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1 and 2- The Department and FHWA as the lead agencies for NEPA and CEQA have determined that the 
project will not have any significant environmental effects and fully complies with CEQA and NEPA 
regulations and guidelines.  See the essay on “The Environmental Process:  Environmental Impact 
Statement/Environmental Impact Report (EIS/EIR) Versus an Environmental Assessment/Environmental 
Impact Report (EA/EIR); and Criteria for Significance” in Chapter 1. 

3- Posting signs to reduce the freeway speed at the tunnel from 65 mph to 45 mph would not likely increase the 
throughput of the tunnel.  Although the distance between vehicles could be decreased as suggested in the 
comment, the slower speed would not necessarily decrease the headway (the time it takes two consecutive 
vehicles to pass the same point), which is the determining factor in hourly throughput.   
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4- Please see response #8 in the essay on “Traffic Operations” in Chapter 1. 

5- Please see response #5 in the essay on “Traffic Operations” in Chapter 1. 

6- Please see essay on “Scope of the Project” in Chapter 1.  The Department has no control over any other 
agency. 

7- Charging a small fee would not be able to reduce long-term demand growth thus would not serve the purpose 
and need of the project.  To implement, it would either require all vehicles to stop to pay toll thus reducing the 
capacity even further or require a system for all drivers to obtain transponders ( similar to Fast Trak system).  In 
short-term, it is not likely to reduce the existing conditions.  Please also see comment #5 in the essay on “Traffic 
Operations" in Chapter 1. 

Please see responses #6 and #9 in the essay on “Traffic Operations” in Chapter 1.   

8, 9, and 10-Please see essay on “Scope of the Project” in Chapter 1. 

11- Please see responses #1 and #7 in the essay on “Traffic Operations” in Chapter 1. 

The travel demand model used for this project takes into account traffic generated throughout the nine Bay Area 
counties. 

12- Please see essay on “Project Study Area Boundaries” in Chapter 1.  Please also see responses #2 and #7 in 
the essay on “Traffic Operations” and response #6 in the essay on “Traffic Modeling/Forecasting” in Chapter 1. 

13- The disposal of excavated material will be determined by the Contractor.  The Contractor will be able to 
explore potential uses for the excavated material and disposal sites.  The Contractor will be required to adhere 
to all state and federal regulations in disposal or use of the excavated material. 

It is expected that the material resulting from the tunnel excavation will be free of anthropogenic contamination, 
thereby making it a very likely candidate for unrestricted reuse at other developments in need of imported fill.  
There is a chance that a small percentage of the excavation spoils will be impacted by the naturally occurring 
hydrocarbons (e.g., tar) observed in the geologic formations during the boring of the earlier tunnels.  The 
excavation spoils will be screened for the presence of hydrocarbons and other chemicals (e.g., metals) to fully 
characterize the spoils' constituents and determine suitability for types of reuse. 

Whether the spoils are reused as imported fill or disposed of at a landfill, the material will be handled in 
accordance with all applicable laws and regulations promulgated by federal, state, and local agencies.  For 
example, landfill waste characterization will be governed by Title 22 of the California Code of Regulations and 
the federal parameters defined under the Resource, Conservation and Recovery Act (RCRA); additionally, reuse 
as imported fill should satisfy guidelines established by, amongst others, the State Water Resources Control 
Board acting through its regional water quality control boards. 

14- Sequentially excavated tunnel construction is equipment-intensive and requires a variety of relatively 
specialized equipment.  Excavation will be largely performed using a roadheader*, but a hydraulic excavator 
similar to a backhoe but equipped with a digger paddle in lieu of a bucket will also be required in weaker and 
more intensely fractured ground.  Rubber tired mine articulated trucks will be used to transport the excavated 
materials out of the tunnel.  For excavation using the roadheader, the trucks will be charged directly from the 
roadheader, but where a hydraulic excavator is used, the trucks must be loaded with excavated material using a 
loader or an LHD**.  Shotcrete will be supplied by rubber-tired transit mixers to a self-propelled shotcrete 
pump equipped with a robotic boom for shotcrete placement.  Rock anchors and spiling will require the use of a 
drill jumbo.  A separate drill jumbo*** may be required to install the relatively long pipe canopy members 
required in the poorer ground at the west portal.  Outside the tunnel, diesel powered front end loaders will load 
excavated material onto highway trucks. Other equipment used outside the tunnel includes forklifts, cranes, and 
heavy trucks for material deliveries.  These equipment requirements necessitate a relatively large maintenance 
shop to service and maintain this equipment in addition to a warehouse to maintain an adequate inventory of 
spare parts.  
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*Roadheader - A track-mounted unit equipped with a rotating cutterhead affixed to a hydraulic boom.  
Excavated materials are gathered in an apron at the front of the unit and transported by conveyor to the rear of 
the machine. 

**Load-Haul-Dump.  A low profile rubber-tired loader equipped with an oversize bucket. 

***Drill jumbo - A self-propelled unit equipped with two or three drills and a man-basket, each mounted on a 
hydraulic boom. 

Please see the essay on “Construction Impacts” in Chapter 1 regarding truck trips, truck routes, truck operating 
times, blasting and lighting.   

No major ramp closures are required for the project construction activities, except for a limited number of 
nights and/or off-peak hour closures.  In addition, four (4) weekend closures are required each for the 
westbound State Route 24/Fish Ranch Road, westbound State Route 24/Caldecott Lane and westbound State 
Route 24/Northbound State Route 13 ramps in order to facilitate construction activities, such as placing and 
removing Temporary Railing (Type K), and reconfiguring and repaving these existing ramps. Ten (10) working 
days prior to these weekend ramp closures and freeway closures, advance notices will be provided to the nearby 
residents, local businesses and emergency responders, via mail outs and advance warning signs.  The mail outs 
will also include detour information.  During these ramps closures, clearly marked detours will be in place at all 
times, in order to maintain local access.   

15- Please see the essay on “Constructing The Tunnel from the East Side Only” in Chapter 1. 

16, 17, and 18- There will be extensive public outreach during construction.  In order to communicate with 
those in close proximity to the project site, Caltrans will implement an information/community outreach 
program. There will be a public information phone number for community members to call to ask questions, 
voice concerns or to make a comment.  A project website with construction information will also be updated on 
a regular basis. The Caltrans construction Resident Engineer (RE) will coordinate closely with the Contractor to 
ensure there are responses to comments/concerns, and to make sure that the Contractor is following contract 
requirements to mitigate and/or abate and minimize construction impacts. The Contractor will be required to 
implement abatement procedures and to work closely with the RE to minimize disturbance to the community. 

19- See response #13.  The contract specifications will prohibit disposal trucks from using Tunnel Road, 
Claremont Avenue, Ashby Avenue, and College Avenue.    

20- The  local jurisdictions, such as the local fire department, ambulance services and police, are responsible for 
responding to any emergencies.  Caltrans, however, will facilitate “coordinated” emergency responses, by 
closely working with all local jurisdictions during an event.  Caltrans will also make every effort to maintain 
local access via its facilities.  Caltrans has various emergency response plans in place, and periodically performs 
“emergency response mock drills” with various local entities, such as the Metropolitan Transportation 
Commission (MTC).  As part of the coordinated effort with local jurisdictions, if required, Caltrans will close 
portions of the tunnel to provide emergency vehicle access only.  Caltrans does not prepare and maintain 
emergency response maps or escape routes for each local jurisdiction, within the local boundaries.  However, 
Caltrans will coordinate and support the local plans and emergency responses by maintaining access via its 
facilities.  Construction will not result in road closures that would block egress from the area around the tunnel 
construction sites in the event of a fire.  Limited road closures will occur during construction but in all cases 
detours would be available in the event of and emergency. 

21- Tunnel excavation will utilize NATM.  The nature of tunnel construction necessitates around the clock 
construction activity to control cost and schedule.  When constructing a tunnel, construction work can proceed 
only in limited areas. For example, tunnel excavation can occur at only one location for each portal.  Because of 
this limitation, the cost and schedule of a tunnel project will increase dramatically if the hours of construction 
are limited.  In addition when the advance of a tunnel is delayed, additional support measures are required to 
assure that the face of the tunnel remains stable.  Under the current plan, which involves tunnel construction 
5 days per week, 24 hours per day, these additional support measures will be required only over the weekend. 
However, if tunnel construction were limited to one shift per day, these additional support measures would have 
to be installed every day, which would have significant cost implications. The estimated duration for the work 
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hours for each major stage of construction is summarized by Activity, Duration, and Shifts:  Mobilize/Portal 
Development - 8 months, 10 hour shifts.  Tunnel Excavation - 18 months, 24 hour shifts.  Final Lining - 8 
months, 10 hour shifts. Tunnel Systems - 7 months, 10 hour shifts.  Tunnel Approaches - 7 months, 10 hour 
shifts. Other Activities – 6 months. Some nighttime work will be required during each construction phase.  The 
schedule does not include risks and contractor could elect to work more shifts. 

Please see the essay on “Construction Impacts” in Chapter 1.  Off hauling of excavated material from the 
construction sites will be limited to daytime and evening hours only.   

22- The western staging area adjacent to Parkwoods will have vegetation loss. In response to public comments, 
Caltrans developed Option C, which would have reduced the dimensions of the proposed earth berm and 
allowed a strip of existing vegetation, primarily large redwood trees to remain between State Route 24 and 
Parkwoods.  As noted above however, Parkwoods residents reviewed the pro’s and con’s of the three 
alternatives and selected Option B as the collective, preferred alternative.  Upon completion of the project, the 
earth berm/soundwall will be placed in the staging area, and will be planted with native or non-invasive species.  

23- Caltrans is utilizing usable right-of-way within the project study area boundaries for staging areas.  Efficient 
tunnel construction necessitates that the construction staging area be located adjacent to the tunnel portal.  The 
space adjacent to the west portal is already quite small and it will all be necessary to support an efficient 
tunneling operation. It is also likely that the contractor will lease nearby areas for additional space to 
temporarily store materials and equipment. 

24- The Department understands your concern regarding the importance for addressing the potential for 
downstream water quality impacts during construction and the importance of protecting water resources.  The 
Department is required, under its National Pollutant Discharge Elimination System (NPDES) and Construction 
General Permits, to consider the appropriate Best Management Practices (BMPs) with the Best Available 
Technology (BAT), to the Maximum Extent Practicable (MEP) as mentioned in the Draft Environmental 
Assessment/Environmental Impact Report (DEA/EIR).  As such, the Department shall include in the contract 
specific water pollution controls to be deployed during construction year round for the full duration of the 
contract.  Additionally, the contractor is required to prepare and submit a Storm Water Pollution Prevention 
Plan (SWPPP) for approval by the Department.  The SWPPP shall include BMPs to address any, or all, of the 
following to the MEP: soil stabilization, sediment control, tracking control, wind erosion control, non-
stormwater management, and waste management and materials pollution control.  Hazardous Waste, Solid 
Waste, Liquid Waste, and Contaminated Soil Management Construction Site BMPs shall also be required.  In 
general, the choice of methods of construction and materials used would be dictated by the contractor.  
Department site inspections would ensure adequate implementation of those BMPs identified within the 
SWPPP.  Further, a sampling and analysis plan shall be prepared as part of the SWPPP to verify and ensure that 
no materials or wastes may be released from the construction site, effectively monitoring and protecting 
downstream water resources.  These BMPs address operations during the construction phase of the project.   

25- Caltrans and FHWA conform to local guidelines to the extent practicable and feasible. However, well 
established principles of State and Federal sovereignty and preemption preclude the application of local 
regulation to State and Federal activities. Caltrans and FHWA are not required to adhere to local ordinances for 
highway projects, but follow the environmental analysis requirements set forth in both the National 
Environmental Policy Act and California Environmental Quality Act.   

In regards to construction noise impact, hourly (Leq(h)), as well as maximum (Lmax), noise level descriptors 
were used to analyze impact.  Measurements of existing ambient noise levels have been made at several 
locations adjacent to the Caldecott Tunnel. The locations were chosen based on their exposure to the 
construction noise.  These measurements included both daytime and nighttime noise. Ambient noise levels vary 
throughout the day. Peak noise levels were recorded from single events (as measured by the descriptor Lmax) 
such as vehicular back firing (e.g., trucks, motorcycles). The ambient noise levels were then compared to 
expected noise levels from construction activities. 

For the construction staging area the west portal, the analysis indicates that if noise from construction activities 
(including single events) does not exceed 86 dBA at a distance of 50 feet and a temporary noise barrier is 
constructed, construction noise at the measurement locations is expected to be no louder than existing ambient 
noise. Put another way, no single construction noise event will create noise higher than the single noise events 



Chapter 7-Businesses/Organizations 

Caldecott Improvement Project   378

that are occurring now, hence there will be no significant impact due to construction noise.  For this project the 
contract will require that noise from equipment be kept under the noise level of 86 dBA at 50 feet.  This is a 
standard currently being used on other state projects and has been shown to be consistently attainable. 

For the analysis of construction noise at the east portal, ambient noise readings were taken on Grizzly Terrace 
Drive, the neighborhood with the most exposure to the construction noise.  The construction noise limit of 86 
dBA at 50 feet will also apply to this staging area.  The analysis indicates that with normal dissipation in noise 
over distance (with no temporary soundwall), construction noise, whether continuous or single event, will not 
reach levels higher than those that are now occurring. 

Please also see the essay on “Methodologies Used for the Impact Assessments/Local Ordinances” in Chapter 1. 

26- Comment noted.  The BAAQMD CEQA guidelines for feasible control measures will be incorporated into 
the project to the extent possible.   

27- Please see the essay on “Cumulative Impacts/Enhancements” in Chapter 1 regarding the unreasonableness 
of attempting to include the original State Route 24 and State Route 13 construction in cumulative impacts 
analysis for the present project some forty years later.  Also see the essay on “Bicycle and Pedestrian 
Access/Improvements” in Chapter 1. 

28-Table 2.1.5-17 lists 31 intersections of concern that were identified with the help of the Cities of Oakland, 
Berkeley, Orinda, Lafayette and Walnut Creek.  Please also see the essay on “Scope of the Project” in Chapter 
1. 

29- Please see response #2 in the essay on “Traffic Operations” in Chapter 1. 

Feasibility studies performed by the Alameda County Congestion Management Agency (ACCMA), in 
conjunction with various local user groups, have shown that upgrading the existing Kay Overcrossing bicycle 
route to link Lake Temescal with Tunnel Road is a viable option.  Improvements for this existing route along 
Broadway and Caldecott Lane would cost in the range of $2.0 - $2.5 Million.  Upgrading the same route for 
pedestrians would double the cost due to ADA compliance issues, specifically steep existing grades on both 
Broadway and Caldecott Lane.  ACCMA will carry this option forward for further study.  The proposed project 
does incorporate a right-turn pocket at the Kay Overcrossing and is investigating signalization of both 
intersections on either end of the overcrossing. See Options E in the essay on “Bicycle and Pedestrian Access/ 
Improvements” in Chapter 1. 

30- Please see response #1 in the essay on “Traffic Modeling/Forecasting” in Chapter 1. 

31- Please see response #4 in the essay on “Traffic Modeling/Forecasting” in Chapter 1. 

32- Please see response #2 in the essay on “Traffic Operations” in Chapter 1. 

33- See Options A1, A2, and F, in the essay on “Bicycle and Pedestrian Access/Improvements” in Chapter 1. 

34- Please see the essay on “Bicycle and Pedestrian Access/Improvements” in Chapter 1. 

35- Please see the essay on “Scope of the Project” in Chapter 1. 

36- The environmental document correctly stated, “There are no fixed public facilities close enough to the 
project area to be directly affected by the construction.” This statement refers to the direct impacts of 
construction activities. Long-term traffic impacts as discussed in Section 2.1.5.2, Impacts, subsection 
Intersection Analysis, would be minimal. See responses #2 and #7 in the “Traffic Operations” essay and the 
“Bicycle and Pedestrian Access/Improvements” in Chapter 1. The overall increase in VMT on local streets is 
less than 0.4%. The project would not cause substantial adverse impacts from increased traffic volumes or 
congestion on arterial streets.   

37- Caltrans is not required to adhere to the noise standards established by general plans of local agencies.  
Caltrans will, however, take measures to comply with them to the extent possible. 
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The decision to repave the roadway with a quieter pavement will be based on the roadway surface’s need for 
rehabilitation, in conformance with Caltrans’ pavement rehabilitation strategy.  Should Caltrans determine that 
repaving is required for maintenance purposes, open-graded asphalt pavement will be considered.  Restriction 
of jake brakes and limitation on trucks is a joint decision of the local entities within the State Route 24 corridor 
and the California Highway Patrol.  Caltrans does not have the authority to unilaterally set restrictions and 
cannot commit to them within this environmental document.  Likewise, the regulation of vehicle equipment 
involves several agencies and likely a legislative process and is outside the scope of this environmental 
document.  Caltrans will provide landscaping to the extent possible.  A berm and sound wall combination 
Option B) was collectively selected by the Parkwoods residents and is considered to be the preferred alternative 
by Caltrans.. 

38- Federal regulations regarding noise abatement require only abatement that is feasible and reasonable.  
Abatement cannot reasonably be provided for residences that are too far away from the freeway. 

39- The FHWA and Caltrans sanctioned methodology for assessing project impact does not involve noise 
contouring, since contouring does does not provide accurate enough information for specific receiver locations. 
Noise abatements are considered only at locations where noise impacts are identified within the project study 
area boundaries. Caltrans has no program to provide noise abatements for areas currently subject to freeway 
traffic noise, or where there is no new freeway or reconstruction of an existing freeway. 

Note: Trails are usually not considered sensitive noise receiver sites because of the transitory nature of their 
usage. 

Please see the essay on “Project Study Area Boundaries” in Chapter 1. 

40 - The Berkeley Keep Jet Over the Bay vs. Board of Port Commissioners case holds that technical noise 
standards may not be arbitrarily applied and relied upon in assessing noise impacts, but rather, that noise must 
be subject to meaningful analysis and assessed and considered in the context of the disturbance it causes.   

The commenter is not specific about whether the comment refers to construction impacts or after-project 
operational impacts; this response will address both.   

For the analysis of after-project, operational impact, Caltrans’ use of an hourly Leq as the noise descriptor was 
not an arbitrary application of a standard but was the appropriate and valid descriptor in evaluating noise 
impacts of the project because traffic noise is continuous, with inconsistent peaks, and is comprised of many 
different frequencies. Due to the complex nature of traffic noise no one particular noise descriptor can claim to 
represent all the different characteristics of traffic noise and the effects it has on people. The use of an hourly 
averaged noise descriptor is a methodology accepted by the Federal Highway Administration and is used 
nationwide.  It has proven to be the most widely accepted and practical descriptor for traffic noise, because it 
accounts for both the continuous noise and the temporal variation.  

It should be noted that the hourly averaged noise descriptor was used to determine the after-project, permanent 
traffic noise impacts.  For construction noise impact, maximum, as well as hourly, noise level descriptors were 
used to analyze impact.  Measurements of existing ambient noise levels have been made at several locations 
adjacent to the Caldecott Tunnel. The locations were chosen based on their exposure to the construction noise.  
These measurements included both daytime and nighttime noise. Ambient noise levels vary throughout the day. 
Peak noise levels were recorded from single events (as measured by the descriptor Lmax) such as vehicular 
back firing (e.g., trucks, motorcycles). The ambient noise levels were then compared to expected noise levels 
from construction activities. 

The analysis indicates that if noise from construction activities (including single events) does not exceed 86 
dBA at a distance of 50 feet and a temporary noise barrier is constructed, construction noise at the measurement 
locations is expected to be no louder than existing ambient noise. For this project the contract will require that 
noise from equipment be kept under the noise level of 86 dBA at 50 feet.  This is a standard currently being 
used on other state projects and has been shown to be consistently attainable.  Please also see the essay on 
“Methodologies Used for the Impact Assessments/Local Ordinances” in Chapter 1. 



Chapter 7-Businesses/Organizations 

Caldecott Improvement Project   380

41- Currently the ventilation fans for the third bore are run only on an infrequent basis because the natural 
ventilation through the tunnel is sufficient to meet air quality requirements.  Similarly, it is anticipated that the 
ventilation fans within the new fourth bore will only be run on an infrequent basis and, therefore any noise 
impacts will be infrequent and temporary.  Further, when the fans run we do not expect their noise level in 
residential areas to exceed the sound of traffic. 

42- Mitigation for invasive species removal, fire management, and restoration will occur both inside and outside 
the immediate project study area boundaries, and will be finalized per consultation with resource agencies and 
project partners. Mitigation sites outside of the project area will be planted with native  trees and shrubs to 
reestablish habitat values and would include invasive weed control and fire management for a maximum period 
of three years. Mitigation work outside of the project area will be performed concurrent with the roadway 
contract. 

Additional highway planting, which would occur inside of the project study area boundaries, will include both 
mitigation planting and replacement planting to integrate the proposed facility with the adjacent community and 
natural environment. Highway planting within the immediate freeway corridor, would include three years of 
plant establishment and invasive weed control within specific areas, and would be implemented under a 
separate contract immediately following the completion of all tunnel and roadway work.  With respect to 
project economics, Caltrans identifies staging areas that are located within the Caltrans right-of-way at locations 
within close proximity of the construction zone. 

43- A plan to restore the Tunnel Branch sub-shed of the Temescal Creek Watershed is beyond the scope of the 
Caldecott Tunnel Improvement Project.  This would involve work outside of the Department right-of-way, 
where such restoration activities could not occur without procurement of additional right-of-way, making this 
infeasible for the proposed project. 

44- There are no current plans to relinquish state right-of-way in the vicinity of the Caldecott Tunnel to the City 
of Oakland.  Please also see the essay on “Methodologies Used for the Impact Assessment/Local Ordinances” 
in Chapter 1. 

45-  Please see the essay on “Cumulative Impacts/Enhancements” in Chapter 1. 

46- Please see the essays on “Alternatives Considered in the Draft Environmental Assessment/Environmental 
Impact Report (DEA/EIR)”, “Transit”, and “Scope of the Project” in Chapter 1. 

47- Please see the essay on “Constructing The Tunnel from the East Side Only” in Chapter 1. 

48- Please see Option J in the essay on “Bicycle and Pedestrian Access/Improvements” in Chapter 1. 

49- This option was investigated by the ACCMA-led routes 13/24 Bicycle/Pedestrian Feasibility Study.  That 
study concluded that the potential environmental impacts, combined with a cost of $6-7.2 million, significantly 
reduces its viability as a regional bikeway improvement.  It is identified as future project on the Vision Network 
in ACCMA’s Final 2006 Countywide Bicycle Plan.  The Vision Network is equivalent to a Tier 3, unfunded 
project and is not on ACCMA’s Financially Constrained (Tier 2) or High Priority Networks. Also see the essay 
on “Bicycle and Pedestrian Access/Improvements” in Chapter 1.  

50- Bentley School is located on Hiller Drive west of the Tunnel Road/Hiller intersection.  ACCMA's 
Feasibility Study (Option A1) concluded that provisions for an at-grade bicycle/pedestrian crossing at this 
location could be a viable option.  The cost would be $400,000-$500,000.  Traffic signal studies are required to 
determine operation adequacy if implemented.  A bike/ped overcrossing was also investigated for this location 
(Option A2), estimated to cost between $3.2-$3.8 million, and recommended for follow-up with the City of 
Oakland to pursue additional studies and funding.  Other schools along the corridor are not impacted by the 
Caldecott project and those improvements should be coordinated with the appropriate agency having 
jurisdiction. See Options A1 and A2 in the essay on “Bicycle and Pedestrian Access/Improvements” in Chapter 
1. 

51- Please see response #5 in the essay on “Traffic Operations” in Chapter 1. 
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52-The decision to repave the roadway with a quieter pavement will be based on the roadway surface’s need for 
rehabilitation, in conformance with the Caltrans’ pavement rehabilitation strategy.  Should Caltrans determine 
that repaving is required for maintenance purposes, open-graded asphalt pavement will be considered.  
Restriction of trucks and jake brakes is a joint decision of the local entities within the State Route 24 corridor 
and the California Highway Patrol.  Caltrans does not have the authority to unilaterally set restrictions and 
cannot commit to them within this environmental document.  Caltrans does not have the authority to unilaterally 
set these and cannot commit to them within this environmental document.  Caltrans will provide landscaping to 
the extent possible. 

In regards to the noise abatement of structural columns, the contribution of noise reflecting off of the columns is 
negligible and would not warrant abatement.  For noise abatement on arterial streets, Caltrans is required by 
federal regulation to consider noise abatement from projects on streets and freeways within its jurisdiction.  
Caltrans does not have the authority or the federal funding to commit to abatement of noise from streets that are 
within the jurisdiction of the local agencies.   

There are no current plans for additional bridges or elevated roadways for State Route 24 from the Caldecott 
Tunnel to the 24/580 maze. 

53- Noise abatements are considered only at locations where noise impacts are identified within the project 
study area boundaries. Caltrans has no program to provide noise abatements for areas currently subject to 
freeway traffic noise, or where there is no new freeway or reconstruction of an existing freeway.  Please see the 
essay on “Scope of the Project” in Chapter 1. 

54-The Preferred Alternative (Alternative 2N) of this project is included in the 2007 Transportation 
Improvement Program (TIP) (which conforms to the State Implementation Plan (SIP)) and the 2005 Regional 
Transportation Plan (RTP), and thus is in conformance with all related federal air quality requirements.  The 
SIP is designed to be protective of human health. 

55-The Department has no plans to provide financial support for the schools that border State Route 24.  All 
mitigation listed in the Final Environmental Document will be provided, in accordance with CEQA and NEPA 
requirements.  Please see the essay on “Scope of the Project” in Chapter 1. 

56- Please see the essay on “Scope of the Project” in Chapter 1. 

57- Feasibility studies performed by the ACCMA, in conjunction with various local user groups, have shown 
that upgrading the existing Kay Overcrossing bicycle route to link Lake Temescal with Tunnel Road is a viable 
option (Option E).  Improvements for this existing route along Broadway and Caldecott Lane would cost in the 
range of $2.0 - $2.5 Million.  Upgrading the same route for pedestrians would double the cost due to ADA 
compliance issues, specifically steep existing grades on both Broadway and Caldecott Lane.  Bicycle Lanes and 
sidewalks on Broadway west of Lake Temescal, as well as on Miles, Keith and Claremont, should be upgraded 
by the appropriate agency having jurisdiction through other funding sources.  The Caldecott Improvement 
Project does not affect traffic in those areas, therefore, no mitigations are required. See Option E in the essay on 
“Bicycle and Pedestrian Access/Improvements” in Chapter 1.  Please also see “Scope of the Project” in 
Chapter 1. 

58- Please see the essay on “Scope of the Project” in Chapter 1. 

59- Please see response #44, above. 

60- Please see the essays on “Cumulative Impacts/Enhancements” and “Project Study Area Boundaries” in 
Chapter 1. 

61-Please see the essay on “Cumulative Impacts/Enhancements” in Chapter 1. 

There are no plans for the Department to provide funding for enhancements and improvements to FROG Park.  
Please see the essay on “Scope of the Project and Project Study Area Boundaries” in Chapter 1. 

62, 63, and 64- Please see the essay on “Scope of the Project” in Chapter 1. 
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Caldecott Improvement Project   382

65- The current signing policy does not allow the installation of signs on freeways directing to a district within 
the city limits.  The only exception is signing for "Civic Center", "Downtown", or "Central Commercial 
District".  Rockridge Neighborhood Commercial District is not the Central Commercial District for the City of 
Oakland.  Therefore, we cannot comply with the request. 

66 and 67- Please see the essay on “Scope of the Project” in Chapter 1. 
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Rockridge Soccer Club 
 

 




