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EXECUTIVE SUMMARY 

JRP Historical Consulting (JRP) has prepared this Addendum Historic Properties 
Inventory and Evaluation Report (HRIER) based on research and fieldwork conducted 
between February and October 2010.  This report is an addendum to the original AC 
Transit East Bay Bus Rapid Transit HRIER that JRP produced in October 2005 and 
addresses only those architectural resources that were not addressed in the original 
report.  Please refer to the October 2005 report for a full description of the original 
architectural survey and evaluation results. 

This report identifies and evaluates historic properties within the new Area of Potential 
Effects (APE) for Alameda-Contra Costa (AC) Transit District’s East Bay Bus Rapid 
Transit (BRT) Project located in Alameda County, California.  This Addendum HRIER 
examines the potential eligibility of historic resources within the new areas of potential 
effect (hereafter referred to as new APE) for listing in the National Register of Historic 
Places (referred to hereafter in this report as the National Register), as well as their 
potential eligibility for listing in the California Register of Historical Resources (hereafter 
the California Register).  The purpose of this document is to assist AC Transit and 
Federal Transit Administration (FTA) to comply with applicable sections of the National 
Historic Preservation Act of 1966 (16 USC 470), as amended, and the implementing 
regulations of the Advisory Council on Historic Preservation (36 CFR Part 800), as 
these pertain to federally-funded undertakings and their effects on historic properties.  It 
also seeks to help AC Transit to comply with requirements of the California 
Environmental Quality Act (CEQA) for this project, as it pertains to historical resources.  
The resources studied for this report have been evaluated in accordance with Section 
15064.5(a)(2)-(3) of CEQA Guidelines using the California Register of Historical 
Resources criteria outlined in Section 5024.1 of the California Public Resources Code. 

In general the project extends from Berkeley south along Oxford Street and Shattuck 
Avenue, east along Bancroft Way and Durant Avenue to Telegraph Avenue, where it 
then continues in a southwesterly direction into downtown Oakland.  There the project 
runs a short distance along Broadway, turning southeast onto 11th and 12th streets, until 
it intersects with 1st Avenue. From 1st Avenue the project follows 12th Street and 
International Boulevard (also known as East 14th Street) until 14th Avenue, and then 
proceeds south into San Leandro, ending just south of Bayfair Center (Draft 
Environmental Impact Statement/Report study terminus; the AC Transit-adopted 
Preferred Alternative, which was selected based on findings of the Draft EIS/R and is 
evaluated in the Final EIS/R, terminates at San Leandro BART). 

The new APE encompasses 133 parcels of which 102 contain historic-era resources or 
“survey population” resources, i.e. those buildings, groups of buildings or structures that 
were constructed in or before 1965.  The inventory and evaluation efforts conducted for 
this project address each resource of the survey population by applying the appropriate 
National Register and California Register evaluation criteria.  Although resources 
evaluated for these programs are usually 50 years old or older, this survey includes all 
resources within the new APE that are 45 years old or older as of 2010 to account for 
the passage of time between the period of project review and project completion.  The 
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remaining 31 parcels were vacant or contained buildings, structures or objects that were 
constructed in or after 1966 lacked exceptional significance under NR Criteria 
Consideration G regarding properties less than 50 years old, and were not subject to 
evaluation. 

The general project location is shown in Map 1 and the project vicinity is shown in Maps 
2a and 2b.  The new APE for historic architectural resources is shown in Map 3, 
Figures 1 through 54, and includes Map Reference numbers keyed to the historic 
resources surveyed by this report.  All of the maps are located in Appendix A.  
Evaluations of each of the historic resources within the new APE are presented on DPR 
523 forms attached as Appendix B of this report.  The survey population resources are 
summarized in Section 5 with summary tables included in Section 6.1 

As noted above this Addendum HRIER addresses a total of 102 survey population 
resources buildings and structures that were not previously included in the original 
survey and evaluation.  These 102 resources have been added to the original survey 
because of refinements in the location of proposed BRT stations.  Of the 102 survey 
population resources identified within the new APE, only eight are listed in the National 
Register, have been determined eligible for the National Register, or appear eligible for 
listing in the National Register.  These properties are historical resources for the 
purposes of CEQA.  The new APE also includes fourteen resources that do not appear 
to be eligible for the National Register but are listed or eligible for listing in a local 
register of historic resources; therefore they are considered historical resources for the 
purposes of CEQA.  The remaining 80 survey population resources did not appear to 
meet the criteria for listing in the National Register, nor do they appear to be historical 
resources for the purposes of CEQA.   

 

                                                 
1 JRP provided updates to those resources within the architectural APE that were previously listing in or 
determined eligible for the National Register to account for an alterations that could warrant changes in its 
National Register Status.  JRP also prepared update forms for properties that had been evaluated more 
than five years ago, and if additional information was required for Section 106 or CEQA compliance for 
this project.  Where possible, JRP included copies of the previous survey forms (see Appendix B). 
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1. PROJECT DESCRIPTION 

The purpose of the AC Transit East Bay BRT Project is to improve existing fixed-route 
bus services in the study corridor and to increase transit ridership by providing faster 
transit travel times and attractive modern passenger facilities.  Meeting this project 
purpose would address the following related needs: 

 Improved transit in high ridership areas; 

 Greater speed and reliability of bus transit; 

 Enhanced service in major travel markets; 

 Reduction of auto use and congestion; 

 Encouragement of transit-oriented development; and 

 Increased mobility of low-income, ethnic, and transit-dependent populations. 

1.1. Description of Preferred Alternative 

After considering all alternatives evaluated in the Draft Environmental Impact 
Statement/Draft Environmental Impact Report (DEIS/R), completed in May 2007, AC 
Transit did not identify the No-Build alternative as its preference. The No-Build 
alternative would fail to address the purpose and need of the project as identified in 
Chapter 1.0 of the DEIS/R. Of the Build alternatives studied in the DEIS, BRT service 
from Berkeley to the San Leandro BART station, in a combination of mixed flow and 
dedicated BRT lanes, was selected as the Preferred Alternative. The selection of the 
Preferred Alternative is based on the analysis results in the DEIS/R, consultation with 
permitting agencies, comments received during the DEIS/R review and comment 
period, more detailed analysis, and the results of the planning processes conducted by 
the stakeholder cities in the corridor.  The specific features of the Preferred Alternative 
are described in this section. It has been determined to be the most desirable 
alternative in terms of balancing functional efficiency with environmental, social, and 
economic effects. 

The No-Build Alternative would include all transportation improvements that are 
currently planned and programmed in the project area except for the East Bay BRT 
Project itself.  No-Build Alternative improvements include bus operational 
improvements, such as express stops and transit signal priority at key intersections, and 
adding amenities to curbside bus stops. 

The Preferred Alternative adds to the No-Build Alternative the basic features of the 
proposed East Bay BRT Project including full transit priority at signalized intersections, 
new passenger stations, and a combination of mixed flow and dedicated travel lanes 
throughout the proposed project alignment. 
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1.1.1. Features 

BRT Transitway 

The BRT transitway is the lane or lanes in which BRT buses would operate. There are 
three basic types of transitways proposed for the East Bay BRT project: 

 BRT-only lanes 

 BRT lanes shared to a limited extent with mixed traffic 

 Mixed-flow traffic lanes in which BRT buses are provided no special treatments 

General attributes of these transitways are summarized below.  

BRT-Only Lanes 
BRT-only lanes would be used by BRT and emergency vehicles, the latter when 
necessary for expedited travel. Shared BRT lanes and mixed-flow lanes would be used 
by all types of vehicles. BRT-only lanes would be located in the median of the street, or 
in some limited cases, in theoutside travel lanes (the lane closest to the curb). The 
choice of location is based on traffic and land use conditions in the particular area. 
Cross traffic would not be allowed to cross BRT-only lanes except at signalized 
intersections where space for turning movements is carefully integrated into transitway 
design.  

Shared BRT Lanes 
Share BRT lanes are proposed where other vehicles need to access the lanes to make 
turns or for entering or exiting parking spaces. Shared lanes would be either next to the 
curb or the curbside parking lanes. The configuration is referred to as side running. Use 
of the lanes by through traffic is restricted. Cross traffic would be allowed to cross 
shared BRT lanes between signalized intersections. Share BRT lanes would be 
implemented on one-way arterials and roadways with limited opportunities for median 
BRT improvements. 

Mixed-Flow Traffic Lanes 
Mixed-flow lanes for BRT operations are proposed in areas where dedicated or shared 
lanes are not feasible. These locations include very high traffic bus-auto zones and 
narrow, capacity-constrained streets where local auto access must be maintained.  

Stations 

There are 47 stations proposed along the East Bay BRT corridor, including six stations 
in Berkeley; 36 stations in Oakland, and five stations in San Leandro. Other than 
crossing Lake Merritt Dam, all stations are less than 0.45 mile apart, with 90 percent of 
stations less than 0.4 mile apart. All stations are seven or fewer blocks apart, with 90 
percent of stations five or fewer blocks apart.  

For passengers, BRT stations would be the most recognizable feature of the East Bay 
BRT Project. They are the points of access to and egress from BRT service. Stations 
would be designed to provide passenger platforms 8- to 10-feet wide and typically 60-
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feet long, raised a minimum of 10 inches above the top of roadway pavement. Platforms 
would be at or slightly lower than the floor level of BRT buses, allowing fast and 
convenient passenger loading and unloading. Buses would pull into the station for 
boarding and alighting through right-side doorways. The distance between the bus 
doorway and platform edge would be minimized to avoid any safety concerns of a large 
gap. Buses would include a ramp at the right front door, which could be extended to 
provide a continuous surface between the bus floor and platform for individuals with 
limited mobility and/or wheelchairs. All station elements would be ADA-compliant (i.e., 
conform to design standards established by the Americans with Disabilities Act of 1990 
[“ADA”], as amended). 

The typical BRT operational configuration is to have only one bus picking up or dropping 
off passengers at a station at any time. In certain locations, where local buses could 
also stop to pick up and drop off passengers, stations would be extended to 120 feet to 
accommodate two buses simultaneously. 

BRT stations would provide a high level of amenities and provide convenient, safe and 
secure areas for system users. 

 Raised platforms with lighting. 

 Ticket vending machines and ticket validators, a minimum of one at each station 
platform. Passengers would be able to buy fare cards using cash and credit/debit 
or smart cards. 

 Passenger information kiosks featuring (a) active data displays and ADA-
compliant audio capability for announcing information such as actual bus-arrival 
times, and (b) display space for maps, schedules, and other passenger 
information. 

 Windscreens and framed canopy shelters with benches for the comfort of waiting 
passengers. Canopy shelters would be well lit and open to view from the street. 
Example canopy shelters and other station features are shown in Section 4.6, 
Visual/Aesthetics. 

 ADA-compliant routes of access and egress from the street crosswalk or 
sidewalk. 

 Emergency telephones/intercoms at all major transfer stations. 

 Tactile warning bands along platform edges. The bands would be of contrasting 
color and include detectable materials to indicate to passengers that they are at 
or approaching the station platform edge, which would be raised at least 10 
inches above street level. The bands are similar to those incorporated into rail 
platforms and would be ADA compliant. 

BRT stations would be constructed either in the street median or along the outside curb 
– the latter designated as “curbside” stations. Median stations would serve transitways 
constructed in the middle of the street and would therefore not be affected by curb and 
sidewalk activities (e.g. parking maneuvers and pedestrian traffic). 
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The typical design width for median stations is 10 feet. Passenger access ramps would 
connect the platforms to pedestrian crosswalks at nearby intersections, sloping no more 
than 8 percent in conformance with the design requirements of ADA for the mobility 
impaired. A median station has two platforms, one serving each direction of travel. All 
stations would be on the right side of the transitway for right-side vehicle boarding.  

Curbside stations would be integrated into existing facilities, such as sidewalks and 
pedestrian plazas, and platforms would extend into the street to serve BRT buses 
operating in the outside, or curbside, travel lane. Stations would typically be eight feet 
wide (e.g. extend out from the curb eight feet) and also a minimum of 10 inches above 
the top of the street pavement at the platform edge.  

A station includes both southbound and northbound platforms. Southbound is defined 
as BRT service proceeding from Berkeley to Oakland to San Leandro; northbound is 
defined as BRT service proceeding from San Leandro to Oakland to Berkeley. 

Fare Collection 

The proposed East Bay BRT fare system would be barrier-free self-service, proof-of-
payment fare collection. Passengers would be responsible for having a validated ticket, 
pass, or fare receipt prior to boarding a vehicle, and would be subject to random checks 
that their fares are valid. Passengers riding the system without proof-of-payment would 
be subject to fines. All BRT stations would have ticket vending machines so that 
passengers could pay their fares in advance of the bus arriving, thereby speeding up 
passenger boarding. Passengers could board buses using other prepaid fare media 
(prepaid tickets sold at outlets, and also TransLink, the debit card system used on all 
major San Francisco Bay area transit systems). Single ride fares would require a receipt 
validated at the boarding stations showing date and time of initial use. Ticket validating 
machines would be provided alongside ticket vending machines for this purpose.  Under 
self service fare collection, passengers could use any door to board buses, which would 
greatly reduce bus idling time at bus stops during fare collection. 

Intelligent Transportation System Components 

The East Bay BRT Project would include technologically advanced passenger 
information and traffic control features, referred to as intelligent transportation systems 
(ITS). These systems will be included with Rapid Bus Route 1R under the No-Build 
Alternative and would be enhanced under the Preferred Alternative, where practicable. 
There are two primary elements of ITS: 

 Real-time bus arrival information, which is displayed (and announced) at stations 
as well as available on the internet, and 

 Transit signal priority for buses at traffic signals along the alignment with real-
time adjustments to maintain even spacing between buses. 

Real-time bus arrival information is based on the current progress of the bus route 
rather than scheduled arrival time. Under the Preferred Alternative, with BRT buses 
operating primarily in dedicated lanes, the reliability of service – and predictability of 
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arrival times – would be enhanced. Compared to the No-Build alternative, passenger 
information would become more accurate and more detailed. 

Traffic signal priority means that the traffic signals are (1) timed to the average speed of 
the bus; this serves to lessen the number of traffic signal stops a bus makes on its 
route; and (2) where traffic signal conflicts exist, the bus transmits a signal to the traffic 
light controller that modifies, when feasible given certain traffic signal operational 
parameters, the signal aspect to provide green time for the bus to proceed without 
substantial delay. This is done by extending the “green phase” available for an 
approaching bus, beginning the green phase earlier for an approaching bus, or inserting 
into the signal cycle a special phase that facilitates bus movements through an 
intersection. East Bay BRT service under the Preferred Alternative would provide a 
higher level of traffic signal priority than Rapid Bus Route 1R service under the No-Build 
Alternative. This is possible because BRT vehicle locations and travel times would be 
more reliable. Improved priority through traffic signals can be offered without degrading 
conditions for other vehicles. 

Ability to Convert to LRT 

The BRT transitway and stations would be designed for future conversion to LRT 
service. Placement and configuration of BRT facilities would be consistent with 
requirements for upgrading the BRT transitway to an LRT guideway and extending the 
low-platform BRT stations to serve up to two low-floor light rail vehicles. No timeline or 
program for such a conversion has been established. 

1.2. Alignment 

In general from north to south, the Preferred Alternative begins in Downtown Berkeley, 
proceeds along the south side of the UC Berkeley campus to Telegraph Avenue, then 
along Telegraph Avenue to Downtown Oakland, then along International Boulevard to 
San Leandro. In San Leandro, the alignment runs along East 14th Street to Davis Street, 
then San Leandro Boulevard to San Leandro BART, on the west edge of downtown. 

For the purposes of description and analysis, the overall East Bay BRT project 
alignment has been divided into 10 segments. These segments were developed based 
on jurisdictional boundaries, neighborhood boundaries (specifically in Oakland), and 
sections with common design features. Segments are summarized below: 

1. Berkeley: Shattuck Avenue to Telegraph Avenue; Telegraph Avenue from Bancroft 
Way/Blake Street to Woolsey Avenue 

2. North Oakland – Temescal and MacArthur: Telegraph Avenue from Woolsey 
Avenue to MacArthur Boulevard 

3. North Oakland – Pill Hill and Grand Avenue:  Telegraph from MacArthur Boulevard 
to 20th Street/Uptown Transit Center 

4. Central Oakland – Downtown and Chinatown:  20th Street to Lake Merritt, via 11th 
and 12th Streets 

5. East Oakland – East Lake:  International Boulevard from 1st Avenue to 14th Avenue 
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6. East Oakland – San Antonio:  International Boulevard from 14th Avenue to 23rd 
Avenue 

7. East Oakland – Fruitvale: International Boulevard from 23rd Avenue to 42nd 
Avenue/SR 185 

8. East Oakland – Central East: International Blvd from 42nd Ave to 73rd 
Ave/Hegenberger Rd 

9. East Oakland – Elmhurst: International Blvd from 73rd Ave/Hegenberger Rd to 
Durant Ave  

10. San Leandro North: International Blvd/East 14th Street from Durant Ave to Georgia 
Way 

11. San Leandro – Civic Center and San Leandro BART: International Boulevard to 
Davis; to San Leandro BART 

The following text describes alignment segments in greater detail, by city. The 
discussion provides detail on the configuration of the transitway and stations and 
highlights types of impacts that are addressed in subsequent chapters. 

1.2.1. City of Berkeley 

Berkeley Segment 

Buses would operate in mixed flow lanes alongside regular traffic for the entire length of 
the Berkeley segment. This segment begins on Shattuck Avenue at Center Street, at 
the southwest corner of the UC Berkeley campus. The alignment travels south to just 
past Bancroft Way, where the southbound movement turns eastbound on Durant 
Avenue. The alignment then shifts south on Dana Street, with a jog eastbound on 
Dwight Way before joining Telegraph Avenue. The Durant/Dana/Dwight alignment acts 
as the eastbound one way movement between Shattuck Avenue and Telegraph 
Avenue, while the westbound movement would be on Bancroft Way. The bus alignment 
travels south on Telegraph Avenue from Blake Street down to the Berkeley/Oakland city 
limits at Woolsey Avenue. 

There are six stations in this segment, at the following locations, north to south: 

 Shattuck Avenue at Center Street (Downtown Berkeley station) 

 Shattuck Avenue at Bancroft Way/Durant Avenue (Bancroft/Durant station) 

 Bancroft Way at Telegraph Avenue; Durant Avenue at Dana Street (Sather Gate 
station) 

 Telegraph Avenue at Dwight Way (Dwight station) 

 Telegraph Avenue at Ward Street (Ward station) 

 Telegraph Avenue at Webster Avenue (Ashby station) 

Since the buses will be operating in mixed flow lanes, parking would remain the same 
as the existing condition. No lane alterations or roadway improvements are proposed. 
To preserve reliability of BRT service in Oakland and San Leandro, and to provide 
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convenience for Berkeley riders, intersections along the alignment will be upgraded with 
traffic signal prioritization (TSP).  

1.2.2. City of Oakland 

North Oakland – Temescal and MacArthur Segment 

In this segment, buses would operate in center-running dedicated BRT lanes on 
Telegraph Avenue from the Berkeley/Oakland city limit at Woolsey to MacArthur 
Boulevard. Southbound BRT begins just north of 66th Street. Northbound BRT ends just 
north of 65th Street and transitions to bus service in Berkeley.  

There are six stations in this segment, at the following locations, north to south: 

 Telegraph Avenue at 65th Street (Alcatraz station) 

 Telegraph Avenue at McAuley/59th Street (59th Street station) 

 Telegraph Avenue at 55th Street (55th Street station) 

 Telegraph Avenue at 47th/48th Street (Temescal station) 

 Telegraph Avenue at 43rd Street (43rd Street station) 

 Telegraph Avenue at 39th Street (39th Street station) 

The configuration of the roadway cross-section varies slightly, but consistently remains 
one BRT lane and one vehicle travel lane in each direction, with variations in turn lanes 
and parking lanes to accommodate stations and approaches to full access intersections. 
Northbound and southbound bike lanes are present for the duration of this roadway 
section. 

All left turns would be prohibited at 66th, 65th, North Street, 63rd Street, 62nd Street, 
60th Street, McAuley Street, 58th Street, 57th Street, 49th Street, 46th Street, 44th 
Street, 43rd Street, 41st Street, 39th Street, Apgar Street, and 38th Street. The existing 
signal at 66th Street would be removed. Full access would be maintained at remaining 
intersections, with a new traffic signal proposed at 55th Street. On-street parking will 
remain available on both sides of the street for a majority of this segment, but a net loss 
in spaces would be realized. 

North Oakland – Pill Hill and Grand Avenue Segment 

This segment would remain generally consistent with the previous segment, with buses 
operating in center-running dedicated BRT lanes along Telegraph Avenue from 
MacArthur Boulevard to 20th Street.  

There are four stations in this segment, at the following locations, north to south: 

 Telegraph Avenue at 36th Street (36th Street station) 

 Telegraph Avenue at 32nd/Hawthorne (Pill Hill station) 

 Telegraph Avenue at 29th Street (29th Street station) 

 Telegraph Avenue at 24th Street (Koreatown station) 
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The configuration of the roadway cross-section varies slightly, but consistently remains 
one BRT lane and one vehicle travel lane in each direction, with variations in turn lanes 
and parking lanes to accommodate stations and approaches to full access intersections. 
Northbound and southbound bike lanes are present for the duration of this roadway 
section. 

All left turns would be prohibited at 37th, 36th, 33rd, 32nd, 31st, 30th, 28th (both legs), 
26th, 25th (both legs), 23rd, and 22nd (both legs). Full access would be maintained at 
remaining intersections, with new traffic signals proposed at Hawthorne and Sycamore 
Streets. Pedestrian-only signals would be provided at both legs of 24th Street, near the 
Koreatown station. Leading into the Uptown station, a BRT-only signal phase would be 
provided at Telegraph and Broadway. On-street parking will remain available on the 
east side of Telegraph for a majority of this segment, and intermittently on the west side. 
No parking would be provided on 20th Street. 

Central Oakland – Downtown and Chinatown Segment 

At 20th Street, both northbound and southbound BRT operates in mixed flow lanes 
between Telegraph and Broadway Avenues. At Broadway, the alignment shifts south. 
Southbound and northbound BRT operates in mixed flow lanes between 20th and 
11th/12th Streets, with the exception of a northbound dedicated center-running lane that 
provides a left-turn movement onto 20th Street for buses only.  Eleventh and 12th 
Streets would operate as a one-way pair, with the eastbound movement on 11th and 
the westbound movement on 12th. Each leg has a side-running dedicated BRT lane 
from Broadway Avenue to Oak Street. Past Oak Street, the dedicated BRT lanes 
transition to mixed flow lanes through the Lake Merritt area to 1st Avenue. 

There are five stations in this segment, at the following locations, north to south: 

 20th Street at Telegraph/Broadway Avenue (Uptown station) 

 Broadway Avenue at 14th Street (14th Street station) 

 11th/12th at Broadway Avenue (City Center station) 

 11th/12th at Harrison Street (Harrison station) 

 11th/12th at Madison Street (Madison station) 

Along Broadway between 20th Street and 11th/12th Streets, the configuration of the 
roadway cross-section remains the same as existing, with the exception of the 
northbound center-running bus turn lane leading into 20th Street.  Along 11th and 12th 
Street, a side-running dedicated BRT lane is accompanied by two one-way vehicle 
lanes. A new traffic signal is proposed at 11th Street and Alice Street. Through the Lake 
Merritt area, roadway improvements are proposed separate from this project, as part of 
the Lake Merritt Master Plan. On-street parking is provided on both sides of 11th and 
12th Streets. There are no bike lanes proposed in the entire Central Oakland segment. 
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East Oakland – East Lake Segment 

The East Oakland segment picks up at 1st Avenue, with the eastbound BRT movement 
continuing along East 12th Street, and the westbound movement along International 
Boulevard. Both are accommodated in dedicated side-running BRT lanes.  

There are three stations in this segment, at the following locations, north to south: 

 International Boulevard/East 12th Street at 2nd Avenue (2nd Avenue station) 

 International Boulevard/East 12th Street at 5th Avenue (5th Avenue station) 

 International Boulevard/East 12th Street at 10th Avenue (10th Avenue station) 

Along International Boulevard and East 12th Street, a side-running dedicated BRT lane 
is accompanied by two vehicle lanes, one in each direction. Along East 12th Street 
between 13th Avenue and 14th Avenue, BRT operates in mixed flow lanes. Bike lanes 
are present along East 12th Street between 3rd Avenue and 13th Avenue. 

The following left turns would be prohibited along both East 12th Street and 
International Boulevard, at every cross street between 2nd Avenue and 13th Avenue, 
with the exception of 2nd Avenue (International Boulevard only) and 10th Avenue (East 
12th Street only). On-street parking will remain available on the both sides of each 
street alignment. 

East Oakland – San Antonio Segment 

From the southbound alignment on East 12th street, the BRT turns north; operating in a 
shared BRT lane along 14th Avenue and for one block south of the intersection 14th 
Avenue/International Boulevard. At 15th Avenue, both northbound and southbound BRT 
operates in center-running dedicated BRT lanes. This continues through 23rd Avenue.  

There are two stations in this segment, at the following locations, north to south: 

 International Boulevard/East 12th Street at 14th Avenue (14th Avenue station) 

 International Boulevard at 20th Avenue (20th Avenue station) 

The configuration of the roadway cross-section varies slightly, but consistently remains 
one BRT lane and one vehicle travel lane in each direction, with variations in turn lanes 
and parking lanes to accommodate stations and approaches to full access intersections. 
There are no bike lanes present in this segment. 

Left turns would be prohibited at all cross streets except 14th Avenue and 22nd Avenue, 
which will remain full access. On-street parking will remain available on both sides of 
International Boulevard for the entire segment, with the exception of no parking between 
20th and 21st Avenues to accommodate the 20th Avenue station. 

East Oakland – Fruitvale Segment 

The East Oakland – Fruitvale segment runs on International Blvd from 23rd Ave to 42nd 
Ave/SR 185. There are five stations in this segment, at the following locations, north to 
south: 
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 International Boulevard at Miller Avenue (23rd Avenue station) 

 International Boulevard at Mitchell Avenue (27th Avenue station) 

 International Boulevard at 31st Avenue (31st Avenue station) 

 International Boulevard at 34th Avenue (Fruitvale station) 

 International Boulevard at 39th Avenue (39th Avenue station) 

The configuration of the roadway cross-section varies slightly, but consistently remains 
one dedicated BRT lane and one vehicle travel lane in each direction, with variations in 
turn lanes and parking lanes to accommodate stations and approaches to full access 
intersections. At 36th Avenue a landscaped median island is introduced and runs to 
41st Avenue. There are no bike lanes in this segment. 

Left turns would be prohibited at all cross streets except 23rd Avenue, 27th Avenue, 
29th Avenue, Fruitvale Avenue, 35th Avenue, 38th Avenue, and 42nd Avenue, which 
will remain full access. New pedestrian signals would be installed at Miller Avenue, 
Mitchell Street, 28th, and 39th Avenues; and the intersections of 24th, 31st, and 36th 
Avenues would be pedestrian-only signals. On-street parking will remain available on 
both sides of International Boulevard for the entire segment, with the exception of 
blocks with stations. 

East Oakland – Central East Segment 

This segment continues on International Blvd from 42nd Ave to 73rd Ave/Hegenberger 
Road. There are six stations at the following locations, north to south: 

 International Boulevard at High Street (High Street station) 

 International Boulevard at 48th Avenue (48th Avenue station) 

 International Boulevard at 54th Avenue (54th Avenue station) 

 International Boulevard at 58th Avenue (Seminary station) 

 International Boulevard at 66th Avenue (66th Avenue station) 

 International Boulevard at 72nd Avenue (72nd Avenue station) 

The configuration of the roadway cross-section varies slightly, but consistently remains 
one BRT lane and one vehicle travel lane in each direction, with variations in turn lanes 
and parking lanes to accommodate stations and approaches to full access intersections. 
A landscaped median island runs generally between 44th Avenue and 55th Avenue. 
Dedicated bike lanes run on both sides of the street between 54th Avenue and 73rd 
Avenue.  

Left turns would be prohibited at 44th, 45th, 47th, 48th, 51st, 53rd, 56th, 58th, 60th, 
61st, 63rd, 64th, 65th, 66th, 67th, 68th, 70th, 71st, and 72nd Avenues. New traffic 
signals would be installed at 50th, 52nd, 54th, 55th, and 57th Avenues. A new 
pedestrian signal would be installed at 48th Avenue. On-street parking will remain 
available on both sides of International Boulevard for the entire segment, with the 
exception of blocks with stations. 
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East Oakland – Elmhurst Segment 

This final Oakland segment continues on International Blvd from 73rd Ave/Hegenberger 
Road to Durant Avenue on the San Leandro border. Near Bristol Boulevard, 
International Boulevard is also knows as East 14th Street. There are six stations in this 
segment at the following locations, north to south: 

 International Boulevard at 78th Avenue (78th Avenue station) 

 International Boulevard at 82nd Avenue (82nd Avenue station) 

 International Boulevard at 87th Avenue (87th Avenue station) 

 International Boulevard at 94th Avenue (94th Avenue station) 

 International Boulevard at 99th Avenue (99th Avenue station) 

 International Boulevard at 104th Avenue (104th Avenue station) 

The configuration of the roadway cross-section varies slightly, but consistently remains 
one dedicated BRT lane and one vehicle travel lane in each direction, with variations in 
turn lanes and parking lanes to accommodate stations and approaches to full access 
intersections. A landscaped median island runs generally between 83rd Avenue and 
103rd Avenue. Dedicated bike lanes run on both sides of the street between 73rd 
Avenue and 107th Avenue (southbound) or Bristol Boulevard (northbound). 

Left turns would be prohibited at all cross streets with the exception of 73rd, 78th, 81st, 
82nd, 85th, 90th, 94th, 98th, 100th, and 105th Avenues; Bristol Boulevard, and Durant 
Avenue. New traffic signals would be installed at 78th, 81st, 92nd, and 100th Avenues. 
An existing traffic signal would be removed at 103rd Avenue. 82nd Avenue (west leg), 
Auseon/87th Avenue, and 99th Avenue would be a pedestrian only signals. On-street 
parking will remain available on both sides of International Boulevard for the entire 
segment, with the exception of blocks with stations.  

1.2.3. City of San Leandro 

San Leandro – North Segment 

The San Leandro – North Segment begins at Durant Avenue and continues to Georgia 
Way. BRT runs on dedicated lanes in this segment. There is one station at the following 
locations: 

 East 14th Street at Durant Avenue (Durant station) 

The configuration of the roadway cross-section varies slightly, but consistently remains 
center-running BRT lanes, with one vehicle travel lane in each direction, and variations 
in turn lanes and parking lanes to accommodate the station and approaches to full 
access intersections. A landscaped median island is located between Farrelly Drive and 
West Broadmoor Boulevard, accommodating the City of San Leandro monument. There 
are no dedicated bike lanes in this segment. 

Left turns would be prohibited at Garcia and Cambridge Avenues. New traffic signals 
would be installed at Bellview Drive and Sunnyside Drive, with a southbound bus queue 
jump leading into Sunnyside Drive. On-street parking is limited in this segment. 
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San Leandro – Civic Center and San Leandro BART Segment 

Beginning at Georgia Way, BRT would operate in mixed flow lanes alongside vehicular 
traffic. This configuration would continue to Davis Street, where the alignment would 
shift west along Davis and south again on San Leandro Boulevard, ending at the San 
Leandro BART station. There are four stations in this segment, from north to south: 

 East 14th Street at Georgia Way (Georgia Way station) 

 East 14th Street at Begier/Lorraine (Begier station) 

 Davis Street at Hays Street (Downtown San Leandro station) 

 San Leandro BART (San Leandro BART station) 

The configuration of the roadway would remain the same as existing. There are no 
dedicated bike lanes in this segment, and on-street parking is limited. 

Service from San Leandro BART to Bay Fair BART will be provided by an extension of 
the Route 99 bus, which currently runs from Bay Fair BART south to Hayward BART. 
Route 99 service will follow the current Route 1 alignment from San Leandro BART to 
Bay Fair BART. No physical improvements are proposed to be made to existing stops in 
this segment. 
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2. RESEARCH AND FIELD METHODS 

The proposed project route begins near Shattuck and University in Berkeley, and runs 
south along Telegraph Avenue to Broadway in Berkeley and Oakland.  It then connects 
to East 14th Street / International Boulevard and runs southeast to the project’s end in 
San Leandro.  The project contemplates some changes in intersections, installation of 
dedicated bus lanes, construction of Bus Rapid Transit (BRT) stations, alterations to 
existing lane patterns, and areas of landscaping.  The overall project location and 
vicinity are shown in Maps 1 and 2 (see Appendix A.) 

The APE for historic architectural resources for the original East Bay BRT Project was 
developed by JRP and Parsons Transportation Group, in consultation with AC Transit 
and Federal Transit Administration (FTA), in 2003.  FTA submitted the original Historic 
Properties Inventory and Evaluation Report (HPIER) to the State Historic Preservation 
Office in October 2005 and received concurrence on its APE and findings on March 15, 
2006.  This letter is found in Appendix D of this Addendum HRIER. 

The methodology for the original APE was consistent with general cultural resource 
practices at that time and included those properties that would be subject to direct or 
indirect effects of the proposed project.  In general, the original APE took in parcels 
immediately adjacent to new BRT stations, at locations where there were proposed 
alterations to existing sidewalks and curb-lines, or at locations of proposed construction 
of new traffic signals. 

The current standard practices for establishing an APE for BRT projects does not 
include parcels at all of these locations.  These actions are no longer considered to 
pose an effect upon historic properties outside of the right-of-way because such 
construction would not cause a change in the character or setting of historic properties.  
Therefore, the only proposed project action that is assumed to have potential change to 
the setting of a historic architectural resource is the construction of a BRT station.  The 
new areas of potential effect covered by this Addendum HRIER includes adjacent 
parcels at all newly proposed BRT stations, even those completely within the existing 
curb-lines, because their construction will affect the over-all streetscape in each 
location, and may have the potential to obstruct the view of historic resources at their 
locations.  In “downtown” locations of Berkeley or Oakland the new areas of potential 
effect was set to take in parcels on both sides of the street at BRT locations to account 
for the streetscape.  In mixed residential/commercial areas (such as along Telegraph 
Avenue or along International Boulevard) the new areas of potential effect was set to 
take in parcels on the side of the street where the BRT station is to be located.   

Map 3 (see Appendix A), shows the original APE for historic architectural resources as 
well as the new areas of potential effect which are addressed in this Addendum HRIER.  
The historic resources within the new APE are identified on the APE maps with a 
reference number consisting of the figure number (Figures 1 through 54) and 
corresponding map reference number.  Resources that appear on APE map Figure 01, 
for example, have been assigned Map Reference Nos. “01-01, 01-02, etc.”  Historic 
resources previously evaluated and found to be ineligible for inclusion in the National 
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Register (including those resources evaluated within the original HRIER completed in 
2005), which did not require further study for this project, were not assigned map 
reference numbers.  The project team assigned map reference numbers were assigned 
beginning on Figure 1, at the north end of the project in Berkeley, and ending on Figure 
54 in San Leandro.  Summary tables listing the status of the historic properties within 
the new APE in relation to their National Register of CEQA status are found in Tables 1 
through 4 in Section 6. 

JRP conducted background research to assess which resources would be part of the 
survey population for this Addendum HRIER and used the same research and 
recordation methodology as the original HRIER.  JRP conducted research in property 
records through First American Real Estate Solutions (FARES) commercial database, 
and also reviewed current and historic topographic and property maps, Alameda County 
assessment records, historic aerial photographs, and other documents including the 
results of previous documentation of historic properties discussed below.  This 
determined which buildings, groups of buildings, structures, and objects would be 
studied in more detail as resources that appeared to have been built in or before 1965.  
This group constitutes the survey population for this report.   

Although resources evaluated for the National Register and California Register 
programs are usually 50 years old or older, this survey included all resources within the 
APE that were 45 years old or older as of 2010 to account for the passage of time 
between the period of project review and project completion.  Buildings, structures, and 
objects determined to have been built in 1966 or later and did not meet the exacting 
requirements for recently constructed buildings as specified in National Register Criteria 
Consideration G, and thus were considered non-historic and required no further study. 

Of the 133 parcels within the new APE, 102 contain survey population resources, i.e. 
buildings, group of buildings, structures or objects constructed in or before 1965.  
Eleven parcels contained buildings or structures were constructed in or after 1966 and 
twenty properties were vacant at the time of the survey.  In keeping with the guidance 
and requirements of California Department of Parks and Recreation and Office of 
Historic Preservation, the 102 survey population resources that required documentation 
for this study were inspected in the field, photographed and described on standard DPR 
523 forms, as necessary.  The DPR 523 forms are attached in Appendix B.  Themes 
found within the historical overview in Section 3 reflect the property types found within 
the study area and include nineteenth and twentieth century residential and commercial 
development, and transportation within the study area. 

JRP also undertook property-specific research for individual resources in both archival 
and published records.  JRP staff conducted this research, both in conjunction with the 
fieldwork and after the field surveys were completed, between February and May 2010 
and in October 2010.  Research was conducted at California State Library, Sacramento; 
Shields Library, University of California, Davis; Caltrans Transportation Library, 
Sacramento; Caltrans District 4 Maps and Plans Office, Oakland; Alameda County 
Assessor’s Office, Alameda County Public Works Maps and Files Room (Hayward); 
Alameda County Building Permits; Berkeley Architectural Heritage Association; 
Berkeley Historical Society; Berkeley History Room, Berkeley Public Library; 
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Environmental Design Library, University of California, Berkeley; Earth Sciences Map 
Library, University of California, Berkeley; City of Berkeley, Permit Service Center; 
Oakland Cultural Heritage Survey, Oakland Building Services-Permit Center, Oakland 
History Room, Main Oakland Library;  San Leandro History Room, San Leandro Main 
Library, and City of San Leandro Planning Office and Permit Center.  For a complete 
listing of materials consulted, please see the references listed in Section 7. 

As part of the process to identify historic resources within the APE, JRP reviewed 
existing information from previous surveys.  JRP reviewed the National Register, 
California Register, California Historical Landmarks, and the California Points of Historic 
Interest lists to assess the location of known historic properties within the APE.  JRP 
also examined previous historic resource inventory and evaluation surveys and reports.  
Given that there has long been a strong historic preservation presence in Oakland, JRP 
found many historic resource inventory and evaluation records on properties within the 
APE.  JRP located most of the previous studies at Oakland Cultural Heritage Survey.  
JRP contacted interested parties through a notification letter circulated in January 2005.  
Please refer to the Appendix B or the October 2005 HRIER for copies of these letters 
and their subsequent responses.  In addition, JRP reviewed the literature of previously 
conducted cultural resources reports in or near the architectural APE provided by the 
California Historical Resources Information System, Northwest Information Center. 

2.1. Preparers’ Qualifications 

This project was conducted under the general direction of Rand Herbert (M.A.T. in 
History, University of California, Davis), a principal at JRP with more than 28 years 
experience conducting these types of studies.  Based on his level of experience and 
education, Mr. Herbert qualifies as a historian/architectural historian under the Secretary 
of the Interior’s (SOI) Professional Qualification Standards, as defined in 36 CFR Part 
61).  

JRP architectural historian Toni Webb was the project manager/lead historian for the 
project.  Ms. Webb directed research and field crews, data management and graphics 
production, preparation of the contextual statement and evaluations, and edited forms.  
Ms. Webb received a B.F.A. in Historic Preservation from the Savannah College of Art 
& Design and has over ten years of experience in public history and historic 
preservation.  Based on her level of experience and education, Ms. Webb qualifies as 
an architectural historian under the SOI Professional Qualification Standards. 

Architectural historian Cheryl Brookshear (M.S., Historic Preservation--University of 
Pennsylvania) and research assistant Heather Miller (BA in History, Humboldt State 
University; certificate in Historic Preservation and Restoration Technology, College of 
the Redwoods) conducted field survey, research, and prepared DPR 523 forms.  Staff 
historian Scott Miltenberger (PhD, US History, University of California, Davis) prepared 
the contextual statement.  Based on level of experience and education, Ms. Brookshear 
and Mr. Miltenberger qualify as an architectural historian and historian, respectively, 
under the SOI Professional Qualification Standards.  Additionally, Production technician 
Rebecca Flores assisted with graphics production. 
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3. HISTORICAL OVERVIEW 

This historical overview condenses information originally presented in JRP Historical 
Consulting, Historic Properties Inventory and Evaluation: East Bay Bus Rapid Transit 
Project (October 2005), prepared for the Alameda-Contra Costa Transit District.  It 
incorporates by reference all the citations and source material contained in the previous 
report.  Although more brief, this overview nevertheless discusses the same historical 
issues and themes as the October 2005 report.  The reader is referred to that report for 
a more detailed treatment of the settlement and growth of the northwestern portion of 
Alameda County and as well as the creation of transportation systems and residential 
and commercial development.    

3.1. The East Bay in the Spanish and Mexican Periods 

While explored by the Spanish in the late eighteenth century, what is now the East Bay 
(including the cities of Oakland, Berkeley, and San Leandro) was sparsely settled prior 
to the mid-nineteenth century.  Both the Spanish and the Mexican governments, 
however, made various land grants to encourage settlement.  Within the study area for 
this project are two such grants: Rancho San Antonio (granted in 1820) and Rancho 
San Leandro (granted in 1842).  Rancho San Antonio comprised approximately ten 
square leagues of territory from San Leandro Creek north to El Cerrito Creek (now the 
division line between Alameda and Contra Costa counties), and included the present-
cities of Oakland, Alameda, Berkeley, Albany, Emeryville, Piedmont, and the northern 
portion of the City of San Leandro.  Rancho San Leandro, located due south of Rancho 
San Antonio, encompassed most of the present-day limits of the City of San Leandro.  
While no resources within the study area for this report date to this period of the East 
Bay’s history, the communities of Oakland, Berkeley, and San Leandro nevertheless 
emerged out of these ranchos in the nineteenth century.  

3.2. Development of the East Bay: 1850-1900 

Following the Mexican-American War (1846-1848) and in the wake of the gold rush, 
migrants and immigrants flooded into the California territory.  Many arrived by sea, 
funneling through the San Francisco Bay Area on their way to the Sierra Nevada gold 
fields.  San Francisco’s population rapidly increased, helping to propel California to 
statehood in 1850 and fostering the creation of numerous communities in its immediate 
environs.  Oakland, Berkeley, and San Leandro were among these communities, and as 
with several other townsites in California, their creation came at the expense of existing 
Hispanic landholders. 

Oakland developed first, with squatters and land speculators illegally seizing portions of 
the Rancho San Antonio and maneuvering to establish a residential community for San 
Francisco in the early 1850s.  On May 4, 1852, the California state legislature approved 
the incorporation of Oakland, and within two years, officially recognized Oakland as a 
city.  In less than ten years from its incorporation, the city’s population exceeded 1,500, 
and it had grown beyond its original confines on the west side of San Antonio Slough 
(after 1867, Lake Merritt) to include the previously separate communities of Clinton and 
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San Antonio.  By the end of the century, Oakland had grown to more than 16.5 square 
miles and encompassed the formerly separate communities of Brooklyn, the Vernon 
Heights District (Adams Point), and North Oakland (between Oakland and Berkeley).   

The City of Berkeley, Oakland’s northern neighbor, likewise emerged out of Rancho 
San Antonio.  Its origins, however, lay in the creation of two separate communities with 
very different backgrounds: Ocean View and the community that developed around 
what became the University of California campus.  Squatters and land speculators 
formed Ocean View out of the Rancho San Antonio lands bounded by present-day 
College Avenue and Addison, Russell, and Grove streets.  Initially subdivided into 
farms, the nascent community grew rapidly once a wharf and an inn were located at the 
mouth of Strawberry Creek.  By the 1870s, Ocean View – known locally as West 
Berkeley – had become an industrial and farming center for the area and was promoted 
as a business location.   

The University of California area developed further inland from Ocean View along 
Strawberry Creek.  It emerged in the late 1860s after the private College of California 
subdivided land it owned south of the campus and created the town of Berkeley – 
named after to the eighteenth century British philosopher George Berkeley.  After the 
California state legislature acquired the college’s property in 1868 under the auspices of 
the federal Morrill Land Grant College Act (1862), and established the University of 
California, Berkeley began to grow.  A year after the university was created the state 
established the Institute for the Deaf, Dumb, and Blind in Berkeley, and businesses 
catering to university professors and students developed along Choate Street (present-
day Telegraph Avenue), the major transportation corridor.  By 1872, there was sufficient 
development in the university area that postal authorities established a Berkeley post 
office. 

In 1874, dissatisfaction with the services provided by Alameda County for 
unincorporated areas and rumors that Oakland might attempt to expand its borders 
north to include both Ocean View and Berkeley brought the two communities together.  
The state legislature approved a petition to incorporate, and on April 1, 1878 the new 
town of Berkeley was formally established.  It grew steadily – albeit at a slower pace 
than Oakland – throughout the remainder of the century; by the turn of the twentieth 
century, Berkeley’s population stood at 13,214. 

Early development of the present-day City of San Leandro, which straddles the 
boundary line between Rancho San Antonio and Rancho San Leandro and is located 
along Oakland’s southern border, mirrors that of Oakland and Berkeley.  In 1851, 
squatters began to encroach upon Rancho San Leandro in 1851, and within three years 
had founded town of San Leandro with the intention of becoming the county seat for the 
newly created Alameda County.  San Leandro served as the county seat between 1856 
and 1868 when an earthquake destroyed the county courthouse.  The county seat 
subsequently moved to Oakland, but by that time San Leandro had become a well-
established town with a grid of streets and several wood-frame buildings, a courthouse, 
a stage station, and a hotel.  Although its commercial development initially catered to 
local politicians and officials, San Leandro grew into a local agricultural area.  An influx 
of Portuguese immigrants shifted the focus of area farming away from wheat and barley 
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to fruits and vegetables.  This, in turn, increased the need for farming equipment and 
resulted in the establishment of several manufacturing concerns in the region.  San 
Leandro’s downtown experienced renewed development in the 1890s as local 
transportation systems running through the area connected the community not only to 
the rest of the East Bay, but also to the rest of the nation. 

3.3. Transportation Networks in the East Bay 

Creation of transportation networks were the engines of the growth of the East Bay, 
from the mid-nineteenth century through the twentieth.  Oakland’s waterfront access 
and early development of shipping facilities along the waterfront encouraged first road 
and then railroad construction.  Roads connecting to waterfront landings were especially 
vital for commerce and communication prior to the coming of the railroad.  Two of these 
thoroughfares, present-day Telegraph Avenue and present-day International 
Avenue/East 14th Street are located within the project area.  Beginning in the late 
1860s, local railways emerged as more efficient alternatives to these roads, and by the 
1890s the Central Pacific Railroad (after 1885, the Southern Pacific Railroad) had 
consolidated the operations of many of these companies in order to complete its 
transcontinental route.  The Central Pacific linked Oakland’s wharves to a larger 
national market, and in the process encouraged commercial and residential 
development along its main line running along 7th Street.  Independent narrow-gauge 
railways – first horse-power and later electric-powered trolleys – joined the Central 
Pacific, providing commuter transportation to Oakland’s emerging downtown area.  In 
the late nineteenth and early twentieth century, these smaller lines were amalgamated 
into the Key System that competed with and outlasted the Southern Pacific’s East Bay 
transportation system. 

Berkeley’s continued development in the nineteenth century, much like Oakland’s, 
rested upon the expansion of transportation systems.  In the 1870s, after the Central 
Pacific brought a spur line into Berkeley from the Oakland Terminal, downtown Berkeley 
soon rivaled the Choate Street (Telegraph Avenue) district south of the university.  The 
arrival of the electric rail transportation in the 1890s further spurred growth as well as 
infrastructure and civic and improvements.  Electric street cars began running on Grove 
Street in 1891, gradually replacing horse-car and steam lines and improving 
transportation to Oakland.  By the turn of the century, the town featured 46 miles of 
streets paved with macadam.  Developers began to buy up agricultural land, filling in 
marshes and channeling creeks to create housing tracts and business districts, to 
house the 5,101 people that lived in the town by 1890 and employ many others.  In the 
early 1890s, Berkeley’s boundaries expanded for the first time since incorporation when 
it annexed two communities, Newbury and Lorin. 

San Leandro likewise benefitted from electric railway construction.  In May 1892, a line 
connecting San Leandro to Oakland opened.  It provided hourly service most of the day, 
with half-hourly service during “peak hours.”  In 1893 the lines tracks were extended into 
downtown Oakland and San Lorenzo, giving the line an overall length of 20 miles and 
making it at that time the “longest piece of electrically operated railroad in the country.”  
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This line permitted various areas on the outskirts of the city to develop residential 
subdivisions into the twentieth century. 

Into the twentieth century, and increasingly after World War I, while development of the 
East Bay continued to rely upon both steam and electric rail transportation, automobiles 
became the vehicle of choice for East Bay commuters.  Enough East Bay residents 
owned automobiles by the end of the war that it became common for residential 
construction to incorporate garages into the design of new houses.  In newly-
constructed neighborhoods, developers devoted less space to local corner stores and 
shopping areas, assuming that residents could now drive instead of walk to more distant 
retail centers.  In the 1920s, the introduction of assembly-line production methods made 
the automobile obtainable even to some working class families, and the automobile 
became an ever more viable alternative to mass transit.  By 1930, California contained 
more motor vehicles than households, with a car or truck for every three residents of the 
state.  This trend sparked massive road and street improvement programs at both the 
state and local levels of government across California, and resulted in the construction 
of the extensive highway and freeway system that exists today. 

In many cases, the state and various counties adopted the alignments of existing roads 
as state highways and county roads, improving the routes to carry higher levels of 
traffic.  One such road was East 14th Street.  In 1933, the state legislature incorporated 
East 14th Street into the state highway system, designating it as part of Legislative 
Route Number 105 connecting Hayward and Oakland.  The state took over 
maintenance of the road, and subsequently made several improvements over the next 
two decades, including improved paving, the addition of signals and lights, and the 
construction of culverts.  The state changed the route’s name in 1964 to State Route 
185, its current designation in the state highway system, although it is still generally 
known as East 14th Street, or, more recently, International Avenue within the City of 
Oakland.  The road has continued to be important within the street system of the East 
Bay; in 1992, an average of 16,600 to 25,500 vehicles used the route daily. 

One of the most important developments in East Bay transportation in the twentieth 
century was the construction of the San Francisco-Oakland Bay Bridge in the 1930s.  
Completed in 1936, this bridge provided East Bay residents with a direct connection to 
San Francisco.  The bridge was originally designed for automobiles on the top deck, 
with rails for electric trains, along with lanes for trucks, on the bridge’s lower deck.  
Patronage of the rail lines dropped drastically in the 1930s, caused by the slow 
economy of the Great Depression, reduced population growth, and the increasing 
popularity of the automobile.  The Southern Pacific ceased electric passenger 
operations in 1941, leaving the Key System as the only surviving electric interurban 
transit provider in the Bay Area.  However, as early as the mid-1930s even the Key 
System began to encounter problems such as declining patronage and increased costs, 
forcing the company to convert some of its rail service to bus lines. 

A revival of interest in electric transit during the gasoline rationing years of World War II 
brought renewed levels of income to the Key System, but after the war profits again 
plummeted.  Patronage declined 42 percent between 1949 and 1952.  The Key System 
was subsequently purchased and its rail line phased out almost entirely in favor of 
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buses, retaining only the rail service routes across the bridge to San Francisco.  Even 
these last few rail routes disappeared in the late 1950s, when the Bay Bridge was 
retrofitted exclusively for auto traffic.  In 1956 East Bay citizens voted to establish the 
Alameda-Contra Costa (AC) Transit District, a public, tax-supported agency; in 1959, 
voters authorized a $16.5-million bond issue allowing AC Transit to purchase the Key 
System.  Mass rail transit disappeared from the East Bay until the Bay Area Regional 
Transit (BART) system began operations in 1972. 

3.4. The East Bay before World War II: 1900-1940 

The first half of the twentieth century was a period of expansion for the East Bay.  A 
population explosion occurred throughout much of the region early in the century, fueled 
in part by improved transportation methods and an influx of displaced San Franciscans 
following the 1906 earthquake and fire.  Subsequent residential, commercial, and 
industrial development transformed the East Bay into an urban metropolis of cities and 
suburbs interconnected by rail lines and highways. 

During the first three decades of the twentieth century, the City of Oakland experienced 
considerable residential, commercial, and industrial growth.  Electric mass transit and 
the rising popularity of the automobile allowed for the construction of residential areas at 
greater distances from commercial and industrial centers.  The expansion of streetcar 
lines and exodus of refugees from San Francisco to Oakland in the years following the 
1906 earthquake resulted in a wave of commercial and residential construction in 
Oakland and its environs.  By 1910, the population of Oakland reached 150,000, more 
than double the 67,000 counted in 1900.  Infill with new residential and commercial 
buildings allowed denser population to develop within the city’s established 
neighborhoods.  Newer areas developed further east in Fruitvale, Elmhurst, and 
Fitchburg, made possible by the extension of both the Southern Pacific and Key System 
lines into the area.  Rapid population increase and urban expansion fostered an interest 
in rational city and regional planning, and Oakland became a model of progressive 
politics.  It undertook $8 million in civic improvements and hired city planners to guide 
those improvements.  In time, Oakland secured complete control over its waterfront 
under municipal ownership, established parks (including Lakeside Park at Lake Merritt), 
and annexed of some 44 square miles of territory.  These land acquisitions brought the 
city to its current roughly 60-square mile size. 

Oakland’s early twentieth century growth reflected a trend apparent throughout the Bay 
Area.  As houses became more affordable, and thus financially within reach of laborers 
and their families, builders erected housing tracts close to specific workplaces such as 
industrial plants.  Most working class families needed to live in neighborhoods easily 
accessible to their workplace by foot or trolley, while middle class families, who more 
often had access to automobile transportation, settled outside of the industrial centers.  
The housing boom experienced by Oakland after the 1906 earthquake continued into 
the 1920s, fed by post-World War I prosperity and the increasing popularity of the 
automobile.  One source estimated that the number of dwellings in Oakland had 
increased by 900 percent between 1918 and 1923.  However, after the stock-market 
crash in 1929 and the start of the Great Depression, this housing boom abruptly ended. 
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Berkeley likewise grew rapidly.  In the decade between 1900 and 1910, Berkeley’s 
population increased to 40,434, and reached 82,109 by 1930.  This massive influx had 
an enormous impact upon the city, marked by commercial and residential construction 
that transformed many of the remaining open areas in the city into bustling 
neighborhoods and business districts. 

Expansion of the university at the turn of the century and the 1906 San Francisco 
earthquake and fire propelled Berkeley’s development.  In the 1890s, after nearly two 
decades of declining enrollments and student disorderliness, matriculations to the 
University of California began to rise and the reputation of the institution improved.  
These changes were spurred by an infusion of funds from a state-wide property tax 
approved by the state legislature for university funding, a privately-funding capital 
campaign that built up the university, and new university leadership.  The resultant 
growth of the campus contributed to the expansion of Berkeley as a whole, bringing new 
residents and new employment opportunities, as well as establishing Berkeley as a 
national center of scholarship. 

In the midst of the university’s improvement, the great earthquake and subsequent fire 
that destroyed much of San Francisco in 1906 made Berkeley an attractive location.  
While the earthquake’s effects were not limited to San Francisco, that city was the most 
impacted and damage to Berkeley was relatively minor.  Like other East Bay 
communities, refugees from San Francisco and other damaged areas inundated 
Berkeley.  Many of these refugees became only temporary residents of the town, but 
the destruction of houses and businesses in San Francisco forced many of that city’s 
displaced citizens to establish new lives and residences elsewhere in the Bay Area.  
Thousands of these people thus settled in Berkeley.  Industrial and business interests 
also relocated to the East Bay from San Francisco’s damaged commercial districts; 
thirty-seven new factories were constructed in Berkeley in the four months after the 
earthquake alone. 

As the twentieth century progressed, Berkeley’s expansion continued.  The Berkeley 
campus became the largest employer in the area, its workforce inflated by a surge of 
building starting in the late 1920s and continuing into the early 1940s.  Some of this 
construction replaced entire blocks of commercial and residential structures, including 
buildings on the east side of Telegraph Avenue between Bancroft and Allston ways that 
were demolished to make way for the university’s expansion.  An industrial boom in the 
late 1910s and early 1920s resulted in a thirteen-fold increase in the value of goods 
produced by Berkeley’s factories between 1909 and 1928.  Commercial construction 
flourished in the 1920s as well, especially in the downtown area and along Telegraph 
Avenue.  Despite a devastating fire that swept through Berkeley, destroying almost 600 
business and residences in September 1923, by the end of the 1920s, Berkeley had 
reached its geographic and political limits.  The city was essentially “built out,” the only 
remaining large open space limited to a university-owned tract in northwest Berkeley 
that was later annexed to the city in 1958. 

Industrial production, commercial growth, and population expansion were slowed 
severely by the effects of the Great Depression in the early 1930s.  In the decade 
between 1930 and 1940, Berkeley’s population grew a mere four percent.  Some 
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development did occur, however – much of it funded by the federal government as part 
of Franklin D. Roosevelt’s New Deal.  Federally-funded projects included Lower 
Broadway tunnel (present-day Caldecott Tunnel) linking Berkeley and Oakland with 
central Contra Costa County.  Furthermore, the presence of the university shielded 
Berkeley from some of the worst ravages of the Depression era.  By the 1930s, the 
University of California, Berkeley had become a nationally and internationally-known 
center of scholarship, and its employees, students, and their need for goods and 
services helped provide a stable economic base for the city. 

In comparison to both Oakland and Berkeley, the City of San Leandro experienced only 
moderate growth during the first four decades of the twentieth century.  Like the other 
East Bay communities, an influx of former San Franciscans after the earthquake of 
1906 bolstered the city’s population and encouraged growth.  The city invested in 
infrastructure improvements in the 1910s and 1920s – including street paving and 
construction of a new concrete bridge in 1901 to carry East 14th Street across San 
Leandro Creek – which also contributed to a rise in San Leandro’s population, from 
3,471 in 1910 to 11,455 by 1930.  However, San Leandro remained relatively small, 
covering an area of only a few square miles, until the development boom during and 
after World War II.  At that time pressure for wartime housing, followed by a flood of 
returning veterans, vastly increased the size of the city. 

3.5. World War II to the Present: Modern East Bay Development 

World War II had profound impacts on the East Bay, its population, economy, and 
infrastructure.  During World War II, the San Francisco-Oakland metropolitan area that 
included not only San Francisco and Oakland, but also Berkeley, San Leandro, and a 
number of smaller East Bay communities, had to find room for over half a million 
wartime workers employed in its vast complex of military bases and support facilities.  In 
1941, the Port of Oakland voluntarily turned over the use of its facilities to the armed 
forces for the war effort, and the Oakland Naval Supply Center, Oakland Army Base, 
and Alameda Naval Air Station were established.  The shipbuilding industry 
skyrocketed.  Oakland’s manufacturing jobs grew from 100,000 at the beginning of the 
war to 300,000 at war’s end, and adjacent areas tripled in population.  In general, 
wartime mobilization of the west’s vast resources gave already established metropolitan 
areas such as San Francisco and Oakland a jump on the postwar upswing between the 
1940s and 1960s. 

During the immediate post-war years, however, Oakland, like many other cities 
nationwide, struggled to create infrastructure and provide services to manage postwar 
growth followed by an emphasis on revitalizing central business districts to maintain 
regional growth.  By 1945, the year the war ended, the population of Oakland had 
climbed to over 400,000, and the city soon embarked on a series of multi-million dollar 
civic improvements, including construction of indoor swimming pools, new playgrounds, 
a police court, new streets and sewers, a central library, four new branch libraries, and 
replacement of trolley lines with motor buses, to meet the needs of its growing 
population. 
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The automobile featured prominently in both Oakland’s growth and its problems in the 
late-twentieth century.  In the late 1940s, in a significant concession to automobile 
traffic, the City of Oakland widened the dam across Lake Merritt at 12th Street, 
eliminating a major traffic bottleneck between the northern and southern portions of the 
city.  Automobile transportation between East Bay communities further improved when 
the first section of the Eastshore Freeway (later called the Nimitz Freeway and now I-
880) opened in July 1949, part of the State of California’s massive highway construction 
program of the late 1940s and early 1950s. 

Increased automobile use, however, resulted in a period of decline for Oakland’s city 
center beginning in the mid-1950s.  Suburban areas, made easily accessible by the 
continued development of road systems catering to commuters in automobiles, 
attracted residents and businesses away from downtown areas in cities across the U.S.  
The exodus caused a decline in the commercial and economic foundations of cities like 
Oakland, which were left with the problem of using drastically reduced funds to provide 
services not only for those businesses and residents remaining in the city, but also the 
daily influx of commuters. 

Despite attempts at urban renewal, Oakland’s city center continued its overall gradual 
decline until the late 1970s and early 1980s, when the scarcity of office space in San 
Francisco prompted businesses to look across the Bay to Oakland for commercial 
opportunities.  New construction began in Oakland’s downtown, including a civic center, 
convention center, retail stores, and new corporate office buildings.  Additionally, sky-
rocketing residential real estate prices throughout the Bay Area caused homebuyers to 
reconsider Oakland’s urban neighborhoods.  New residents and long-time citizens alike 
formed neighborhood associations, rehabilitating homes and improving neighborhoods 
to accommodate even more newcomers, a revitalization process that continues today. 

In the wake of World War II, Berkeley likewise experienced a rapid population increase 
that strained its existing infrastructure.  Between 1940 and 1944, the number of 
Berkeley residents rose from 85,527 to 100,024.  Some of Berkeley’s new residents 
were part of an influx of military personnel, as both the army and navy took over several 
buildings on the university campus to instruct and house trainees.  However, the 
majority of this population expansion occurred when civilians migrated to the area, 
attracted by a host of new jobs created by a booming wartime economy.  Many of these 
new residents remained in Berkeley after the war, establishing homes in a growing 
number of suburbs adjacent to the city or in nearby established East Bay communities. 

Some of Berkeley’s success in retaining its population base can be attributed to the 
dramatic growth experienced by the university following the war.  The University of 
California campus was central in the development of atomic weaponry during the war, 
and the critical role played by Berkeley researchers contributed to the university’s 
reputation as a center of scientific learning and research.  Additionally, the G. I. Bill 
provided veterans with federal financial aid in order to attend college, making higher 
education available to large numbers of American men and women from working class 
backgrounds for the first time.  Enrollment at University of California, Berkeley more 
than doubled in the years between 1945 and 1948.  In order to accommodate this 
growth, the university embarked upon an extensive construction program, including 
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expansion of the university’s southern boundary into the neighborhood south of 
campus.  As a consequence, Telegraph Avenue was transformed into a commercial 
area catering almost exclusively to students and later, tourists, rather than the 
surrounding neighborhoods. 

The City of Berkeley also made several changes in the 1950s, including the adoption of 
the first City Master Plan in 1955 that proposed a planning guide for development and 
limited Berkeley’s population.  Between 1956 and 1958, the city built recreational 
facilities such as pools and playgrounds across the city, and in 1959 undertook a 
program of improvements to University and Telegraph avenues.  Parks and fountains 
were installed in the central business district, and trees planted along the streets. 

By the 1960s, the University of California at Berkeley, and by extension the city itself, 
became a center of the cultural and social upheaval that engulfed much of America 
between 1964 and 1974.  Many of the university’s students agitated for reform in such 
areas as civil liberties and freedom of speech, not only on campus but throughout the 
Bay Area.   These reform movements, coupled with protests against the Vietnam War 
and cultural rebellion against middle class values and traditions, catapulted the Berkeley 
campus into the national spotlight during the 1960s.  Historian Charles Wollenberg 
stated “The city [Berkeley] gave birth to a social and cultural rebellion that, for better or 
worse, came to define much of what the ‘The Sixties’ was all about.” 

San Leandro likewise experienced a population explosion in the 1940s and 1950s.  The 
city’s population almost doubled between 1940 and 1950, and more than doubled again 
by 1960.  During the war, ship-building activities in the Bay Area, combined with an 
influx of servicemen and their families, resulted in the need for housing, and farmers 
sold their agricultural lands to private residential development companies.  In one 27-
month period, the War Housing Authority reported that residences for 4,552 families and 
rooms for 2,063 couples or singles had been secured in the San Leandro-Hayward-San 
Lorenzo area, while 500 “remained to be completed.” 

Almost every aspect of San Leandro was altered by this population explosion.  
Downtown merchants began a revitalization movement involving the remodel or 
replacement of retail buildings in the downtown area.  San Leandro’s commercial sector 
expanded with the addition of such enterprises as Lucky Stores, Inc. in 1947.  That 
same year, the city passed a bond issue to finance the installation of industrial sewer 
lines through farm lands adjacent to the city, in an effort to provide for more industrial 
expansion, which in turn might lead to expansion of the city as a whole.  Industrial 
developers connected to the lines, after which, typically, the property was annexed to 
the city.  Between April 1942 and October 1965, 87 industrial parcels and 27 non-
industrial tracts were annexed to the city.  However, residential contractors gradually 
developed many areas at first thought to be future industrial sites, sparking the creation 
of a City Planning Commission in 1948 in order to develop a master plan for the city. 

While San Leandro continued to grow through the 1950s – building new schools, 
opening local automotive construction plants, expanding its municipal offices, and 
attracting national retailers such as Macy’s – its development nevertheless slowed in 
the decades that followed.  By the 1960s, the city had largely reached its geographic 
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limits, bound by steep hills on the east, the shoreline on the west, and the established 
communities of Oakland and Hayward to the north and south, respectively.  New 
development after this time primarily consisted of infill, utilizing properties previously 
bypassed by development.  Additionally, the manufacturing base of the city’s industrial 
sector gradually declined, shifting instead toward service industries, technologically-
based companies, and warehousing.  The families that had moved to the region 
matured, increasing the median age of the city’s population.  Several schools were 
subsequently closed, and the properties redeveloped as housing.  By 1990, San 
Leandro had the highest median age in Alameda County.  However, the community has 
not stopped looking to the future, as evidenced by the construction in 1992 of the North 
Area Arch on East 14th Street at Broadmoor.  This arch provides a gateway to the city, 
and includes a sculpture of a family reaching for the branches of a cherry tree, 
representing San Leandro’s heritage reaching towards its future. 
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4. DESCRIPTION OF RESOURCES 

The new APE encompasses 102 buildings, groups of buildings, structures or objects, of 
which were constructed in or before 1965.  These 102 resources are summarized below 
and constitute the survey population for this Addendum HRIER.  Collectively, these 
resources reflect the major themes of the historic context presented in Section 3 of this 
report. 

The new APE covers a long and narrow area of the northwestern portion of Alameda 
County, passing through three cities.  The majority (eighty-one percent) of the survey 
population properties addressed in this addendum are located within the limits of the 
City of Oakland, followed by San Leandro (ten percent) and Berkeley (nine percent).   

4.1. Commercial  

Seventy-six percent of the survey population resources (78 properties) serve a 
commercial function, including offices, markets, hotels, gas stations and restaurants.  
Many of these buildings were constructed as mixed-use buildings, with portions of the 
building (typically first floors) occupied by business and residence at the rear or on 
upper floors.  The construction dates of these resources span nearly 85 years from 
approximately 1880 to 1965.  Four were built during the nineteenth century in Oakland 
and constitute the earliest commercial development in the new APE.  These are two-
story wood frame buildings, all of which have been heavily modified and generally no 
longer retain their original appearance. 

The largest number (approximately seventy-seven percent) of commercial properties 
were constructed during a 41-year period between 1900 and 1941 and represent a 
period of major change for northern Alameda County.  Improved roads and the growth 
of suburban electric rail lines opened up for development the unincorporated land 
between Berkeley, Oakland and San Leandro, resulting in commercial and residential 
construction along Telegraph Avenue, International Boulevard and East 14th Street.  Of 
the 60 commercial properties built during this period, only eight were constructed in San 
Leandro and two in Berkeley. 

Post World War II construction only accounts for just eighteen percent of the 
commercial properties within the new APE.  Most of these buildings were constructed in 
already-developed commercial areas along the main transportation corridors and 
represent infill or replacement of nineteenth and early twentieth century residential or 
commercial buildings.  Only 14 commercial buildings were constructed between 1945 
and 1965, only three was built in San Leandro and Berkeley. 

Generally, the style and construction of these buildings are typical of commercial 
construction found in cities throughout the United States.  The vast majority are one and 
two stories in height and utilized wood-frame and/or masonry (brick or concrete block) 
construction, with some use of reinforced concrete in the latter period.  These buildings 
were clad in wood and stucco siding.  While some of the early twentieth century 
buildings are modest examples of Colonial Revival (Map Reference No. 01-2), 
Mediterranean Revival (Map Reference No. 15-1), Spanish Revival (Map Reference No. 
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06-4), Tudor Revival (Map Reference No. 29-1), Art Deco (Map Reference No. 11-5) 
and Streamline Moderne (Map Reference No. 34-2) styles, many lack ornamentation or 
architectural characteristic that are attributable to specific styles.  Furthermore, a large 
number of these have been so heavily modified that they no longer convey an 
integrated design.  These typically are unified by characteristics of one and two-part 
commercial block buildings, often referred to as early twentieth century commercial 
style, and comprise the bulk of this building type.  The remaining commercial buildings, 
some of which also utilize the one and two block composition include, and Modern or 
Contemporary (Map Reference Nos. 05-01 and 11-2). 

4.2. Residential 

Approximately seventeen percent of the study population properties are utilized solely 
as single-family and multi-family dwellings and were built between 1897 and 1954, with 
the majority constructed in the first two decades of the twentieth century.  A large 
number of buildings constructed during this decade were built after 1906, when 
Alameda County experience a construction boom that accommodated the influx of 
earthquake refugees from San Francisco.  All of this resource type is found within 
Oakland except for one in each Berkeley and San Leandro.  These residences are 
generally two-story, wood-frame buildings with raised basements and sheathed in a 
wood or stucco siding.  Most have been modified in some way, typically by replacement 
windows or siding or additions.  The majority were either originally constructed as, or 
converted to, multi-family properties.  The earliest examples of this building type are 
Italianate (Map Reference Nos. 10-5 and 26-3), Colonial or European Revival (Map 
Reference No. 01-1 and 22-1), and Craftsman (Map Reference No. 49-1) styles.   

4.3. Miscellaneous 

The remaining survey population properties, which account for five percent of all 
properties in the new APE, do not fall into the categories.  This includes Trinity Church 
(Map Reference No. 15-2), a wood-frame building constructed in 1892-1893 in the 
Gothic Revival style, Lincoln Square (Map Reference No. 20-1), which was originally 
laid out in 1853 and includes buildings dating from the early twentieth century, and two 
industrial buildings constructed in the 1930s (Map Reference Nos. 09-2 and 25-2).  All 
of these buildings are located in Oakland.  Two additional buildings are located in 
Berkeley and include the Willard Middle School (Map Reference No 04-2) and the 
adjacent Willard Recreation Center pool (Map Reference No. 04-1). 
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5. RESOURCE SIGNIFICANCE 

5.1. Application of National Register and California Register Criteria 

The eligibility criteria for listing in the National Register of Historic Places are codified in 
36 CFR Part 60.  They are further expanded upon in numerous guidelines published by 
the Keeper of the National Register.2  Eligibility to the National Register of Historic 
Places rests on twin factors: significance and integrity.  A property must have both 
significance and integrity to be considered eligible for listing on the National Register.  
Loss of integrity, if sufficiently great, will overwhelm the historical significance of a 
resource and render it ineligible.  Likewise, a resource can have complete integrity, but 
if it lacks significance, it must also be considered ineligible. 

Integrity is determined through application of seven factors: location, design, setting, 
workmanship, materials, feeling, and association.  These seven can be roughly grouped 
into three types of integrity considerations.  Location and setting relate to the 
relationship between the property and its environment.  Design, materials, and 
workmanship, as they apply to historic buildings, relate to construction methods and 
architectural details.  Feeling and association are the least objective of the seven 
criteria, pertaining to the overall ability of the property to convey a sense of the historical 
time and place in which it was constructed.   

Historical significance is judged by application of four criteria, denominated A through D: 

Criterion A: association with “events that have made a significant contribution to 
the broad patterns of our history” 

Criterion B: association with “the lives of persons significant in our past” 

Criterion C:  resources “that embody the distinctive characteristics of a type, 
period, or method of construction, or that represent the work of a 
master, or that possess high artistic values, or that represent a 
significant and distinguishable entity whose components may lack 
individual distinction” 

Criterion D: resources “that have yielded, or may be likely to yield, information 
important to history or prehistory.”3   

To apply these criteria, it is necessary to address both significance and integrity 
because the period of significance establishes the baseline or standard against which 
integrity is measured.  In addition, a resource must be at least 50 years old in order to 

                                                 
2 The most widely accepted guidelines are contained in US Department of the Interior, Guidelines for 
Applying the National Register Criteria for Evaluation, National Register Bulletin 15. (US Government 
Printing Office: 1991).  
3 This category is largely applied to archeological sites and, therefore, is not used in the evaluation of 
most historic architectural resources. 
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be eligible to the National Register, unless it meets specific and exacting criteria for 
special significance. 

The eligibility criteria for listing a property in the California Register closely parallel that 
of the National Register of Historic Places.  CEQA requires consideration of the possible 
impacts to and the evaluation of historic resources using the criteria set forth by the 
California Register of Historic Resources (CRHR).  Each resource must be determined 
to be significant under the local, state, or national level under one of four criteria, 
paraphrased below, in order to be determined eligible:   

Criterion 1: Resources associated with important events that have made a 
significant contribution to the broad patterns of our history. 

Criterion 2: Resources associated with the lives of persons important to our past. 

Criterion 3: Resources that embody the distinctive characteristics of a type, 
period, or method of construction, or represents the work of a master. 

Criterion 4: Resources that have yielded, or may be likely to yield, information 
important in prehistory or history.4   

5.2. Summary of National Register and CEQA Eligibility Status in the New APE 

Of the 102 survey population resources within the new APE, 40 have been included in 
one or more previous inventory and evaluation surveys.  This survey has included a 
field check of all previously evaluated resources, and JRP has prepared the appropriate 
recordation documents, either an update or a complete and new DPR 523 form, to 
verify current conditions and previous evaluations.  Only one of 102 survey population 
properties are listed in the National Register (and therefore automatically listed on the 
California Register) and the California State Office of Historic Preservation has 
determined the eligibility of two structures.  See Table 1 (Section 6) for a list of 
properties listed in or previously determined eligible for listing in the National Register.  
Table 2 lists the five properties that appear to be eligible for listing in the National 
Register.  Fourteen survey population resources appear to be historical resources for 
the purposes of CEQA but do not appear to meet the criteria for listing in the National 
Register (Table 3) while the remaining 80 resources, shown in Table 4, do not appear 
to be eligible for the National Register. 

5.3. General Discussion of Historical Significance of Properties in the New APE 

As noted earlier, the APE for this project includes an area that extends from Berkeley, in 
northwestern Alameda County, south through Oakland and into San Leandro.  All of the 
eight survey population properties that are listed, determined eligible or appear to be 

                                                 
4 This category is largely applied to archeological sites and, therefore, is not used in the evaluation of 
most historic architectural resources; California Public Resources Code, Sections 4850 through 4858; 
California Office of Historic Preservation, “Instructions for Nominating Historical Resources to the California 
Register of Historical Resources,” August 1997. 
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eligible for the National Register are located within Oakland and are included on the City 
of Oakland’s Local Register of Historical Resources.  All but one, the Bakewell 
Residence at 2831 Telegraph Avenue (Map Reference No. 15-3), were identified in 
previous surveys and verified in the current documentation.  Below is a brief summary 
of the eligibility of these eight historic properties. 

Map Reference No. 09-2 5427-5429 Telegraph Avenue 
Marshall Steel Company Laundry Complex was constructed in 1933 and appears to be 
eligible for the National Register (and California Register) under Criterion C (3), as a 
significant example of an unreinforced masonry industrial building in Oakland. 

 
Marshall Steel Company Laundry Complex (Map Reference No. 09-2) 

Map Reference No. 15-2 2845 Telegraph Avenue (501-525 29th Avenue) 
Trinity Church, built in 1892-1893, is listed in the National Register and California 
Register, and is an Oakland City Landmark.  The church is significant at the local level 
under Criterion C or 3, for its Gothic Revival architecture.  The John Bakewell Memorial 
Hall and Parish House are contributing features of the property.  This property is also an 
Oakland Landmark. 

 
Trinity Church (Map Reference No. 15-2) 
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Map Reference No. 15-3 2831 Telegraph Avenue 
Constructed ca. 1895, the Bakewell Residence appears to be eligible for the National 
Register (and California Register) under Criteria C (3), as a distinctive example of a late 
nineteenth century Shingle-style residence. The property is eligible at the local level and 
the period of significance is ca. 1895, when it was constructed.   

 
Bakewell Residence (Map Reference No. 15-3) 

Map Reference No. 20-1 250 10th Street 
Originally laid out in 1853, Lincoln Square appears to be eligible for listing in the 
National Register and California Register, presumably under Criterion A (1), for its 
association with Oakland’s early settlement and recreation.  The park was one of four 
original public squares, and became a playground in 1927.  This property is also an 
Oakland Landmark. 

 
Lincoln Square (Map Reference No. 20-1) 
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Map Reference No. 22-1 1247 5th Avenue (449 International Boulevard) 
Walker-Pierce Residence was constructed ca. 1910 and appears to be eligible for 
individual listing in the National Register (and California Register) under Criterion A (1), 
within the context of residential development in Oakland. 

 
Walker-Pierce Residence (Map Reference No. 22-1) 

Map Reference No. 31-4 3367-3353 International Boulevard 
Constructed in 1909-1910, the Fruitvale Masonic Temple is determined eligible for 
listing in the National Register (and California Register), at the local level under Criterion 
C (3), as a distinguished example of a Classical Revival architectural style and as an 
example of unreinforced masonry building in Oakland, and under Criterion A (1), 
presumably for its association with the “civic institutions and activities, the citywide 
building boom of the Earthquake era, and neighborhood commercial development” in 
Oakland.5   

 
Fruitvale Masonic Temple (Map Reference No. 31-4) 

                                                 
5 Oakland Cultural Heritage Survey, Department of Parks and Recreation (DPR) 523 Form, September 
30, 1995. 
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Map Reference No. 31-7 3100 International Boulevard 
The American Bank Building was built in 1922 and is determined eligible for listing in the 
National Register (and California Register) at the local level under Criterion C (3), as a 
distinguished example of a Classical Revival bank building and as an example of 
unreinforced masonry building in Oakland, and under Criterion A (1), presumably within 
the context of economic development of the Fruitvale neighborhood of Oakland.   

 
American Bank Building (Map Reference No. 31-7) 

Map Reference No. 36-3 5701-5725 International Boulevard 
The Mutual Stores Offices and Creamery was built in 1927 and appears eligible for 
listing in the National Register (and California Register) at the local level under Criteria 
A(1) and C (3), for its association with the development of food distribution and as an 
example of unreinforced masonry industrial buildings in Oakland.   

 
The Mutual Stores Offices and Creamery (Map Reference 36-3) 

 
The remaining 80 resources that do not appear to meet the criteria for listing in the 
National Register or California Register make up the largest component of the survey 
population. These resources do not appear to have important associations within the 
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historical context in which they were constructed and used. None appear to have 
important associations with trends, events or patterns of development within Berkeley, 
Oakland, or San Leandro (Criterion A), nor did they appear to be associated with 
persons who made important contributions to local, state, or national history (Criterion 
B). Architecturally, none of these resources appear to embody distinctive characteristics 
of a type, period, or method of construction, appear to possess high artistic value, nor 
do they appear to be the work of a master. It does not appear that any of these 
properties together represent a cohesive or intact group of resources with historic 
integrity that would constitute a historic district (Criterion C). Furthermore, none of these 
properties appear to be important for their information potential (Criterion D). 

Most of these 80 properties also suffered from a lack of historic integrity as a result of 
alterations.  At a minimum these changes often included replacement of windows and 
siding, which were often completed over a period of years.  Others were dramatically 
changed through additions or substantial remodeling.  Although these 80 resources do 
not meet the criteria for listing in the National Register or California Register, fourteen 
were identified in previous surveys as appearing to be eligible for local listing, either as 
an individual property or as a contributor to an eligible local historic district.  Therefore, 
these fourteen properties, all of which are located in Oakland, are historical resources 
for the purposes of CEQA.  These resources are listed in Table 3 (Section 6).  See 
Appendix C for local preservation elements for the cities of Berkeley, Oakland and San 
Leandro. 
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6. FINDINGS AND CONCLUSIONS 

Of the 133 parcels within the new APE for this project, there are 102 that contain 
historic-era resources. These resources constitute the survey population for this report.  
Of the 102, eight are listed in, have been determined eligible for, or appear eligible for 
listing in the National Register and are also considered to be historical resources for the 
purposes of CEQA.  Additionally, 14 properties within the new APE do not appear to be 
eligible for the National Register, but do appear to be historical resources for the 
purposes of CEQA.  The remaining 80 resources do not appear to be eligible for the 
National Register.  The following tables summarize the conclusions of this report: 

Table 1:  Properties listed in or previously determined eligible for listing in the National Register. 

Map Reference 
No. 

APN Address Year Built City 
CHRS 
Code

6
 

CEQA 
Resource

Update

15-2 009-0697-044-01 
2845 Telegraph Ave 
(501-525 29th Ave) 

1892-1893, 
1912, 1925 

Oakland 1S   

31-4 033-2195-005-01 3367-3353 International Blvd 1909-1910 Oakland 2S2   

31-7 033-2124-042-01 3400 International Blvd 1922 Oakland 2S2   

 

Table 2:  Properties that appear to be eligible for listing in the National Register. 

Map Reference 
No. 

APN Address Year Built City 
CHRS 
Code7 

CEQA 
Resource

Update

09-2 014-1221-002-07 5427-5429 Telegraph Ave 1933 Oakland 3S   

15-3 009-0697-049 2831 Telegraph Ave ca. 1895 Oakland 3S   

20-1 002-0071-001 250 10th St 1853-1976 Oakland 3S   

22-1 020-0125-007 
1247 5th Ave 

(449 International Blvd) 
ca. 1910 Oakland 3S   

36-3 041-3848-004-01 5701-5725 International Blvd 1927 Oakland 3B   
 

Table 3:  Properties that do not appear eligible for listing in the National Register but are of local 
interest. 

Map Reference 
No. 

APN Address Year Built City 
CHRS 
Code8 

CEQA 
Resource

Update

11-4 013-1095-005 4301-4305 Telegraph Ave 1924 Oakland 5S2, 6Z   

                                                 
6 Office of Historic Preservation (OHP), California Historical Resources Information System, Alameda 
County (October 2009).  California Historical Resource Status Code (CHRS Code) descriptions:  1S:  
individual property listed in the National Register by the Keeper – listed in California Register; 2S2:  
individual property determined eligible for listing in the National Register by a consensus through Section 
106 process – listed in the California Register. 
7 Office of Historic Preservation (OHP), CHRS Code descriptions:  3S:  appears eligible for the California 
Register as an individual property. 
8 Office of Historic Preservation (OHP). CHRS Code descriptions:  5B:  locally significant (listed, eligible or 
appears eligible) both individually and as a contributor to a district that is locally listed, designated, 
determined eligible or appears eligible; 5D2:  appears to be a contributor to a district that appears eligible 
for local listing or designation;  5S2:  individual property that is eligible for local listing or designation; 6Z: 
found ineligible for National Register, California Register, or local designation. 
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Map Reference 
No. 

APN Address Year Built City 
CHRS 
Code8 

CEQA 
Resource

Update

11-5 013-1097-028-01 4216-4238 Telegraph Ave 1924 Oakland 5S2, 6Z   
17-1 008-0649-008 466-472 20th Street 1913, 1950 Oakland 5S2, 6Z   
28-1 020-0153-010 2336 International Blvd 1880c Oakland 5S2, 6Z   
28-2 020-0153-009-01 2338-2344 International Blvd 1926 Oakland 5B, 6Z   
31-1 033-2195-002 3313-3315 International Blvd 1908-1909 Oakland 5S2, 6Z   
31-2 033-2195-003 3323-3333 International Blvd 1908-1909 Oakland 5S2, 6Z   
31-5 033-2196-021-05 3401-3407 International Blvd 1928 Oakland 5B, 6Z   

31-6 033-2196-003-02 3419 International Boulevard 1915 Oakland 
5D2, 

5S2, 6Z   

31-9 033-2124-040 3416-3418 International Blvd 1908 Oakland 5S2, 6Z   
31-10 033-2124-039 3420-3422 International Blvd 1924 Oakland 5D2, 6Z   
32-5 033-2157-004-04 3851-3871 International Blvd 1927 Oakland 5S2, 6Z   
34-3 035-2361-026 4810 International Blvd 1925 Oakland 5S2, 6Z   
44-5 044-4967-003 9415 International Blvd 1923-1924 Oakland 5B, 6Z   

 

Table 4:  Properties that do not appear eligible for listing in the National Register, are not of local 
interest, and do not appear to be historical resources for the purposes of CEQA. 

Map Reference 
No. 

APN Address Year Built City 
CHRS 
Code9 

CEQA 
Resource

Update

01-1 055-1886-004 2241 Durant Ave 1911-1920 Berkeley 6Z 

01-2 055-1887-001 2298 Durant Ave 1901 Berkeley 6Z 

04-1 054-1713-001-01 2700 Regent Street 1965 Berkeley 6Z 

04-2 054-1712-006-01 2455 Stuart Street 1957, 1980 Berkeley 6Z 

04-3 054-1714-006 2716 Telegraph Avenue 1904 Berkeley 6Z 

04-4 054-1714-007 2718 Telegraph Avenue 1962 Berkeley 6Z 

04-5 054-1714-008 2407-2411 Ward Street 1924 Berkeley 6Z 

04-6 054-1716-001 2730 Telegraph Avenue 1958 Berkeley 6Z 

05-1 052-1577-001-01 3000 Telegraph Ave 1957 Berkeley 6Z 

06-1 016-1424-017 6511-6515 Telegraph Ave 1953-1954 Oakland 6Z 

06-2 016-1424-018 6501-6505 Telegraph Ave 1909 Oakland 6Z 

06-3 016-1424-019-02 6435-6437 Telegraph Ave 1908 Oakland 6Z 

06-4 016-1415-026 6436 Telegraph Ave 1925 Oakland 6Z 

                                                 
9 Office of Historic Preservation (OHP).  CHRS Code descriptions:  6Z: found ineligible for National 
Register, California Register, or local designation through survey evaluation; 6L:  determined ineligible for 
the National Register by consensus through Section 106 process – not evaluated for the California 
Register of local listing.  [OHP, Technical Assistance Bulletin # 8:  User’s Guide to the California Historical 
Resource Status Codes and Historic Resource Inventory Directory.] 
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Map Reference 
No. 

APN Address Year Built City 
CHRS 
Code9 

CEQA 
Resource

Update

07-1 016-1386-014-01 5928 Telegraph Ave 1907 Oakland 6Z 

07-2 015-1383-005 5939 Telegraph Ave 1950 Oakland 6Z 

08-1 016-1386-012-03 5914 Telegraph Ave 1908 Oakland 6Z 

08-2 016-1386-011 5900 Telegraph Ave 1912 Oakland 6Z 

08-3 016-1386-011 490 59th St 1906 Oakland 6Z 

08-4 015-1383-006 5929-5931 Telegraph Ave 1908, 1928 Oakland 6Z 

08-5 015-1383-007 5915 Telegraph Ave 1957 Oakland 6Z 

09-1 014-1221-027-01 5447 Telegraph Ave 1904-1913 Oakland 6Z, 6Y  
10-1 013-1156-003-01 4725-4727 Telegraph Ave 1906 Oakland 6Z, 6Y  

10-10 013-1150-019-02 495-497 48th Street 1904 Oakland 6Z 

10-2 013-1156-004 4721-4723 Telegraph Ave 1914 Oakland 6Z  
10-3 013-1156-004 4720 Shattuck Ave ca. 1911 Oakland 6Z  
10-4 013-1156-005 4715 Telegraph Ave 1956 Oakland 6Z  
10-5 013-1156-006 4704-4706 Shattuck Ave 1897 Oakland 6Z  
10-6 013-1156-006 4707 Telegraph Ave 1909 Oakland 6Z  
10-7 013-1156-007 4701-4703 Telegraph Ave 1907 Oakland 6Z  
10-8 013-1150-019-02 4760-4770 Telegraph Ave 1904 Oakland 6Z  
10-9 013-1150-019-02 4744-4750 Telegraph Ave 1904 Oakland 6Z  
11-1 013-1095-002 4343-4345 Telegraph Ave 1934 Oakland 6Z 

11-2 013-1095-004-01 4311-4315 Telegraph Ave 1951 Oakland 6Z 

11-3 013-1095-004-01 4307 Telegraph Ave 1965 Oakland 6Z 

15-1 009-0699-012-01 2900-2914 Telegraph Ave 1922 Oakland 6Z 

25-1 
020-0142-005-02; 
020-0142-005-03 

1350 International Blvd 1957 Oakland 6Z 

25-2 020-0115-001 1401 International Blvd 1930 Oakland 6Z 

26-1 020-0109-001 
2001-2003 International 

Boulevard 
ca. 1940 Oakland 6Z 

26-2 020-0109-002 2009 International Blvd 1932 Oakland 6Z 

26-3 020-0109-003 2015-2017 International Blvd ca. 1890 Oakland 6Z 

26-4 020-0149-010 2040-2048 International Blvd 1926 Oakland 6Z 

28-3 020-0153-008 2348-2352 International Blvd 1913 Oakland 6Z 

28-4 020-0104-002 2411 International Blvd 1920 Oakland 6Z  

29-1 025-0713-012 2750-2758 International Blvd ca. 1923 Oakland 6Z 

31-11 033-2124-038 3428-3432 International Blvd 1910 Oakland 6Z  

31-12 033-2124-037-01 3444 International Blvd 1961 Oakland 6Z  

31-3 033-2195-004 3347-3349 International Blvd 1909-1910 Oakland 6Z  

31-8 033-2124-041-03 3410 International Blvd 1924 Oakland 6Z  
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Map Reference 
No. 

APN Address Year Built City 
CHRS 
Code9 

CEQA 
Resource

Update

32-1 033-2138-015 3842-3846 International Blvd 1912 Oakland 6Z, 6Y  
32-2 033-2138-015 3846 International Blvd 1906 Oakland 6Z  
32-3 033-2138-014-01 3848-3852 International Blvd 1919 Oakland 6Z  
32-4 033-2138-014-01 3860-3872 International Blvd 1908 Oakland 6Z  
34-1 034-2256-001 4801-4805 International Blvd 1922 Oakland 6Z 

34-2 035-2360-017 4774- 4778 International Blvd 1908 Oakland 6Z 

34-4 035-2361-025 4814 International Blvd 1946 Oakland 6Z 

34-5 034-2256-003 4819 International Blvd 1940 Oakland 6Z 

34-6 034-2256-004-01 4825 International Blvd 1920c,1946 Oakland 6Z  
36-1 035-2366-022-03 5424 International Blvd 1912, 1946 Oakland 6Z 

36-2 034-2275-008 5337 International Blvd 1922 Oakland 6Z 

36-4 038-3234-016 5730-5732 International Blvd 1911 Oakland  6Z 

36-5 038-3234-015 5744-5746 International Blvd 1920 Oakland 6Z 

38-1 041-4054-005 1208 65th Ave 1939-1941 Oakland 6Z 

43-1 043-4581-013-01 8650-8654 International Blvd 1923 Oakland 6Z 

43-2 043-4581-011 8670 International Blvd 1949 Oakland 6Z 

43-3 042-4252-006 8629 International Blvd 1946 Oakland 6Z 

43-4 042-4252-007 8633-8639 International Blvd 1946 Oakland 6Z  

44-1 046-5422-019-02 9328-9334 International Blvd 
ca. 1897-

1905 
Oakland 6Z 

44-2 046-5422-017-02 9340 & 9348 International Blvd ca. 1893 Oakland 6Z 

44-3 044-4967-001 9401-9403 International Blvd 
ca. 1905-

1910 
Oakland 6Z 

44-4 044-4967-002 9409 International Blvd 1937 Oakland 6Z 

48-1 076-0271-017-04 110 E 14th St 1940, 1946 San Leandro 6Z 

48-2 076-0276-028 464 E 14th St 1948 San Leandro 6Z 

48-3 076-0276-027 484-496 E 14th St 
ca. 1918-

1922 
San Leandro 6Z 

48-4 075-0181-004 445 E 14th St 
ca. 1938-

1946 
San Leandro 6Z 

48-5 075-0181-005 455-459 E 14th St 1928-1946 San Leandro 6Z 

48-6 075-0181-006 471 E 14th St 1945 San Leandro 6Z 

48-7 075-0181-007 485 E 14th St 1941 San Leandro 6Z 

48-8 075-0181-008 497-499 E 14th St 1933 San Leandro 6Z 

49-1 076-0414-033 852 E 14th St 1910 San Leandro 6Z 

49-2 076-0414-032 858 E 14th St ca. 1912 San Leandro 6Z 
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