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415 Transportation and Circulation

This section describes the transportation and circulation conditions in the vicinity of the Project
area including transit services, pedestrian and bicycle facilities, and motor vehicle traffic;
discusses the State and local regulations and policies pertinent to transportation and circulation;
assesses the potentially significant transportation and circulation impacts of developing the
Project; and provides, where appropriate, mitigation measures to address those impacts.

The analysis was conducted in compliance with the City of Oakland Transportation Impact
Review Guidelines (City of Oakland, 2017a) in effect at the time of the Notice of Preparation
(NOP).

See Section 4.10, Land Use, Plans, and Policies, for discussion regarding maritime land use and
navigation.

4.15.1 Environmental Setting

The existing transportation-related context in which the Project would be implemented is
described below, beginning with a description of the study area and street network serving the
area. Existing transit, bicycle, and pedestrian facilities are also described. Current conditions for
roadways in downtown Oakland are summarized. This subsection also discusses planned changes
to transportation facilities/operating conditions in Oakland near the Project site as well as
applicable planning policies.

Transportation Impact Area

The City’s guidelines indicate that transportation analyses should generally include a study area
500 feet to one-half mile or more surrounding the project site, depending on the size and nature of
the project, the travel mode, and the topic. For this Project, the study area varies by mode, and
each is described below, along with a brief description of the basis for the study area selected. As
explained below, in this instance the City determined that it was appropriate to establish a study
area based on the unique nature of the proposed Project, its potential to generate traffic before and
after events at the ballpark, and the location and extent to which public transit is expected to be
relied upon to serve the ballpark.

Motor Vehicles

Figure 4.15-1 illustrates the local street and freeway access study area for motor vehicles. The
study area was established using the City’s guidelines. First, the Project’s motor vehicle trip
generation was established and then the trips were distributed and assigned to the local streets and
freeway interchanges. Consistent with the City’s guidelines, the motor vehicle study intersections
shown in Figure 4.15-1 included all intersections immediately adjacent to the Project site; all
signalized (and all-way stop-controlled) intersections where the Project would add 100 or more
weekday a.m. or p.m. commute peak-hour motor vehicle trips; all signalized intersections
operating at Level of Service (LOS) D, E, or F with 50 or more peak-hour trips; and side-street
stop-controlled intersections where the Project would add 50 or more peak-hour trips to any
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individual movement other than the major-street through movement.! While not established
through the City’s guidelines, the nearest freeway interchange on-ramp merge areas, also noted in
the figure, were identified for study to determine whether freeway on-ramp operations would
cause motor vehicle congestion affecting local streets. Freeway mainline segments were
identified for analysis through the Alameda County Transportation Commission (Alameda CTC)
Congestion Management Program (CMP) in effect at the time of the NOP and include the area
freeways serving the site: Interstate 580 (I-580), Interstate 880 (I-880), Interstate 980 (1-980), and
State Route (SR) 24.

Transit

Figure 4.15-2 illustrates the study area for transit, which was established using the City’s
guidelines. First, the Project’s transit trip generation was established, then the trips were
distributed and assigned to the various transit options. While the City’s guidelines do not quantify
a transit ridership threshold for evaluating transit impacts, the guidelines do note significant
transit trips that create local issues for transit service. The guidelines also reference the need to
consider transportation review up to or more than one-half mile from the project site. Based on
this guidance and the Project’s substantial transit trip generation, the study area was established
including bus transit within one-half mile of the Project site; Bay Area Rapid Transit (BART),
including stations at West Oakland, Lake Merritt, and 12th Street because of their similar
proximity to Project site; regional rail service, including the Oakland Jack London Square Amtrak
Station; and the Oakland Jack London Square Ferry Terminal. In addition, several transit
corridors were identified for study, as shown in the figure, because they provide local bus service
near the site and to the BART, Amtrak, and ferry services.

Bicycles

Figure 4.15-3 illustrates the study area for bicycles, which was established using the City’s
guidelines. First, the Project’s bike trip generation was established, then the trips were distributed
and assigned to the various bike corridors. The City’s guidelines do not quantify a bike ridership
threshold for evaluating bike impacts on a corridor, but the guidelines reference the need to
consider transportation review up to and potentially beyond one-half mile from the project site.
The one-half-mile boundary is noted in the figure, along with corridors within that boundary
where Project bike trips would travel beyond the boundary connecting to other major corridors
established by the 2019 Let’s Bike Oakland Plan.

Pedestrians

Figure 4.15-4 illustrates the study area for pedestrians, which was established using the City’s
guidelines. Like the other travel modes, the Project’s pedestrian trip generation was established,
then the trips were distributed and assigned to the various corridors. Pedestrian trips include trips
where walking is the primary mode, and secondary walking trips associated with those that use
transit and then walk between the Project site and the transit access point. The City’s guidelines

1 While the City no longer uses intersection Level of Service (LOS) to measure CEQA impacts, the metric is used to

identify intersections where multimodal data should be collected and evaluated per the City’s Transportation
Impact Review Guidelines (City of Oakland, 2017a).

Waterfront Ballpark District at Howard Terminal 4.15-2 ESA /D171044
Draft Environmental Impact Report February 2021



Lake Merritt

Oakland Waterfront Ballpark District Project

Figure 4.15-1

Motor Vehicle Influence Area

ket St/West Grand Ave

ket St/24th St
ket St/26th St
ket St/30th St

ket St/18th St
@) Brush St/17th St

@ Brush St/18th St
€D castro St/17th St
€D Castro St/18th St

I Intersections outside of map extent:
(154 VE]
@ Ma

2N

V'
WV 9 u“l
ST M,, w’

_nlu w:c.w_& 0)a°
vy N Q
Y. ..#Q

N Yy

.mmy
/]

S

Q Study Freeway On-Ramp Merges

BART Station
Amtrak
Ferry

b
o

Project Boundary
Study Intersection

LEGEND
LR NN ]
L]
Ammma
]

Jopessni\BulBPON-SID-solydels Go\dIT 1ousia Yedieg s, - 0070 1L LAXXX0L N\O4S

SOURCE: Fehr & Peers, 2020

" ESA



=

=

—
o

anulY Ly
&

£

Lake Merritt

DN

o M/ X7 H. i.a

1/2 Mile From Project Study Area

BART Station
Amtrak
Ferry

b
®
(&

Project Boundary
Transit Influence Area
Existing Pedestrian Connection

LEGEN
|
——

Jopessni\BulBPON-SID-solydels Go\dIT 1ousia Yedieg s, - 0070 1L LAXXX0L N\O4S

Oakland Waterfront Ballpark District Project

SOURCE: Fehr & Peers, 2021

Figure 4.15-2
Transit Influence Area

" ESA



LEGEND

Project Boundary

mmmmm Bicycle Influence Area

SFO\170XXX\D171044.00 - A's Ballpark District EIR\05 Graphics-GIS-Modeling\lllustrator

2008

1/2 Mile From Project Boundary
BART Station

Amtrak

Ferry

Bike Riders Would Use 2nd and Oak Streets to Access Lake Merritt BART Station

Lake Merritt

SOURCE: Fehr & Peers, 2020

" ESA
4

Oakland Waterfront Ballpark District Project

Figure 4.15-3
Bicycle Influence Area



”I'I/ 99, %
[/}
S
{ g ’II%

" &

o enweny %‘ ‘
= &
vy o W

&

4

W'N.\

L/

Lake Merritt

1/2 Mile From Project Boundary

BART Station
Amtrak
Ferry

ba
8]

Pedestrian Influence Area
Existing Pedestrian Connection

Project Boundary

LEGEN
—
——

Jopessni\BulBPON-SID-solydels Go\dIT 1ousia Yedieg s, - 0070 1L LAXXX0L N\O4S

Oakland Waterfront Ballpark District Project

SOURCE: Fehr & Peers, 2020

Figure 4.15-4

Pedestrian Influence Area

" ESA



4. Environmental Setting, Impacts, and Mitigation Measures

4.15 Transportation and Circulation

do not quantify a pedestrian trip threshold for evaluating pedestrian corridors, but the guidelines
reference the need to consider transportation review up to and potentially beyond one-half mile
from the project site. The one-half-mile boundary is noted in the figure, along with the corridors
where the Project’s pedestrians would travel beyond the boundary connecting to either transit or
downtown Oakland, a major attraction for the Project’s pedestrian trips. The study area was
expanded beyond the one-half-mile radius along these corridors because pedestrians are expected
to use them to walk between the Project site and transit/downtown.

Existing Roadway Network

Existing regional freeway access to the Project site is provided via [-880 and [-980. Direct
vehicular access to the site is provided via local roadways: Embarcadero West extending along
the northern boundary of the site, and streets from the north via at-grade crossings of the railroad
tracks: Clay Street, Martin Luther King Jr. Way, and Market Street. Regional and local roadways
serving the Project’s study area are described below and an overview of the road network is
shown in Figure 4.15-1.

Regional Roadway Access

A brief description of the regional roadway network serving downtown Oakland and the Project
site is provided below. Average daily traffic volumes were obtained from the California
Department of Transportation’s (Caltrans’) Traffic Volumes on the State Highway System
(Caltrans, 2017).

e [-980 is an eight-lane north-south freeway along the west side of downtown that connects
SR 24 and I-580 to I-880. Ramps connect to the study area via 17th/18th Streets and
11th/12th Streets. I-980 has an average annual daily traffic volume (AADT) of 92,400
vehicles at the junction with [-880.

e SR 24 is an eight-lane east-west freeway connecting [-580 in Oakland to [-680 in Walnut
Creek in the east. West of I-580, SR 24 continues as 1-980. SR 24 has an AADT of
approximately 152,300 vehicles at the junction of I-580 and I1-880.

e [-580 is an eight-lane east-west freeway connecting U.S. Highway 101 in Marin County to
Interstate 5 south of Tracy. 1-980 provides access between the study area and I-580. I-580 has
an AADT of approximately 198,000 vehicles per day near the SR 24 interchange with 1-980.

e [-880 is an eight-lane north-south freeway connecting Interstate 80 (I-80) in Oakland to I-280
in San Jose. [-880 connects with 1-980, which provides access to downtown. The northbound
1-880 off-ramp at Market Street connects with the study area while 5th Street connects to the
northbound I-880 on-ramp at Union Street. Southbound I-880 drivers exiting the freeway to
access the study area must do so at Union Street whereas there are two on-ramps: one east of
Adeline Street and one east of Broadway. [-880 has an AADT of approximately 125,000
vehicles per day near the [-980 interchange.

e [-80is an eight- to 10-lane freeway extending west to San Francisco, and east through
Berkeley and Sacramento, into Nevada and farther east. [-880 and 1-980 via [-580 provide
access between the study area and 1-80. [-80 has an AADT of approximately 278,000
vehicles per day at the border between San Francisco and Alameda Counties.

e SR 260 is a generally four-lane road connecting 1-880 via the Jackson Street on-ramp in
Oakland with Atlantic Avenue in Alameda via the Webster-Posey Tubes. Webster and
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Harrison Streets in downtown Oakland connect to SR 260, which has an AADT of
approximately 31,500 vehicles per day through the Webster-Posey Tubes.

Local Roadway Access

Many local and arterial streets serve the Project site. A brief description of those streets providing
the most direct access to the study area is provided below:

Adeline Street is a north-south principal arterial extending from Middle Harbor Road in the
Port of Oakland through West Oakland to Berkeley. South of 3rd Street, Adeline Street is a
two-way roadway with a center median and two lanes in each direction. Between 3rd and
Sth Streets, the roadway narrows to one lane in each direction. Between 3rd and 10th Streets,
the roadway generally does not include a median and provides two lanes in each direction.
North of 10th Street, Adeline Street provides one lane in each direction.

Market Street is a north-south minor arterial extending from the project site at Embarcadero
West to 63rd Street, where it transitions to Sacramento Street as it extends north into
Berkeley. South of 3rd Street, Market Street has three southbound lanes and one northbound
lane. Between 3rd and 18th Streets Market Street generally has two southbound and two
northbound lanes with a median/left-turn lane. North of 18th Street it becomes one lane in
each direction. Market Street has an at-grade railroad crossing serving the Project site and
Schnitzer Steel via Embarcadero West.

San Pablo Avenue is a north-south principal arterial stretching from downtown Oakland north
to Crocket. It is designated as SR 123 north of I-580. In downtown, San Pablo Avenue
operates with two lanes in each direction, with left-turn pockets provided at key intersections.
It is one of the primary local roadways connecting downtown Oakland with the City of
Berkeley. The Project site is connected to San Pablo Avenue via Market Street.

Brush Street is a north-south minor arterial extending from south of I-880 at 2nd Street north
along the west side of I-980, where it merges with San Pablo Avenue north of West Grand
Avenue. Brush Street is one-way southbound and provides three lanes. Brush and Castro
Streets form a one-way couplet and on- and off-ramps along Brush Street provide [-980
westbound freeway access.

Castro Street is a north-south minor arterial extending from south of [-880 at 2nd Street north
along the east side of I-980, where it merges with Martin Luther King Jr. Way at West Grand
Avenue. Castro Street is one way northbound and provides three lanes. Castro and Brush
Street, which is along the west side of [-980, form a one-way couplet and on- and off-ramps
along Castro Street provide [-980 eastbound freeway access.

Martin Luther King Jr. Way is a north-south minor arterial extending from the project site at
Embarcadero West through downtown Oakland to the City of Berkeley. In downtown
Oakland, Martin Luther King Jr. Way has two travel lanes in each direction from the project
site to West Grand Avenue, where it transitions to one lane each direction to 40th Street and
then transitions back to two lanes each direction. Martin Luther King Jr. Way has an at-grade
railroad crossing serving the Project site and Embarcadero West.

Broadway is a north-south principal arterial extending between Jack London Square and
SR 24 in Oakland. Broadway generally provides two travel lanes in each direction and
provides a landscaped median in the vicinity of the Project site. The 12th Street BART
Station is located on Broadway at 12th Street, about 0.8 miles from the eastern edge of the
Project site.
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o Chestnut Street, Linden Street, Filbert Street, and Myrtle Street are local north-south streets,
each with one northbound and one southbound lane. Chestnut and Filbert Streets extend
between the railroad tracks and Sth Street, while Linden and Myrtle Streets extend between
the railroad tracks and 3rd Street.

e [2th Street is a two-way east-west minor arterial between Union and Market Streets in West
Oakland and provides two lanes in each direction. East of Market Street, 12th Street
transitions to a one-way westbound street, forming a one-way couplet with 11th Street,
between Brush Street and Lake Merritt Boulevard. It is generally a three-lane westbound
street to Franklin Street, where it widens to four westbound lanes, extending to within a few
hundred feet of Lake Merritt Boulevard; at this point, it narrows to a three-lane street before
terminating at Lake Merritt Boulevard.

o [Ith Street is an east-west minor arterial that extends between Market Street at 10th Street
through downtown Oakland to Lake Merritt Boulevard. It is a one-way eastbound street,
forming a one-way couplet with 12th Street, with generally four lanes between Brush and
Madison Streets. East of Madison Street, one lane continues to Oak Street while three lanes
extend under Oak Street and intersect with Lake Merritt Boulevard.

e 8th Street is an east-west minor arterial between Pine and Market Streets through West
Oakland, with one lane in each direction. In downtown Oakland, 8th Street is a one-way
street with four westbound lanes. It forms a one-way couplet with 7th Street through
downtown Oakland. The Lake Merritt BART Station is located on the north side of 8th
Street, west of Oak Street, about 1.1 miles from the eastern edge of the Project site.

e 7th Street is an east-west minor arterial street that traverses downtown Oakland, connecting
West and East Oakland. West of Castro Street, 7th Street is a two-way, six-lane divided
street. Between Castro and Fallon Streets, 7th Street is one-way with four eastbound lanes. It
forms a one-way couplet with 8th Street through downtown Oakland. East of Fallon Street,
7th Street is a two-way, four-lane divided street. The West Oakland BART Station is located
on the south side of 7th Street at Mandela Parkway, about 0.9 miles from the north edge of
the Project site.

e  6th Street is an east-west major collector between Adeline Street and Broadway. East of
Broadway, 6th Street consists of multiple non-continuous segments that provide access to and
from 1-880. 6th Street is a one-way street with two westbound lanes between Adeline and
Brush Streets, three westbound lanes between Brush and Jefferson Streets, and two
westbound lanes between Jefferson Street and Broadway. 6th Street has a forced right-turn
lane at Market Street where the northbound I-880 off-ramp intersects Market Street.

e 5th Street is an east-west minor arterial between Peralta and Franklin Streets. East of Franklin
Street, Sth Street consists of multiple non-continuous segments that provide access to and
from [-880. West of Kirkham Street, 5th Street is a two-way street with one lane in each
direction. Between Kirkham and Adeline Streets, 5th Street is a divided two-way street with
two lanes in each direction between Kirkham and Union Streets and three lanes in each
direction between Union and Adeline Streets. West of Adeline Street, Sth Street is a one-way
street with two eastbound lanes between Adeline and Market Streets and three westbound
lanes between Market Street and Broadway. The West Oakland BART Station is located on
the northern side of Sth Street, west of its intersection with Mandela Parkway, about 0.9 miles
from the north edge of the Project site.

e 3rd Street is an east-west minor arterial between Peralta and Oak Streets. 3rd Street is a two-
way street with one lane in each direction and is discontinuous between Center Street and
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Mandela Parkway. 3rd Street transitions from an east-west to a north-south orientation
becoming Mandela Parkway.

o Embarcadero West is an east-west major collector that extends between a dead-end west of
Market Street at Schnitzer Steel and Oak Street (east of Oak Street, the roadway is renamed
to Embarcadero). West of Martin Luther King Jr. Way, Embarcadero West is an undivided
two-way roadway with one travel lane in each direction. Between Jefferson and Webster
Streets, Embarcadero West maintains one lane in each direction, but is divided by the railroad
tracks. East of Webster Street, Embarcadero West returns to an undivided configuration with
one travel lane in each direction.

e Water Street is an east-west local road that extends between Clay Street and Harrison Street.
East of Washington Street, Water Street is a pedestrian and bicycle shared use path restricted
to emergency and service vehicles. It provides emergency vehicle access to existing buildings
in Jack London Square and is rated for fire apparatus. There is an active fire station at the
Water Street/Clay Street intersection.

Existing Transit Services

Alameda—Contra Costa Transit (AC Transit) provides local bus service in the East Bay and
transbay bus service to the Transbay Terminal in San Francisco. BART provides regional rail
service connecting San Francisco, northern San Mateo County, and the East Bay. Amtrak also
provides regional rail service within the San Francisco Bay Area and beyond. The San Francisco
Bay Ferry, operated by the Water Emergency Transportation Authority (WETA), provides ferry
service. An overview of transit service in the project study area is shown in Figure 4.15-5 and
described below (San Francisco Bay Area WETA, 2019).

Bus Services

AC Transit is the primary bus service provider in 13 cities and adjacent unincorporated areas in
Alameda and Contra Costa Counties, with transbay service to destinations in San Francisco, San
Mateo, and Santa Clara Counties. On a typical day in 2018, AC Transit reports serving about
169,000 riders in Alameda County (AC Transit, 2019b).2

A total of 12 AC Transit local lines, two transbay lines, and a Broadway shuttle operate within a
10-minute walk from the Project site. The Broadway “B” Shuttle is administered by the City of
Oakland and operated by AC Transit, connecting Jack London District and Uptown. The free
shuttle provides service along the Broadway corridor, between Jack London Square and Grand
Avenue. The shuttle connects major destinations such as Jack London Square, City Center, and
Uptown with major transportation services including BART, AC Transit, Amtrak, and the
Oakland Ferry Terminal. The shuttle operates day service Monday through Friday from 7:00 a.m.
to 7:00 p.m. every 11 minutes during commute hours and lunchtime and every 12 to 15 minutes
at other times. Night service is provided Monday through Friday with shuttles running every

12 minutes.

2 AC Transit ridership for fiscal year 2017-2018 provided.
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Bus stop facilities within a 10-minute walk of the Project site vary from a signpost only to full
amenities including seating, shelters, line information, trash receptacles, and other street furniture
elements. Some bus stops are located on the near side of signalized intersections, while others are
located on the far side.

Table 4.15-1 summarizes the AC Transit lines operating within a 15-minute walk of the Project
site and Table 4.15-2 shows the capacity and load (passengers) by line. The load factors in

Table 4.15-2 are defined as the ratio of occupied seats at peak loading during the weekday
afternoon commute period to the number of seats on the bus. A load factor of 100 percent (shown
as 1.0 in Table 4.15-2) or more indicates the bus operates at or above its seating capacity. During
the weekday commute p.m. peak period (4:00 p.m. to 6:00 p.m.) the buses in the vicinity of the
Project site generally operate below bus capacities. Lines 51A at the Broadway intersection with
9th Street and Lines O (eastbound) and W (eastbound) at the Market Street/5th Street intersection
are most heavily used, with load factors approaching or exceeding 1.0.

Bay Area Rapid Transit

BART provides regional rail service between San Francisco, northern San Mateo County, the
East Bay, and as of June 2020 the South Bay via the new extension to the Berryessa station in
Santa Clara County. Based on BART monthly ridership reports, the average weekday ridership in
2018 at the time of the NOP was about 412,000 systemwide (BART, 2018). The BART stations
most likely to serve the Project are the 12th Street Oakland City Center, Lake Merritt, and West
Oakland stations:

o [2th Street Oakland City Center station is located under Broadway in downtown Oakland,
with station entrances between 11th Street and 14th Street, about 0.8 miles from the Project’s
eastern boundary. The station is served by the Richmond-Millbrae, Richmond—Warm
Springs/South Fremont, and Antioch—SFO/Millbrae lines.

o Lake Merritt station is in Oakland’s Chinatown District, with an entrance at the Oak Street/
8th Street intersection about 1.1 miles from the Project’s eastern boundary. The station is
served by the Dublin/Pleasanton—Daly City, Richmond—Warm Springs/South Fremont, and
Warm Springs/South Fremont—Daly City lines.

o West Oakland station is in West Oakland, about 0.9 miles from the Project’s northern
boundary, and is bounded by 7th Street, Chester Street, Sth Street, and Mandela Parkway.
The station is served by all four transbay lines: Richmond—Daly City, Antioch—SFO/Millbrae,
Dublin/Pleasanton—Daly City, and Warm Springs/South Fremont—Daly City.

These stations are each served by about 20 trains per hour, per direction, during the peak periods.
Based on BART monthly ridership reports provided by BART, in fall 2018 about 28,300, 14,200,
and 15,200 weekday daily passengers (entries plus exits) were served at the 12th Street, Lake
Merritt, and West Oakland stations, respectively.
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TABLE 4.15-1

AC TRANSIT LINES NEAR THE PROJECT SITE

Line

Description

Nearest Stop

Hours of Operation

Peak Period Frequency

6 — Telegraph Avenue Downtown Berkeley to Downtown 10th Street at Washington Weekday: 5:00 a.m. to 12:30 a.m. | Weekday 12-minutes

Oakland Weekend: 5:00 a.m. to 12:30 a.m. | Weekend 15-minutes

12 — Grand Avenue West Berkeley to Amtrak at Jack Embarcadero West at Broadway Weekday: 6:00 a.m. to 12:00 a.m. | Weekday 20-minutes

London Square Weekend: 6:00 a.m. to 12:00 a.m. | Weekend 30-minutes

18 — Martin Luther King Jr. Way University Village, Albany, to Lake 8th Street at Broadway Weekday: 5:15 a.m. to 1:00 a.m. | Weekday 15-minutes

and Shattuck Avenue (Major Merritt BART Weekend: 6:00 a.m. to 1:00 a.m. | Weekend 20-minutes

Corridor)

19 — Buena Vista Downtown Oakland to Fruitvale BART | 11th Street at Jefferson Street Weekday: 6:00 a.m. to 10:30 p.m. | Weekday 30-minutes

Weekend: 6:00 a.m. to 10:30 p.m. | Weekend 30-minutes

20 — Webster Street and Park Dimond District to Downtown Oakland | Martin Luther King Jr. Way at 11th Weekday: 5:00 a.m. to 12:30 a.m. | Weekday 30-minutes

Boulevard (Major Corridor) Street Weekend: 5:00 a.m. to 12:30 a.m. | Weekend 30-minutes

29 — Lakeshore Boulevard, Public Market Emeryville to West Martin Luther King Jr. Way at 12th Weekday: 6:00 a.m. to 10:45 p.m. | Weekday 20-minutes

Peralta Street, Hollis Street Oakland BART to Lakeshore Avenue | Street (WB) 11th Street at Jefferson Weekend: 6:00 a.m. to 10:45 p.m. | Weekend 30-minutes

Street (EB)

36 — Oakland Avenue Park Bancroft Way and Piedmont Avenue, | 7th Street at Adeline Street Weekday: 6:00 a.m. to 12:45 a.m. | Weekday 30-minutes

Boulevard Berkeley to West Oakland BART Weekend: 6:00 a.m. to 12:45 a.m. | Weekend 30-minutes

51A — Broadway and College Rockridge BART to Fruitvale BART 8th Street at Broadway (EB) Weekday: 5:00 a.m. to 12:30 a.m. | Weekday 10-minutes

Avenue (Major Corridor) via the City of Alameda 7th Street at Franklin Street (WB) Weekend: 5:30 a.m. to 12:45 a.m. | Weekend 15-minutes

62 — 7th Street and 23rd Street West Oakland BART to Fruitvale 7th Street at Market Street Weekday: 5:30 a.m. to 12:45 a.m. | Weekday 15-minutes

BART Weekend: 6:00 a.m. to 12:45 a.m. | Weekend 30-minutes

72 (Major Corridor) Hilltop Mall to the Jack London District | 2nd Street at Washington Street Weekday: 5:00 a.m. to 1:00 a.m. | Weekday 15-minutes

Weekend: 5:00 a.m. to 1:00 a.m. | Weekend 15-minutes

72M (Major Corridor) Point Richmond to the Jack London 2nd Street at Washington Street Weekday: 5:00 a.m. to 1:00 a.m. | Weekday 15-minutes

District Weekend: 5:00 a.m. to 1:00 a.m. | Weekend 15-minutes

72R — (Major Corridor) Contra Costa College to the Jack 2nd Street at Washington Street Weekday: 6:00 a.m. to 8:00 p.m. | Weekday 12-minutes

London District Weekend: 7:00 a.m. to 8:00 p.m. | Weekend 15-minutes

96 — Alameda Point Alameda Point to Dimond District Broadway at 9th Street (WB) Weekday: 6:00 a.m. to 11:00 p.m. | Weekday 20-minutes

Broadway at 8th Street (EB) Weekend: 6:00 a.m. to 11:00 p.m. | Weekend 30-minutes

O — Transbay Fruitvale BART to the Salesforce 5th Street at Market Street (EB) Weekday: 6:00 a.m. to 10:00 p.m. | Weekday 10-minutes

Transit Center 7th Street at Alice Street (WB) Weekend: 5:00 a.m. to 10:00 p.m. | Weekend 60-minutes

W — Transbay Broadway at Blanding in Alameda to 5th Street at Market Street (EB) 4:30 p.m. to 8:30 p.m. (EB) Weekday 20-minutes
Salesforce Transit Center 7th Street at Alice Street (WB) 5:30 a.m. to 8:30 a.m. (WB)

Broadway Shuttle Broadway connecting the Jack Embarcadero West at Broadway Weekday: 7:00 a.m. to 10:00 p.m. | Weekday 11-minutes

London District and Uptown Oakland

NOTES: EB = eastbound; WB = westbound
SOURCE: AC Transit, 2019a; summarized by Fehr & Peers.
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TABLE 4.15-2
AC TRANSIT PASSENGER LOAD CHARACTERISTICS (WEEKDAY 4 P.M. TO 6 P.M.)
Average Average 85th 85th
Capacity Load Percentile Load | Percentile

Line Route and Stop Location Direction | (Seats) |(Passengers)| (Passengers) |Load Factor
6 Route 6 on 10th Street at NB 36 3 5 0.14
Washington Street SB 36 0 0 0.00
12 Route 12 on Broadway at NB 36 2 4 0.11
Embarcadero West SB N/A N/A NIA N/A
18 Route 18 on Broadway at 8th St NB 36 5 8 0.22
Route 18 on Broadway at 9th St SB 36 4 7 0.19
19 Route 19 on Broadway at 9th St EB 25 7 11 0.43
WwB N/A N/A N/A N/A
20 Route 20 on Broadway at 9th St EB 36 19 27 0.74
wB N/A N/A N/A N/A
29 Route 29 on Union at 7th St EB 25 4 8 0.32
Route 29 on Union at 7th St WB 25 5 8 0.32
36 Route 36 on Adeline at 7th St NB 29 9 14 0.48
Route 36 on Adeline at 7th St SB 32 6 9 0.28
51A Route 51A on Broadway at 8th St NB 36 16 24 0.67
Route 51A on Broadway at 9th St SB 36 34 50 1.39
62 Route 62 on 7th at Market St EB 36 6 10 0.28
Route 62 on 7th at Market St WB 36 6 9 0.25
72 Route 72 on Washington at 2nd St NB 36 3 4 0.11
Route 72 on Washington at 2nd St SB 36 0 0 0.00
72M Route 72M on Washington at 2nd St NB 36 2 4 0.11
Route 72M on Washington at 2nd St SB 36 0 0 0.00
72R Route 72R on Washington at 2nd St NB 33 2 4 0.11
Route 72R on Washington at 2nd St SB 33 1 0 0.00
96 Route 96 on Broadway at 8th St NB 25 7 13 0.51
Route 96 on Broadway at 9th St SB 25 10 14 0.56
0] Route O on Market at 5th St EB 38 36 48 1.27
WB N/A N/A N/A N/A
w Route W on Market at 5th St EB 38 29 36 0.95
WB N/A N/A N/A N/A
Broadway | Route Broadway Shuttle on NB 25 9 13 0.52

Shuttle Broadway at 3rd St

Route Broadway Shuttle on SB 25 9 13 0.52

Broadway at 3rd St

NOTES: EB = eastbound; N/A = not applicable; NB = northbound; SB = southbound; WB = westbound

SOURCE: AC Transit, 2018; summarized by Fehr & Peers. Bus stop chosen is the closest to Project site with data available.
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The 12th Street BART station is underground with multiple access points including stairs,
escalators, and elevators. Several bus stops are located near the BART access points. No designated
passenger loading zones serve the 12th Street Station. The Lake Merritt BART station, also located
underground, has four access points including stairs, an escalator, and one elevator. Bus stops and
passenger loading zones are located on Oak Street between 8th and 9th Streets adjacent to the
station access points. The West Oakland BART station is above ground, including on-site passenger
pick-up/drop off facilities as well as bus stops. BART owns and operates small parking lots at both
the Lake Merritt and West Oakland BART stations, but these lots are planned for redevelopment.

Table 4.15-3 summarizes the existing a.m. and p.m. peak-hour BART station boardings and
alightings. The 12th Street BART station serves the most passengers of the three stations, serving
up to 4,300 riders during the weekday commute p.m. peak hour, while the West Oakland and
Lake Merritt BART stations serve fewer riders at up to about 2,000 riders each.

TABLE 4.15-3
BART STATION PEAK-HOUR ENTRIES AND EXITS (WEEKDAY)
Lake Merritt Station 12th Street Station West Oakland Station
(8to9a.m.) | (5to6p.m.) | (Bto9a.m.) | (5to6p.m.) | (8to9a.m.) | (5to 6 p.m.)
Entries 1,294 531 952 3,225 1,595 400
Exits 747 944 3,050 1,063 181 1,339
Total 2,041 1,475 4,002 4,318 1,776 1,739

SOURCE: October 2018 Tuesday—Thursday ridership data provided by BART, Fehr & Peers, 2020. (Appendix TRA)

Load factors are another way to understand BART’s service and to identify where the system is
serving the highest number of riders and where the system has capacity to serve more riders.
Table 4.15-4 summarizes peak-hour train loads near the 12th Street BART Station for all BART
lines. Currently, the SFO to Antioch yellow line, Millbrae to Richmond red line, Daly City to
Warm Springs green line, and Daly City to Dublin blue line are the most heavily used routes
during the weekday commute p.m. peak hour (generally between 5:00 and 6:00 p.m.) with
average load factors above BART’s planning capacity (107 passengers per train car). All lines
during the a.m. peak hour that are destined for San Francisco and the Peninsula have maximum
load factors above BART’s planning capacity.

4.15-16
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TABLE 4.15-4
BART PEAK-HOUR LOADS BY LINE
Trains | Average Average

per Peak | Cars per | Maximum Load Load
Line Peak Hour Hour Train (Passengers/Car) | Factor
a.m. Peak Hour
Antioch—SFO/Millbrae 7:45 a.m.—8:45 a.m. 10 9 110 1.03
SFO/Millbrae—Antioch 8:30 a.m.—9:30 a.m. 4 10 81 0.76
Richmond-Daly City/Millbrae | 8:00 a.m.—9:00 a.m. 4 10 124 1.16
Daly City/Millborae—Richmond | 8:15 a.m.—9:15 a.m. 4 9 40 0.37
Richmond-Warm Springs 7:45 a.m.-8:45 a.m. 4 6 53 0.50
Warm Springs—Richmond 7:45a.m.—8:45 a.m. 4 7 82 0.76
Warm Springs—Daly City 8:15a.m.-9:15 a.m. 4 10 142 1.32
Daly City—Warm Springs 7:45 a.m.—-8:45 a.m. 4 10 9 0.09
Dublin/Pleasanton—Daly City | 8:00 a.m.—9:00 a.m. 4 9 134 1.25
Daly City—Dublin/Pleasanton | 7:30 a.m.—8:30 a.m. 4 9 15 0.14
p-m. Peak Hour
Antioch—SFO/Millbrae 5:15 p.m.—6:15 p.m. 7 10 34 0.31
SFO/Millbrae—Antioch 5:15 p.m.—6:15 p.m. 10 9 123 1.15
Richmond-Daly City/Millbrae | 5:00 p.m.—6:00 p.m. 4 9 43 0.41
Daly City/Millbrae —Richmond | 5:30 p.m.—6:30 p.m. 4 10 109 1.02
Richmond-Warm Springs 4:45 p.m.—5:45 p.m. 4 7 82 0.76
Warm Springs—Richmond 5:00 p.m.—6:00 p.m. 4 6 90 0.85
Warm Springs—Daly City 5:00 p.m.—6:00 p.m. 4 10 17 0.16
Daly City—-Warm Springs 5:00 p.m.—6:00 p.m. 4 10 132 1.24
Dublin/Pleasanton—Daly City | 5:15 p.m.—6:15 p.m. 4 9 20 0.19
Daly City—Dublin/Pleasanton | 5:00 p.m.—6:00 p.m. 4 9 145 1.35

SOURCE: October 2018 Tuesday—Thursday ridership data provided by BART, Fehr & Peers, 2020. (Appendix TRA)

Regional Rail Service

Amtrak operates intraregional and interregional rail service through the Oakland Jack London
Square station on 2nd Street between Harrison and Jackson Streets, about 0.6 miles east of the
Project site’s eastern edge. Regional rail service includes Capitol Corridor, an intercity passenger
rail service operated between the Sierra Nevada foothills, Sacramento, the East Bay, and San
Jose. Amtrak operates two additional routes that stop at the Jack London Square station: the San
Joaquin, which operates between the Bay Area, Sacramento, and Bakersfield; and the Coast
Starlight, which operates between Los Angeles, the Bay Area, Portland, and Seattle. Average
weekday ridership at Jack London Square station was about 510 boardings per day in 2017, while
annual boardings plus alightings was 371,000, based on Amtrak State Fact Sheets. The station
operates from 5:15 a.m. to 11:00 p.m. seven days per week.

4.15-17 ESA /D171044

February 2021

Waterfront Ballpark District at Howard Terminal
Draft Environmental Impact Report



4. Environmental Setting, Impacts, and Mitigation Measures

4.15 Transportation and Circulation

Capitol Corridor connects Sacramento and San Jose through Oakland, with 15 trains per direction
on weekdays and 11 trains per direction on weekends, with headways of about one hour during
peak periods. All trains connect Sacramento and Oakland, with around half also serving San Jose.
The scheduled trip time between Oakland Jack London Square station and Sacramento is about
two hours, and about one hour to San Jose. In addition, there are up to 32 deadhead trips (trips
without passengers) per day between the Oakland Jack London Square Station and the railyard
north of the site where the primary train maintenance yard is located.

The Coast Starlight connects Seattle and Los Angeles through Portland, Sacramento, Oakland,
and San Jose. The service operates one train in each direction daily. Under the schedule at the
time of the NOP, the southbound train arrives at Oakland Jack London Square Station at

8:35 a.m. The northbound train departs Oakland Jack London Square Station at 9:39 p.m.

San Joaquin connects Oakland and Bakersfield through Sacramento and Stockton. The service
operates five trains per day in each direction using Oakland Jack London Square station. The
scheduled trip time between Oakland and Stockton is about 1 hour, 45 minutes. Under the current
schedule, the last southbound train departs Oakland at 5:55 p.m.

Ferry Service

WETA operates the San Francisco Bay Ferry, which provides regular weekday and weekend
ferry service between the Oakland Jack London Square Terminal (less than 1,000 feet from the
eastern edge of the Project site) and the Alameda Terminal, the San Francisco Ferry Building
Terminal, the San Francisco Pier 41 Terminal, and the South San Francisco Terminal. Today,
service between the Jack London Square and South San Francisco terminals is direct, whereas
services to the San Francisco Ferry Building and San Francisco Pier 41 terminals make an
intermediate stop at the Alameda Terminal. Under the current schedule, ferries depart the
Oakland Jack London Square Terminal on weekdays between 6:30 a.m. and 8:45 p.m. with
typical headways of 30 to 45 minutes, and on weekends between 8:55 a.m. and 9:25 p.m. with
typical headways of 45 to 60 minutes. Based on the WETA Executive Director’s Report (April
2019), the average weekday ridership for the Oakland Jack London Square Terminal was
approximately 3,300 passengers in February 2019.

The San Francisco Bay Ferry offers event service to supplement regular service. For example,
event service is provided between the Oakland Jack London Square and Oracle Park terminals for
San Francisco Giants weekday evening and holiday and weekend mid-day games. Ferries depart
Oakland at 6:10 p.m. on weekday evening game days and 11:30 a.m. on weekend and holiday
game days, departing Oracle Park 30 minutes after the last out or fireworks display on weekdays,
and 20minutes after the last out or fireworks display on weekends and holidays. A similar service
is currently being implemented for the Chase Center in San Francisco. Ferry riders can transfer for
free to AC transit buses and are eligible for free parking in the 101 Washington parking garage.
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Existing Bicycle Network

The City of Oakland 2019 Oakland Bike Plan (Let’s Bike Oakland) identifies the following
bicycle facility types.

e (lass I Paths are located off-street and can serve both bicyclists and pedestrians.
Recreational trails can be considered Class 1 facilities. Class 1 paths are typically 8 to 10 feet
wide, excluding shoulders, and are generally paved.

e (lass 2 Bicycle Lanes provide a dedicated area for bicyclists within the paved street width
using striping and appropriate signage. These facilities are typically 5 to 6 feet wide.

e Class 2B Buffered Bicycle Lanes provide a dedicated area for bicyclists within the paved
street, separated from the motor vehicle travel lanes by a painted buffer.

e (lass 3 Bicycle Routes are located along streets that do not provide enough width for
dedicated bicycle lanes. The street is then designated as a bicycle route using signage,
informing drivers to expect bicyclists.

e Class 34 Arterial Bicycle Routes are located along some arterial streets where bicycle lanes
are not feasible and parallel streets do not provide adequate connectivity. Speed limits as low
as 25 miles per hour (mph), and shared-lane bicycle stencils, wide curb lanes, and signage are
used to encourage shared use. According to the 2019 Oakland Bike Plan, New Class 3A
facilities will no longer be proposed.

o Class 3B Neighborhood Bike Routes are located along residential streets with low traffic
volumes. Assignment of right-of-way to the route, traffic calming measures, and bicycle
traffic signal actuation are used to prioritize through-trips for bicycles.

o Class 4 Protected Bicycle Lanes, also known as cycle tracks, provide space that is exclusively
for bicyclists and separated from motor vehicle travel lanes, parking lanes, and sidewalks.
Parked cars, curbs, bollards, or planter boxes provide physical separation between bicyclists
and moving cars. Where on-street parking is allowed, it is placed between the bikeway and
the travel lanes (rather than between the bikeway and the sidewalk, as is typical for Class 2
bike lanes).

Figure 4.15-6 shows the existing and proposed bicycle facilities in downtown Oakland per the
City’s Bike Plan. Many of the City’s bike facilities are being implemented over time as part of
street repaving projects. As a result, existing bike facilities are not always continuous; the
proposed facilities are also described to illustrate system connectivity. Key bike facilities serving
the project site are:

o San Pablo Avenue provides mostly Class 3 Bike Routes from Frank Ogawa Plaza north into
Emeryville, with some Class 2 Bike Lanes along the way. Class 4 Protected Bicycle Lanes
are planned for San Pablo Avenue through the City of Oakland.

o Telegraph Avenue provides Class 4 Protected Bicycle Lanes between 20th and 29th Streets
and between MacArthur Boulevard and 51st Street, Class 2B Buffered Bicycle Lanes south
of 20th Street, and a Class 3A Arterial Bicycle Route north of 29th Street. Class 4 Protected
Bike Lanes are planned for Telegraph Avenue between 29th Street and MacArthur Boulevard
through the City of Oakland.

e Market Street currently has a combination of Class 2 and Class 2B Bike Lanes from 3rd
Street and continuing to Adeline Street. South of 3rd Street to Embarcadero West and the
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Project site there are no bicycle facilities. Class 4 Protected Bike Lanes are planned on
Market Street between Embarcadero West at the Project site and 18th Street, north of which
Class 2B Bike Lanes are planned.

o Martin Luther King Jr. Way currently does not have any bike facilities between the Project
site at Embarcadero West and San Pablo Avenue. Class 4 Protected Bike Lanes are planned
for the corridor between Embarcadero West and 7th Street. North of 7th Street to San Pablo
Avenue, Class 2B Buffered Bike Lanes are planned.

o Jefferson Street currently does not have any bike facilities between the Project site at
Embarcadero West and San Pablo Avenue. Jefferson Street is discontinuous between 4th and
5th Streets. Class 2B Buffered Bike Lanes are planned for the corridor between 6th Street and
San Pablo Avenue.

o Clay and Washington Streets currently have several north-south bicycle facilities. Clay Street
provides Class 2B Buffered Bike Lanes between San Pablo Avenue and 7th Street.
Washington Street has Class 2 Bike Lanes between 7th and 2nd Streets and Class 3 Bike
Routes between 7th and 10th Streets. Class 2 Bike Lanes on 8th Street and Class 3 Bike
Routes on 9th Street provide east-west connectivity between Clay and Washington Streets.

e Madison and Oak Streets form a one-way couplet and generally provide Class 2B Buffered
Bike Lanes between Lakeside Drive and 2nd Street. The lanes on Oak Street continue south
across the railroad tracks to Class 2B Bike Lanes on Embarcadero and across the Lake
Merritt Channel. Continuous Class 4 Protected Bike Lanes are planned on Oak Street
between 9th Street to Embarcadero.

e [4th Street currently has Class 2 Bike Lanes west of Castro Street and east of Oak Street with
a route designation through downtown. Class 4 Protected Bike Lane are planned for 14th
Street through downtown between Castro and Oak Streets. Once completed, the corridor will
have a continuous bike facility through West Oakland, Downtown, and into East Oakland.

e 7th Street provides Class 2 Bike Lanes between Peralta Street and Mandela Parkway and a
Class 3 Bike Route east of Mandela Parkway to Union Street. Class 4 Protected Bike Lanes
are planned between Washington Street and the Port of Oakland where the lanes would
connect with a similar facility on Maritime Street. There would continue to be a short Class
2B Buffered Bike Lane segment between Peralta Street and Mandela Parkway after the
planned Class 4 facility is constructed.

e 3rd Street provides Class 2B Buffered Bike Lanes west of Brush Street to Mandela Parkway
and there are no existing bike facilities east of Brush Street. Instead, Class 2 Bike Lanes turn
south on Brush Street to 2nd Street where Class 2 Bike Lanes continue to Oak Street. East of
Market Street Class 4 Protected Bike Lanes are planned for 3rd Street that would extend east
through Jack London District past Oak Street connecting to the Lake Merritt Trail.

o 2nd Street through Jack London District generally provides Class 2 Bike Lanes between
Brush and Oak Streets and transitions to 3rd Street (via Brush Street) where Class 2B
Buffered Bike Lanes continue west to Mandela Parkway.
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e Bay Trail is a Class 1 multi-use path that extends along the waterfront through Jack London
District between Clay Street and the Estuary Park where a planned facility would continue to
the planned path along the Lake Merritt Channel. At Clay Street, the Bay Trail turns inland
and follows the alignment of 2nd Street to Brush Street and then to 3rd Street, where it
continues into West Oakland at 7th Street.

o Lake Merritt Trail is a Class 1 multi-use path that follows the lake’s shoreline and connects
several parks and other attractions. There are plans to connect the Lake Merritt Trail with the
Bay Trail via a new bridge starting under the [-880 freeway and spanning over the
Embarcadero and the UPRR tracks.

Existing Pedestrian Network

Pedestrian facilities generally include sidewalks, paths, and stairs. Other types of pedestrian
facilities include marked crosswalks, curb ramps, pedestrian signal heads and buttons, lighting,
curb extensions, and wayfinding signs.

Figure 4.15-7 shows the existing and proposed pedestrian network in downtown Oakland at the
time of the NOP as well as the corridors that are part of the High Injury Network described in the
City’s 2017 Pedestrian Master Plan, which was adopted by Oakland’s City Council on June 27,
2017. As shown in the figure, there are a few sidewalk gaps in the vicinity of the Project site,
including segments on 3rd Street between Market and Clay Streets as well as sections of
Jefferson and Clay Streets between 2nd and 3rd Streets. The areas on 3rd Street are generally
used for angle or perpendicular parking in the space where sidewalks would typically be located.
In other locations such as segments of Clay and Jefferson Streets, between 2nd and 3rd Streets,
decomposed granite paths are provided. East of Broadway in the Jack London District, there are a
few additional locations with sidewalk gaps: On Oak Street at 2nd Street; on 3rd Street between
Oak and Madison Streets and between Webster and Harrison Streets; and on 4th Street between
Jackson and Alice Streets. While there are sidewalks in the Produce Market area, generally
bounded by 2nd and 4th Streets from west of Franklin Street to Webster Street, they are used
during the morning hours by the merchants for transferring goods to and from trucks.3

Curb ramps have been upgraded to comply with Americans with Disabilities Act (ADA)
standards at most intersections; but there are still a few locations, mostly along 3rd Street, where
some ramps need improvement and some sidewalk segments need to be improved to maintain the
minimum clear width of 3 feet at sidewalk obstacles. The sidewalks on Market Street and Martin
Luther King Jr. Way end at the railroad tracks. There are no pedestrian facilities across the
railroad tracks at the Project site, except for a narrow sidewalk on Embarcadero West between
Martin Luther King Jr. Way and Clay Street.

Crosswalk delineation in the area varies with either vehicle stop limit lines (i.e., no striped
crosswalks) or two striped crosswalk lines provided. There are no high-visibility crosswalks
(i.e., crosswalks marked with special striping such as the zebra or continental pattern) in the study

3 The term “truck(s)” as used in this section refers to drayage trucks serving the Seaport and Howard Terminal, as

well as delivery trucks serving area land uses.
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area except at a few locations on Clay Street in Old Oakland, along Broadway where some
intersections have decorative crosswalks, and on 7th, 8th, and 9th Streets in Chinatown District.

Whether the neighborhood adjacent to the Project site is walkable also depends on what daily
needs and services are within walking distance. The 2017 Pedestrian Master Plan used Walk
Score to identify how walkable various areas of Oakland are. The area adjacent to the Project site
has a Walk Score of 81 according to the Walk Score website, indicating that the area is very
walkable for errands on foot (Walk Score, n.d.). The scores do not account for factors that may
influence walking trips, such as physical characteristics, driving speeds, vehicle mix, sidewalk
obstacles, amenities, and width.

Existing Traffic Conditions

Existing traffic conditions in the vicinity of the Project site are described below.

Vehicle Miles Traveled

Vehicle miles traveled, or VMT, refers to the amount and distance of automobile travel
attributable to a project. In 2013, Governor Jerry Brown signed Senate Bill (SB) 743, which
added Public Resources Code Section 21099 to CEQA, to change the way that transportation
impacts are analyzed under CEQA to better align local environmental review with statewide
objectives to reduce greenhouse gas (GHG) emissions, encourage infill mixed-use development
in designated priority development areas, reduce regional sprawl development, and reduce VMT
in California. Oakland adopted VMT thresholds in September 2016 to implement the directive
from SB 743 (discussed in more detail in the State discussion in Section 4.15.2, Regulatory
Setting).

Increased VMT leads to several direct and indirect impacts on the environment and human health.
Among other effects, increasing VMT on the roadway network leads to increased emissions of air
pollutants, including GHGs, as well as increased consumption of energy. Transportation is
associated with more GHG emissions than any other sector in California. As documented in the
City of Oakland Equitable Climate Action Plan (updated July 2020), 67 percent of Oakland’s
local GHG emissions are produced by transportation (City of Oakland, 2020). Making
transportation more efficient by reducing VMT per capita is the most effective means to reduce
GHG emissions per capita.

This analysis uses the Metropolitan Transportation Commission (MTC) Travel Model to estimate
VMT.4 The model includes Year 2020, which approximates existing conditions. Based on the
MTC Travel Model, the regional average VMT per worker is 21.8, while the weighted average
for the Project site is 16.5.

MTC VMT estimates for each TAZ in the region are published through online maps, including Simulated VMT per
Capita by Place of Residence and Simulated VMT per Capita by Place of Work (at https://mtc.maps.arcgis.com/
apps/webappviewer/index.html?id=5dac76d69b3d41e583882¢146491568b and https://mtc.maps.arcgis.com/apps/
webappviewer/index.html?id=98463b4{73ca43c5944a5¢30648fd689, respectively).
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Traffic Volumes

New multimodal (i.e., vehicles, pedestrians, and bicyclists) intersection turning movement counts
were collected at over 70 intersections in 2018 and 2019. The count data were collected on clear
days, while area schools were in normal session. The traffic data collection was conducted during
the weekday morning peak period (7:00 a.m. to 9:00 a.m.) and evening peak period (4:00 p.m. to
6:00 p.m.). These time periods were selected because trips generated by the Project, in
combination with existing traffic, are expected to result in the typical day-to-day worst traffic
conditions at these times. Within the peak periods, the peak hours (i.e., the hour with the highest
traffic volumes observed in the study area) are from 8:00 a.m. to 9:00 a.m. (a.m. peak hour) and
from 4:45 p.m. to 5:45 p.m. (p.m. peak hour). These peak hours define the global peak hours used
to define the traffic conditions against which the Project will be evaluated.

In addition, multimodal intersection turning movement counts were collected at 32 intersections
during the weekday afternoon and evening period (3:00 p.m. to 8:00 p.m.).> This time period was
selected to evaluate the Project’s ballpark traffic from a weekday afternoon game ending at

3:30 p.m. and a weekday evening game starting at 7:00 p.m. Trips generated by the ballpark
traffic in combination with the existing traffic and traffic from the other Project land uses are
expected to represent worst traffic conditions between 3:00 p.m. and 8:00 p.m. Multiple hours are
evaluated with the ballpark traffic to account for the time-spread of fan arrivals and departures.

Field reconnaissance was performed to identify the number of lanes, intersection spacing, and
other features that influence vehicle traffic flow.

Appendix TRA presents the existing a.m. and p.m. peak-hour intersection turning movements at
the 70 study intersections. The same appendix also presents the hour-by-hour intersection turning
movements for the 32 study intersections between 3:00 p.m. and 8:00 p.m. In all cases, a peak-
hour factor of 1.0 is used per the City’s Transportation Impact Review Guidelines. Peak-hour
factor is a measure of volume fluctuation during the peak hour; a peak-hour factor of 1.0 reflects
the average operations over the peak one hour.

Congestion Management Program and Metropolitan Transportation System
Roadway Segments

Alameda CTC conducts monitoring of major roadways on the CMP roadway network and the
Metropolitan Transportation System (MTS) in Alameda County. The monitoring program uses
Level of Service grades to define road segment operations. For the road segment analysis, the
LOS grade system includes LOS (A, B, C, D, E, and F) ranges from LOS A, representing free-
flow conditions with little to no motor vehicle delay, to LOS F, representing at-capacity

Intersections were selected based on guidance provided in the City of Oakland Transportation Impact Review
Guidelines (City of Oakland, 2017a), including intersections of streets adjacent to the Project; intersections where
the Project would add 100 or more peak-hour trips; signalized intersections with 50 or more Project-related peak-
hour trips and existing LOS D, E, or F; and side-street stop-controlled intersections where the Project would add 50
or more peak-hour trips to any individual movement other than the major-street through movement. Study
intersections are shown in Figure 4.15-1.
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conditions with extensive motor vehicle delay. The transition between LOS E and LOS F
represents the road segment capacity per the 2010 Highway Capacity Manual.

As of the publication of the NOP, the most recent LOS Monitoring Report had been released by
Alameda CTC in December 2017.6 As part of the 2021 CMP update, Alameda CTC will
reevaluate and identify any changes to multimodal performance measures in light of the changes
to the State CEQA Guidelines based on SB 743, which replaces the LOS metric with VMT
starting July 1, 2020, for transportation impact assessments under CEQA.

The 2017 Alameda CTC LOS Monitoring Report assesses existing freeway operations through
commercial speed data or “floating car” travel time surveys, which are conducted on all freeway
segments during the evening peak hours (4:00 p.m. to 6:00 p.m.). Based on the results of these
surveys, Alameda CTC assigns a LOS grade to each segment according to the method described in
the 1985 Highway Capacity Manual (HCM), except that Tier 2 arterial segments are reported using
HCM 2000. Any freeway segment with an average speed less than 30 mph is assigned LOS F by
Alameda CTC. Freeway ramps and special freeway segments such as direct connectors with speeds
below 50 percent of free-flow speed are assigned LOS F. The travel time surveys concluded that 40
freeway segments, five freeway ramps, and special freeway segments, and 16 arterial segments in
Alameda County operate at LOS F during the p.m. peak hours, including the following 14 freeway
segments and six freeway ramps and special freeway segments within the vicinity of the Project site:

Freeway Segments

e 1-80 eastbound: Toll Plaza to [-580 (grandfathered segment)’

e [-580 eastbound: I-80 to I-980 (grandfathered segment)

e ]-580 eastbound: I-980 to Harrison Street

e ]-580 eastbound: Harrison Street to Lakeshore Avenue

e [-580 eastbound: Coolidge Avenue to SR 13

o [-580 westbound: SR 24 to [-80/580 split (grandfathered segment)

e [-880 northbound: Between 1-80 ramps

e [-880 southbound: Between I-80 merge and junction [-980

e [-880 southbound: Between [-980 and 23rd Avenue

e SR 13 northbound: Moraga Avenue to Hiller Drive

e SR 13 southbound: Redwood Road to I-580

e SR 24 eastbound: 1-580 to Broadway/SR 13 (grandfathered segment)

e SR 24 eastbound: Broadway/SR 13 to Caldecott Tunnel (grandfathered segment)
e SR 24 eastbound: Caldecott Tunnel to Fish Ranch Road (grandfathered segment)

https://www.alamedactc.org/wp-content/uploads/2018/11/2017_Alameda_County CMP.pdf?x33781.

Grandfathered segments that operated at LOS F during the initial data collection effort in 1991 by the Alameda
County Congestion Management Agency, a predecessor to Alameda CTC, and are therefore “grandfathered,”
meaning that they are exempt from LOS standards. The other segments are not exempt, meaning that they operate
at unacceptable conditions based on Alameda CTC standards. Alameda CTC requires preparation of a deficiency
plan for non-grandfathered segments that fail to meet the established standards.
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Freeway Ramps
1-80/I-580 interchange: 1-580 westbound to I-80 northbound

1-580/SR 24 interchange: 1-580 westbound to SR 24 eastbound

e [-580/SR 24 interchange: SR 24 westbound to [-580 eastbound

e SR 13/SR 24 interchange: SR 13 northbound to SR 24 eastbound (grandfathered segment)
e [-880/SR 260 connection: SR 260 eastbound to 1-880 northbound

e [-880 northbound off-ramp to 5th Street/Broadway intersection

In addition, the travel time surveys concluded that 28 freeway segments, three freeway ramps and
special freeway segments, and six arterial segments in Alameda County operate at LOS F during
the a.m. peak hours, including the following eight freeway segments and one freeway ramp and
special freeway segment in the vicinity of the Project site:

Freeway Segments
1-80 westbound: 1-580 to Toll Plaza

1-80 westbound: Toll Plaza to San Francisco County

e [-580 westbound: Foothill Boulevard to MacArthur Boulevard/SR 13
e [-580 westbound: SR 13 to Fruitvale Avenue

e [-580 westbound: SR 24 to 1-880/580

e [-880 northbound: SR 112 to Hegenberger Road

e [-880 northbound: Hegenberger Road to High Street/42nd Avenue

e [-880 northbound: High Street/42nd Avenue to 23rd Avenue

Freeway Ramps
e [-880/SR 260 connection: SR 260 eastbound to I-880 northbound

Based on the LOS Monitoring Report, all non-freeway CMP and MTS roadway segments in the
plan area operate at LOS E or better during both a.m. and p.m. peak hours. The corridors near the
Project site include:

e Grand Avenue e Martin Luther King Jr. Way

e Broadway e Castro Street

e Telegraph Avenue e Brush Street

e San Pablo Avenue e Market Street

e  Webster-Posey Tubes e Middle Harbor Road/Adeline Street
o  Webster Street e 14th, 12th, 11th, 8th, and 7th Streets

e Harrison Street
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Existing Oakland—Alameda County Coliseum Site Characteristics

The existing Oakland A’s ballpark is located at the Oakland—Alameda County Coliseum
(Oakland Coliseum), on the southern region of the City of Oakland, roughly 6 miles southeast
from the proposed new ballpark location at Howard Terminal. This section describes the existing
travel patterns of ballpark attendees to inform the Project’s transportation analysis. Existing travel
characteristics for attendees to the Oakland Arena are also presented to inform the analysis of
concerts and similar events.

A variety of data describing the existing travel behavior of attendees to Oakland A’s games at the
Oakland Coliseum and to larger events at Oakland Arena was collected to help develop ballpark
trip generation estimates for the Project. A brief description of the data, the data source, and the
purpose for which the data were used is presented in Table 4.15-5.

The Oakland Coliseum seats up to 47,100 baseball fans and provides 9,100 parking spaces for
private vehicles. Private vehicles are the primary travel mode to the Oakland Coliseum. Baseball
fans who drive were observed during site investigations to park on-site, likely because there is
ample on-site parking within 1,200 feet of the Oakland Coliseum. There are overflow parking
areas off-site, but these have been used for football games and similarly sized special events.

The Coliseum BART station is located approximately 800 feet from a major stadium entrance,
providing access via a pedestrian bridge over San Leandro Boulevard and the railroad tracks.
BART is the second largest travel mode to the Oakland Coliseum. Although several bus lines
serve the Oakland Coliseum, most operate at headways of 15 minutes or greater, and field
observations found a negligible number of ballgame attendees arriving by bus or any other mode
other than automobile and BART.

The geographic distribution of fans attending a baseball game was captured using 2017 season
data for home games, including location-based data obtained from StreetLight and station origin
and destination data provided by BART. Figure 4.15-8 shows the geographic distribution of
attendees who use BART for a typical weekday evening game and Figure 4.15-9 shows the same
information for attendees who drive. Figure 4.15-10 shows the fan distribution combining the
BART riders and the attendees who drive.

For home games during the 2017 season, BART hourly ridership data by origin-destination pairs
were used to calculate the average number of exits at the Coliseum BART station on each of the
three game-day types (weekday day game, weekday evening game, and weekend game) for three
hours before to one hour after the scheduled start time. The average volume of Coliseum exits
during those times on days without a game was then subtracted to estimate BART riders traveling
to the Oakland Coliseum for the Oakland A’s game. Days on which other events occurred at
either the Oakland Coliseum or the Oakland Arena were excluded from the calculations. Variable
game ending times make it difficult to accurately describe departure mode split using historical
data, so the departure mode split was estimated to be the same as the arrival mode split.

Waterfront Ballpark District at Howard Terminal 4.15-30 ESA /D171044
Draft Environmental Impact Report February 2021



4. Environmental Setting, Impacts, and Mitigation Measures

4.15 Transportation and Circulation

TABLE 4.15-5
DATA SOURCES USED FOR BALLPARK TRIP GENERATION

Data Data Source Use

BART Hourly Origin-Destination Volumes?® BART Existing Game-Day/Event BART Mode Share
Geographic Distribution of BART Rider Attendees

Oakland Coliseum Game-Day Attendance® Oakland A’s Existing Game-Day Mode Share at Oakland
Coliseum

Oakland Arena Concert Attendance® Billboard Existing BART Mode Share for High-Demand
Concerts at Oakland Arena

Vehicle Origin-Destination Distribution for StreetLight Data | Geographic Distribution of Vehicle Attendees

Oakland A’s and Oakland Arena?

Driveway Counts® IDAX Game-Day/Event TNC (Lyft and Uber) Mode Share
Driver Second-Choice Mode Preferences

Vehicle Occupancyf Fehr & Peers Game-Day Vehicle Occupancy at Main Gate

Downtown Oakland Parking Supply and City of Oakland | Parking Spaces Available for Ballpark Attendees

Occupancy9

NOTES:

TNC = transportation network company

1 BART hourly origin-destination volumes can be found at http://64.111.127.166/origin-destination/. Data collected for Oakland A’s
games during the 2017 season.

2 Per-game data collected at entrances for Oakland A’s games during 2017 season. Game-day attendance differs from published
attendance data, which represent ticket sales.

3 Six large weekend evening concerts at Oakland Arena in 2017 were studied, using data from Billboard Boxscore (Boxscore, 2017):

Red Hot Chili Peppers (3/12)

Panic! At the Disco (3/25)

Roger Waters (6/10)

Arcade Fire (10/21)

Enrique Iglesias and Pitbull (10/28)

e Jay-Z (12/16)

4 Based on cell phone location—based services data collected for Oakland A’s games played between July 2016 and September 2017.
More information on the data source can be found at https://www.streetlightdata.com/.

5 Driveway counts of entering and exiting vehicles were collected at the main gate and gates with significant traffic on one game day for
each type (weekday evening, weekday day, and weekend) during September 2018 and June and July 2019. Counts were collected
from two hours prior to the game’s start time to two hours after the final out.

6 Field observations of vehicle occupancy were collected at the main gate on one game day for each type (weekday evening, weekday
day, and weekend) during September 2018 and June and July 2019. Counts were collected from two hours prior to the game’s start
time to 30 minutes after the start time.

7 Parking supply data included on-street and publicly available off-street spaces. Occupancy data included availability on each block
and lot/garage at 1:00 p.m. and 7:00 p.m. on weekdays and Saturday at 1:00 p.m. Supply and occupancy data were collected in
2015. Parking supply was adjusted to reflect parking lots developed since 2015 and the parking demand associated with the removed
lots was dispersed to other available parking supply.

SOURCE: Fehr & Peers, 2020

These BART ridership numbers were compared against the average turnstile attendance in the
2017 season for each game type to calculate the BART mode share, as presented in Table 4.15-6.
All other attendees were assumed to travel to games at the Oakland Coliseum by automobile
because land use intensity near the Oakland Coliseum is low, bus service is limited with only six
lines, and field observations found a negligible number of attendees arriving on foot or by bus.

Waterfront Ballpark District at Howard Terminal 4.15-31 ESA /D171044
Draft Environmental Impact Report February 2021


http://64.111.127.166/origin-destination/
https://www.streetlightdata.com/

SFO\170XXX\D171044.00 - A's Ballpark District EIR\05 Graphics-GIS-Modeling\lllustrator

SOURCE: 2017 BART Ridership Data

SOURCE: Fehr & Peers, 2020

7 ESA
y

7= \@ yg\ a?% T | %pvf}) )

w@; @ Vallejo 2,
/\ ﬂ\r‘K . \ \"L§~
) A =

‘\ o~ » Beyt a Q“ =

=" ° Pmsbu‘ﬁ*\® == il

gg‘ T S \. =
San Rafael\g B X
; W stern Contra Costa N
,\N}f@f N ﬁ\ orthern [ e Fopncord 4« ® Antioch
\Lgﬁ ‘\WT ’“*Ala Pleasant Hill — .

11% Eastern ok '
Contra Costa f

w:§ o Walnut Creek County
(\&.‘g’ ap& X y
|

\

Central E

Contra Costa
° Danvi!?county

10%

\ @ San Ramon

1% <

o 5an Frarft\sco
San Franuscoé
iﬁeninsula

} e
19%
Daly City ® N\
=
° %ﬁ San Francisco

A e

nd/Piedmont
AN Tri-Valley
N’ @ Dublin 15%

't
\l _augiN e Livermore

\ e tor{ o
® Hayward \ \ \\

so;}he;:nlonC<f \{v\‘/\ﬁw\ \fgkk Ty \M/\

_Alameda f

bt

County \ \1\ \\\

§\ > Sz‘z% efremdnt. \L) \\,
\Qb /Ri?\l‘i;\ ' \5“\‘ \ \\

? -~
—— 3o ‘p% \
;‘ @ Milpitas \
oSunnyw e\ 7\\‘\ » A

Half Moon Bay' @

Oakland Waterfront Ballpark District Project

Figure 4.15-8
Weekday Evening Game
Geographic Distribution (2017) of Oakland A’s Game Attendees Who BART



SFO\170XXX\D171044.00 - A's Ballpark District EIR\05 Graphics-GIS-Modeling\lllustrator

‘\\i\
“-f‘\-\\

o7
/\%

i~

Marinifel o
County Lt

Daly City ®

\

\%\y

Half Moon Bay' @

SOURCE: 2017 StreetlLight Location-Based Data

SOURCE: Fehr & Peers, 2020

7 ESA
y

‘San’

3%

1L§

A\

=
° %ﬁ San Francisc
,

Millbeae

Peni

1%

e

\T\ @ Vallejo

\\‘

e

N

f”
P
—_—

Western Contra Costa

't\sca
CISCO

S

By o

ula
N
Y

i g

V)

@ Beylicia

= L

e Plt:éf?\m

4% ® Antioch

@ Concord

[easant Hill @ = :: {f}!."" 7 Eastern
L e
Contra Co
Coun
o Walnut Creek 2% ty
-
S Central
5 ”Contra Costa
o Danvi &ounty
7%

¥

Y Tri-Valley
[ ] Avermeg
=y
©® Hayward \

/\ @ Union Cit
3 el

\ /
/ Sou
Alameda
&g;;"“‘ Fremant
&

{ @ Milpitas
*_ Santa Clara

ounty
! eSunnyvale % Ny

\{ ié/fv\ \N«‘

x
?‘iﬂm

Oakland Waterfront Ballpark District Project

Figure 4.15-9
Weekday Evening Game
Geographic Distribution of (2017) Oakland A’s Game Attendees Who Drive
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Figure 4.15-10
Weekday Evening Game
Existing Geographic (2017) Distribution of All Oakland A’s Game Attendees
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TABLE 4.15-6
EXISTING OAKLAND—ALAMEDA COUNTY COLISEUM BART RIDERSHIP CALCULATIONS
Mode Non-Game Game Estimated BART Average BART Mode
Day? Day? Attendees? Attendance® Shared

Weekday Evening 1,991 4,786 2,795 11,868 24%
Weekday Day 600 2,590 1,990 8,879 22%
Weekend 397 3,618 3,221 17,086 19%
NOTES:

a Coliseum BART station ridership.
b Calculated by subtracting game-day ridership from non—game day ridership.
c Average turnstile attendance for the 2017 season.
d Calculated by dividing the estimated number of attendees using BART by the turnstile attendance.

SOURCE: Fehr & Peers, BART, 2019

Transportation network companies (TNCs) such as Uber and Lyft were observed arriving at the
Oakland Coliseum main gate and were waved through to drop off passengers and then return to
the main gate to exit the site. The share of attendees arriving by TNC was estimated by using
driveway counts from one game of each game type (weekday evening, weekday day, weekend) in
September 2018 and June and July 2019. Vehicles exiting the Oakland Coliseum between two
hours prior and one hour after game start were observed to be TNCs, and that number was used to
establish the percentage of vehicle trips that were TNCs. The percentage across the three game
types was then averaged, and the average TNC rate was established and applied to all three game
types for both drop-offs and pick-ups.

Table 4.15-7 presents modes of access for attendees of the Oakland Coliseum ballpark for each
time when baseball games are typically played: weekday evening, weekday day, and weekend. A
similar process was followed to establish the modes of access for events at the Oakland Arena,
also presented in the table.

TABLE 4.15-7
EXISTING OAKLAND—ALAMEDA COUNTY COLISEUM BALLPARK MODE OF ACCESS
Mode Weekday Evening? Weekday Day? Weekend? Arena Event?
Drive 70% 72% 75% 74%
TNC® 6% 6% 6% 6%
BART 24% 22% 19% 20%
Walk/Bike/Other Transitd — — — —

NOTES:

TNC = transportation network company

a Reflects average mode of travel during the 2017 baseball season, the most recent set of data prior to the Notice of Preparation.
b Based on BART and Billboard data for the following high-demand concerts at the Oakland Arena in 2017:
¢ Red Hot Chili Peppers (3/12)
¢ Panic! At the Disco (3/25)
e Roger Waters (6/10)
e Arcade Fire (10/21)
e Enrique Iglesias and Pitbull (10/28)
e Jay-Z (12/16)
c Based on driveway count data.
d Negligible use of other modes observed during field visits.

SOURCE: Fehr & Peers, BART, 2019
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Existing Parking Characteristics

The following section describes the current conditions for personal automobile parking around
the Project site. This includes supply and occupancy for both on-street parking and off-street
parking (i.e., parking lots/garages).

Figure 4.15-11 shows the locations of the existing parking garages within 1.0 mile of the project
site. Major parking garages include the 1,259-space City Center West Garage at 12th Street and
Martin Luther King Jr. Way, the 1,045-space Amtrak Jack London Garage, and the 950-space
structure at Washington Street and Embarcadero West. Moderate-sized parking garages include
the 548-space garage at 7th Street and Jefferson Street, the 485-space structure at the Convention
Center, and the 465-space City Center Garage at 12th Street.

The Downtown Oakland Final Parking Management Report (June 2016) provided the basis for
calculating the typical weekday parking demand and parking supply within 1.0 mile of the Project
site at 1 p.m. and at 7 p.m. (City of Oakland & MTC, 2016) The data was supplemented with new
data collected in 2019, including an inventory of parking supply and parking demand in the Jack
London District and West Oakland. Table 4.15-8 presents the resulting on- and off-street parking
demand and supply characteristics within 0.5 miles and 1.0 miles from the Project site. There are
currently around 2,890 on- and off-street parking spaces within 0.5 miles of the project site and
12,980 parking spaces available within 1.0 mile. Of the total parking spaces within 1.0 miles of
the site, 4,210 are available on weekdays around 1:00 p.m., and 7,600 are available on weekday
evenings around 7:00 p.m. Much of the existing parking demand in the area is associated with
those who work in the area during weekdays. For this reason, weekend parking characteristics are
like the weekday evening parking characteristics.

TABLE 4.15-8
EXISTING PARKING CHARACTERISTICS

Within 0.5 Miles of the Project Site | Within 1.0 Miles of the Project Site

Parking Type Parking Demand | Parking Supply | Parking Demand | Parking Supply

Weekday at 1:00 p.m.

On-Street 601 891 3,344 4,654
Off-Street 1,472 2,003 5,423 8,325
Weekday at 7:00 p.m.

On-Street 342 891 2,382 4,654
Off-Street 1,429 2,003 2,994 8,325

SOURCE: Fehr & Peers, 2020
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Existing Railroad Characteristics

The Union Pacific Railroad (UPRR) is a freight-hauling railroad company that owns and operates
the rail lines adjacent to the site. These rail lines are used both for passenger transportation by
Amtrak and the Capitol Corridor Joint Powers Authority (Capitol Corridor), and freight transport
by UPRR.

Figure 4.15-12 shows the results from a recent week-long observation of railroad gate activities
at the Market Street and Martin Luther King Jr. Way crossings to the Project site. The figure
illustrates the median gate downtime event each hour and the variability in gate downtime events
within each hour. The data was collected between July 22 and July 28, 2019, between 11:00 a.m.
and 11:00 p.m., when ballpark activities would likely occur. During this time on each day, an
average of 6 freight trains and 36 passenger trains passed through the area.

Table 4.15-9 summarizes the same information about “gate-down” time to highlight the average,
minimum, and maximum gate-down times for the data collection period. The freight data for the
Market Street crossing in the table include one extraordinary freight train event that caused the
gate to be down for 87 minutes, from about 9:13 p.m. to 10:40 p.m. on Sunday evening. The
event is considered extraordinary because the next longest freight gate-down time observation
was 29 minutes. The Martin Luther King Jr. Way crossing gate was down for 29 minutes across
eight down times during the 87-minute period, with the longest being 16 minutes. There were 13
observed instances during the seven-day study period in which gate-down times at the Market
Street crossing exceeded 7 minutes, and 7 such instances at the Martin Luther King Jr. Way
crossing. All these observations were associated with freight trains. There were six instances
during the week when the gates were down at both crossings for freight trains, with the longest
being about 19 minutes and the shortest being about 7 minutes.

TABLE 4.15-9
GATE DOWN TIMES AT HOWARD TERMINAL
Median Gate-Down Time | Minimum Gate-Down Time | Maximum Gate-Down Time
Parking Type (Minutes) (Minutes) (Minutes)
Market Street
Passenger 1.0 0.8 14.0
Freight 4.32 0.8 87.02
Martin Luther King Jr. Way
Passenger 1.0 0.8 3.5
Freight 44 0.7 19.0
NOTES:

a Data summary includes one extraordinary event. The Market Street at-grade crossing gates were down for 87 minutes Sunday
evening between about 9:13 p.m. and 10:40 p.m. The Martin Luther King Jr. Way crossing gates were down for 29 minutes across
eight down times during this period, with the longest being 16 minutes.

SOURCE: Fehr & Peers, 2020
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Market Street and Martin Luther King Jr. Way Gate Downtimes
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There are at-grade crossings at Market Street and Martin Luther King Junior Way as well as Clay,
Washington, Broadway, Franklin, Webster, and Oak Streets. There are two UPRR mainline
tracks through all the at-grade crossings, except at Market Street and Oak Street where there are
three tracks. In addition, Amtrak has a maintenance yard adjacent to UPRR’s West Oakland
Yard, located west of Adeline Street and south of [-880. The at-grade railroad crossing
characteristics are described below, including a summary of train collisions (any collision
involving a train at the at-grade crossing) between 2015 and 2019, as reported in the Federal
Railroad Administration Office of Safety Analysis’s Highway-Rail Grade Crossing
Accident/Incident Reports (n.d.). The use of five years of collision data is consistent with the
City’s guidelines for evaluating crash history.

e Market Street on the north side of the railroad is a four-lane road with sidewalks on both
sides. The crossing surface has been improved for motor vehicles, but the sidewalks terminate
prior to the crossing. Bike lanes on Market Street terminate one block prior to the crossing at
3rd Street. The crossing serves truck access to the Project site and Schnitzer Steel. The
crossing has two 9A warning devices (flashing light signals with automated gate arms and
additional flashing lights on a cantilever), one in each direction, and is a designated truck
route. There have been no train crashes at this crossing within the last five years.

e Martin Luther King Jr. Way on the north side of the railroad is a four-lane road with on-street
parking and sidewalks on both sides. South of the tracks, it is a two-lane road with no
sidewalks. The crossing surface has been improved for motor vehicles, but the sidewalks
terminate prior to the crossing. The crossing serves motor vehicle access to the Project site,
the Vistra Power Plant, and other uses. The crossing has two 9A warning devices, one in each
direction, and is a designated truck route. There was a train crash in 2019 at the Market Street
crossing with an unoccupied motor vehicle that resulted in no injuries.

e (lay Street is a two-lane road with on-street parking/loading and sidewalks on both sides of
the railroad tracks. There is a striped crosswalk across the railroad tracks on the east side of
the crossing, and there are bike lanes on Clay Street north of the crossing. The crossing
surface has been improved for all users and extends from west of Clay Street through the Jack
London Square property to Webster Street. The crossing serves commercial uses on both
sides of the track, provides access to the Ferry Terminal, and is the designated Bay Trail
route. The crossing has two 9A warning devices, one in each direction. There have been no
train crashes at this crossing within the last five years.

e  Washington Street is a two-lane road with on-street parking/loading and sidewalks on both
sides of the railroad tracks. There are striped crosswalks across the railroad tracks, and there
are bike lanes on Washington Street one block north of the crossing at 3rd Street. The
crossing surface has been improved for all users. The crossing serves commercial uses on
both sides of the track and provides access to the Ferry Terminal. The crossing has two 9A
warning devices, one in each direction. There have been no train crashes at this crossing
involving a vehicle within the last five years. However, there was a train/pedestrian crash in
2017 between the Washington Street and Clay Street crossings when two pedestrians were
injured as they went beyond the gate into the rail right-of-way. This was a multiple-threat
crash in which the pedestrians started crossing the tracks after the train passed (before the
gate arm was up) and were hit by a train on the other track passing in the opposite direction.

e  Broadway is a four-lane road with on-street parking/loading and sidewalks on both sides of
the railroad tracks; there are striped crosswalks across the railroad tracks. The crossing
surface has been improved for all users. The crossing serves commercial uses on both sides of
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the track and provides access to the Jack London Square property. The crossing has two 9A
warning devices, one in each direction. There was a train crash in 2019 at the Broadway
crossing with the rear end of an occupied semi-trailer that went around the gates but resulted
in no injuries.

o Franklin Street is a one-way, one-lane road with on-street parking/loading and sidewalks on
both sides of the railroad tracks, and striped crosswalks across the railroad tracks. The
crossing surface has been improved for all users. The crossing serves commercial uses on
both sides of the track. The crossing has two 9A warning devices, one in each direction.
There was a train/pedestrian crash in 2015 at the Franklin Street crossing that resulted in a
pedestrian fatality.

o Webster Street is a two-lane road with on-street parking/loading and sidewalks on both sides
of the railroad tracks and a striped crosswalk across the east side of the railroad tracks. The
crossing surface has been improved for all users. The crossing serves commercial uses on
both sides of the track. The crossing has three 9A warning devices. There have been no train
crashes at this crossing within the last five years.

o QOak Street is a two-lane road with on-street parking, bike lanes, and sidewalks on both sides
of the railroad tracks except on the east side of the tracks, where there is no sidewalk on the
south side of the tracks. The crossing surface has been improved for all users. The crossing
serves commercial uses on both sides of the track. The crossing has two 9A warning devices.
There have been no train crashes at this crossing within the last five years.

Because there were so few train crashes in the last five reporting years, a review of crash data
dating back to the 1970s is summarized. There was a cluster of collisions (18) at the at-grade
crossings and Embarcadero West in the 1970s, followed by an extended period — 1980 through
1998 — when there were only five collisions. Between 1999 and 2009 there was another cluster of
collisions (13); only four collisions have occurred since 2009.

Existing Port Characteristics
Port Access

The Port of Oakland is located along the eastern shoreline of San Francisco Bay, on the southwest
region of the City of Oakland. It consists of approximately 1,300 acres of land that are dedicated
to shipping and shipping-related activities. The Seaport, shown in Figure 4.15-13, is bounded by
freight and passenger rail lines, 1-80, and 1-880, and has three access points, at Maritime, 7th, and
Adeline Streets. The Seaport is bordered by the San Francisco Bay shoreline to the west, the
Oakland Inner Harbor to the south and West Oakland and Jack London District to the east, and
West Grand Avenue to the north. The Project site is physically separated from the Seaport by the
Schnitzer Steel property. Currently, trucks use 3rd Street via either Market Street or Martin
Luther King Jr. Way and Adeline Street to travel between the Project site and the Seaport.
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The City of Oakland, in Chapter 10.52 of the Municipal Code, specifies certain streets and
freeways that must be used by trucks over 20 feet in length for the transportation of property,
including tractor-trucks and trailers, when such trucks are driving within or across the city of
Oakland. Relevant routes include:

e The 7th Street corridor from east of Union Street serves as the primary truck route between
1-880 and downtown Oakland. It also serves as a secondary truck route to the Project site via
Market Street or Martin Luther King Jr. Way. A total of 43 trucks were observed on 7th
Street between Adeline Street and Market Street during the p.m. peak hour. This data has
been incorporated into the Project analysis.®

o The 5th and 6th Street corridors between Union Street and Market Street serve as the truck
routes between 1-880 and the Seaport via Adeline Street as well as the Project site via Market
Street. These roads provide secondary access to the Project site via Martin Luther King Jr.
Way. Between Union Street and Market Street, 59 trucks were observed on 5th Street and 60
were observed on 6th Street during the p.m. peak hour. This data has been incorporated into
the Project analysis.?

e The 3rd Street corridor is a designated truck route between Adeline Street and Market Street
to serve trucks traveling between the Seaport and either Schnitzer Steel or the Project site.
While not part of the Municipal Code Section 10.52.120, the 3rd Street corridor between
Adeline Street and Oak Street is part of the route designated by the Oakland Police
Department to be used by overweight trucks as part of the Heavy Container Permit Program
(Municipal Code Chapter 10.53). The route extends on 3rd Street from Adeline Street to Oak
Street, south on Oak Street to Embarcadero, north on 5th Avenue, and then east on 8th Street.
The primary reason for the program is that overweight trucks are not allowed on State
highways to protect interstate freeway bridge structures. Drivers of overweight trucks must
obtain a special permit issued by the Oakland Police Department prior to using the corridor.
About 70 permits are issued at any given time. Fifteen trucks were observed on 3rd Street
east of Martin Luther King Jr. Way during the p.m. peak hour; 575 passenger vehicles were
also observed on 3rd Street during the same hour. This data has been incorporated into the
Project analysis. !0

Traffic through Seaport

Two distinct types of vehicles use the Port’s internal road network: drayage trucks (heavy-duty
trucks that transport cargo, including containers, to and from the Port terminals, intermodal
railyards, and other locations) and passenger vehicles for employees and customers. Although
Port-related vehicles are the main users of the Port’s roads, some cut-through traffic exists from
passenger vehicles whose drivers are trying to avoid I-880 to travel between [-80 at the Bay
Bridge and downtown or the Jack London District.

Truck Traffic

Approximately 9,000 drayage trucks are registered with the Port’s Secure Truck Enrollment
Program; of these, up to about 3,000 may be in operation on any given day, with each driving one
or more trips (West Oakland Truck Management Plan, 2019). The trucks that serve the Seaport
use one of three access roads — Maritime Street, 7th Street, or Adeline Street — to enter and exit

8
9

Traffic counts collected by Fehr & Peers in September 2018.
Traffic counts collected by Fehr & Peers in September 2018.
10" Traffic counts collected by Fehr & Peers in September 2018.
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the Seaport. Table 4.15-10 presents the distribution of trucks across each Seaport access road
based on intersection counts of trucks between 4:00 p.m. and 6:00 p.m. The counts were
conducted on Tuesday, September 11, 2018, for the Adeline Street access, and on Wednesday,
May 29, 2019, for the 7th Street and Maritime Street access points. Adeline Street is the busiest
access, used by about 50 percent of the trucks accessing or leaving the Seaport between 4:00 p.m.
and 6:00 p.m. 7th Street also attracts a substantial percentage of Seaport truck activity.

TABLE 4.15-10
DISTRIBUTION OF TRUCK VOLUMES TO SEAPORT ACCESS

Intersection Commute Peak Period Distribution (4 to 6 p.m.)?
Adeline Street and 3rd Street 50%

7th Street and 1-880 Ramps 34%

West Grand Avenue and Maritime Street 16%

NOTE:

a The 4 to 6 p.m. period coincides with evening game start times and represents the typical weekday evening commute peak period in
the neighborhoods surrounding Howard Terminal.

SOURCE: Fehr & Peers, 2020

Cut-Through Volumes

Drivers who use the Port as a cut-through route on their way to another destination may have a
limited understanding of truck operations in the Port, potentially disrupting those operations. Too
high a level of cut-through traffic could increase congestion on Seaport roadways and cause delays
in Seaport operations. For the purposes of this traffic analysis, cut-through traffic is defined as
passenger vehicles that use one of the Seaport access points but spend less than 20 minutes
traveling through the Seaport. The assessment of cut-through traffic considered all passenger
vehicles entering the Seaport via Adeline, 7th, and Maritime Streets. Table 4.15-11 shows the
average a.m. and p.m. peak commute period volumes of existing cut-through traffic using the
Seaport’s internal road network. About 11 percent of the passenger vehicles entering the Seaport
during the a.m. commute period (7 to 9 a.m.) are presumed to travel through the Port, based on a
travel time of less than 20 minutes. During the p.m. peak period (4 to 6 p.m.), the percentage
increases to about 20 percent of entering passenger vehicles. While the p.m. peak period
percentage cut-through traffic is higher than the a.m. peak period, the total number of vehicles
cutting through in the p.m. peak period is about 80 percent of that in the a.m. peak period.

Existing Project Site Characteristics

The Project site is about 55 acres located along the northern shoreline of the Inner Harbor of the
Oakland-Alameda Estuary, on the southeastern area of the Port. Directly west of the site is
Schnitzer Steel, which has access from Market Street via Embarcadero West. Regional freeway
access is provided by [-880 and 1-980 and direct local access through local streets including
Market Street and Martin Luther King Jr. Way. Vehicle and non-vehicle traffic need to cross the
UPRR tracks to access the Project site and Schnitzer Steel.
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TABLE 4.15-11
EXISTING WEEKDAY CUT-THROUGH AVERAGE HOURLY VOLUMES THROUGH THE PORT OF OAKLAND AND
TOTAL PASSENGER VEHICLE VOLUMES

Hourly Average (7 to 9 a.m.) Hourly Average (4 to 6 p.m.)
Total Passenger Total Passenger
Passenger Vehicle Passenger Vehicle Volume
Vehicle Volume Using Vehicle Using Entrance
Cut-Through Route Cut-Throughs | Entrance or Exit | Cut-Throughs or Exit
Northbound Exit from Maritime Street
Cars taking 7th Street to Maritime Street 33 387 27 175
Cars taking Adeline Street to Maritime Street 32 315 13 124
Subtotal 65 702 40 299
Southbound Entrance from Maritime Street
Cars using Maritime Street to 7th Street 33 205 35 105
Cars using Maritime Street to Adeline Street 13 80 14 44
Subtotal 46 285 49 149
Combined Total 111 987 89 448
(Northbound + Southbound)

SOURCE: StreetLight Data for year 2018 used to establish vehicles passing through the Seaport, Fehr & Peers

A large portion of the 50-acre Howard Terminal, which composes most of the Project site, is
currently used for, but not limited to, truck parking, storage and staging of loaded and unloaded
containers, longshoreperson training facilities, and berthing vessels for maintenance and storage.
Multimodal traffic counts were conducted at Howard Terminal on Wednesday, May 23, 2018, to
establish the site’s a.m. and p.m. peak-hour trip generation. The site does not generate any active
transportation (i.e., bicycle and pedestrian) trips. During the global a.m. peak hour (8:00 to

9:00 a.m.), the site generated about 140 trips; during the global p.m. peak hour (4:45 to

5:45 p.m.), traffic generated by the existing uses was about 200 trips. The global peak hour is
defined as the hour with the highest traffic volumes observed in the study area.

Table 4.15-12 summarizes hour-by-hour daily trends, which do not necessarily coincide with the
global peak hours, regarding truck trips associated with Howard Terminal and Schnitzer Steel.
The Schnitzer Steel truck trips would remain and coexist with the Project traffic.

Planned Transportation Network Changes

Changes are planned for various transportation modes in the Project vicinity, as described in this
section. Changes in this section include projects planned by the City of Oakland, AC Transit, or
one of the other transportation agencies that are not related to the Project and would be
implemented regardless of the Project. Changes that have undergone environmental clearance and
have secured funding are assumed in the analysis of cumulative conditions in this EIR. Changes
lacking final design, full approval, and/or full funding are not considered reasonably foreseeable,
and are not assumed in the analysis; however, they are considered in the context of consistency
with adopted plans.
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TABLE 4.15-12
HOURLY TRUCK TRIPS AT HOWARD TERMINAL AND SCHNITZER STEEL

Hour Howard Terminal Trucks | Schnitzer Steel Trucks
7:00 a.m.-8:00 a.m. 95 49
8:00 a.m.—9:00 a.m. 98 54
9:00 a.m.—10:00 a.m. 101 63
10:00 a.m.—11:00 a.m. 129 70
11:00 a.m.—12:00 p.m. 191 69
12:00 p.m.—1:00 p.m. 157 77
1:00 p.m.—2:00 p.m. 118 59
2:00 p.m.—3:00 p.m. 194 66
3:00 p.m.—4:00 p.m. 135 37
4:00 p.m.—5:00 p.m. 188 22
5:00 p.m.—6:00 p.m. 78 7
6:00 p.m.—7:00 p.m. 50 8

SOURCE: Fehr & Peers 2018

The following transportation changes have obtained (or are in the process of obtaining)
environmental clearance and full funding, and are included in the analysis:

o Global Opportunities at Port of Oakland (GOPORT) — Environmental clearance completed
for these projects. The Freight Intelligent Transportation System is under construction, with
completion expected in summer 2021. The 7th Street Grade Separation (East Segment) is in
final design, with construction expected to start in 2022. The 7th Street Grade Separation
(West Segment) is currently in design (Alameda CTC, 2020a).

e Qakland Alameda Access Project — Environmental clearance expected in 2021; construction
tentatively scheduled between 2023 and 2026 if project is fully funded (Alameda CTC, 2020b).

Below is a list of transportation network changes within the Project influence areas (shown in
Figure 4.15-1 through Figure 4.15-4) that have been identified within transportation-related plans.
Some of these plans have been adopted while other plans are in draft form, but all are considered
in the plan consistency analysis because they are potentially relevant to the Project (Impact
TRANS-2).

2017 Pedestrian Plan, "Oakland Walks!"

o 8th Street between Franklin Street and Fallon Street (Highway Safety Improvement Program
2013) — Upgraded traffic signals on 8th Street at Madison and Oak Streets. New bikeway striping,
repaved, and new ADA curb ramps along the corridor. Identified in Lake Merritt Station Area
Plan as a community priority for two-way conversion, or sidewalk extensions. Downtown
Plan calls for two-way conversion with a potential parking protected Class 4 bike lane.

e Broadway between 9th Street and 19th Streets (AC Transit East Bay Bus Rapid Transit
[BRT]) — Pedestrian improvements funded through the BRT Project, including new ADA
curb ramps and pedestrian access to BRT stations. Specific sections included in safety strategy.
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9th Street/Madison Street Intersection — Lake Merritt BART Bikeways; Madison Street road diet.

Brush Street between 12th Street and 14th Street — Addition of “Pedestrian Crossing
Prohibited” signage at Brush Street and 12th Street, replacing pedestrian countdown timers.
Other improvements to restripe marked crosswalks, implement Lead Pedestrian Interval,
restrict on-street parking within 20 feet of intersections and marked crosswalks, and
implement pedestrian safety zones extending from the curb. In the long term, implementation
of road diet and adjustment to signal timing to separate turning movements from pedestrian
phase crossing.

7th Street at Harrison Street — Installation of pedestrian countdown timers and activation
buttons, implementation of Leading Pedestrian Interval, and integrated protected northbound
right-turn phase.

8th Street at Market Street — Improvements to restripe crosswalks, install pedestrian
countdown timers and activation buttons, convert devices to fixed pedestrian recall, and
implement pedestrian safety zones extending from the curb. In the long term, addition of
lighting for crosswalks across Market Street, conversion of eastbound and westbound left-
turn phase to protected left-turn phase, and extension of median.

2019 Oakland Bike Plan

2nd Street between Brush Street and Oak Street — Class 2 Bike Lane

3rd Street between Mandela Parkway and Market Street — Class 2B Buffered Bike Lane

3rd Street between Market Street and Oak Street — Class 4 Protected Bike Lanes

6th Street between Washington Street and Madison Street — Class 4 Protected Bike Lanes

7th Street between Mandela Parkway and Washington Street — Class 4 Protected Bike Lanes
9th Street between Martin Luther King Jr. Way and Fallon Street — Class 4 Protected Bike Lanes
11th Street between Market Street and Lake Merritt Boulevard — Class 4 Protected Bike Lanes
12th Street between Market Street and Lake Merritt Boulevard — Class 4 Protected Bike Lanes
13th Street between Franklin Street and Lake Merritt Boulevard — Class 2B Buffered Bike Lane
Adeline Street between 3rd Street and 7th Street — Class 2 Bike Lane

Adeline Street between 7th Street and 35th Street — Class 4 Protected Bike Lanes

Broadway between Bay Trail and 6th Street — Class 2B Buffered Bike Lanes

Brush Street between Embarcadero and 2nd Street — Class 1 Bicycle Path

Brush Street between 2nd Street and 3rd Street — Class 2 Bike Lane

Clay Street between Water Street and 3rd Street — Class 2 Bike Lane

Embarcadero West between Martin Luther King Jr. Way and Broadway — Class 1 Bicycle Path
Franklin Street between 6th Street and 22nd Street — Class 4 Protected Bike Lanes

Jefferson Street between I-880 and 19th Street — Class 2B Buffered Bike Lane

Madison Street between 6th Street and 5th Street — Class 4 Protected Bike Lanes

Mandela Parkway between 7th Street and 5th Street — Class 2B Buffered Bike Lane
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Mandela Parkway between 5th Street and 3rd Street — Class 2B Buffered Bike Lane
Market Street between Embarcadero West and 18th Street — Class 4 Protected Bike Lanes

Martin Luther King Jr. Way between San Pablo Avenue and 7th Street — Class 2B Buffered
Bike Lane

Martin Luther King Jr. Way between 7th Street and Embarcadero West — Class 4 Protected
Bike Lanes

Oak Street between 2nd Street and 9th Street — Class 4 Protected Bike Lanes
Washington Street between Embarcadero West and 7th Street — Class 2 Bike Lanes

Washington Street between 7th Street and 9th Street — Class 3 Bike Route

West Oakland Truck Management Plan

Intersections at Union Street/5th Street, Union Street/7th Street, Adeline Street/3rd Street,
Adeline Street/5th Street, and Adeline Street/7th Street — Work with the City of Oakland’s
Planning and Building Department to identify developments proposed near these
intersections to encourage the inclusion of safety improvements in the development projects.
Possible improvements include high-visibility crosswalks and bike crossings, pedestrian/
bicycle signals, traffic signal changes, improved signage, and pedestrian refuges.
Improvements at Truck Route intersections must accommodate safe truck turning movements
(e.g., turning radii) (City of Oakland & Port of Oakland, 2019).

AC Transit Service Expansion Plan

Line 12 — Split route in Temescal, creating Line L20 Jack London Square to Grand Lake via
Broadway and Grand, continuing via Piedmont Avenue and Shattuck Avenue to Downtown
Berkeley and to Gilman district via Hopkins and Gilman.

Line 18 — Realign with Line 12 in Temescal in Downtown Oakland, creating Line L.20 (see
above).

Line 62 — Increase frequency.

Lake Merritt Station Area Plan

Madison Street/Sth Street — Add bulbouts and install pedestrian signal heads.

Oak Street/8th Street — Add bulbouts and a bus bulbout on the northeast corner.
Jackson Street/9th Street — Add bulbouts.

Harrison Street/8th Street — Add bulbouts (Phase I) and pedestrian scramble (Phase II).
Harrison Street/9th Street — Add bulbouts (Phase I) and pedestrian scramble (Phase II).
Oak Street/8th Street — Upgrade curb ramps, bulbouts, and countdown timers.

Oak Street/6th Street — Consider closing access to 6th Street with addition of bikeway,
landscaping, realignment of the freeway off-ramps, bulbouts, curb ramps, and countdown
timers; or upgrading curb ramps, adding bulbout at the northwest corner, no right turn on red,
restriping lanes, and countdown timers.

Oak Street/5th Street — Improve lighting, artwork, and fencing.
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Madison Street/9th Street — Upgrade or add new bulbouts and improved curb ramps, add
pedestrian signal heads.

9th Street between Broadway and Harrison Street — Phase I includes corner bulbouts,
enhanced pedestrian crosswalks, bicycle sharrow, and sidewalk amenities including
pedestrian-oriented lighting and additional street trees. Phase II, Option A: Street conversion
from three lanes one-way to two-way (left-turn lane where needed). Phase II, Option B: Lane
reduction from three lanes one-way to two lanes one-way with sidewalk widening.

9th Street east of Harrison Street — Phase I includes restriping Class 2 bike lanes, corner
bulbouts, enhanced pedestrian crosswalks, and sidewalk amenities including pedestrian-
oriented lighting and street trees. Phase II, Option A: Street conversion from three lanes one-
way to two-way (including left-turn lane where needed). Phase II, Option B: Lane reductions
from three lanes one-way to two lanes one-way with sidewalk widening.

8th Street between Broadway and Harrison Street — Phase 1 includes corner bulbouts,
enhanced pedestrian crosswalks, a bicycle sharrow, and sidewalk amenities including
pedestrian-oriented lighting and street trees. Phase II, Option A: Street conversion from one-
way to two-way. Phase II, Option B: Lane reduction from four lanes one-way to three lanes
one-way and sidewalk widening.

8th Street east of Harrison Street — Phase I includes a lane reduction from four lanes one-way
to three lanes one-way, Class 2 bike lanes, corner bulbouts, enhanced pedestrian crosswalks,
and sidewalk amenities including pedestrian-oriented lighting and street trees. Phase II,
Option A: Street conversion from one-way to two-way. Phase II, Option B: Lane reduction
and sidewalk widening.

Oak Street (entire plan area) — Phase I includes striping a four- to three-lane reduction one-
way with the addition of a Class 2 bike lane. The street will receive corner bulbouts,
enhanced pedestrian crosswalks, and sidewalk amenities including pedestrian-oriented
lighting, street trees, and wayfinding — particularly at the Lake Merritt BART Station. Phase
IL, Option A: Street conversion from one-way to two-way traffic. Phase II, Option B:
Sidewalk widening (building on Phase I) (City of Oakland, 2014a).

West Oakland Specific Plan

Ruail Lines — At-grade rail crossings at Market Street and Martin Luther King Jr. Way are in
poor condition and should be repaired.

3rd Street between Brush Street and Castro Street — Reconfigure street to provide continuous
sidewalk on north side.

Adeline Street, truck parking enforcement — The City and the Port coordinate to enact
reasonable resolution to current circulation problems associated with on Adeline Street truck
parking, especially in the mornings. Appears to be sign and enforcement, as there currently
appears to be parking available outside gates on Port property, on the south side of the Middle
Harbor Drive bridge. A truck parking program with appropriate time limits and enforcement
should be implemented.

Mandela Parkway/7th Street Intersection — While the pedestrian connection from Mandela
Parkway to the West Oakland BART Station is new and in good condition, additional street
lighting and sidewalk improvements will provide safer pedestrian circulation.
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Adeline Street — Implement planned streetscape improvements for Adeline Street; implement
Class 2 bike lanes between 36th Street and 3rd Street by converting traffic travel lanes to
bicycle lanes.

West Oakland BART Station — Develop parking garage; improve station access and public
safety at nighttime with an on-demand (by phone) door-to-door bus/van service to and from
BART in the evenings and at night, and with improved nighttime lighting in the parking lots
and station vicinity.

7th Street — Complete implementation of enhanced streetscape as described in the 7th Street
Conceptual Urban Design Plan; implement bike lanes from Martin Luther King Jr. Way to
Wood Street.

Transit Service — Work with AC Transit and other transit service providers to enhance transit
service to this area, potentially including a secondary connection or loop down 3rd Street.

Shuttles — Coordinate with AC Transit and the City of Emeryville to study and consider
expanded shuttle/transit service in West Oakland, like the Emery-Go-Round (City of
Oakland, 2014b).

General Plan Lane Use and Transportation Element

1-880 Overpass — Initiate streetscape improvements, including increased lighting and public
art elements.

Broadway Shuttle — Expand service to support evening and weekend retail and entertainment
activities within Uptown and Jack London Square.

Jack London Square Intermodal Connection — Shuttle or bus route serving the Jack London
Square Amtrak station, with service to the ferry terminal, the downtown AC Transit hub/12th
Street BART Station, and the Lake Merritt BART Station.

Downtown Oakland Specific Plan (Draft, August 2019)

8th Street/Franklin Street Intersection, 8th Street/Jackson Street Intersection, and 8th
Street/Madison Street Intersection — Add pedestrian countdown timers within the California
Manual on Uniform Traffic Control Devices (CA MUTCD) recommended time of 3.5 feet
per second; implement Leading Pedestrian Interval (LPI); convert permissive phase to
protected phase; restrict on-street parking within 20 feet of the intersection and marked
crosswalks; install directional curb ramps and accessible pedestrian signals.

8th Street/Webster Street Intersection and 8th Street/Oak Street Intersection — Add pedestrian
countdown timers within the CA MUTCD recommended time of 3.5 feet per second;
implement LPI; restrict on-street parking within 20 feet of the intersection and marked
crosswalks; install directional curb ramps and accessible pedestrian signals.

8th Street/Harrison Street Intersection — Add pedestrian countdown timers within the CA
MUTCD recommended time of 3.5 feet per second; implement LPI; convert permissive phase
to protected phase; restrict on-street parking within 20 feet of the intersection and marked
crosswalks; implement pedestrian safety zones from curb; install directional curb ramps and
accessible pedestrian signals.

9th Street/Franklin Street Intersection, 9th Street/Webster Street Intersection, and 9th
Street/Harrison Street Intersection — Add pedestrian countdown timers within the CA
MUTCD recommended time of 3.5 feet per second; shorten signal cycle length; restrict on-
street parking within 20 feet at intersections marked with crosswalks; implement near-term
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quick build road diet; consider parking protected bike lanes; install directional curb ramps
and accessible pedestrian signals.

9th Street/Alice Street Intersection — Add advanced yield signage at marked crosswalks;
restrict on-street parking within 20 feet at intersection and marked crosswalks; implement
near-term quick build road diet; consider parking protected bike lanes; install directional curb
ramps and accessible pedestrian signals.

Broadway between 9th Street and 11th Street — Incorporate streetscape improvements such as
street furniture and street trees; convert intersection to fixed pedestrian recall; add pedestrian
countdown timers within the CA MUTCD recommended time of 3.5 feet per second; shorten
signal cycle length; implement LPI; implement pedestrian safety zones from the curb; install
directional curb ramps and accessible pedestrian signals.

Jack London Square District — Connect the Lake Merritt BART Station and Chinatown to the
Jack London Square District; install distinctive lighting; enhance pedestrian crossings;
encourage active uses; and install attractive parking area screen walls if parking remains in
place (Oak Street from 8th Street to 4th Street).

Embarcadero West between Clay Street and Market Street — Continue pedestrian, bicycle,
and public realm improvements from the Jack London Waterfront to serve the proposed
Oakland A’s stadium.

Embarcadero West/Oak Street Intersection — Realign Embarcadero West through Port-owned
parking lot. Install directional curb ramps and accessible pedestrian signals.

Embarcadero West between Oak Street and Market Street — Rail Safety Project to facilitate
an application for a “Quiet Zone” and provide pedestrian safety improvements, including
quad gates at each crossing and fencing on both sides of the railroad tracks between each
intersection. Embarcadero West would become a pedestrian corridor through much of its
length except where property access is needed.

Oak Street/2nd Street Intersection — Intersection improvements needed for pedestrians and
bicyclists, such as installing/repainting the crosswalks, improving/constructing refuge
medians, and installing directional curb ramps and accessible pedestrian signals. Complete
sidewalk gap on west side of street.

3rd Street between Brush Street and Clay Street — Complete sidewalks along corridor.

8th Street between Broadway and Fallon Street — Implement streetscape amenities, lighting,
street crossing improvements, and other traffic calming measures. Establish an active,
pedestrian-oriented, well-lit connection between Chinatown and the Lake Merritt BART
Station/Laney College.

9th Street between Broadway and Fallon Street — Implement streetscape amenities, lighting,
street crossing improvements, and other traffic calming measures. Establish an active,
pedestrian-oriented, well-lit connection between Chinatown and the Lake Merritt BART
Station/Laney College.

Brush Street, railroad crossing — Provide pedestrian connectivity across the railroad tracks.
Jefferson Street, railroad crossing — Provide pedestrian connectivity across the railroad tracks.

Washington Street between 6th Street and 7th Street — Remove the pedestrian bridge if
buildings are redeveloped.
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o Market Street between 5th Street and 6th Street, Martin Luther King Jr. Way between 5th
Street and 6th Street, and Washington Street between 6th Street and 5th Street — Potential
treatments include safety enhancements and speed reduction measures at ramps and
intersections, widening sidewalks, improving pedestrian-level lighting, public art, and
installing directional curb ramps.

e Broadway between 4th Street and 7th Street — Transform the areas around, under, and
through the [-880 freeway underpass into a beautiful, safe, walkable, inviting, green, and
iconic passageway connecting Downtown Oakland and the Waterfront. Project description to
be revised as Walk This Way study recommendations are drafted.

o Qak Street between 5th Street and 6th Street — Potential treatments include safety
enhancements and speed reduction measures at ramps and intersections, widening sidewalks,
improving pedestrian-level lighting, public art, and installing directional curb ramps.

o Waterfront Trail Oakland A’s Ballpark Connector, between Clay Street and Market Water
Street, from Martin Luther King Jr. Way to Clay Street — Class 1 Shared Use Path. Include a
trail connection around the Howard Terminal site should this be developed.

o 3rd Street from Market Street to Lake Merritt Channel — Option 1: One-way Class 4
Separated Bikeways — Install a parking protected Class 4 Separated Bikeway (westbound)
along the north side of the roadway with curb stops for the angled parking and delineator
posts or concrete medians. Diagonal parking and 11-foot travel lanes for buses would be
maintained. On the south side of the roadway, install a Class 4 Separated Bikeway Lane
(eastbound) and remove parallel parking. Option 2: Two-way Class 4 Separated Bikeway —
Install a two-way Class 4 Separated Bikeway on the south side of the roadway. Remove
parallel parking on the south side and maintain diagonal parking throughout the corridor on
the north side. Maintain 11-foot travel lanes for buses.

o 2nd Street from Broadway to Embarcadero Bridge — Intersection improvements such as bike
boxes or wayfinding to facilitate turning movements to other Low-Stress Core Corridors.

o 7th Street from Castro Street to Washington Street — Class 4 Separated Bikeway. Project may
require the removal of one travel lane. Project should address 8th Street connection from
Martin Luther King Jr. Way.

o Oth Street from Martin Luther King Jr. Way to Fallon Street — Class 4 Separated Bikeway.
One-way facilities on both sides of the street that will require conversion to a two-way street.
Project may require the removal of one travel lane.

o Martin Luther King Jr. Way from Embarcadero to San Pablo Avenue — Class 2B Buffered
Bike Lanes. May require the removal of a travel lane in each direction.

o Clay Street from 7th Street to 17th Street — Wayfinding and intersection improvements to
facilitate bicycle turning movements to another low-stress core network.

o Madison Street from Embarcadero to 19th Street — Class 4 Separated Bikeway. Project may
require the removal of travel lanes and conversion to a two-way street to install one-way
separated bikeways on both sides of the street.

o Washington Street from Embarcadero to 7th Street — Class 2 Bike Lanes.

e Broadway between 20th Street and 11th Street — Dedicated transit lanes or vehicle access
restrictions.

o QOak Street (no limits provided) — New transit street.
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Lake Merritt BART between 8th Street and 9th Street — Transit center bus priority
improvements.

Broadway/2nd Street, Broadway/3rd Street — New traffic signal.

Broadway Shuttle — Service enhancements or fare-free zone. Either increase service
frequency and extend to 27th Street during daytime hours or enact fare-free zone within
downtown area.

7th Street from Castro Street to Fallon Street — Convert from one-way to two-way street.
Overlaps with the Core Bicycle Network from Castro Street to Clay Street, and with the
Vision Bicycle Network from Clay Street to Washington Street. Overlaps with the bus transit
network from Castro Street to Broadway, and with the Bus Transit Priority Treatments from
Broadway to Oak Street.

8th Street from Castro Street to Fallon Street — Convert from one-way to two-way street.
Overlaps with the Core Bicycle Network from Madison Street to Fallon Street.

Castro Street from Sth Street to 7th Street — Convert from one-way to two-way street.

Franklin Street from 7th Street to 22nd Street — Convert from one-way to two-way street; one
travel lane and one parking lane in each direction. Overlaps with the Core Bicycle Network
from 7th Street to 22nd Street.

Harrison Street from 8th Street to 10th Street — Convert from one-way to two-way street.
Overlaps with the Bus Transit Network from 8th Street to 10th Street.

Jack London Square Waterfront between Washington Street and Embarcadero West —
Improve the Jack London Square Waterfront with better lighting, pedestrian and bicycle
paths, and open space amenities; identified as part of the “Green Loop” Path.

Water Street between Clay Street and Broadway — Continue pedestrian, bicycle, and public
realm improvements from the Jack London Square Waterfront along Water Street.

9th Street between Castro Street and Oak Street — Transform to include context-sensitive
infill and safer street design. The street can be transformed from one-way into two-way, as
well as reconfigured with head-in diagonal parking converted into back-in diagonal parking.
The addition of physical or visual texture on the street surface increases safety for bicyclists
because it signals to motorists to drive slower and more cautiously.

Clay Street from Water Street to Embarcadero West — Continue pedestrian, bicycle, and
public realm improvements from the Jack London Square Waterfront along Clay Street.

Washington Street between 8th Street and 10th Street — Convert into a plaza street.

West Oakland Community Action Plan

West Oakland BART Station — BART will develop a bike station with controlled access at the
West Oakland BART Station (BAAQMD, 2019).

Estuary Crossing Study Final Feasibility Study Report

Minor modifications to Posey Tube — Modifications to the existing tube pathway to improve
conditions for pedestrians and bicyclists.

New water crossing — Provide water taxi service between Alameda and Oakland, making use
of new and modified piers connecting either (a) Clay Street at the Main Street Ferry

Waterfront Ballpark District at Howard Terminal 4.15-55 ESA /D171044
Draft Environmental Impact Report February 2021



4. Environmental Setting, Impacts, and Mitigation Measures

4.15 Transportation and Circulation

Terminal, (b) Broadway and Alameda Landing, (c¢) Broadway and Alameda, or (d) Estuary
Park and Marina Village Shopping Center.

Bicycle and pedestrian bridge — Provide a connection between Alameda and Oakland
connecting either (a) Washington Street and Alameda Landing, (b) Franklin Street and
Alameda Landing, (c) Webster Street and Mariner Square Drive, or (d) Estuary Park and
Marina Village Shopping Center (City of Alameda, 2009).

Oakland-Alameda Access Project (Expected Construction 2023 through 2026)

o6th Street from Oak Street to Broadway — Remove Broadway off-ramp and construct a new
multimodal corridor on 6th Street from Oak Street to Washington Street, including a two-way
cycle track.

Oak Street off-ramp — Upgrade Oak Street off-ramp.

Sth Street and Jackson Street — Construct right turn from Posey Tube onto a designated
Horseshoe loop under I-880 at 5th and Jackson Street to access northbound I-880.

1-980/Jackson Street off-ramp — Reconstruct [-980/Jackson Street off-ramp.

Madison Street between 4th Street and Sth Street — Convert Madison Street to two-way traffic
between 4th Street and 8th Street.

Webster Tube on-ramp at 5th Street and Broadway — Reconstruct the Webster Tube on-ramp
entrance at 5th Street and Broadway.

5th Street at Broadway — Enhance pedestrian safety at key intersections throughout the
project area with signal, sidewalk, and crosswalk improvements.

7th Street at Harrison Street, 7th Street at Alice Street, and 7th Street at Jackson Street —
Enhance pedestrian safety at key intersections throughout the project area with signal,
sidewalk, and crosswalk improvements.

Oak Street from 6th Street to 4th Street — Construct two-way cycle track.
5th Street from Oak Street to Harrison Street — Construct bike and pedestrian facilities.

Harrison Street from 6th Street to 4th Street — Construct designated multi-use path from 6th

Street to 4th Street along Harrison Street to connect to the Posey Tube and Alameda
(Alameda CTC, 2020b).

GoPort Project (Expected Construction 2020 through 2027)

Freight Intelligent Transportation Systems and Technology Master Plan — Apply Intelligent
Transportation Systems (ITS), signal systems along W. Grand Avenue, Maritime Street, 7th
Street, and Middle Harbor Road, and other technologies to cost effectively manage truck
arrivals and improve incident response.

7th Street Grade Separation West Segment — Realign and grade-separate the 7th Street
intersection with Maritime Street and construct a rail spur underneath to improve access and
minimize conflicts between rail, motor vehicles, pedestrians, and bicyclists.

7th Street Grade Separation East Segment — Replace existing railroad underpass between I-
880 and Maritime Street to increase clearance for trucks and improve shared pedestrian and
bicycle path along 7th Street (Alameda CTC, 2020a).
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2011 BART/Silicon Valley Rapid Transit Core Stations Modification Study

o West Oakland BART Station — Widen the ends of the platform; add four emergency stairs and
two daily escalators.

o [2th Street BART Station — Expand platform size by adding platform doors, modifying utility
rooms, and excavating shallow alcoves; adding two emergency stairs; and adding eight fare
gates.

o Lake Merritt BART Station — Add two daily stairs (BART, 2011).

4.15.2 Regulatory Setting

This section outlines the existing plans, policies, and regulations that relate and apply to the
Project at the State, regional, and local levels.

State
Senate Bill 743

On September 27, 2013, SB 743 was signed into law, building on legislative changes from
SB 375, Assembly Bill (AB) 32, and AB 1358, and described in Section 4.7, Greenhouse Gas
Emissions. SB 743 began the process to modify how impacts to the transportation system are
assessed for purposes of CEQA compliance. SB 743 created a shift in transportation impact
analysis under CEQA from a focus on automobile delay, as measured by LOS and similar
metrics, toward a focus on reducing VMT.

SB 743 also includes amendments that revise the definition of “infill opportunity zones” to allow
cities and counties to opt out of traditional LOS standards established by CMPs, and requires the
Governor’s Office of Planning and Research (OPR) to update the State CEQA Guidelines and
establish criteria for determining the significance of transportation impacts. The statute states that
upon certification of the new criteria, automobile delay, as described solely by LOS or similar
measures of vehicular capacity or traffic congestion, shall not be considered a significant impact on
the environment under CEQA, except in certain locations specifically identified in the new criteria.

The new criteria, contained in State CEQA Guidelines Section 15064.3, were certified and
adopted in December 2018. Section 15064.3 states that VMT is the most appropriate metric to
assess transportation impacts and that, with limited exceptions, a project’s effect on automobile
delay does not constitute a significant environmental impact.

State CEQA Guidelines Section 15064.3 provides that a lead agency may elect to be governed by
the new provisions immediately, and that the provisions will apply statewide beginning on July 1,
2020. On September 21, 2016, the City of Oakland Planning Commission updated Oakland’s
CEQA Thresholds of Significance Guidelines aligning with SB 743.

Assembly Bill 734

CEQA requires a lead agency to prepare and certify the completion of an EIR on a project that it
proposes to carry out or approve that may have a significant effect on the environment. This bill
established specified procedures for the administrative and judicial review of the environmental
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review and approvals granted for the Oakland Sports and Mixed-Use Project, the name of the
proposed Project as specified in the bill. This EIR uses the project name “Oakland Waterfront
Ballpark District Project.” The bill establishes procedures requiring actions or proceedings
seeking judicial review pursuant to CEQA or the granting of project approvals to be resolved
within 270 days of the filing of the certified record of proceedings including the final EIR.

The legislation (Public Resources Code Section 21168.6.7(a)(3)(A)(iii)) states that the Project
must have a transportation management plan or a transportation demand management program, or
both, that achieves a 20 percent reduction in vehicle trips as compared to operations absent the
plan and program. The plan or program for the baseball park shall achieve the 20 percent
reduction within one year after completion of the first baseball season. The plan or program for
the non-ballpark development shall achieve the 20 percent reduction within one year after the
completion of that development. In both instances, the plan and/or program must include a menu
of options designed to reduce the number of vehicle trips, including temporarily expanding the
capacity of a public transit line, as appropriate, to serve the baseball park events. The legislation
also requires participation in a transportation management association that will determine a range
of services and programs designed to meet the 20 percent reduction, including providing
incentives for transit usage and carpools, bicycle parking and support, signage, and real-time
transit information.

California Public Utilities Commission Rail Crossing Rules and Regulations

The California Public Utilities Commission (CPUC) includes several regulations, referred to as
Commission General Orders (GOs), that apply to railroad crossings. GO 88-B specifically
establishes criteria for alterations of existing public highway-railroad crossings. Alterations must
meet two criteria: The public agencies having jurisdiction over the roadway involved and the
railroad corporation shall agree as to the public necessity for altering the existing highway-rail
crossing and the proposed alteration shall comply with all applicable Commission GOs.
Additional guidance on rail crossing alterations is included in the CPUC Rules of Practice and
Procedure, Rule 3.7: Public Road Across Railroad and Rule 3.8: Alter or Relocate Existing
Railroad Crossing (CPUC, 2018).

Regional
Plan Bay Area 2040

Plan Bay Area acts as both the Bay Area’s Regional Transportation Plan, as well as its
Sustainable Communities Strategy. Plan Bay Area grew out of “The California Sustainable
Communities and Climate Protection Act of 2008,”!! which requires each of the state’s 18
metropolitan areas to reduce greenhouse gas emissions from cars and light trucks.

Within Plan Bay Area, the MTC and the Association of Bay Area Governments (ABAG) found
that the Bay Area consistently ranks as one of the most congested metropolitan areas in the
nation. They concluded, however, that additional roadway capacity would not solve the problem

1 Steinberg, 2013. Available at: http://leginfo.legislature.ca.gov/faces/billNavClient.xhtml?bill_id=
201320140SB743, accessed March 10, 2017.
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and that the region must instead find ways to operate the existing highway and transit networks
more efficiently (MTC & ABAG, 2017).

To that end, Plan Bay Area recommends increasing non-auto travel mode share and reducing
VMT per capita and per employee by promoting transit-oriented development, transit
improvements, and active transportation modes such as walking and bicycling. These strategies
seek to not only improve mobility within the region, but also reduce regional and statewide GHG
emissions. This Project seeks to respond to these recommendations by promoting transit-oriented
development downtown near regional transit lines and the commercial core, transit
improvements, and active transportation modes.

AC Transit Service Expansion Plan
The AC Transit Service Expansion Plan outlines guiding principles that inform changes to be
made to the existing bus service, based on input received from users through a public outreach
campaign. The goals and guiding principles that directly relate to the Project are outlined below.
e Destinations

— Serve Priority Development Areas and transit-oriented development.
o Streets

— Serve designated transit streets as identified by the cities and counties.
e Routes

—  Simplify corridor route design in places where there are three or more routes serving
the corridor.

— Establish consistent weekday and weekend routing.
— Develop shorter routes to improve reliability.
e Frequency

— Increase frequency to 30 minutes or better and only in conjunction with
improving reliability.
—  Ensure 15-minute frequency or better on major corridors, 10 minutes or better on
trunk lines.
e Hours of Operation

— Develop consistent, improved service spans with 5:00 a.m. start times on trunk lines,
6 a.m. start times on other routes, and 8 p.m., 10 p.m., or 12 a.m. end times depending on
service type.
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Additionally, proposals were developed for specific lines within each of the geographic areas that
make up AC Transit’s service area. Proposals for the lines that directly serve the area near the
Project site are listed below:

e Line 12
— Separate into two services:

» [23 MLK/Solano — direct service from Downtown Oakland to Downtown Berkeley
via Martin Luther King, continuing via Shattuck to North Berkeley and Solano
District

= L[20 Shattuck/Grand — Jack London District to Grand Lake via Broadway and Grand,
continuing via Piedmont Avenue and Shattuck Avenue to Downtown Berkeley and to
Gilman district via Hopkins Street and Gilman Street

e Line 72/72M/72R

— No proposals were included in the current version of this plan, as more focused planning
and outreach activities are to be developed for this line.

Alameda County Transportation Commission Congestion Management
Program

The Alameda CTC is a joint powers authority that plans, funds, and delivers transportation
programs and projects that expand access and improve mobility to foster a vibrant and livable
Alameda County. Alameda CTC also serves as the County's congestion management agency. As
stated previously, the Alameda CTC conducts periodic monitoring of the major roadways on the
CMP roadway network and the MTS in Alameda County. The monitoring program uses Level of
Service (LOS) grades to define road segment operations. The Alameda CTC monitoring report
assesses existing freeway operations through commercial speed data or “floating car” travel time
surveys, which are conducted on all freeway segments during the evening peak hours (4:00 p.m.
to 6:00 p.m.). The report analyzes CMP segment LOS with a volume-to-capacity (v/c) ratio.

The Alameda CTC administers a Land Use Analysis Program, which is one of the legislatively
required elements of the Alameda CTC Congestion Management Program (Alameda CTC, 2017).
The goals of the Land Use Analysis Program are to:

o Better integrate local land use and regional transportation investment decisions.
o Better assess the impacts of development in one community on another community.

e Promote information sharing between local governments when the decisions made by one
jurisdiction will impact another.

Alameda CTC reviews local land use plans and projects with the potential to cause countywide or
regional-scale impacts, including specific plans. The CTC’s threshold for review is if the plan or
project would cause a net increase of 100 p.m. peak-hour vehicle trips or more. The purpose of
the Alameda CTC’s review is to assess impacts of individual development actions on the regional
transportation system and to ensure that significant impacts are appropriately mitigated. This
analysis is conducted at the road segment level for year 2020 and year 2040.
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Alameda CTC guidelines state that impacts to all modes should be considered:

o Transit: Effects of vehicle traffic on mixed-flow transit operations, transit capacity, transit
access/egress, need for future transit service, consistency with adopted plans and circulation
element needs.

e Bicycles: Effects of vehicle traffic on bicyclist conditions, site development and roadway
improvements, and consistency with adopted plans.

e Pedestrians: Effects of vehicle traffic on pedestrian conditions, site development and
roadway improvements, and consistency with adopted plans.

o Other impacts and opportunities: Noise impacts for projects near State highway facilities and
opportunities to environmentally clear access improvements for transit-oriented development
projects.

Alameda CTC also requires an assessment of vehicle delay using the HCM 2010 methodology
(unless an alternative methodology must be used to comply with local requirements) and
consistency with adopted plans.!2 Alameda CTC has not adopted thresholds of significance for
CMP land use analysis purposes. Project sponsors are directed to use professional judgment to 1)
define a threshold that is appropriate for the project context; and 2) use this threshold to
determine impacted segments.

Alameda County Transportation Commission Goods Movement Plan

Home to the Port of Oakland, Oakland International Airport, and miles of rail and interstate
infrastructure, Alameda County is critical to the region’s goods movement. The Alameda CTC
Goods Movement Plan explores opportunities and strategies the County may pursue to reach
multiple goals related to goods movement, including economic prosperity, quality of life,
interconnectedness and multimodal operations, safety and reliability, and innovation. Related to
these goals, the Alameda CTC has explored opportunity areas to increase and improve the
county’s goods movement, some of which may interact with the development at Howard
Terminal. Implementation of the Project and its associated infrastructure improvements may
affect the following opportunity areas (Alameda CTC, 2016):

e [ncrease Safety and Reliability: Improve time-of-day controls, signal coordination, street
design features and truck routing to reduce hindrances to truck movements. Improve at-grade
rail crossings and implement quiet zones so that rail traffic may increase to meet future
demands while minimizing safety and noise concerns.

o Design for Complete Streets: Design streets to be inclusive of all modes, including
incorporating goods movement. Similarly, design to minimize queueing and congestion at
intersections, freeway ramps, and Port access locations.

12 The 2017 CMP recognize that at the time the CMP was published, the California Governor’s Office of Planning
and Research (OPR) was finalizing the rulemaking of SB 743 which eliminates auto delay based measures as a
criteria for significance for transportation impacts within Transit Priority Areas (and potentially outside of Transit
Priority Areas) and notes that the Alameda CTC will revisit the required and preferred methodologies for its Land
Use Analysis Program after the revised State CEQA Guidelines are adopted. As of the publication of the NOP for
the Downtown Specific Plan, the CMP has not yet been updated. Jurisdictions have until July 1, 2020 to implement
the new transportation thresholds.
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o Improve Connectivity: Improve the road network and reevaluate the overweight truck
network to better connect industrial areas to the I-880 corridor.

o Implement Technology to Improve Operations: Implement queue detection technology and
changeable message signs to reduce congestion and improve safety.

o Modernize Goods Movement Infrastructure: Modernize the road network in industrial
corridors, improve safe access to industrial corridors and facilities, and improve last-mile
truck routes and rail connections.

o Sustainably Increase Global Competitiveness. Continue to be a global leader in goods
movement while addressing community impacts, including separating truck activity from
sensitive populations and environments, implementing rail quiet zones, and update zoning to
preserve and further implement buffer zones along freight corridors.

e  Continue to Work Collaboratively: Ensure key stakeholders are actively engaged in decision

making processes that may impact goods movement in the County.

These opportunity areas align with the five main goals in Metropolitan Transportation
Commission’s document San Francisco Bay Area Goods Movement Plan, which identifies five
key goals for the Plan (MTC, 2016):

e Increase economic growth and prosperity.

e Reduce environmental and community impacts and improve the quality of life in
communities most affected by goods movement.

e Provide safe, reliable, efficient, and well-maintained freight movement facilities.

e Promote innovative technology strategies to improve efficiency.

e Preserve and strengthen a multimodal system that supports freight movement and is
coordinated with passenger transportation systems and local land-use decisions.

Local Plans, Ordinances, and Policies

City of Oakland General Plan

The Oakland General Plan comprises numerous elements, and those containing policies relevant
to transportation resources are contained primarily in the Land Use and Transportation Element
(LUTE). The goals and policies contained in the various General Plan Elements are often
competing. In reviewing a project for conformity with the General Plan, the City is required to
balance the competing goals and policies. This project is reviewed for compliance with the
following local plans and policies:

e General Plan LUTE.

e City of Oakland Pedestrian Master Plan (incorporated into the City’s General Plan).

e City of Oakland Bicycle Master Plan (incorporated into the City’s General Plan).

e City of Oakland Public Transit and Alternative Modes Policy.

e City of Oakland Complete Streets Policy.

e September 21, 2016, City of Oakland Planning Commission update to Oakland’s CEQA
Thresholds of Significance Guidelines aligning with Senate Bill 743.
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The General Plan is a comprehensive plan for the growth and development of the City. The
General Plan includes policies related to land use and circulation; housing; recreation;
conservation and open space; noise; environmental hazards; and historic resources. These topics
are addressed within individual elements of the General Plan: Land Use and Transportation;
Pedestrian Master Plan; Bicycle Master Plan; Housing; Historic Preservation; Open Space;
Conservation; Recreation; Noise; and Safety. Each is addressed separately below.

Regarding a project’s consistency with the General Plan in the context of CEQA, the General
Plan states the following:

The General Plan contains many policies which may in some cases address
different goals, policies, and objectives and thus some policies may compete. The
Planning Commission and City Council, in deciding whether to approve a
proposed project, must decide whether, on balance, the project is consistent

(i.e., in general harmony) with the General Plan. 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.13

Land Use and Transportation Element

The City of Oakland, through various policy documents, states a strong preference for
encouraging use of pedestrian, bicycle, and transit travel modes. The following policies are
included in the LUTE (City of Oakland, 1998):

LUTE Policy Framework, Encouraging Alternative Means of Transportation: “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.”

Policy T3.5, Including Bikeways and Pedestrian Walks: The City should include bikeways
and pedestrian walks in the planning of new, reconstructed, or realized streets,
wherever possible.

Policy T3.6, Encouraging Transit: The City should encourage and promote use of public
transit in Oakland by expediting the movement of and access to transit vehicles on designated
“transit streets” as shown on the Transportation Plan. (Policies T3.6 and T3.7 are based on
the City Council’s passage of a “Transit First” policy in October 1996.)

Policy T3.7, Resolving Transportation Conflicts: The City, in constructing and maintaining
its transportation infrastructure, should resolve any conflicts between public transit and single
occupant vehicles in favor of the transportation mode that has the potential to provide the
greatest mobility and access for people, rather than vehicles, giving due consideration to the
environmental, public safety, economic development, health and social equity impacts.

13" City Council Resolution No. 79312 C.M.S.; adopted June 2005.
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Policy T4.1, Incorporating Design Features for Alternative Travel: The City will require
new development, rebuilding, or retrofit to incorporate design features in their projects that
encourage use of alternative modes of transportation such as transit, bicycling, and walking.

2017 Pedestrian Master Plan

Oakland’s Pedestrian Master Plan, Oakland Walks! was adopted June 27, 2017 and identifies
policies and implementation measures that promote a walkable city. The plan’s vision is built
around four pillars — Safety, Equity, Responsiveness, and Vitality (City of Oakland, 2017b):

Holistic Community Safety — Make Oakland’s pedestrian environment safe and welcoming.

Equity — Recognizing a historical pattern of disinvestment, focus investment and resources to
create equitable, accessible walking conditions to meet the needs of Oakland’s diverse
communities.

Responsiveness — Develop and provide tools to ensure that Oakland creates and maintains a
vibrant pedestrian environment.

Vitality — Ensure that Oakland’s pedestrian environment is welcoming, well connected,
supports the local economy, and sustains healthy communities.

Within these four pillars Oakland Walks! strives for five outcomes and within each are
several actions.

Outcome 1 Increase Pedestrian Safety — There are ten actions within this outcome. The
City will install pedestrian safety improvements in high injury corridors, develop new
policies, adopt Vision Zero, upgrade signals and other infrastructure, work to reduce vehicle
speeds, improve lighting, and explore ways to equitably enforce traffic laws.

Outcome 2 Create Streets and Places that Promote Walking — There are nine actions
within this outcome. The City will integrate safety into the design of new streets, incorporate
art into pedestrian infrastructure, plant more street trees, repair sidewalks, install accessible
curb ramps and other features to improve the pedestrian environment for vulnerable
populations, and provide public open space in underutilized roadways. The City will also
pursue citywide programs and partnerships with nonprofits and community groups to
promote walking.

Outcome 3 Improve Walkability to Key Destinations — There are six actions within this
outcome. The City will develop a prioritization strategy to best focus the benefits of the Safe
Routes to School program, establish a similar program focused on first and last mile access to
transit, support wayfinding efforts that can be used by vulnerable populations, and identify
strategies for improving the walking environment in and near Caltrans-owned rights-of-way,
such as underneath freeway overpasses, on and off ramps, and streets where the surface grade
is un-even due to railroad tracks. Additionally, the City will use Walk Score® to improve
walkability to key destinations and to enhance areas where car-ownership and usage is lower
than the citywide average.

Outcome 4 Engage the Oakland Community in Creating Vibrant Pedestrian
Environments — There are five actions within this outcome. The City will reinvigorate
existing communication methods and establish new protocols for engaging about pedestrian
projects and enabling community-determined pedestrian projects. The City will also partner
with groups that specialize in addressing specific vulnerable populations, for example, the
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Mayor’s Commission on Persons with Disabilities, to understand to the experiences of
persons with disabilities.

e Outcome 5 Improve Metrics, Evaluations, Funding, and Tools for Creating Pedestrian
Environments — There are nine actions within this outcome. The City will develop and
implement a host of data collection, data analysis, and data reporting efforts, as well as ensure
adequate staff training in pedestrian design standards to ensure that the Plan implementation
is efficient, accountable, effective, and equitably distributed.

2019 Bicycle Master Plan

The Oakland City Council adopted the Let’s Bike Oakland Plan on July 9, 2019 and adoption
incorporated the plan into the adopted General Plan. The adopted plan includes four main goals
regarding access, health and safety, affordability, and collaboration. Each goal outlines specific

objectives and actions related to the goal. The following actions are applicable to the project (City
of Oakland, 2019b):

Access Goal, Objective A: Increase access to jobs, education, retail, park and libraries,
schools, recreational centers, transit, and other neighborhood destinations

Action Al: Build low-stress facilities that provide access to local destinations in every
neighborhood in Oakland

Action A2: Increase the supply of bicycle parking at neighborhood destinations like
schools, medical centers, grocery stores, and government offices

Action A3: Evaluate the potential to combine transportation-impact fees for new
developments within the same neighborhood to provide continuous, high-quality
bicycle facilities

Access Goal, Objective C: Support public transit service

Action C1: Design bikeways that provide first and last mile connections to transit

Action C3: Install more secure, long-term bicycle parking at Oakland’s BART stations,
Amtrak stations, transit center and ferry terminal

Access Goal, Objective F: Serve people with disabilities

Action F1: Ensure that bikeway designs do not create additional barriers for people
with disabilities

Health & Safety Goal, Objective C: Reduce air pollution, asthma rates and greenhouse gas
emissions

Action C1: Build a bicycle network that encourages Oaklanders to choose modes of
transportation other than driving by providing low-stress facilities and integrating bikes
with transit

Action C2: Achieve a 20 percent reduction in vehicle miles traveled annually as
residents, workers and visitors meet daily needs by walking, bicycling, and using transit,
consistent with the City’s Energy and Climate Action Plan (2018)
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Affordability Goal, Objective A: Reduce the overall household costs for all Oaklanders

Action Al: Build a bicycle network that provides low-stress bicycle facilities for people
in low-income neighborhoods, encouraging the use of bicycling as low-cost
transportation

Action A2: Build bikeways that provide first and last mile connections to public transit
stations and major bus stops

Affordability Goal, Objective B: Reduce long-term transportation costs by reducing the
need for vehicle ownership or for parking in new developments

Action B1: Update the Oakland Planning Code to eliminate parking minimums

Action B2: Revise the menu of Transportation Demand Management options to include
bike share passes, fix-it stations and hydration stations

Action B3: Update Oakland’s Bicycle Parking Ordinance to determine whether it reflects
the type and quantity of parking needed in new developments and major renovations

Action B4: Update the Oakland Planning Code to require end-of-trip facilities such as
showers and changing rooms in major non-residential developments

Let’s Bike Oakland (page 87) provides flexibility for building out the bike network in the vicinity
of Jack London District particularly as it relates to development at Howard Terminal:

The Oakland Athletics are currently proposing to relocate their ballpark to
Howard Terminal. This unique nature of this proposed project may necessitate
adjustments to this Bike Plan network to balance competing game-day demands
on surrounding streets, including but not limited to Broadway, Market Street,
Martin Luther King Jr. Way, Embarcadero West, and 3rd Street. While precise
street segments on the Bike Network may change to accommodate these
demands, high quality bicycle facilities to and from the ballpark will be
incorporated in both the Howard Terminal project design and any revisions to
the network envisioned herein to ensure safe and sustainable transportation to
and from the waterfiront.

City of Oakland Public Transit and Alternative Modes Policy

The City of Oakland adopted the Public Transit and Alternative Modes Policy, also known as the
“Transit-First Policy,” in October 2006 (City Council Resolution 73036 C.M.S.). This resolution
supports public transit and other alternatives to single occupant vehicles and directs the LUTE to
incorporate “various methods of expediting transit services on designated streets and encouraging
greater transit use.” The resolution also directs the City, in constructing and maintaining its
transportation infrastructure, to resolve any conflicts between public transit and single occupant
vehicles on City streets in favor of the transportation mode that provides the greatest mobility for
people rather than vehicles giving due consideration to the environment, public safety, economic
development, health, and social equity impacts.
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West Oakland Truck Management Plan

The West Oakland Truck Management Plan was released in May 2019 as a joint effort between
the City of Oakland and the Port of Oakland to implement a mitigation measure from the Oakland
Army Base Redevelopment Environmental Impact Report, with goals of reducing disruptions
from truck circulation and truck parking on residents and businesses in West Oakland and
increasing safety along designated truck routes. Ten strategies resulted from the planning process
and the City and Port committed to implement them in a span of five years. The strategies that
may overlap with the Project and key implementation steps are listed below (City of Oakland &
Port of Oakland, 2019):

Strategy 1, Improve Safety at Street Intersections Near the Port: Improve safety for
pedestrians, bicycles, and cars at intersections near the Port on Union Street and
Adeline Street.

Implementation Step 2: The Truck Management Plan Team will work with the City’s
Planning and Building Department to identify private developments proposed near these
intersections to encourage the inclusion of the identified potential safety improvements in
the private development projects. Typically, developers implement improvements to the
streets and sidewalks adjacent to development projects. The Truck Management Plan
Team will provide input to these projects so that pedestrian and bicycle safety is
addressed while maintaining requirements for truck movement.

Strategy 3,4 Update the Network of Truck Routes and Truck Prohibited Streets:
Propose additions or changes to the Truck Routes and Truck Prohibited Street network so that
Truck Routes are more effective.

Implementation Step 2: Engage stakeholders affected by the proposed changes,
including residents and businesses and the truck drivers that support those businesses, as
described in Implementation Approach.

Strategy 7, Improve Training for Issuing Parking Tickets: Improve training for issuing
truck and trailer parking tickets in West Oakland to increase compliance with parking
regulations.

Implementation Step 1: The TMP Team will work collaboratively with OakDOT and
OPD to develop the enhanced training, including content and supporting materials.

Implementation Step 4: OakDOT and OPD will deliver training to relevant City or Port
staff. Consider videotaping training sessions so it is easy to train additional staff.

Strategy 8, Change Parking Regulations: Change the parking regulations so they are
applicable to more streets in West Oakland and are easier to enforce.

Implementation Step 2: Develop maps of West Oakland that identify where truck
parking is currently allowed and where it may no longer be allowed under proposed
changes to truck parking regulations. Engage with stakeholders to obtain feedback on
proposed changes.

14 Note that Strategy 3 implementation will not address any truck route changes proposed as part of the Project.
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Implementation Step 3: Identify businesses that could be affected by proposed changes.
Conduct direct outreach to these businesses for feedback and help them develop a plan to
comply with changes in parking regulations.

Implementation Step 7: Conduct enforcement training on the new regulations (see
Strategy 7). Consider a “grace period” while businesses and enforcement staff adjust to
the parking regulation changes.

Strategy 9, Consider Increasing Truck Fines: Consider revisions to the City’s Master Fee
Schedule to increase truck parking fines or other penalties.

Strategy 10, Conduct Targeted Parking Enforcement: Provide targeted enforcement of
parking regulations at specific times and locations.

Implementation Step 1: The TMP Team will use the annual parking ticket data from
Strategies 7 and 8 to identify locations where trucks and trailers continue to regularly
park in prohibited areas.

West Oakland Community Action Plan

West Oakland Community Action Plan was a joint effort between the West Oakland
Environmental Indicators Project (Indicators Project) and the Bay Area Air Quality Management
District, with direction from the West Oakland Community Action Plan Steering Committee. The
Plan provides strategies for addressing long-standing disparities in air pollution and related health
effects in West Oakland. Strategies focus on reducing the impact of pollution sources within and
adjacent to West Oakland, including stationary sources, such as the East Bay Municipal Utility
District wastewater treatment plant, and mobile sources, such as heavy-duty trucks and harbor
craft. These strategies will be implemented at the community level to maximize emission
reductions and reduce residents’ cumulative exposure to criteria air pollutants, diesel particulate
matter (Diesel PM), fine particulate matter (PM2.5), and toxic air contaminants (TAC). Once
implemented, the Plan will work towards eliminating West Oakland’s air pollution burden.

Lake Merritt Station Area Plan

The Lake Merritt Station Area Plan establishes policies and improvements that seek to establish
the area as a well-connected, economically diverse, and vibrant neighborhood and regional
destination. The identified policies aim to create opportunities for community groups, institutions,
businesses, and public agencies to work together towards this common goal. A specific chapter
for Streetscape and Circulation is included, which identifies priorities and actions for improving
the access, safety, and street vibrancy throughout the plan’s identified Planning Area. The
policies that are applicable to the project are listed below (City of Oakland, 2014a):

Overarching Policies

C-3. Pedestrian access in the Chinatown core: Improve access to the Chinatown core by all
modes and improve the pedestrian experience and safety by implementing pedestrian-
oriented lighting and improving pedestrian crossings at key intersections.

C-5. Clear connections to BART: Establish clear connections to and from the Lake Merritt
BART Station with Chinatown, Laney College, Jack London District, the Oakland Museum
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of California, Alameda County offices, Lake Merritt, and other regional destinations. Ensure
connections are multi-modal, with a focus on pedestrian-oriented amenities, such as lighting.

C-6. Freeway under-crossings: Improve the freeway under-crossings for pedestrian safety
and comfort by implementing the following improvements between 7th and 5th Streets along
Broadway, Webster, Jackson, Madison, and Oak Streets:

e Pedestrian-oriented improvements such as special pedestrian-oriented lighting, murals, or
ornamental screening.

e Improving and/or activating the spaces under the freeway.

e Providing improved directional signage for pedestrians, bicyclists, and drivers.

C-7. Connections to the Eastlake Gateway District: Improve connections between the
Eastlake Gateway District and the rest of the Planning Area by improving connections along
10th Street.

Additionally, specific interventions listed as policies in the Lake Merritt Station Area Plan that
are relevant to the project are addressed in the Planned Transportation Network Changes section
in Section 4.15.1, Environmental Setting.

West Oakland Specific Plan

The West Oakland Specific Plan (WOSP) was developed by the City of Oakland with the purpose
of identifying strategies for facilitating the development of vacant or underutilized properties as a
means of providing jobs and services needed by the West Oakland community. These new
developments will need to be supported by improvements to the underlying transportation system
and specific strategies are underscored in the Circulation chapter of the WOSP. The Circulation
chapter is divided into two sections: Complete Streets and Enhancing Transit. The first section
details strategies to provide a better and safer network to drivers, transit users, pedestrians, and
bicyclists, regardless of age, ability, or mode of choice. Those strategies directly related to the
project are listed below (City of Oakland, 2014b):

Complete Streets Strategy for West Oakland Streets: Provide a network of “Complete
Streets” to support the desired mix and intensity of land uses, and to enhance mobility for all
travel modes.

Complete Streets-1: Ensure adequate capacity and safety on those arterial streets that
serve the planned intensification of land use within West Oakland by committing only the
right-of-way necessary to accommodate vehicle movement, transit, bicycle, and
pedestrian uses. These arterial streets include Mandela Parkway, West Grand Avenue, 7th
Street, 5th Street, Union Street (south of 7th Street), Adeline Street (south of 7th Street),
Market Street, San Pablo Avenue, and 27th Street.

e Remove unused rail sidings and spurs to eliminate hazards for drivers, bicyclists,
pedestrians, and bus riders.

e Provide bike lanes (or other appropriate bicycle facilities) and high-quality pedestrian
streetscapes on arterials.

Complete Streets-3: Work with the Port to develop strategies to prioritize freight
movement along arterial corridors outside of the West Oakland residential areas.
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Streetscapes: Improve the attractiveness of streetscapes to promote walking and biking,
traffic safety, public safety, and attract desired development

Streetscapes-1: Fully implement the improvements identified in various streetscape
Master Plans that the City has already prepared, including the following:

7th Street Concept and Urban Design Plan: Complete implementation of the
recommendations and design strategies contained in the 7th Street Concept and
Urban Design Plan. The 7th Street Concept and Urban Design Plan includes
schematic designs for streetscape improvements on Seventh Street in three zones: the
historic district commercial zone bifurcated by the BART tracks, the new transit-
oriented development area arising around the West Oakland BART station and
former industrial parcels; and the mixed-use district at Mandela Parkway.

Streetscapes-5: Improve the streetscapes of other neighborhood local streets as
development occurs. Throughout West Oakland, new development projects should
include incremental improvements to the streetscapes of the local streets which they abut.
Typical streetscape improvements could include a variety of elements, such as installing
special signage that identifies West Oakland’s formally historic neighborhoods as well as
other neighborhoods and could involve a public process in designing the elements.
Capital improvements should include funding for operations and maintenance. Elements
of these improvements could be:

Low-impact development stormwater management approaches;

New or widened sidewalks to include more bus stop amenities such as benches
and shelters;

The inclusion of street furniture, landscaping, and art;

Street trees and planter strips between sidewalks and the street to provide a safety
buffer for pedestrians, allowing tree wells and planters to be used instead of planter
strips where parking or bicycle lanes are next to sidewalks;

Adequate and neighborhood-scaled lighting for pedestrian safety and comfort;

Medians, pocket plazas, and wide sidewalk spaces as potential gathering areas and to
display public art; and

Educational and interpretive signs, artwork, and landscaping to highlight historical
and cultural features.

Pedestrians: Fully develop and improve West Oakland’s pedestrian network.

Pedestrian-2: Promote land use and site design that makes walking convenient
and enjoyable.

Discourage facilities that create blank walls, unscreened edges along sidewalks, and
gaps between sidewalks and building entrances.

Locate parking lots, driveways and loading areas behind buildings, with access on
side or rear streets where feasible.

Continue blight elimination and nuisance abatement programs and install trash cans
in heavily used pedestrian areas, especially near local serving retail establishments.
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Pedestrian-4: Maintain a complete sidewalk network free of gaps by implementing the
City’s Pedestrian Master Plan to ensure that all streets have continuous sidewalks
conforming to ADA standards.

e Identify those gaps in the sidewalk network that are high priority fixes for
safety reasons.

e Promote use of the City’s SeeClickFix web-based program to identify specific areas
of concern.

o Continue to require property owners to add sidewalks, ADA-accessible ramps at
intersections, and other streetscape improvements along the entire property frontage
at the time of new development, substantial additions, or rehabilitations.

o Consider the creation of a special financing district to aid in the finance of
coordinated and complete sidewalks.

Pedestrian-5: Improve pedestrian safety at street crossings, particularly at locations with
high pedestrian activity. Design and improvements that can enhance pedestrian safety
include:

e Neighborhood-scaled street lighting at regular intervals, which promotes pedestrian
safety and discourages criminal activity;

e Enhancements at uncontrolled crosswalks, including high-visibility crosswalk
markings on the street at unsignalized locations; and

e Making all walkways more accessible to people with physical disabilities,
particularly with ADA-accessible ramps at intersections.

Pedestrian-6: Improve the following pedestrian connections between activity centers:

e Improve existing connections across or under freeways to activity centers, on
Mandela Parkway at [-580 and on West Grand Avenue at [-980, using lighting,
public art, way-finding signage acoustics, and other design features.

o  Work with the City’s Safe Routes to School project to improve pedestrian safety
around schools.

e Coordinate the location of new crosswalks with the location of bus stops to ensure
convenient and safe access to bus stops and that also maintain pedestrian visibility of
automobile drivers.

e Implement pedestrian improvements along transit corridors and at the West Oakland
BART station to strengthen connections to transit.

Parking: Ensure an adequate supply of parking to attract and support desired development
and uses, while encouraging alternative travel modes and efficient use of parking supply

Parking-1: Provide parking consistent with the parking recommendations identified in
the Land Use Element of the General Plan and as required by Zoning Code Chapter
17.116 but study the option of instituting maximum parking requirements/limits to
encourage alternative travel modes.

e Allow the sharing of parking facilities among buildings with different peak demand
times. Allow reduced parking requirements for buildings with adequate parking
spaces in shared surface parking lots.

o Consider requiring dedicated Car Sharing spaces in larger residential and
employment developments.
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Consider providing preferred parking for alternative energy vehicles and charging
stations for electric powered vehicles.

Encourage parking garages for higher density developments.

Retain on-street parking.

Parking-3: Ensure that all new development provides for the mitigation of potential
adverse aesthetic impacts of parking.

Ensure that any necessary surface parking, driveways and loading areas in new
development is located at the rear of the building or is screened by landscaping.

Encourage podium parking in higher intensity residential and non-residential
development to be “wrapped” with active uses along the primary fagades.

Design facades of parking structures to reduce adverse effects on the pedestrian
environment where ground-floor uses are not possible, with “green screens,”
landscaping, public art, lighting, semi-opaque windows, etc. Mitigate any required
blank walls with plantings, murals, architectural articulation, faux facgades, etc.

Reduce the bulk of parking structures by breaking up fagades with articulated fronts,
varying rooflines, architectural details, and upper story step-backs.

Provide ample lighting in and around parking lots and structures to ensure safety.
Ensure that these lights are “full cut-off” to prevent glare and over-lighting.

Encourage the installation of solar panels on roof-decks of parking structures, both as
shading devices for vehicles and as a sustainable energy source.

The second section of the Circulation chapter of the WOSP identifies strategies that seek to
improve the connections to the local and regional transportation system, to, from and within West
Oakland. Those directly related to the project are listed below:

Enhancements to Existing Transit Services: Seek and identify funding sources to
significantly enhance existing transit service between the West Oakland BART station, the
Oakland Army Base and Emeryville

Existing Transit Enhance-1: Seek and identify funding mechanisms to increase the

frequency of AC Transit bus service and make other transit improvements in and through
West Oakland.

As recommended in the 2006 West Oakland Community-Based Transportation Plan,
work with AC Transit to create an expanded senior shuttle service and BART access
evening Shuttle.

Work with AC Transit to expand bus service schedules, especially at night and on
weekends (evening/weekend services, longer service hours, greater frequencies, bus
stop amentities, etc.).

Work with AC Transit to expand AC Transit bus service routes to better serve key
destinations such as the Oakland Army Base, West Oakland job centers, Emeryville,
Jack London Square and downtown Oakland.

Work with AC Transit to ensure that bus service increases as development occurs and
transit demand increases.

Provide optimal bus stop locations throughout West Oakland. Bus stops should be
located so as to maintain a minimum of 1,000 feet between transit stops, should be
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located on the far-side of intersections, and should be designed in a manner that
permits vehicles to pass during loading and unloading (i.e., with turn-outs).

e Enhance bus stops with appropriate new amenities (e.g., shelters, benches, lighting,
real-time passenger information, and security apparatus) to improve the comfort and
safety of transit riders.

e Limit the use of private shuttles along AC Transit routes, as these shuttles diminish
the viability of the AC Transit network. Where a shuttle is proposed, first work with
AC Transit to determine if service changes are possible and apply any developer fees
that would support a shuttle to AC Transit service.

Existing Transit Enhance-2: Undertake the following station capacity improvements at
the West Oakland BART Station to ensure public safety and to meet BART's
performance standards.

e Work with BART to assess whether the West Oakland station needs to have wider
train platforms (for both the lower and upper platforms).

o  Work with BART to assess whether additional vertical circulation (stairways,
escalators, and elevators) should be provided, including adding pedestrian access to
the station platform at the north and south ends of the West Oakland station.

e Work with BART to assess the needs for additional fare gates, and potentially
additional platform screen doors.

Existing Transit Enhance-3: Improve West Oakland BART station access and public
safety at night-time with an on-demand (by phone) door-to-door bus/van service to and
from BART in the evenings and at night, and with improved night-time lighting in the
parking lots and station vicinity. Safety could also be enhanced by instituting Crime
Prevention Through Environmental Design (CEPTED) strategies introduced in

Chapter 7: ‘Obstacles to Community & Economic Development’, with emphasis on
ensuring clear lines of sight and visual connections, and well-lit pedestrian connections to
parking areas.

Local Enhanced Transit System: Develop a high-quality West Oakland transit system for
all residents, employees and visitors traveling to, from and within West Oakland.

Enhanced Local Transit-5: To develop a fully complete and enhanced local transit
service, the City of Oakland, in conjunction with AC Transit, BART, Caltrans,
Emeryville, and the Port of Oakland, should undertake a West Oakland Transit Needs
Study. The Study should consider the transit needs of West Oakland at intermediate
stages of development, identifying technical requirements, costs, and funding sources.
The study will engage a cross-section of the West Oakland community in evaluating the
options. A specific outreach program will be tailored to the business community that may
be asked to financially support for the system. The Transit Needs Study could also
include evaluation of noise issues associated with transit, but should also formulate
technically sound analyses and findings on at least the following topics:

o Transit routes which would best serve the evolving needs of West Oakland residents
and businesses;

e Appropriate service characteristics (such as frequency and hours of operation) for the
West Oakland transit network;

o The level of transit capacity required on various routes at various levels of land use
development;
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The need for capital improvements and roadway changes (such as reserving rights-of
way for dedicated transit lanes);

The probable levels of funding required, considering varying alternatives for both
transit operating costs and capital improvements;

Potential sources of operating and capital improvements for transit service above
current levels;

The appropriate and cost-effective ways that stops, stations and vehicles of the transit
linkage system should reflect the history and character of West Oakland; and

Economic analysis of the value (both absolute and relative to other types of public
services and capital improvements) of improvements to bus and rail service, with an
emphasis on experience in cities which share common characteristics with Oakland.

Downtown Oakland Specific Plan

The Downtown Oakland Specific Plan!3 (DOSP) establishes policies that will guide the
development of Downtown Oakland taking into consideration the community’s current and future
needs. The plan includes a Mobility and Accessibility chapter, where specific policies are
outlined in order to reach the goals of making downtown’s streets comfortable, safe and inviting
and of improving connections to the city so that everyone has efficient and reliable access to
downtown’s jobs and services. The policies developed to address the different outcomes are listed
below. These are classified into Existing Policies/Programs (E), Revisions/Adjustments to
Existing City Policies/Programs (R) and New Proposals for City Policies/Programs (N) (City of
Oakland, 2019a).

Mobility Outcome M-1: Downtown is well-connected across its internal and adjacent
neighborhoods with bicycle and pedestrian networks that are accessible and safe for people of
all ages and abilities.

M-1.1 (N): Design and construct safety measures along the high-injury pedestrian
network, including ADA measures that support access for people with disabilities.

M-1.2 (E): Implement the pedestrian and bicycle programs/policies for Downtown
Oakland detailed in the 2017 Oakland Pedestrian Plan and 2019 Oakland Bike Plan.

M-1.3 (N): Plan and design for emerging mobility technologies. Actions include:

Include micromobility devices and users in transportation improvements, including
designated parking.

Digitize curb space to better manage curbs and associated regulations for parking,
ride share and other activities.

Install electric charging stations where appropriate, including ADA accessible spaces,
however, ensure that due public process ensues and avoid yielding sidewalks and
parks for private companies to install devises.

Use pilot programs to experiment with new technology.

15" Taken from the Downtown Oakland Specific Plan Public Review Draft, August 28, 2019. This plan has not been
adopted and is currently undergoing environmental review.
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M-1.4 (N): Design and construct connectivity and access improvements throughout
downtown.

M-1.5 (N): Link neighborhoods with the waterfront through the Green Loop, West
Oakland Walk, and other connectivity improvements.

M-1.6 (N): Update signal timing and upgrade signals throughout downtown to reduce the
delay and support access for bicyclists, pedestrians, and transit.

M-1.7 (N): Install signals that accommodate two-way circulation as standard practice in
all future intersection.

M-1.8 (N): Design and construct a low-stress bicycle network throughout downtown.

M-1.9 (N): Support the Let’s Bike Oakland library partnership with the Oakland
Department of Transportation (OakDOT) which will provide bike mechanics, fix-it
stations and bike repair and maintenance tools for free at library locations.

M-1.10 (N): Continue to expand bike parking supply including short-term and long-term
facilities for both commercial and residential land uses.

Mobility Outcome M-2: Communities that are more transit-dependent are well-served in
travelling to and from downtown with frequent, reliable, and safe transit service.

M-2.1 (N): Implement transit priority treatments on key downtown corridors and
decrease bus headways to improve overall transit travel times and access to, from and
within downtown.

M-2.2 (N): Improve passenger amenities (including wayfinding) and security at bus stops
on all transit streets through downtown. Bus stops can include lighting, new shelters,
benches, wayfinding information in multiple languages, and other amenities including
those that improve access and comfort for people with disabilities.

M-2.3 (R): Reconfigure transit service in Jack London and Chinatown to better connect
with regional transit (Ferry Terminal, Amtrak and Lake Merritt BART) and improve bus
transit connections between downtown and East Oakland (in conjunction with one-way to
two-way street conversions on 7th Street and Oak Street).

M-2.4 (N): Work with transit agencies to offer a low-income transit pass to reduce the
cost of transit fare.

M-2.5 (N): Maintain reliable, ADA-accessible access to transit stations (i.e., BART
elevators and escalators) and find opportunities to increase the number of elevators.
Address all access needs identified in previous BART planning efforts for the 19th Street
Station and 12th Street/City Center Station.

M-2.6 (N): Name transportation facilities and stations to reflect the location or character
of the place that they serve.

M-2.7 (E): Preserve enough bus layover capacity around Lafayette Square, Lake Merritt
BART, and Jack London District to serve existing and future transit service needs to and
from downtown.
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M-2.8 (N): Capitalize on potential regional transit expansion opportunities for BART,
Capitol Corridor, and ferry service.

M-2.9 (N): Consider locations for a transbay crossing and new BART Station in
downtown. Evaluate locations such as, but not limited to, I-980, Broadway, Franklin,
Webster, Clay Street or Washington Street.

M-2.10 (N): Develop a policy requiring downtown employers with more than 50
employees to develop and implement Transportation Demand Management (TDM) plans
and monitor and report on trip reduction.

M-2.11 (R): Continue to implement the recommendations of the 2011 Train Quiet Zone
Study that details the specific safety measures for each intersection and provide a
blueprint of the Jack London Train Quiet Zone. Extend study area east of Oak Street.

Mobility Outcome M-3: Oaklanders connect to downtown’s resources with intermodal and
multimodal options that accommodate people of all ages and abilities from their front door to
their destination and back.

M-3.1 (R): Implement the City’s adopted Complete Streets Policies and focus on
reconfiguring road space on public streets with excess capacity to other modes or uses,
such as bicycles, pedestrians, transit and loading/unloading.

M-3.2 (E): Decrease freeway traffic on local streets through improvements proposed as
part of the Oakland/Alameda Access Project.

M-3.3 (N): Establish parking maximums, include requirements for electric vehicle
charging and consider a means by which developers can build parking up to 1.25 spaces
per unit in exchange for providing community benefits.

M-3.4 (N): Prioritize the movement of emergency service vehicles throughout downtown
by: 1) Allowing emergency service vehicles to use proposed dedicated transit lanes; and
2) Upgrading signal technology to provide emergency pre-emption throughout
Downtown Oakland.

M-3.5 (N): Study the long-term feasibility of replacing 1-980 with a multi-way boulevard
to better connect West Oakland and downtown, creating opportunities for new housing
and other uses, using the revenues from public land to repair inequities caused during the
creation of 1-980, and supporting walking, biking, and transit.

M-3.6 (N): Actively manage curbside space to serve Oakland’s residents, merchants and
visitors, and their diverse mobility needs. Programs to pursue include:

e Implementing the Color Curb Program in Chinatown or a combined commercial
loading/metered parking zones on select streets.

e Developing a Curbside Management Study to analyze the uses of curbside space,
both auto and non-auto as well as potential future uses such as automated vehicles
and develop a clear methodology to guide decision-making on how to manage and
prioritize the use of scarce curb space.

M-3.7 (N): Expand the Park Oakland program to additional areas of Downtown Oakland
to manage public parking to balance the diverse needs of Downtown Oakland’s visitors,
merchants, commuters, and residents. Goals include ensuring parking availability;
increasing ADA-accessible parking and passenger loading with the objectives of serving
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the needs of people with disabilities, seniors, and downtown businesses; reducing the
number of motorists circulating to find parking; balancing the needs placed on curb
space; and better managing parking resources and demand. Actions include:

e Increase ADA-accessible parking and passenger loading with the objectives of
serving the needs of people with disabilities, seniors, and businesses.

e Implement real-time parking signage to display parking availability and pricing

e Adopt the Sensor Independent Rate Adjustment (SIRA) methodology developed for
San Francisco’s SFpark to monitor parking occupancy in real time.

o Establish parking benefit districts in which a portion of parking revenues are used for
improvements in the areas where the funds are collected.

e Give existing merchant and neighborhood organizations, such as Business
Improvement Districts and Cultural Districts, a significant advisory role in deciding
how to spend their local parking benefit district’s revenues.

e Establish a committee, with significant representation from people with disabilities,
to propose reforms to (a) improve curb parking availability for people with
disabilities, and (b) reduce Disabled Placard fraud and abuse.

M-3.8 (E): Include green infrastructure practices — including planting and maintenance of
street trees — described in the City’s Green Streets Guide where feasible within the right-
of-way.

M-3.9 (N): Maintain truck routes to, from, and within the Jack London to facilitate safe
and efficient goods movement from industrial and warehousing facilities. Development a
truck management plan for the larger Downtown Oakland area.

M-3.10 (E): Adopt stronger regulations to ensure safe access for pedestrians, bicyclists,
and transit riders of all abilities during construction projects Downtown.

Central Estuary Area Plan

The City of Oakland Central Estuary Plan was developed to provide recommendations related to
land use, development, urban design, shoreline access, public spaces, regional circulation and
local street improvements for the Central Estuary region and waterfront. Although Howard
Terminal is not within the Central Estuary Plan boundaries, some of the goals outlined in the
Central Estuary Area Plan are relevant for the Project’s impact area. The relevant goals outlined
in the planning document are listed below (City of Oakland, 2013a):

Objective C-1: Improve and clarify regional access to Oakland’s waterfront.

[...] The I-980 connection to the Alameda Tubes at the Jackson Street off-ramp and the I-
880 — 16th Street off ramp currently routes traffic through city streets, and should be
improved to alleviate congestion on local streets and clarify access routes to Alameda and
on Oakland local streets. [...] A new interchange should be investigated to provide direct
access from [-880 to Jack London Square and downtown Oakland.

Objective C-2: Establish a continuous waterfront roadway system; a safe promenade for
pedestrians, bicycles, and slow-moving automobiles.

For the most part, vehicular circulation should be accommodated on existing roadways.
However, a continuous waterfront roadway system is a top priority in the Estuary Policy
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Plan. The waterfront roadway system should take advantage of the Embarcadero right-of-
way, extending from Jack London Square to Park Street. [...] West of Oak Street, the
waterfront roadway system should meet the city grid, providing several routes west to
Mandela Parkway. [...] All waterfront roads should be treated (sic) with appropriate
landscaping, lighting, signage, rest/overview areas, and, where appropriate, parking, and
other features which provide a continuous character for pleasant driving, walking, and
cycling. Waterfront roads should be slow-moving and accompanied by separate or
contiguous bicycling and pedestrian paths where feasible.

Objective C-3: Balance through movement with local access along the waterfront.

The concept of the waterfront roadway system, described above, aims to properly balance
local access with through movements. [...] Traffic-calming methods should be
incorporated into roadway design throughout the study area, to ensure that vehicular
movement is managed in consideration of recreational and aesthetic values. The
waterfront roadway system should not become an overflow or alleviator route to the I-
880 freeway; however, it will remain part of the City’s heavyweight truck route.

Objective C-4: Strengthen local circulation connections between the Oakland neighborhoods
and the waterfront.

Specifically, emphasis should be placed on improving those connections [between the
waterfront and inland neighborhoods] which already exist — Washington, Broadway,
Webster, Franklin, Oak, 5th, 16th, 23rd, 29th Avenues, Fruitvale, and High Streets. These
links can be strengthened through alterations of street alignments or extensions of
existing roadways, relocating parking areas, and improving pedestrian facilities.

Objective C-5: Promote transit service to and along the waterfront.

[...] Transit services should be focused along Broadway, Washington, Franklin, Third,
and Fruitvale. A special transit loop linking Jack London Square with other significant
activity centers (e.g., Old Oakland, the Oakland Museum, and the Lake Merritt and City
Center BART stations), should also be encouraged. [...]

Objective C-6: Improve pedestrian and bicycle circulation.

[...] Bicycle and pedestrian networks should be extended throughout the waterfront. By
enhancing the Embarcadero and the streets parallel to the waterfront, a continuous
pedestrian path and bicycle route can be established along the waterfront. Links from the
waterfront roadway system to upland neighborhoods are proposed along connecting
routes including Oak, Lake Merritt Channel, [...]

Objective C-7: Provide adequate parking without diminishing the quality of the urban
environment,

In the Jack London District in particular, provision of adequate parking is critical to
accommodate both existing and future demands. [...] a comprehensive parking
management strategy should be developed to plan for and provide adequate parking.
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Seaport Air Quality 2020 and Beyond Plan

The Seaport Air Quality 2020 and Beyond Plan (June 2019) is acknowledged here but does not
address transportation impact topics (Port of Oakland, 2019). See Section 4.2, Air Quality, for
information pertaining to this document.

City of Oakland Complete Streets Policy

The City of Oakland adopted the Complete Streets Policy to Further Ensure that Oakland Streets
Provide Safe and Convenient Travel Options for all Users in January 2013 (City Council
Resolution 84204 C.M.S.). This resolution, consistent with the California Complete Streets Act of
2008, directs the City of Oakland to plan, design, construct, operate, and maintain the street
network in the City to accommodate safe, convenient, comfortable travel for all modes, including
pedestrians, bicyclists, transit users, motorists, trucks, and emergency vehicles (City of Oakland,
2013b).

4.15.3 Project Transportation Characteristics

This section discusses various characteristics of the Project identified in Chapter 3, Project
Description, that affect transportation and circulation.

Proposed Project

The Project would make site improvements necessary to support a ballpark with a 35,000-
attendee capacity and additional development including a 3,500-seat performance venue, a
400-room hotel or hotels, up to 3,000 residential units, up to 1.5 million square feet of
commercial/office (which could include a range of commercial uses, including but not limited to,
general administrative and professional offices and life sciences/research), and up to
approximately 270,000 square feet of retail uses (which could include dining/restaurant/
entertainment) at full buildout. Phase 1 of the Project would include a subset of this development
including the ballpark and the 400-room hotel or hotels as well as up to 540 residential units, up
to 250,000 square feet of office/commercial, and up to 30,000 square feet of retail. It is estimated
for purposes of this EIR that full buildout of the Project would be completed within eight calendar
years. The proposed phasing for development of the Project is considered conservative. Actual
build-out would be influenced by market and financing considerations and may occur over a
longer period, as discussed in Chapter 3, Project Description. See Section 4.15.7, Impacts of the
Project, for detailed multimodal trip generation and VMT generated by the Project.

The Project would also implement a Transportation Management Plan (TMP) and a
Transportation and Parking Demand Management (TDM) Plan to achieve a 20 percent vehicle
trip reduction (VTR) consistent with requirements of AB 734 and the City’s guidelines.

The TMP is the document that addresses the ballpark-related transportation management, while
the TDM Plan is the plan for the other developments on the site, including the office, retail,
residential, hotel, and performance theater. The contents and implementation of both plans are
discussed in Section 4.15.4, Transportation Improvements.
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Parking

The Project would provide parking for all uses on the site to support the Project’s development
program including the non-ballpark development as well as the ballpark, with a maximum of
about 8,900 total spaces at full buildout, as described in this section.

The overall strategy for the ballpark parking is to reduce ballpark parking on-site over time from
a maximum of 3,500 on-site parking spaces under Phase 1 to no more than 2,000 on-site parking
spaces at buildout, in addition to the proposed on-site non-ballpark development parking supply
described below. (As a point of reference, the Oakland Coliseum currently provides about 9,100
parking spaces for ballpark events.) Under Phase 1, ballpark parking spaces would generally be
located on the large surface area west of the ballpark. This area could also accommodate a range
of transportation services beyond motor vehicle parking, including limited ride-sourcing (i.e.,
Lyft and Uber) and shuttle buses as well as parking for bicycles, scooters, and other shared
mobility services. Both the ballpark and performance venue components of the Project would
share this parking.

As the Project site builds out, the large surface parking area would be replaced with development
and a network of streets. At buildout there will be up to 1.5 miles of curb space to support a range
of mobility services. That curb space may be used for ride sourcing, shuttle and other buses, and
bicycles and scooters. With transportation trends quickly evolving, the Project through the TMP
and TDM Plan would have the flexibility to adjust curb space management to accommodate
changes in travel behavior. As noted, each non-ballpark development block would provide its
own parking, either on site or within a shared/district parking framework, with the following
proposed parking maximums, resulting in a proposed maximum of about 6,900 parking spaces for
the non-ballpark development:

e 1.0 parking spaces per residential unit
e 2.0 parking spaces per 1,000 square feet gross floor area of office
e 2.6 parking spaces per 1,000 square feet gross floor area of retail and restaurant

e 0.5 parking spaces per hotel room

These parking maximums are the same as or more stringent than current parking maximums in
downtown. The City through the site-specific rezoning process will update zoning and the Project
will be required to adhere to the new parking regulations which may include lower maximums,
but in no event would they be more than those identified above. The Project would also provide
bicycle parking spaces consistent with the City of Oakland Bicycle Parking Requirements
(chapter 17.118 of the Oakland Planning Code).

Residential Parking

Automobile use at residential locations is a function of the number of automobiles available for
the household to use, as well as demographic composition of residents, mix of nearby land uses,
and convenience of transportation options. The Project’s residential parking rates were compared
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to vehicle ownership for households in Alameda County Census Tracts 9832 and 4033,16 which
have similar transportation contexts and are located adjacent to or close to the Project. Tract 9832
is bound by the Estuary, Martin Luther King Jr. Way, 5th Street, and Alice Street, and Tract 4033
is bound by the Estuary, Alice Street, 14th Street, and Oak Street. These census tracts have
similar demographics as anticipated at the Project site and are somewhat closer to transit. The
average number of vehicles kept at home for households in these census tracts is 0.94 vehicles per
household, which provides an estimate of residential parking demand per unit for the Project.
Because the provided parking supply of a maximum of 1.0 parking spaces per unit is like the
estimated parking demand based on nearby areas with similar land use and transportation
contexts, automobile ownership and use are estimated to be like those areas.

Office Parking

Automobile use at offices is a function of the availability of parking, as well as the type of
employment, demographics of the workers, and convenience of other transportation options.
Table 4.15-13 summarizes mode share for workers commuting to the Alameda County Census
Tracts 9832 and 4033, which include the Jack London District and a portion of the Chinatown
District neighborhoods and, based on U.S. Census data, represent a similar tran<ns1:XMLFault xmlns:ns1="http://cxf.apache.org/bindings/xformat"><ns1:faultstring xmlns:ns1="http://cxf.apache.org/bindings/xformat">java.lang.OutOfMemoryError: Java heap space</ns1:faultstring></ns1:XMLFault>