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1-Please see the essays on “Cumulative Impacts/Enhancements” and “Scope of the Project” in Chapter 1. 
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San Francisco Chamber of Commerce 

 

 
 

Thank you for your comments.  
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Sierra Club-Northern Alameda County Group 
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1 to 11- Comments 1 to 11 of the Sierra Club-Northern Alameda County Group are identical to comments 1 to 
11 in the letter from Mayer Luce Development.  Please see Mayer Luce Development responses 1 to 11. 

12- Comment 12 of the Sierra Club-Northern Alameda County Group is identical to comment 13 in the letter 
from Mayer Luce Development.  Please see Mayer Luce Development response 13. 

13- Comment 13 of the Sierra Club-Northern Alameda County Group is identical to comment 14 in the letter 
from Mayer Luce Development.  Please see Mayer Luce Development response 14. 

14- Comment 14 of the Sierra Club-Northern Alameda County Group is identical to comment 15 in the letter 
from Mayer Luce Development.  Please see Mayer Luce Development response 15. 
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15- Trees within the western portal staging area initially were incorrectly counted; an additional survey 
subsequently was conducted in this area. All other areas checked were correctly counted. These trees were 
added to the previous tree count for a realistic count of trees to be impacted by the project. The updated tree 
information can be found in the final environmental document. Furthermore, during the additional survey in the 
potential staging area adjacent to Parkwoods, tree species including maples and acacias not originally identified 
in the tree survey were identified. These additional trees have been included in the impact assessment and have 
been accounted for in the proposed mitigation.  Replacement landscaping would be completed as a separate 
contract to commence immediately following completion of the tunnel and traffic lanes.  Replacement planting 
would include 15-gallon size up to 24-inch box trees. 

The tree count has been revised such that tree species from additional tree surveys have been added to the 
previous data.  

With regards to Appendix A of the DEA/EIR, please refer to the essay on “Methodologies Used for the Impact 
Assessments/Local Ordinances” in Chapter 1.   

16- As described in Section 2.3.4.4 of the DEA/EIR, measures such as worker training, avoidance of sensitive 
communities, and cleaning of construction machinery before use on subsequent projects in sensitive 
communities would reduce the likelihood that noxious weeds would be spread by the proposed project. 
Furthermore, as part of future invasive species control, only native or non-invasive plant species appropriate for 
the project area will be used in any restoration or revegetation seed mix or stock. Identified invasives will be 
mechanically or chemically removed during the three-year plant establishment period (PEP), as necessary; this 
treatment will ensure that invasive populations do not become established. The frequency and type of treatment 
will be site specific and will be determined during project construction and/or completion. Since this DEA/EIR 
focuses on the Caldecott Improvement Project and not other lands, the status of other nearby lands is not 
considered for the analysis; however, project-specific measures to control the spread of noxious weeds on site 
would also help to minimize the spread of non-native species in areas adjacent to the project corridor. 

17- Tree removal may result in temporary impacts to wildlife habitat within the project corridor. Insofar as trees 
to be removed generally are less than 20 years old and provide only low quality wildlife habitat, this impact 
would be less than significant. The wildlife habitat value is low since the habitat consists mainly of non-native 
eucalyptus and Monterey pines trees, is adjacent to State Route 24, has a low density, and in some areas is 
flanked by development on both sides. Furthermore, Caltrans is replacing removed vegetation with native or 
non-invasive species. Caltrans has allocated funding for replacement landscaping to mitigate for tree removal 
within the immediate freeway corridor. This will be implemented immediately following completion of 
roadwork and will include a three-year plant establishment period.  

Whereas off-site mitigation will occur concurrent with the tunnel project, Caltrans is proactive in protecting and 
preserving existing vegetation on all of its projects.  In addition to Caltrans’ own policy, the intent of the City of 
Oakland’s Tree Protection Ordinance is and will continue to be considered during all stages of project 
development. However, the ordinance does not preclude State jurisdiction regarding tree removal. Please see 
the essay on “Methodologies Used for the Impact assessments/Local Ordinances” in Chapter 1.   

Funding has been allocated for mitigation and replacement planting within the immediate freeway corridor. 
Presently, a cost estimate has not been developed for mitigation planting, invasive species, and fire control work 
that will occur outside (offsite) of the project study area boundaries. Funding for the landscaping contract will 
provide replacement planting and additional mitigation planting within plantable areas contiguous with the 
paved freeway shoulder. Invasive weed removal will be limited to these locations (onsite) and will include 
offsite areas where mitigation will occur with the tunnel project. Funding for the landscaping project will be 
split from the tunnel project. The landscaping project will be programmed to commence immediately following 
the completion of the tunnel and roadway work.   

18- Please see response #16, above. 

19- Please see response #16, above. 

Areas identified for potential mitigation will be planted with native trees and shrubs; native or non-invasive 
species will be planted. Invasive species removal functions as a near term mitigation measure to improve habitat 
in adjacent areas during the approximate eight-year lag during regrowth.  
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20- At this early stage of project development, mitigation site locations are only generally defined and occur 
both inside and outside the immediate project study area boundaries.  Mitigation sites outside of the project area 
will be planted with native oak trees and shrubs to reestablish habitat values and would include invasive weed 
control and fire management for a maximum period of three years.  Additional highway planting, which would 
occur inside of the project study area boundaries, will include both mitigation planting and replacement planting 
to 1) mitigate visual impacts, i.e. buffer objectionable views from adjacentresidences, motorists, recreational 
use,., 2) mitigate impacts to habitat values, and 3) for aesthetics, i.e. visually integrate the proposed project with 
the adjacent community and natural environment.  Mitigation tree planting and invasive weed removal/control 
at sites located outside of the project will be performed under a separate contract concurrently with the tunnel 
contract. and would include an additional three years of plant establishment and invasive weed control/fire 
management.  Additional highway planting within the immediate freeway corridor, including three years of 
plant establishment and invasive weed control within specific areas would be completed under a separate 
contract and implemented following the completion of this project.  The total estimated cost for landscape work 
to be completed under a landscaping contract is $2.5 million dollars.  

Identified invasives will be mechanically or chemically removed during the three-year plant establishment 
period (PEP), as necessary; this treatment will ensure that invasive populations do not become established. 
General invasive-only control in areas of project disturbance will reduce the threat of invasives spreading to 
non-disturbed areas. The frequency and type of treatment will be site-specific and will be determined during 
project construction. 

21- 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 or non-invasive trees and 
shrubs to reestablish habitat values and would include invasive weed control and fire management for a 
maximum period of three years. 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. Mitigation tree planting and invasive weed 
removal/control at sites located outside of the project will be performed under a separate contract concurrent 
with this project’s contract and would include an additional three years of plant establishment and invasive 
weed control/fire management. Additional highway planting within the immediate freeway corridor, including 
three years of plant establishment and invasive weed control within specific areas, would be completed under a 
separate contract and implemented immediately following the completion of all roadwork.  

22- Many mitigation measures have been clarified in the final Environmental Assessment/Environmental 
Impact Report.  Please 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. 

23- There are no plans to set aside $30 million for mitigation. All the impacts listed in the DEA/EIR will be 
mitigated, and there are costs associated with the proposed mitigation.  These costs are included in the proposed 
project. 

24- Caltrans is proactive in protecting and preserving existing vegetation on all of its projects.  In addition to 
Caltrans’ own policy, the intent of the City of Oakland’s Tree Protection Ordinance is and will continue to be 
considered during all stages of project development.  However, the ordinance does not preclude State 
jurisdiction regarding tree removal occurring inside State right-of-way.  No tree removal will occur outside 
State right-of-way. Caltrans will work closely with the cities of Orinda and Oakland during the conceptual plan 
development for replacement and mitigation planting.  Preliminary project costs for mitigation and replacement 
planting within the immediate freeway corridor is currently estimated to be $2.5 million dollars.  A cost 
estimate for off-site mitigation planting work, will be developed per further consultation with resource agencies 
and project partners.  Funding for the mitigation contracts will be split from the tunnel project funding and 
programmed into the State Transportation Improvement Plan (STIP).  These secondary contracts will provide 
replacement planting and mitigation planting, invasive weed removal/fire control work and three years of plant 
establishment for both onsite and offsite locations.  The off-site mitigation project will be programmed to 
commence concurrent with the tunnel project, whereas, the on-site mitigation and replacement planting project 
will commence immediately following the completion of the tunnel project.   
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 Precise staging operations cannot be clearly defined until later stages of project design. For purposes of the 
environmental document, an assumption is made that all trees within the staging areas will be removed  Every 
effort will be made to avoid impacts to trees within the identified staging locations during project development 
and construction phases.   

Originally, the 4.8-m (16-ft) high sound wall at shoulder alternative (Option A) and the berm with 2.4-m (8-ft) 
high sound wall (Option B) were the only options considered and evaluated.  A variant of sound wall Option B 
was developed to save approximately 16 trees located adjacent to the Parkwoods Condominiums entrance.  Of 
the three options presented to the Parkwoods Board meeting on January 19, 2007, sound wall Option B was 
subsequently selected as being the most aesthetically pleasing and beneficial to the Parkwoods residents.  
Caltrans has selected Option B for the following reasons: 1) The sound wall would be 2.4-m (8-ft) in height and 
less of a visual encroachment than the 4.8-m (16-ft) high sound wall options; 2) For adjacent residents, a fully 
landscaped berm would provide an attractive and pleasant buffer from the visual influence of freeway traffic.  
Caldecott Lane would appear more secluded and private while the visual influence of the freeway traffic would 
be immediately screened from much of the ground-plane and to some extent second story views; 3) In terms of 
mitigation, landscaping would provide immediate benefits under Option B.  When planted, typical 15-gallon-
size trees would exceed the height of the sound wall and would mitigate the perceived surface plane of the 
sound wall structure.  Shrub plantings could obscure the 2.4-m (8-ft) sound wall within 5-8 years.  Trees planted 
on top of the berm would begin to screen freeway views from the upper Parkwood residences in 10-12 years as 
opposed to 18-20 years under the other two options.   

25 and 26- 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.  Unlike surface projects, the duration cannot be 
shortened by assigning more equipment or manpower to the job.  Because of this limitation, the cost and 
schedule of a tunnel project will increase dramatically if the excavation of the tunnel were only performed from 
the east portal.  The preliminary evaluations indicate that the project duration would be lengthened by 
approximately by approximately 14 months if tunnel construction were performed only from the east portal.  
And the majority of this added schedule would be 24 hour per day tunnel excavation.  The cost of the project 
would also increase by approximately $45 million.  Further, the staging area adjacent to the east portal is small 
and narrow which would also hamper the construction activities and result in added cost and schedule.  Studies 
were done and there are no special status plants species in the area.  Please see responses to comments #17 and 
#24 above.   

27- The noise criteria for consideration of noise abatement are established for abatement measures considered 
under Code of Federal Regulations 23CFR772. 

On State Route 24 the highest single event noise producers (with the exception of the sirens of police and 
emergency vehicles) are heavy-duty trucks.  Though they may produce noise at higher levels than the peak 
averaged hourly noise level, their frequency of passbys is irregular and unpredictable, and, unlike the sound of a 
jet flying by, the sound level is not much higher than the peak hourly level of the traffic that it is mixed with.  
Since freeway traffic noise is continuous, with irregular peaks, it would not be an accurate representation of the 
noise environment to describe the freeway only by the peaks caused by these individual truck passbys so 
Caltrans and the FHWA use a time averaged noise descriptor.  When Caltrans performs its noise studies the 
percentage of heavy-duty trucks is factored into the model, though the volume of heavy-duty truck traffic is not 
expected to increase.   

28- Many mitigation measures have been clarified in the final Environmental Assessment/Environmental 
Impact Report.  Please see the essay on “Construction Impacts” in Chapter 1. 

29- Please see the essay on “Construction Impacts” in Chapter 1. 

30- 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 only be required 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 
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would have significant cost implications.  In addition, please see the essays “Methodologies Used for the Impact 
Assessments/Local Ordinances” and “Construction Impacts” in Chapter 1. 

31- Installing asphalt concrete (AC) overlay to the existing concrete pavement is undesirable due to the 
following reasons: Based on the soil samples recently taken from various locations on the westbound route 
within the project study area boundaries, and the subsequent laboratory soil tests, the majority of the basement 
soil appears to be of sedimentary rock having high levels of R-values.  This is the basement condition favorable 
for concrete pavement, which would perform the expected long life service with low maintenance cost.  In order 
to overlay the roadway, existing concrete pavement needs to be cracked and seated, which will transform the 
existing rigid concrete pavement into a flexible AC pavement thus requiring more frequent maintenance and 
more disruptions to the public.  Furthermore, the existing concrete pavement is generally in good condition and 
is not a qualified candidate for a crack and seat rehabilitation. 

32- 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. 

33- Comment 33 of the Sierra Club-Northern Alameda County Group is identical to comment 26 in the letter 
from Mayer Luce Development.  Please see Mayer Luce Development response 26. 

34- The sound barriers are the most effective abatement measures available. 

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

36- All Bicycle/Pedestrian improvement studied by ACCMA meet ADA regulations. Please see the essay on 
“Bicycle and Pedestrian Access/Improvements” in Chapter 1.  

37- Comment 37 of the Sierra Club-Northern Alameda County Group is identical to comment 34 in the letter 
from Mayer Luce Development.  Please see Mayer Luce Development response 34. 

38- Comment 38 of the Sierra Club-Northern Alameda County Group is identical to comment 35 in the letter 
from Mayer Luce Development.  Please see Mayer Luce Development response 35. 

39- Comment 39 of the Sierra Club-Northern Alameda County Group is identical to comment 36 in the letter 
from Mayer Luce Development.  Please see Mayer Luce Development response 36. 

40- Comment 40 of the Sierra Club-Northern Alameda County Group is identical to comment 37 in the letter 
from Mayer Luce Development.  Please see Mayer Luce Development response 37. 

41- Comment 41 of the Sierra Club-Northern Alameda County Group is identical to comment 38 in the letter 
from Mayer Luce Development.  Please see Mayer Luce Development response 38. 

42- Comment 42 of the Sierra Club-Northern Alameda County Group is identical to comment 39 in the letter 
from Mayer Luce Development.  Please see Mayer Luce Development response 39. 
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Sunset Development Company 
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Thank you for your comments. 
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The Caldecott Tunnel Fourth Bore Coalition 
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Attachments: 

1. Law offices of Stuart M. Flashman, Caldecott Improvement Project Draft EA/EIR Comment Letter,  
July 12, 2006; 

2. Grassetti Environmental Consulting, Caldecott Improvement Project Draft EA/EIR Comment Letter,  
July 10, 2006; 

3. Excerpt from Wikipedia article on Induced Demand, http://en.wikipedia.org/wiki/Induced_Demand; 

4. Impacts of Highway Facility Improvements on Travel & Regional Planning, Wisconsin Translinks, 
January 1994; 

5. More Roads, More Traffic:  The Failure of Road-Building to Alleviate Traffic Congestion in Maryland, 
Dutzik, Tony, MaryPIRG Foundation, April 2002; 

6. Relationships between highway capacity and induced vehicle travel, Transportation Research Part A 35 
(2001) Noland, Robert B., July 6, 1999; 

7. California Life-Cycle Benefit/Cost Analysis Model (Cal-B/C), Systems Metrics Group, Inc. in Association 
with Cambridge Systematics, Inc. for California Department of Transportation, June 2004; and  

8. Route 710 Tunnel Technical Feasibility Assessment Report, Parsons Brinckerhoff for Los Angeles County 
Metropolitan Transportation Authority, June 7, 2006 

Attachments #3-8 were voluminous publications and are not reproduced here. 

1- The FHWA and the Department believe that the DEA/EIR and the FEA/EIR provide an adequate analysis of 
both potential impacts and potential mitigation measures as discussed in Chapter 2, Affected Environment, 
Environmental Consequences, and Avoidance, Minimization, and/or Mitigation Measures and fully meets state 
and federal requirements.  The FEA/EIR will not be withdrawn.  Please see the essay on “The Environmental 
Process; Environmental Impact Statement/Environmental Impact Report ((EIS/EIR) versus and Environmental 
Assessment/Environmental Impact Report (EA/EIR); and Criteria for Significance” in Chapter 1. 

2 and 3- Following are the accident data for State Route 24 within the project study area boundaries (Ala-24-
PM R5.3 to CC-24-PM 1.3, including ramps), obtained from Caltrans Accident Surveillance and Analysis 
System (TASAS) for the three-year period between January 1, 2003 and December 31, 2005. 

    Actual Number  Actual Rates  Average Rate 
       Year                      Total Fatal Injury Fat. F+I Total Fat. F+I Total 
01/01/03-12/31/05           649       0        168       .000 .43     1.66          .008      .34      1.04 

The accident collision types are as follows: 

 A. Head-on (0.0%)  B. Sideswipe (27.7%) 
 C. Rear End (55.9%)  D. Broadside (1.5%) 
 E. Hit Object (16.6%)  F. Overturn (1.7%) 
 G. Auto Pedestrian (0.0%)  H. Other (0.8%) 

The primary collision factors are as follows: 

          1. Influence Alcohol (3.2%)  2. Follow Too Close (7.4%) 
          3. Failure To Yield  (0.0%)  4. Improper Turn (10.9%) 
          5. Speeding  (51.2%)  6. Other Violation (21.7%) 
          7. Other Than Driver (1.4%) 

There were a total 649 accidents in the vicinity of Caldecott tunnel. 65.9% of the accidents (428) occurred 
outside tunnel and 34.1% (221) occurred inside tunnel. 

43.8% (284) of the accidents occurred going eastbound and 56.2% (365) occurred going westbound. 
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Rear-enders and sideswipe type collisions, which generally are due to driver’s inattention, unsafe speeds, and 
lane changing in recurring traffic congestion, account for 83.6% of all the accidents.  

The accident rate in this section of State Route 24 (1.66) is equal to 160% of the average for the similar 
highway facilities (1.04). 

The accident data shown above indicate that a significant factor causing the higher than average accident rate on 
State Route 24 within project study area boundaries is congestion. The proposed tunnel project will reduce 
congestion within the vicinity of the tunnel, and as a result, will reduce the number of congestion type of 
accidents. 

4 and 5- Please see the essays on “Alternatives Considered in the Draft Environmental   
Assessment/Environmental Impact Report (DEA/EIR)” and “Bicycle and Pedestrian Access/Improvements” in 
Chapter 1. 

6- Recognizing the importance of the State Route 24 Caldecott Tunnel, the Department and the Federal 
Highway Administration proposed a project with the purpose of reducing delays within the vicinity of the 
tunnel, increasing mobility, reducing the potential for congestion-related accidents within the project study area, 
eliminating the need for daily tunnel reversal, and that would respond both to Regional Measure 2 and Contra 
Costa County Measure J.  The Department cannot predict how gas prices will rise or fall, and what, if any, 
effect such changes will have on the public’s driving behavior. Consideration of future scenarios for the cost 
and constraint of driving are beyond the scope of the project. 

Please also see response #6 in the essay on  “Traffic Modeling/Forecasting” in Chapter 1. 

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

8- The noise study assumed the traffic volume for each alternative that would yield the highest possible 
predicted noise level.  In regards to air quality, air pollution is a regional issue, and must be considered in 
conjunction with all other projects in the region.  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. 

Please see response #2 in the essay on “Traffic Modeling/Forecasting” in Chapter 1.  

9- Noise abatements are considered only at locations where noise impacts are identified within the project study 
area boundaries. The two BART stations referenced are both outside of the project study area boundaries and no 
school within the project study area boundaries met the noise abatement criteria.  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. 

In regards to air pollution, 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. 

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

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

11- Please see response #3 in the essay on “Traffic Modeling/Forecasting” in Chapter 1. 

12- A number of intersections along local arterial streets in Berkeley/ Oakland area-- Ashby Ave., Broadway, 
Claremont Ave., College Ave., Martin Luther King Jr. Way, Telegraph, Ave., and Tunnel Road, were included 
in the intersection study to assess the impact of a fourth bore.  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.  

13-  Please see response #2 in the essay on “Traffic Operations” in Chapter 1. 
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14- Accident data for the past three years indicate that there were no pedestrian- or bicyclist- related accidents at 
the Kay Overcrossing intersections. There was only one pedestrian related accident on Tunnel Road, which was 
caused by the motorist not yielding to the pedestrian in the crosswalk. 

Caltrans will take the following actions to improve pedestrian and bicyclist safety on the connecting street that 
lead to the tunnel: 

• A traffic count will be performed for the Kay Overcrossing intersections to study the possibility of 
signalizing these intersections. If the results of traffic counts show that signal warrants are satisfied, 
installation of traffic signals will be included in this project; 

• A traffic count for the Tunnel Road/State Route 13 on-ramp intersection has recently been completed. 
The traffic data obtained in the traffic count will be studied to determine if a pedestrian crosswalk at this 
intersection is warranted; and 

• A landslide blocked the sidewalk on northbound Tunnel Road before Vicente Road. Caltrans will initiate 
a project to clear the soil on the sidewalk, re-install the sidewalk and build a retaining wall at that 
location to prevent another landslide. This separate project will improve the safety for pedestrian and 
bicyclists on Tunnel Road. 

Caltrans recently studied the possibility of installing a pedestrian crosswalk with a self-activated flashing 
beacon at the intersection of Tunnel Road and Alvarado St. Based on the traffic data, accident history, vehicular 
approaching speed and pedestrian volume at this location, we concluded that installing crosswalk at this 
location is not desirable. We believe the installation of a crosswalk at this location would provide a false sense 
of security for the pedestrian and would actually increase accidents.   

Please see the essay on “Bicycle and Pedestrian Access/Improvements” in Chapter 1.  Also ACCMA's 
Feasibility Study (Option F) concluded that provisions for an ADA compliant walkway and bike path from 
Chabot Road to the intersection would cost in the range of $4-$5 million. The steep grades in this area 
combined with a 150-ft elevation differential, renders this option undesirable. This option was dropped from 
further study. Please see Option F in the essay on “Bicycle and Pedestrian Access/Improvements” in Chapter 1.   

15- Chabot Elementary, Rock La Fleche Community Day School and Claremont Middle are located outside the 
limits of this project. 

The sidewalk near Kaiser and Bentley School on northbound Tunnel Road before Vicente Road was blocked by 
a landslide. Caltrans will initiate a project to clear the soil on the sidewalk, re-install the sidewalk and build a 
retaining wall at that location to prevent future landslide. This separate project will improve the safety for 
students and bicyclists on Tunnel Road. 

16- Please see response #3 in the essay on “Traffic Operations” and response #1 in the essay on “Traffic 
Modeling/Forecasting” in Chapter 1. 

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

18 and 19-Please see response #4 in the essay on “Traffic Modeling/Forecasting” in Chapter 1. 

20- The Port of Oakland has done trucking studies in the past that investigate the routes taken by trucks carrying 
goods to and from the port. These studies show that a very small proportion of these trucks use State Route 24. 
This truck traffic is concentrated either taking Route 880 northbound to 80 then eastward or Route 880 
southbound to Route 238 to Route 580 then on east. (Phone conversation between Phillip Cox Caltrans Traffic 
Modeling and Forecasting Branch Chief and Steve Gregory of Port of Oakland, 10/2/06) 

21- The changes in vehicle mix have been accounted for in the noise study.  There are no BART stations within 
the project study area boundaries.  All parks within the study limits have been analyzed for noise impacts.  
Currently no technologies exist to shield a single receptor from regional pollutants.  See also the essay on 
“Project Study Area Boundaries” in Chapter 1. 
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22- The noise study assumed the highest possible traffic volume for each alternative that would yield the 
highest possible predicted noise level.   

23- Local thresholds of significance do not apply to Caltrans projects.  The project is predicted to increase 
traffic noise by 2 dBA, which would not be considered significant regardless of the threshold used.  See also the 
essay on “Methodologies Used for the Impact Assessments/Local Ordinances” in Chapter 1. 

24- There will be extensive public outreach during construction.  In order to communicate with those in close 
proximity to the project site, Caltrans will implement a construction phase 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. 

25- New approaches to and from the fourth bore tunnel will be constructed with rubberized asphalt concrete 
(RAC), open graded asphalt concrete (OGAC), or grooved portland cement concrete.  

The setting of speed limits 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 limits and cannot commit to 
them within this environmental document.   

Restriction of 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.  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.  

Enforcing regulations on muffler noise is the responsibility of the California Highway Patrol, and outside the 
scope of a state highway operational improvements project. 

Traffic noise is at its highest when vehicles are moving at relatively high speed. On arterial streets that are 
currently experiencing congestions on a daily basis, future growth in traffic may heighten the level of 
congestion, but would not raise traffic noise to above the highest level already in existence. 

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.   

26- Please see essay on “Construction Impacts” in Chapter 1. 

27- 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 
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. 
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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. 

28- See response to #24, above. 

29- The project will implement to the extent possible, control measures specified in the BAAQMD CEQA 
guidelines (1999) that will make pollutant emissions from construction activities less than significant.  Air 
district thresholds are not enforceable on Caltrans unless adopted as a regulation. 

30- Precise plans for replacement planting, mitigation, invasive weed species control and fire management are 
not prepared during the environmental phase of the project.  However, Caltrans has allocated funding for 
replacement landscaping to mitigate for tree removal within the immediate freeway corridor. This will be 
implemented immediately following completion of roadwork and will include a three-year plant establishment 
period. Off-site mitigation will occur concurrent with the tunnel project.  Mitigation measures provide for the 
replacement of oaks at a 5:1 ratio.  All other native trees with a diameter breast height of 6 inches will be 
replaced at a ratio of 3:1.  Trees will be replaced at a higher ratio to compensate for the temporal loss of habitat; 
more trees planted will result in better species establishment and higher quality habitat in the future. 

Generally, where water is available, replacement trees are usually 5-gallon size but can be upsized to 15-gallon 
and 24-inch box trees to accelerate the re-establishment of aesthetic and habitat values. In off-site mitigation 
areas, water is generally unavailable and is usually provided through more labor-intensive means. Vegetation 
planted in these areas is planted as seedlings with an intact taproot and will rely mostly on seasonal rains. 
Depending upon the tree species, 5-gallon size trees range in height from 5-8 feet, 15-gallon trees are generally 
8-10 feet, and 24-inch box trees are 10-12 feet or more in height. Areas adjacent to the Caldecott lane will have 
the appearance of being newly landscaped and in addition to trees will include lower-story shrubs and woody 
ground covers. Planted areas would be mulched to provide a neat appearance, conserve water and to control 
weeds. Re-establishment of the habitat quality comparable to existing conditions would take approximately 
8-10 years.  

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 or non-invasive trees and 
shrubs to reestablish habitat values and would include invasive weed control and fire management for a 
maximum period of three years. 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. Mitigation tree planting and invasive weed 
removal/control at sites located outside of the project will be performed concurrent with the roadway contract. 
Additional highway planting within the immediate freeway corridor, including three years of plant 
establishment and invasive weed control within specific areas, would be completed under separate contract and 
implemented immediately following the completion of all roadwork. 

Caltrans is proactive in protecting and preserving existing vegetation on all of its projects.  In addition to 
Caltrans’ own policy, the intent of the City of Oakland’s Tree Protection Ordinance is and will continue to be 
considered during all stages of project development. However, the ordinance does not preclude State 
jurisdiction regarding tree removal.  Please see the essay on “Methodologies Used for the Impact 
Assessments/Local Ordinances” in Chapter 1. 

Presently, a cost estimate has not been developed for mitigation planting, invasive species, and fire control work 
that will occur outside (offsite) of the project study area boundaries. Funding for the landscaping contract will 
provide replacement planting and additional mitigation planting within plantable areas contiguous with the 
paved freeway shoulder. Invasive weed removal will be limited to these locations (onsite) and will include 
offsite areas where mitigation will occur with the tunnel project. Funding for the landscaping project will be 
split from the tunnel project. The landscaping project will be programmed to commence immediately following 
the completion of the Tunnel Project.   
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Precise staging operations cannot be clearly defined until later stages of project design. It cannot be assumed 
that all existing trees within the staging locations (Figure 2.4.2-1-2.4.2-3) will be “clear cut” as noted in public 
comment. Every effort will be made to avoid impacts to trees within the identified staging locations during 
project development and construction phases to ensure that tree removal is minimized.   

 




