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Ceaser, David 

 
1- See Option J in the essay on “Bicycle and Pedestrian Access/Improvements” in Chapter 1. 
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Chick,Warren 

 
 

Reader please note:  The following letter is Mr. Chick’s July 31, 2006 letter.  The footer on the letter mis-states 
the date. 
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1- 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 only at 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 
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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 
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.  The schedule does not include risks and Contractor could elect to work more 
shifts. The project duration would be lengthened by approximately by approximately 14 months if tunnel 
construction were performed only form the east portal and the majority of this added schedule would be 24 hour 
per day tunnel excavation.  The proposed start date of construction is June 2009.  The proposed end date is 
December 2013. 

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

2- This location is at such a distance from the freeway that it is impossible to predict, with any accuracy, the 
exact level of noise that will be received.  Wind direction, thermal inversions, etc. could have a major effect on 
the noise.  With the implementation of the measures discussed in the essay on “Construction Impacts” in 
Chapter 1, construction noise is expected to be no louder than the existing typical ambient noise levels at 
receptors near the east and west construction staging areas. 

3- 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.   

4- Comment noted. 

5- 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 each portal.  Outside the tunnel, diesel powered front end loaders will load 
excavated material onto highway trucks. Other equipment used outside the tunnel includes air compressors, 
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.  

*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. 

The contract specifications will stipulate maximum noise levels for all equipment. With the implementation of 
the measures identified in the essay on “Construction Impacts” in Chapter 1, construction noise is expected to 
be no louder than the existing typical ambient noise levels at receptors near the east and west construction 
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staging areas. At this time it is anticipated that only tunnel excavation will be performed on a 24-hour-per-day 
schedule. The estimated duration and the work hours for each major stage of construction is summarized below: 
Activity Duration Shifts 
Mobilize/Portal Development 8months 10 hour 
Tunnel Excavation 18 months 24 hour  
Final Lining 8 months 10 hour 
Tunnel Systems 7 months 10 hour 
Tunnel Approaches 7 months 10 hour 
Other Activities 6 months 
 

6- 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 only at 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 
would have significant cost implications.  

The staging area at the east portal is approximately 1.4 acres and enclosing this area with a temporary building 
is not economically feasible.   

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

The contract specifications will require that construction equipment satisfy noise criteria that when satisfied will 
result in construction noise being at or below ambient noise levels. If stationary equipment does not satisfy 
noise requirements, then either the equipment will be replaced or other measures, such as enclosing the 
equipment within a sound dampening structure, will be implemented. 

Requiring that the batch plant be located away from the east portal would necessitate double handling of all the 
shotcrete and concrete that will be mixed in the plant and this would have serious cost ramifications.  In 
addition, this requirement would also result in increased construction traffic. 

Excavated material will be removed from the tunnel by “off road trucks” that are not permitted to travel on 
highways.  Therefore, transfer of the excavated material to highway trucks has to occur within the staging area 
immediately adjacent the portal. 

Currently there are no plans for construction activity outside of the Caltrans right-of-way on Fish Ranch Road. 
However, the Contractor could elect to lease additional area for staging of equipment or materials somewhere in 
close proximity to the tunnel portal and the contract specifications will not prohibit such a lease.   

With the implementation of the measures mentioned in the essay on “Construction Impacts” in Chapter 1, 
construction noise is expected to be no louder than the existing typical ambient noise levels at receptors near the 
east and west construction staging areas. 

During construction, noise related complaints should be directed to the project’s Resident Engineer.  The 
Resident Engineer will then determine if the any additional noise abatements are necessary.   

7- All construction lighting will be shielded so that the lighting filament is not visible to nearby residents, and 
the temporary soundwall along Caldecott Lane will also shield residences along Caldecott Lane from the 
construction staging area. 

8- Detailed construction and design plans will be developed during the design phase of the project.  Typical 
construction closures (freeway mainline, on-ramp, off-ramp, etc.) are limited to those hours that should have 
minimal or no traffic delays.  For many facilities and locations, this means lane and ramp closure windows are 
limited to night-time.  There may be times when closures outside the windows are needed.  However, those 
closures are kept to a minimum.  For Fish Range Road, there may be limited weekend closures on a few 
occurrences.  
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9- Blasting associated with construction is expected to be minimal and infrequent, and not expected to adversely 
effect sensitive domesticated animal and wildlife populations. 

10- 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 at 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, nor will continuous noise levels be higher than the existing continuous ambient 
noise levels, 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.  Since noise 
monitoring will be included in the contract specifications to ensure compliance with these noise levels, it will 
not be necessary to perform noise testing at individual residences.   

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. 

In regards to vibration, blasting is the only operation with any potential to damage property. Because the 
blasting charges will be limited, used sparingly, and be far beneath the properties, most residences will not be 
exposed to any potentially damaging vibrations.  When blasting is planned to be used the state will survey the 
properties that it has determined to have any risk of damage from the blasting and perform vibration monitoring 
as well as document the condition of the properties.  Specific properties cannot be stated in this document as the 
blasting will only be used sporadically, if at all, and any monitoring is subject to the permission of the property 
owner. 

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

Please see Chapter 9 for the response to the comment card you enclosed. 
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Cohen, Mitch 

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

 

1 
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Cohn, Steve 

 
1- Please see the essay on “Bicycle and Pedestrian Access/Improvements” in Chapter 1. 
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Conly, Leonard (7/28/07) 

 
1-Please see the essays on “Purpose and Need” and “Transit” in Chapter 1. 
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Conly, Leonard (7/15/06) 
 

 
Conly, Leonard (7/15/06) 
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Conly, Leonard (7/15/06) 
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Conly, Leonard (7/15/06)  
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1-Please see the essays on “Alternatives Considered in the Draft Environmental Assessment/Environmental 
Impact Report (DEA/EIR)” and “Transit” in Chapter 1. 
2- While climate change has been a concern since at least 1988 as evidenced by the establishment of the United 
Nations and World Meteorological Organization’s Intergovernmental Panel on Climate Change (IPCC), the 
efforts devoted to “greenhouse gas”2 (GHG) emissions reduction and climate change research and policy has 
increased dramatically in recent years.  In 2002, with the passage of Assembly Bill 1493 (AB 1493), California 
launched an innovative and pro-active approach to dealing with GHG emissions and climate change at the state 
level.  AB 1493 requires the Air Resources Board (ARB) to develop and implement regulations to reduce 
automobile and light truck GHG emissions; these regulations will apply to automobiles and light trucks 
beginning with the 2009 model year.   
On June 1, 2005, Governor Arnold Schwarzenegger signed Executive Order S-3-05.  The goal of this Executive 
Order is to reduce California’s greenhouse gas (GHG) emissions to:  1) 2000 levels by 2010, 2) 1990 levels by 
the 2020 and 3) by the year 2050 to reduce GHG emissions to 80% below the 1990 levels.  In 2006, this goal 
was further reinforced with the passage of Assembly Bill 32 (AB 32), the Global Warming Solutions Act of 
2006.  AB 32 sets the same overall GHG emissions reduction goals while further mandating that ARB create a 
plan, which includes market mechanisms, and implement rules to achieve “real, quantifiable, cost-effective 
reductions of greenhouse gases.”   Executive Order S-17-06 further directs state agencies to begin implementing 
AB 32, including the recommendations made by the state’s Climate Action Team.  Caltrans strives to be a good 
steward of the environment and as a member of the executive branch of the state government, shares your and 
our governor’s concerns regarding greenhouse gasses and global warming. This is reflected in our Director’s 
Policy DP-23 which states, “(Caltrans) Coordinates with external agencies on cross-agency policy framework 
and provides support for clean transportation and (the) State’s effort on climate change and global warming.”  
The Department and its parent agency, the Business, Transportation, and Housing Agency, have taken an active 
role in addressing GHG emission reduction and climate change.  Recognizing that 98 percent of California’s 
GHG emissions are from the burning of fossil fuels and 40 percent of all human made GHG emissions are from 
transportation, the Department has created and is implementing the Climate Action Program at Caltrans 
(December 2006).   

One of the main strategies to reduce GHG emissions is to make California’s transportation system more 
efficient.  The highest levels of carbon dioxide from mobile sources, such as automobiles, occur at stop-and-go 
speeds (0-25 miles per hour) and speeds over 55 mph.  Relieving congestion by enhancing operations and 
improving travel times in high congestion travel corridors will lead to an overall reduction in GHG emissions. A 
transit alternative was analyzed for this project and found not to meet the purpose and need of the project (see 
the essay on “Transit” in Chapter 1).  In addition, by helping improve the state highway system infrastructure 
the project will increase efficiencies for future motor vehicles which we assume will be fueled by less polluting 
petroleum based fuels and/or based on other less polluting technologies. 

                                                           

 

 

 

 

 
2 Greenhouse gases related to human activity include:  Carbon dioxide, Methane, Nitrous oxide, Tetrafluoromethane, 
Hexafluoroethane, Sulfur hexafluoride, HFC-23, HFC-134a*, and HFC-152a*.   
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The Caldecott Improvement Project will add a minimal amount of new impermeable surface area to an already 
urbanized area, which could theoretically add to global warming by increasing the heat island effect.  However, 
trees reduce the heat island effect through the natural cooling process of shading and reducing 
evapotranspiration.  Native trees removed by the project will be replaced at a 3:1 to 5:1 ratio, providing shade. 
Given the small amount of impermeable surface area to be added in an already urbanized setting, and the 
replacement of native trees and shrubs, the Caldecott Improvement Project is not expected to add to any existing 
heat island. 

The No-Project Bay Area wide projected weekday VMT is 80,410,808 vehicle miles traveled. The two-lane 
bore projected VMT is 80,251,260 vehicle miles traveled. The small decrease in VMT in Alternative 2N, the 
Preferred Alternative, is likely due to travelers taking advantage of the decreased congestion in the Caldecott 
Tunnel to take more direct routes to their destination. 

The amount of carbon dioxide produced by a given gasoline or diesel fueled motor vehicle is directly 
proportional to the amount of fuel that it burns. Motor vehicles get considerably better mileage and burn less 
fuel per mile traveled when they can travel at a uniform speed rather than in the kind of stop and go conditions 
caused by traffic congestion. Therefore, the reduction in congestion accomplished by this project should result 
in a reduction in the amount of carbon dioxide produced by motor vehicles.  

As noted above, the project will provide a slight decrease in Bay Area wide projected weekday VMT.  This 
coupled with the fact that vehicle emissions will decrease as a result of congestion relief, i.e. there will be more 
free flowing traffic and fewer engines idling while queuing up outside the tunnel portals thus producing fewer 
“greenhouse gasses”, indicates that the project will have a beneficial effect by reducing “greenhouse” gasses 
and any resultant climate changes. 

3- See Option J in the essay on “Bicycle and Pedestrian Access/Improvements” in Chapter 1. 
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Cuff, Thomas 

 
1-The current project cost estimate was developed using a “bottom-up” approach, as if the Contractor were 
bidding on the project. In addition, escalation rates and risk contingency have been added to the cost estimate. 
The Department expects the current total cost estimate to be accurate, therefore there we do not foresee any 
need for tax and toll payers to cover additional future costs. 

2-Please see the essay on “Transit” in Chapter 1. 

3- Technical studies have been completed that incorporate project study limits that may have potential project 
impacts.  The findings of these studies were summarized in the environmental report.  All impacts related to the 
construction of the proposed project were included and mitigation/minimization of these impacts are also 
addressed in the report.   

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. 

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

1 

2 
3 

4 
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Currie, Diane 

 
1- Please see the essay on “Preferred Alternative” in Chapter 1. 

 
Darci, Tom 

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

 

1 

1 
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De Benedictis, Bruce 

 
 

1 

2  

3 

4 
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1- Please see the essay on “Funding” in Chapter 1. 

2- Please see the essays on “Purpose and Need” and “Regional Measure 2 and Contra Costa Measure J” in 
Chapter 1. 

3- Please see response #1. 

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

5- Comment noted. 
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Del Beccaro, Edward F. 

 
1- The Traffic Congestion Management Plan to be prepared for the project during the design phase will include 
language regarding the need to reduce construction impacts, whenever feasible, during the events at the 
California Shakespeare Theater over its continuous operation from May to October of every year.   

1  
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Della Santina, Judy 

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

 

 

1  
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Dessert, Mark 

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

2- See Option J in the essay on “Bicycle and Pedestrian Access/Improvements” in Chapter 1. 
 

1 

2 
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Dexter, Jim (USPS) 
 

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

2-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. 

 

 

1 

2  
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Dexter, Jim (e-mail) 
 

 
1-See answer to letter above. 

2- See answer to letter above. 

 

 

 

 

 

 

 

 

1 

2 
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De Young, Vicky 

 
Thank you for your comments. 
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Dienstfrey, Ted 

 
Thank you for your  comments. 

Diller, Lawrence 

 
Thank you for your comments. 
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Doherty, James 

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

 
Duncan, Mara 

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

 

 

 

 

1 

1  


