayward fault generated one sizable earthquake in the 1800s.6 In 1868, a
Richter magnitude 7 earthquake on the southern segment of the Hayward Fault ruptured the
ground for a distance of about 30 miles. Recent analysis of geodetic data indicates surface
deformation may have extended as far north as Berkeley. Lateral ground surface displacement
during these events was at least 3 feet.

A characteristic feature of the Hayward fault is its well-expressed and relatively consistent fault
creep. Although large earthquakes on the Hayward fault have been rare since 1868, slow fault
creep has continued to occur and has caused measurable offset. Fault creep on the East Bay
segment of the Hayward fault is estimated at 9 millimeters per year (mm/yr) (Peterson, et al.,
1996). However, a large earthquake could occur on the Hayward fault with an estimated moment
magnitude (Mw) of about Mw 7.1 (Table IV.F-2). The USGS Working Group on California
Earthquake Probabilities includes the Hayward—Rodgers Creek Fault Systems in the list of those
faults that have the highest probability of other Bay Area faults of generating earthquakes of
magnitude (M) 6.7 and greater (USGS, 2003).

San Andreas Fault Zone

The San Andreas Fault Zone is a major structural feature in the region and forms a boundary
between the North American and Pacific tectonic plates, extending from the Salton Sea in
Southern California near the border with Mexico to north of Point Arena, where the fault trace
extends out into the Pacific Ocean. The main trace of the San Andreas fault through the Bay Area
trends northwest through the Santa Cruz Mountains and the eastern side of the San Francisco
Peninsula. As the principal strike-slip boundary between the Pacific plate to the west and the
North American plate to the east, the San Andreas is often a highly visible topographic feature,
such as between Pacifica and San Mateo, where Crystal Springs Reservoir and San Andreas Lake
clearly mark the rupture zone. Near San Francisco, the San Andreas fault trace is located
immediately off-shore near Daly City and continues northwest through the Pacific Ocean
approximately 6 miles due west of the Golden Gate Bridge.

In the San Francisco Bay Area, the San Andreas Fault Zone was the source of the two major
seismic events in recent history that affected the San Francisco Bay region. The 1906 San
Francisco earthquake was estimated at M 7.9 and resulted in approximately 290 miles of surface

6 Prior to the early 1990s, it was thought that a Richter magnitude 7 earthquake occurred on the northern section of
the Hayward Fault in 1836. However, a study of historical documents by the California Geological Survey
concluded that the 1836 earthquake was not on the Hayward Fault (Toppozada et al., 1998).
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