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CHAPTER 6 COMMENTS AND RESPONSES TO COMMENTS ON THE DEA/EIR FROM 
LOCAL AGENCIES 
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Alameda County Congestion Management Agency  
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1- Please see responses #1 and #2 in the essay on “Traffic Operations” in Chapter 1. 

In response to ACCMA's request, a CMP analysis was performed using forecasting data based upon the 
Alameda County CMAs model, in which is generally used for CMP analysis in Alameda County.  The level of 
service determination was based on methodology described in Highway Capacity Manual 2000 edition.  The 
following table shows the forecasting data and LOS values.  Based on the forecasting data and the CMP 
analysis, it appears that the build (now the Preferred Alternative) being very different from the No-Build. 

AM AM PM PM AM AM PM PM AM AM PM PM
No Build Build No Build Build No Build Build No Build Build No Build Build No Build Build

Location demand demand demand demand V/C V/C V/C V/C LOS LOS LOS LOS
Grizzly Peak N 461 458 436 422 0.54 0.54 0.51 0.50 C C C C
Grizzly Peak S 248 263 564 549 0.29 0.31 0.66 0.65 A/B A/B D D
SR-13  N 4396 4380 4282 4265 0.98 0.97 0.95 0.95 E E E E
SR-13  S 3985 3989 4417 4452 0.89 0.89 0.98 0.99 E E E E
Tunnel Rd. W 1250 1317 961 981 1.40 1.48 1.08 1.10 F F F F
Tunnel Rd. E 631 634 1231 1213 0.71 0.71 1.38 1.36 C C F F
Ashby W 988 1002 958 958 1.11 1.13 1.08 1.08 F F F F
Ashby E 395 398 618 563 0.44 0.45 0.69 0.63 A/B A/B C C
Claremont N 361 356 331 369 0.20 0.20 0.19 0.21 A/B A/B A/B A/B
Claremont S 444 456 352 350 0.25 0.26 0.20 0.20 A/B A/B A/B A/B  
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Alameda County Public Works Agency 

 

Thank you for your comments. 
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AC Transit 
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1-The Caldecott Improvement Project proposes to relieve the congestion along State Route 24 at the Caldecott 
tunnels.  The project’s build alternatives would be able to achieve this purpose.  Transit alternatives were 
studied as part of the MTC State Route 24 Corridor Study and found that transit alone would not relieve the 
congestion that a fourth bore would.  Please see the essay on “Transit” in Chapter 1 for further details. 

2-Please see response #2 in the essay on “Traffic Operations” in Chapter 1. 
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3-The travel demand model used was the CCTA model. However, in order to improve its performance in 
Alameda County along State Route 24 the zonal structure and roadway network from the Alameda Congestion 
Management Agency’s travel demand model was copied into the CCTA model for a large area around State 
Route 24. This model was used because it provided the most up-to-date ABAG land use forecasts and network 
assumptions of the available models for that area. 

Please see responses #2 and #6 in the essay on “Traffic Modeling/Forecasting” in Chapter 1. 

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

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

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

7-Transit alternatives were not omitted from the project.  They were studied as part of the MTC State Route 24 
Corridor Study, which found that transit alone would not relieve the congestion that a fourth bore would.  Please 
see the essay on “Transit” in Chapter 1 for further details. 

8-The direction of operation of the center bore of the Caldecott Tunnel is changed on a dynamic basis by 
Caltrans staff.  Tunnel personnel, who continuously monitor traffic conditions and volumes on State Route 24 
near the tunnel, make the decision as to which direction the center bore operates.  This is accomplished 
primarily by monitoring with closed-circuit television cameras, and in consultation with the District 4 Traffic 
Management Center and the California Highway Patrol.  During the week the tunnel direction is changed 
between the hours of 11:00 am and 12:00 noon.  

Because traffic demand in either direction through the Caldecott Tunnel varies depending on whether nearby 
special events are occurring, the weather, or if there are traffic incidents on adjacent facilities, the switching of 
the center bore is not performed on a pre-established schedule.  Instead, the center bore is switched to best 
accommodate the traffic patterns and volumes at any given point in time.  This is especially challenging on 
weekends, where for most of the day the traffic demand in both directions exceeds the capacity of a single bore.   

In the westbound direction, the demand usually exceeds the capacity of a single bore from 9:00 a.m. until 7:00 
p.m..  In the eastbound direction, the single bore capacity is usually exceeded from 11:00 a.m. to 7:00 p.m..  
Consequently, with only three total bores (each with two lanes) available, some congestion inevitably occurs in 
the direction with only one bore in operation.   

The weekend demand in either direction seldom is much more than the capacity of a single bore.  However, 
because of this slight imbalance, the direction which has two bores in operation will often appear to be well 
under capacity, which leads motorists waiting in congestion in the opposite direction to believe that the center 
bore is being operated in the wrong direction.  Our experience has been that this is rarely the case, and that our 
tunnel operators are quite adept at selecting the best time to switch direction of the center bore.  In fact, the 
direction of the center bore is switched many times per day on a typical weekend because of these conditions.   

We concur that ramp metering is one way to control the flow of vehicles along the corridor. However, the 
implementation process needs to include local jurisdictions' considerations.  Although ramp metering is an 
effective tool to maximize the flow of vehicles, it will not likely address the long-term traffic growth.  Also 
please see response #8 in the essay on “Traffic Operations” in Chapter 1. 
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Bay Area Air Quality Management Agency District 
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1-The finding of minimal growth effects of the Caldecott Improvement Project was not based on a review of 
literature but on project-specific analysis. This analysis was then presented for expert panel review of the 
proposed improvement in the light of corridor land use, infrastructure, regional projections, and local land use 
planning. As discussed in the growth inducement technical report referenced in the environmental document, 
this approach followed that of a Transportation Research Board (TRB) peer-reviewed research study. To 
respond to this and similar comments and to avoid similar confusions for those not having easy access to the 
technical report, Section 2.1.2, Growth, has been revised to amplify the sources and methodology upon which 
the project findings are based.  

The findings expressed in the Draft EA/EIR do not conflict with the conclusions of Cervero, who also 
conditions the quote referred to in the comment with the following statements in the same section of the article: 

• Far more important than either factor [related to freeway expansion] was the control variable 
“personal income.” All else being equal, growth among the California municipalities studied tended 
to gravitate to areas with relatively high incomes. [Parenthetical material added by Caltrans for 
clarification of the quote]; and 

• Barring zoning restrictions or not-in-my-backyard resistance, housing developers promptly reacted 
to capacity expansions along most of the freeway corridors studied. The opening of new lanes and 
the ensuing higher travel speeds appear to have prodded housing developers to draft plans and seek 
building permits, with actual housing additions occurring several years later. 

In these statements, Cervero acknowledges the importance of factors such as income and land use controls on 
land development. The technical study on which the finding in the environmental document was based, Growth 
Inducement Analysis for the Caldecott Improvement Project, Final Report (Parsons, 2005), addressed the effect 
of the changes in accessibility along with factors such as these in arriving at its conclusions. In addition, an 
expert panel was convened to review the analyses and offer their own opinions, which were incorporated into 
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the report and the conclusions offered in Section 2.1.2 of the DEA/EIR. The expert panel included planners 
from representative local communities as well as one real estate developer from each side of the tunnel. The 
analysis team invited Robert Cervero to join the panel, but despite his desire to help, he was too busy to take 
part.  

There is a difference in saying that there is generally a correlation between highway expansion and growth, as 
does this comment, and determining the degree of the effect that might be expected in a particular instance. The 
growth study acknowledges the general relationship and estimates the degree of effect since the degree is the 
relevant impact to be disclosed. 

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

2-Ozone impacts are regional in nature and cannot be ascribed to any single project.  Projects that are included 
in the Regional Transportation Plan (RTP) and  Transportation Improvement Program (TIP) have already been 
included in a regional conformity analysis and require no further analysis for ozone.  NOx, CO2, ROG:  Air 
district thresholds do not apply to Caltrans projects.  No quantification of these pollutants is required.  The Bay 
Area is in attainment for PM10 (Annual Arithmetic Mean) and is unclassified for PM10 (24-hour).  Currently 
there is no approved methodology for quantification of PM10.   

The No-Project Bay Area wide projected weekday vehicle miles traveled (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 
with 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.  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 pollutants, indicates 
that the project will have a beneficial effect. 

3-Alternative 2N, the two-lane alternative has been chosen as the Preferred Alternative.  The Regional 
Transportation Plan (RTP) includes Alternative 2N.  If the three-lane alternative were chosen as the Preferred 
Alternative, the regional analysis would have been done.  It is not necessary to run the MTC analysis at this 
time.  Since ozone is a cumulative impact over the entire region, it is expected that if the two-lane alternative 
has conformity, the three-lane alternative should also have conformity with the national ozone standard because 
the upstream and downstream lane configuration will still be a total of 8 lanes.  Hence, traffic volumes upstream 
and downstream of the project will be constrained and the ozone contribution from one short section of 
additional lane will be marginal. 

4-Air district thresholds are not enforceable on Caltrans unless adopted as a regulation.  No quantification of 
CO is required. 

5-Comment noted, a clarification of the State PM10 and PM2.5 attainment status for the Bay Area will be 
added.   

6-The Draft Environmental Assessment/Environmental Impact Report (DEA/EIR) did not identify any 
significant effects on the environment by the project.  Avoidance, mitigation, and/or minimization measures are 
identified in Chapter 2, Affected Environment, Environmental Consequences, and Avoidance, Minimization 
and/or Mitigation Measures.  In addition, several alternatives were identified for the project.  See the essay on 
“Alternatives Considered in the Draft EA/EIR” in Chapter 1and response #2 above. 

7-The paragraph that the commenter is quoting from was in regards to CO microscale emissions, not 
particulates.  It was mistakenly located in the particulates section and so is somewhat misleading.  The CO 
protocol was approved by MTC in Resolution No. 3075 on June 24,1998 and its use was recommended by the 
Bay Area Interagency Conformity Task Force, which is the interagency consultation group established pursuant 
to EPA’s conformity regulation and the Bay Area’s conformity State Implementation Plan (SIP).  The 
comparable facility that is referred to is Route 101 between Tully Road and Story Road in San Jose.  The 
paragraph will be moved to the appropriate section in the final environmental document to avoid further 
confusion.  
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8-In regards to particulates, the Bay Area is in attainment for PM2.5 (Annual Arithmetic Mean and 24-hour) 
and PM10 (Annual Arithmetic Mean).  It is unclassified for PM10 (24-hour).  No quantification of PM2.5 is 
required and there currently is no approved methodology for quantification of PM10.  Therefore no additional 
analysis is required.  

9- District CEQA significance thresholds do not apply to Caltrans projects.  The Air Quality Impact Report 
(Caltrans, 2006) determined that the project does not have significant impacts based on State and federal 
standards.  Also, please see the essay on “Bicycle and Pedestrian Access/Improvements” in Chapter 1. 

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

11-Please see response #5, Operating a Fourth Bore as Bus, High Occupancy Vehicle (HOV), or Toll Lane, in 
the essay on “Traffic Operations” in Chapter 1. 

12-NOx, CO2, ROG:  Air district thresholds do not apply to Caltrans projects.  No quantification of these 
pollutants is required.  The project will incorporate to the extent possible the control measures recommended in 
the BAAQMD CEQA guidelines (1999). 

13-All diesel equipment is required to meet the latest ARB certification standards.  In regards to the other 
measures recommended, the State can only commit to those, which have been codified into a regulation through 
the ARB’s diesel risk reduction program.  Use of alternative fuels and catalyst based diesel particulate filters is 
currently still being researched.  Maintenance of properly tuned engines and efficient phasing of construction is 
already part of the States’ construction best management practices.  The minimization of idling time and limits 
on heavy duty vehicle operation will be implemented to the extent possible.  Please see the essay on 
“Construction Impacts” in Chapter 1.   
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Berkeley, City of-City Manager Phil Kamlarz 
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1-Please see the essay on the “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. 

2-The Draft EA/EIR and the Final EA/EIR fully describe what the proposed project entails, the environmental 
impacts and how they will be avoided, mitigated or minimized.   

3- A full range of alternatives was considered for this project.  See the essay on “Alternatives Considered in the 
DEA/EIR” in Chapter 1. 

4- Caltrans and FHWA conform to local guidelines to the extent practicable and feasible.  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.  Please see essay on “Methodologies used for the Impact Assessments/Local Ordinances” in Chapter 1. 

5- The Air Quality Impact Report (Caltrans, 2006) determined that the project does not have significant impacts 
based on State and federal standards.  District CEQA significance thresholds do not apply to Caltrans projects.  
Please see response #3 in the essay on “Traffic Operations” in Chapter 1. 

6- Please see response #1,Weekend Forecasts, in the essay on “Traffic Modeling/Forecasting” in Chapter 1. 
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7- Please see response #4, Truck Traffic, in the essay on “Traffic Modeling/Forecasting” in Chapter 1. 

8 – Please see the essay on “Cumulative Impacts/Enhancements” in Chapter 1. 

9 – The Department uses its “Context Sensitive Solutions” policy as an approach to plan, design, construct, 
maintain, and operate its transportation system.  This policy has been and will continue to be used in the 
development of the Caldecott Improvement Project. 

10 – Hard copies of the intersection analysis outputs can be provided by contacting the Public Information 
Office at Caltrans, District 4.  LOS criteria are listed in Volume I, Section 2.1.5.2 Impacts, under Intersection 
Analysis.  Regarding the optimization issue, please see response #2 in the essay on “Traffic Operations” in 
Chapter 1. 

11-Please see response #2, Impacts to Local Streets and Roads and Model Validation, in the essay on “Traffic 
Operations” in Chapter 1. 

The DEIR states that, “The overall traffic patterns forecast by the model are realistic and the general effects of 
Alternative 2N and 3N on the overall intersection operations should be realistic.” Refining the forecasts 
sufficiently to provide a precise, realistic forecast for each intersection is appropriate for a design-type study. 
This level of detail is not needed to evaluate environmental impacts in this case, since it is the change in 
volumes that is of primary interest. It is believed that the magnitude of the changes in volumes is accurate, even 
if the actual level of service value may not be. 

12- Unsignalized intersections are analyzed using Syncro software, as with the signalized intersections. 
Although Syncro is commonly used for signalized intersection analysis, it is also capable of handling 
unsignalized intersection analysis.  It should be noted that the LOS criteria for signalized and unsignalized 
intersections are different.  

13- No background intersection improvements or future improvement plans were assumed.  This is one reason 
that the overall Levels of Service projected for the intersections may be too pessimistic.  However, the intent of 
this analysis was not to determine the exact future year levels of service, but to gauge what effect the project 
would have on the level of service at these intersections. 

The forecast is consistent with the city's General Plan but was not based on the General Plan assumed 
improvements.  As cited in response #2, Impacts to Local Streets and Roads and Model Validation,  in the essay 
on “Traffic Operations” in Chapter 1, the intent of these intersection analyses was to evaluate the relative 
magnitude of impact from constructing a fourth bore along State Route 24.  Intersection modification is not 
likely to have a significant effect on corridor-wide traffic demand. 

14- We acknowledge the comment.  The intersections were analyzed with optimization by software that may be 
different than real-life strategy employed by the city.  As cited in response #2 in the essay on “Traffic 
Operations” in Chapter 1, the intent of these intersection analyses is to evaluate, at the planning level, the 
magnitude of impact comparing No-Build and the Build alternatives.  

It is impossible to answer this question specifically without more detailed information concerning what other 
EIRs are being cited. However, it is important to remember these analyses used unmodified model volumes 
rather than counts and their only intent was to gauge the effect of additional traffic due to the project upon these 
interchanges.   

As for the request to provide a study that reflects data in other recent EIRs, it should be recognized that due to 
the different character of different project proposals, the magnitude of impacts could vary. 

15- We acknowledge the comment.  As pointed out, the intersection would be operating at LOS F even without 
the proposed project.  With the project, there would be additional incremental delay.  Please see response #2 in 
the essay on “Traffic Operations” in Chapter 1. As stated above, the purpose of this analysis was not to predict 
the exact future levels of service of these intersections. The intent was to determine the magnitude of effect the 
project would have on the intersections’ operation.  
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16- Please see response #4, Existing Traffic and Opening Year Traffic Comparison, in the essay on “Traffic 
Operations” in Chapter 1. 

17- It should be clarified that State Route 13 is referenced to the northbound freeway portion upstream of the 
State Route 13/24 interchange.  With the improved morning eastbound State Route 24 traffic flow because of 
the fourth bore, northbound State Route 13 approaching the interchange is also expected to improve. 

18- Indirect effects are defined as follows in the Council on Environmental Quality regulations implementing 
NEPA (40CFR1508.8) and the State CEQA Guidelines (California Code of Regulations Title 14, Chapter 3, 
§15358(2)): “indirect or secondary effects which are caused by the project and are later in time of farther 
removed in distance, but are still reasonably foreseeable.  Indirect or secondary effects may include growth-
inducing effects and other effects related to induced changes in the pattern of land use, population density, or 
growth rate, and related effects on air and water and other natural systems, including ecosystems.” 

19- The preferred Build Alternative will have no significant impact upon cyclists and pedestrians in Berkeley 
when compared to the No-Build.  Construction of a fourth bore will provide the beneficial impact of improving 
air quality for bicyclists using the shoulder of State Route 24 between Orinda and Fish Ranch Road during peak 
commute periods in the westbound direction.  CO emissions are reduced when vehicles are not idling in stop-
and-go traffic.  For additional information regarding bicycles and pedestrians issues please see the essay on 
“Bicycle and Pedestrian Access/Improvements” in Chapter 1. 

20-The construction contract specifications will prohibit the use of public streets for storing of construction 
equipment.  In addition, the contract specifications will prohibit parking of construction worker vehicles and the 
staging of trucks on Caldecott Lane.  The contract specifications will prohibit disposal trucks from using Tunnel 
Road, Claremont Avenue, College Avenue, and Ashby Ave.  Please see also the essay on “Construction 
Impacts” in Chapter 1. 

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

22-Comment noted. 

23-Comment noted. 

24- As summarized in Section 2.1.1.2, Consistency with State, Regional, and Local Plans, in the Draft 
Environmental Assessment/Environmental Impact Report (DEA/EIR) the Contra Costa County and Orinda 
general plans support a fourth bore on State Route 24.  The Alameda County, Berkeley, and Oakland plans take 
no specific position on it, so the proposed fourth bore is not inconsistent with those plans.  

25- The two-lane alternative was selected as the Preferred Alternative.  Please see the essay on “Preferred 
Alternative” in Chapter 1 and response #5 in the essay on “Traffic Operations” in Chapter 1. 

26-Please see Options J and K in the essay on “Bicycle and Pedestrian Access/Improvements” in Chapter 1.  

27- Different factors affect the eastbound and westbound traffic flows.  Existing data indicate westbound traffic 
flows are higher than eastbound.  The differences in tunnel capacity are too small to have a significant effect for 
the forecasting model to reflect. All of the tunnels had the same capacity in the forecasting model. 

28- Our Caltrans Safety Department has examined the tunnel reversal operation. It does expose Caltrans 
personnel to traffic but so far it has proven to be the safest lane/tunnel change method in the State. On average 
Caldecott Maintenance crews make over 1700 center lane changes a year. While making the center lane change, 
maintenance crews have had their vehicles hit from behind several times in the past 43 years. In some of these 
accidents, employees and other drivers have had to be hospitalized. 

29- The Department has conducted several investigations to explore options to maximize the existing capacity 
of the three Caldecott tunnels. It has been determined that the method currently being used to change the tunnel 
direction is the most efficient.  The direction of operation of the center bore of the Caldecott Tunnel is changed 
on a dynamic basis by the Department’s staff.  The decision on which direction the center bore operates is made 
by tunnel personnel, who continuously monitor traffic conditions and volumes on State Route 24 near the 
tunnel.  This is done primarily with closed-circuit television cameras, and in consultation with the District 4 
Traffic Management Center and the California Highway Patrol.  During the week the tunnel direction is 
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changed between the hours of 11:00 a.m. and 12:00 noon. Because traffic demand in either direction through 
the Caldecott Tunnel on weekends varies depending on whether nearby special events are occurring, the 
weather, or if there are traffic incidents on adjacent facilities, the switching of the center bore is not performed 
on a pre-established schedule.  Instead, the center bore is switched to best accommodate the traffic patterns and 
volumes at any given point in time.  This is especially challenging on weekends, where for most of the day the 
traffic demand in both directions exceeds the capacity of a single bore.  In the westbound direction, the demand 
usually exceeds the capacity of a single bore from 9:00 a.m. until 7:00 p.m.  In the eastbound direction, the 
single bore capacity is usually exceeded from 11:00 a.m. to 7:00 p.m.  As a result, with only three bores (each 
with two lanes) available, some congestion will inevitably occur in the direction with only one bore in 
operation.  The weekend demand in either direction seldom is much more than the capacity of a single bore, 
however.  Because of this slight imbalance, the direction which has two bores in operation will often appear to 
be well under capacity, which leads motorists waiting in congestion in the opposite direction to believe that the 
center bore is being operated in the wrong direction.  Our experience has been that this is rarely the case, and 
that our tunnel operators are quite adept at selecting the best time to switch direction of the center bore.  In fact, 
the direction of the center bore is switched many times per day on a typical weekend because of these 
conditions. 

30-Comment noted. 

31- Please see response #7, Transferring the Bottleneck to Another Location, in the essay on “Traffic 
Operations” in Chapter 1. 

32-We acknowledge that traffic conditions could fluctuate overtime, reflecting external factors such as the 
economy.  However, the intention of the study is to compare the effect of building a fourth bore.  Fluctuating 
existing conditions would not negate the benefit of adding an additional bore in the off-peak direction. 

The basis of travel demand forecasting is developing a model for the land use and transportation system present 
in a base year that can reproduce the traffic patterns present in that year reasonably well. When future traffic 
conditions are entered into this model one can then assume future conditions will be reflected accurately. Of 
course, conditions will fluctuate, but short-term fluctuations are impossible to predict so the uncertainty that 
they bring must be tolerated. 

33- Please see response #3, Weekend Traffic, in the essay on “Traffic Operations” in Chapter 1. 

34- All San Francisco Bay Area county models, including the Contra Costa Transportation Authority (CCTA) 
Model used on this project, are required to be in conformance to the Metropolitan Transportation Authorities 
Baycast model. This means that they use the same Associated Bay Area Governments (ABAG) land use 
projections and project comparable volumes and major Bay Area Gateways such as the toll bridges major entry 
and exit point to and from the Bay Area. The Baycast model covers all nine Bay Area Counties. The CCTA 
model also covers all nine Bay Area counties but covers Contra Costa County in more detail. 

Three models could have been used to forecast the traffic for this project. The Baycast model covers both sides 
of the Caldecott Tunnel and would have forecast the traffic in the tunnel well. However, it is not detailed 
enough to forecast the traffic for the various interchanges along State Route 24 well. The Alameda County 
Congestion Management Agency (ACCMA) and the CCTA models were both more detailed models. However, 
the CCTA model was chosen because it was a more sophisticated model that had been more recently validated. 
In order to improve its performance in Alameda County, the more detailed zonal and network structure from the 
ACCMA model was copied into the CCTA model and for the area around State Route 24 in Alameda County. 
The resulting model was judged to be the best model to forecast traffic for this project. 

Comparing detailed model outputs would not be productive because different models always yield different 
results, due to different input assumptions, software algorithms, etc. The CCTA model, as modified for this 
project, would still be the best model to forecast traffic for this project and we would use its results. 

35-We are assuming that the intent of this question was to inquire concerning the CCTA model that was used to 
forecast traffic for this project. 
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The CCTA model used uses a hybrid of the 2002 and 2003 ABAG land use projections. It was the most up-to-
date suitable travel demand model available when the forecasting effort began. 

36- Even though capacity will not be increased in the eastbound direction during the p.m. peak period, it is 
reasonable that the traffic forecast does show a small marginal increase in eastbound traffic during the p.m. 
peak period. Many round-trips follow the typical commute pattern, traveling to work in the morning and 
returning home in the evening.  For these travelers, the project would not make a round trip that includes an 
eastbound leg in the p.m. peak period more attractive. The other leg of their trip would be westbound in the a.m. 
peak period so they would gain no benefit from the project since it only benefits travelers in the off-peak 
direction. 

However, some round trips do not follow this pattern. For instance, the traveler might travel west through the 
Caldecott tunnel early in the p.m. peak and then return later traveling east later in the p.m. peak. Even though 
this traveler must still travel east during the p.m. peak the total delay time for his round trip would be smaller so 
the traveler would be somewhat more likely to make the trip. 
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1- Based on your comment, Caltrans has revised the text in Chapter 2 in the Water Quality section to include a 
spill prevention plan for the portion of the project that ultimately drains to the San Pablo Reservoir.   

2- Additional information specific to coast live oak mitigation (mitigation will be 5:1 for coast live oak) will be 
provided in  the Comprehensive Conceptual Mitigation Plan, which is developed during design. 
“Knowledgeable individual” has been changed to “qualified individual”. 

3-The Department has noted your comment and revised the text. It was incorrectly stated in the Draft 
Environmental Impact Report (DEIR) that the tunnel wash water from the existing tunnels flows into an 
EBMUD system and that there is an existing agreement with EBMUD to accept this water.  The actual 
connection is to an existing City of Oakland (City) sanitary sewer pipe network as noted from your comments.  
The City currently accepts these discharges from the existing tunnels into its sanitary sewer system.  .  This 
wash water is eventually treated in the EBMUD wastewater treatment plant, as had also been noted.  
Discussions will be held with the City concerning the new bore and our proposal to continue to discharge the 
tunnel wash water as previously agreed.  EBMUD will also be invited to participate in these discussions.  The 
Department will forward to EBMUD the current agreement. 

4- The Department understands your concern regarding the importance for addressing the potential for 
downstream water quality impacts during construction.  It should have been stated in Section 2.2.2.2 of the 
DEA/EIR that the San Pablo Reservoir has a beneficial use as a municipal water supply.  This has been 
acknowledged in the FEA/EIR.  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 
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in the 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 BMPs shall also be required.  Department site inspections will ensure adequate 
implementation, deployment and maintenance 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. 

5-  This correction has been made in the DEA/EIR. 

6- Historic flows from the project site will be maintained.  The Contra Costa County portion of the project site 
does discharge to San Pablo Creek and eventually to San Pablo Reservoir, however, there will only be nominal 
increases to runoff due to minimal increases in impervious areas.  Your comment is noted, and the DEA/EIR 
should have acknowledged that the project may have a potential for downstream water quality impacts due to 
construction activity.  Because the Caldecott project is a major reconstruction project, the Department is 
required, under its NPDES and Construction General Permits, to consider the appropriate BMPs with the BAT, 
to the MEP.  These measures are designed to protect receiving water bodies of the project site.  The 
incorporation of appropriate Construction Site BMPs during the Design Phase will minimize potential 
temporary water quality impacts.  The DEA/EIR should have clarified that the project will have minimal 
permanent water quality changes from existing conditions due to the minimal additional runoff.  Currently, no 
Treatment BMPs exist in the drainage systems.  The Department is presently investigating the potential 
incorporation of permanent Treatment BMP options based on effectiveness, practicability, feasibility, safety, 
and maintainability. 

7- All work is to be done in the Caltrans right-of-way.  At this time, it is anticipated that no EBMUD lands will 
be affected. 

8- Plant species corrections have been made.  Regarding wildlife, the species listed are typically associated with 
coast live oaks, not necessarily those species found specifically at the proposed project site. Changes for the 
sticky monkey flower and black-tailed deer have been made. The additional scientific name for deer mice has 
been deleted. The western meadowlark has been deleted and the American crow has been added to the Urban 
Forest text of Section 2.3.1.1. 

9- The area referred to in this comment does not retain water long enough for breeding of the species. This area 
has been observed by CT District biologists in years subsequent to 2004, and the water level dropped prior to 
mid-May. Please see The Potential for Occurrence of the California Red-legged Frog (Rana aurora draytonii), 
the California Tiger Salamander (Ambystoma californiense) and the Alameda Whipsnake (Masticophis lateralis 
euryxanthus) at Two Riparian Sites Associated with the Proposed Caldecott Improvement Project, Orinda, 
California (McGinnis 2004) for additional information. 

10- The correction has been made. 

11- The paragraph has been re-worded.  

12- 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 
since it has never been previously exposed, 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 contain 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. 
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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. 

13- The Contractor will be responsible for selecting the disposal site and therefore the Contractor will select the 
route to the disposal site.  However, contract specifications will prohibit disposal trucks from using Tunnel 
Road, Claremont Avenue and College Avenue.   

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

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.   

14- Please see response to EBMUD response no. 4. 

15- Please see response to EBMUD response no. 4. 

16- The species has been added. 

17- Changes have been made to reflect the different construction survey regimes during the summer and winter 
(same as the California red-legged frog). Requested changes have been made to the Nesting Raptors and Other 
Migratory Birds text. 

18- Thank you for your comment.  “knowledgeable individual” has been changed to “qualified individual”. 

19- The change has been made in the referenced FEA/EIR section. 

20- The Department will consider Treatment BMPs as noted in the DEA/EIR, in compliance with the 
Department’s NPDES Permit with the State Water Resources Control Board (SWRCB).  The selection of 
appropriate treatment controls must be based on effectiveness, practicability, feasibility, safety and 
maintainability. Future meetings will be scheduled with the Regional Water Quality Control Board (RWQCB) 
to discuss proposed treatment of stormwater runoff to address the project’s impacts. 

21- The local jurisdictions, such as the local fire department, ambulance services and police, are responsible for 
responding to any emergencies.  Caltrans 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.  Based on the above discussion, 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.   
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East Bay Regional Park District-Senior Planner Linda J.P. Chavez 
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1- At this time, some weekend closures may be anticipated.  However, the number of closures is expected to be 
limited to a few occurrences.  Detours will be in effect to maintain alternate access.  Temporary closures at Fish 
Ranch Road would be only during nighttime and/or weekend hours.  Closures will not affect daytime access to 
Sibley's operation and security facilities. 

2- The Temescal soundwalls have been deleted from the project.   

3- Thank you for alerting us to this processing requirement. 

4- Please see the essay on “Bicycle and Pedestrian Access/Improvements” in Chapter 1. 
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Lafayette, City of-Mayor Ivor Samson 
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1- The DEIR states that, “The overall traffic patterns forecast by the model are realistic and the general effects 
of Alternative 2N and 3N on the overall intersection operations should be realistic.” Refining the forecasts 
sufficiently to provide a precise, realistic forecast for each intersection is appropriate for a design-type study. 
This level of detail is not needed to evaluate environmental impacts in this case, since it is the change in 
volumes that is of primary interest. It is believed that the magnitude of the changes in volumes is accurate, even 
if the actual level of service value may not be. However, the critical finding is that construction of a fourth bore 
of the Caldecott Tunnel would have very little impact on local intersections. 

Based on the countywide model, the forecast had shown significant growth in the vicinity of Lafayette roadway 
network, resulting in 8 of 11 intersections to operate in LOS D or worse even in the No-Build scenario.  We 
acknowledge that among the cities along the corridor, the City of Lafayette would experience the most local 
intersection impact based on the forecast demand.  Some of the growth as projected in the forecast might not be 
representative of actual growth to be expected.  Please see response #2 in the essay on “Traffic Operations” in 
Chapter 1. 
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Moraga, Town of-Public Works Director/Town Engineer Jill Mercurio 

 

1- As discussed in the supporting technical report, Growth Inducement Analysis for the Caldecott Improvement 
Project, Final Report (Parsons, 2005), there were no substantial impacts anticipated to the Town of Moraga. 
The text of Section 2.1.2, Growth, in the DEA/EIR has been modified to report this finding. Please note that 
Lori Salamack, Town of Moraga Planning, was one of the expert panel members who reviewed and contributed 
to the study conclusions.  

2- Please see response #1 to the City of Lafayette’s letter. 
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Oakland, City of-Department of Planning, Building and Major Projects Claudia Cappio 
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