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4.0 Affected Environment, Environmental
Consequences, and Avoidance, Minimization, and/or

Mitigation Measures
4.1 Land Use

4.1.1 Introduction to Analysis/Methodology
Land use is broadly defined to encompass types of land use and land use mix, development
patterns and activity centers, population and employment levels, growth potential and trends,
local and regional land use policies, and other factors that influence corridor growth.

The setting conditions and projections for the analysis are based on land use, development,
employment,  and  population  data  from  the  U.S.  Census  Bureau,  the  Association  of  Bay  Area
Governments (ABAG), Alameda County. the Cities of Berkeley, Oakland, and San Leandro; the
AC Transit East Bay BRT Project Land Use Report prepared in 2005 provided a land use
database of existing conditions, which has been subsequently updated.  The land use database
and growth scenario were developed specifically for analysis of the proposed project and the
database was divided into traffic analysis zones (TAZ) for use in the transportation modeling. As
a result, for the purpose of land use analysis, the specific boundaries of the corridor subareas are
defined by TAZ boundaries, which also correspond to Census Block Groups. The study area
includes one-half mile on either side of the Bus Rapid Transit (BRT) alignment, which
encompasses the average distance people are willing to walk to a transit stop

For the purposes of this analysis, the corridor has been divided into eight subareas—the Berkeley
subarea  in  the  City  of  Berkeley;  the  North  Oakland,  Central  Oakland,  San  Antonio,  Fruitvale,
Central East Oakland, and Elmhurst subareas in the City of Oakland; and the San Leandro
subarea in the City of San Leandro. Cities and subareas in the corridor are shown in Figure 4.1-1
and described in the sections below. Although there are two alternatives under consideration in
addition  to  the  No-Build  Alternative  -  the  Locally  Preferred  Alternative  (LPA)  and  the
Downtown Oakland-San Leandro (DOSL) Alternative - the existing and future land use
discussed below considers the entire corridor from Berkeley to San Leandro. Specific effects of
each alternative are discussed in Section 4.1.3.

4.1.2 Existing and Future Land Use

4.1.2.1 Affected Environment
This section describes the land use setting or “affected environment” for the East Bay BRT
Project, presenting an overview of corridor land use and development patterns in the areas and
activity centers surrounding the LPA. The corridor is defined as the 15,822 acres within ½ mile
of the in the entire 14.4 mile alignment corridor.
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Major Land Uses in the Corridor
The corridor is a densely developed, highly urbanized area located at the center of the larger San
Francisco Bay area region. As of 2000, the LPA corridor had a population of 230,165 residents
and included employment of 173,307 jobs. According to the 2009 ABAG forecasts, it is
estimated that 249,585 people will live in this corridor by the year 2015 and 310,303 people will
live here by 2035. The number of jobs in this corridor is forecast to increase to 292,147 in 2015
and 425,860 by 2035. Tables 4.1-1 and 4.1-2 show the distribution of jobs and population by
percentage through the corridor segments in 2015 and 2035, respectively.
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Table 4.1-1. 2015 Forecast -Distribution of Employment, Households, and Land
Area in the Corridor

Employment (2015) Households (2015)
Percentage of

Total Land Area
City of Berkeley

Berkeley 22% 13% 14%
City of Oakland

North Oakland 11% 18% 14%

Central Oakland 42% 18% 13%

San Antonio 3% 11% 8%
Fruitvale 4% 5% 6%
Central East Oakland 6% 10% 13%
Elmhurst 5% 14% 15%
City of San Leandro

San Leandro 6% 11% 15%
Source: 2009 ABAG Data and Kimley-Horn and Associates, Inc.

Table 4.1-1 shows that Central Oakland has the highest concentration of employment in the
corridor, followed by Berkeley. San Antonio, Central East Oakland and San Leandro have about
the  same  share  of  households  in  the  corridor,  at  10  to  11  percent. Table 4.1-2 shows the
distribution of jobs and population by percentage that is expected through the corridor segments
in 2035.

Table 4.1-2. 2035 Forecast -Distribution of Employment, Households, and Land
Area in the Corridor

Employment (2035) Households (2035)
Percentage of

Total Land Area
City of Berkeley
Berkeley 20% 12% 14%
City of Oakland
North Oakland 13% 17% 14%
Central Oakland 41% 21% 13%
San Antonio 2% 11% 8%
Fruitvale 5% 5% 6%
Central East Oakland 7% 10% 13%
Elmhurst 5% 14% 15%
City of San Leandro
San Leandro 7% 10% 15%
Source: 2009 ABAG Data and Kimley-Horn and Associates, Inc.
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The table shows that by the year 2035, the distribution of employment and population remains
similar  to  conditions  in  2015.   Central  Oakland  remains  the  largest  center  of  employment  and
increases its share of households.

A large amount of residential development exists throughout the corridor, in higher density,
mixed-use  areas  along  the  major  arterial  and  commercial  streets  as  well  as  in  lower  density
residential neighborhoods surrounding the major streets and activity centers. Compared to
commercial activity, which is focused in major centers, residential development is generally
more evenly distributed throughout the corridor. Despite the economic downturn that began in
2007 and accelerated in 2008 and 2009, the Bay Area continues to be one of the most expensive
housing markets in the United States.

Population and Demographic Changes since 2000
The City of Berkeley’s population grew rapidly up until the middle of the century and then
leveled off for a few decades. Starting in the 1970s the population declined at a rate of slightly
more than one percent per year. Since 1980 the population has been fairly steady at slightly more
than 100,000 people. In the 10 years following the 2000 Census, the population has risen by 5.2
percent according to the California Department of Finance, from 102,743 in 2000 to 108,119 in
2010. Oakland’s population grew from 399,484 people in 2000 to 430,666 in 2010, representing
an increase of 7.8 percent in 10 years. San Leandro grew from 79,452 people in 2000 to 83,183
in 2010, representing a 4.7 percent increase in population.

Major land uses in the corridor are described, by city, below.

City of Berkeley
The  segment  of  the  corridor  that  runs  through  the  City  of  Berkeley  is  home  to  major  activity
centers including downtown Berkeley with business, retail, and cultural uses and the University
of California, Berkeley campus with a high concentration of university-related employment and
activity. Berkeley also includes commercial activity along the entire length of Telegraph Avenue,
south of University of California,  Berkeley as well  as neighborhood commercial  activity in the
Elmwood shopping district on College Avenue and in the Berkeley Bowl area near the
intersection of Shattuck Avenue and Adeline Street. There are two major medical centers with
four hospitals and concentrations of supporting medical offices nearby including the Alta Bates
and Herrick campuses of the Alta Bates Summit Medical Center. Berkeley has very dense
concentrations  of  residents  in  the  Elmwood  and  Southside  neighborhoods  just  south  of  the
University of California, Berkeley campus, including student dormitories.

City of Oakland
The Oakland segment of the corridor includes a very large concentration of high density
employment and related activities. Downtown Oakland, which represents just 13 percent of the
total land within the corridor, has 42 percent of overall corridor employment. Office activities
focused in downtown include corporate headquarters, professional service businesses, major
federal and state government buildings, University of California Office of the President, the
Alameda County Courthouse, several county administrative buildings, and the Oakland City Hall
and administrative buildings. Also located in the downtown area are the headquarters of several
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regional agencies including ABAG, Bay Area Rapid Transit (BART), the East Bay Municipal
Utilities District (EMBUD), and the Metropolitan Transportation Commission (MTC).

Other employment and business activities downtown include retail, restaurant, entertainment,
hotel, and convention center activities; educational and cultural activities; and service and light
industrial uses. Districts and destinations downtown include Oakland’s Chinatown, Jack London
Square, the Amtrak train station, Laney College, Sears, and the Paramount and Fox Theatres. In
addition to its role as an employment center, downtown Oakland is becoming increasingly
desirable for new higher density housing development, such as the recently completed Uptown
Project.

In the area from Interstate 580 (I-580) south to Grand Avenue, there are additional business
activities and employment including the Summit campus of the Alta Bates Summit Medical
Center, Oakland’s Broadway Auto Row, and additional office and retail uses. In addition, there
is well-developed local commercial activity in the corridor in the Rockridge, Temescal, and
Piedmont Avenue neighborhoods in north Oakland along College Avenue, Telegraph Avenue,
and Piedmont Avenue.  Additional commercial activity is found in neighborhoods along West
MacArthur Avenue and Martin Luther King, Jr. Way, west of State Route 24 (SR 24).

East of downtown Oakland, the Lake Merritt neighborhood lies on the southern shore of Lake
Merritt and offers a mix of entertainment, dining, and shopping. The area attracts many people to
jog, walk, and cycle around the lake. The Eastlake neighborhood, located along International
Boulevard and East 12th Street between 1st and 14th Avenues, comprises an eclectic collection of
small businesses, including many Southeast Asian-owned stores. The Fruitvale neighborhood,
located  between  I-580  and  I-880  in  the  area  of  the  Fruitvale  BART  station,  has  emerged  as  a
thriving multicultural commercial area with a strong Latino identity. Community-sponsored
cultural events such as the annual Dia de los Muertos Festival attract tens of thousands of people
annually. The 257,000-square-foot, mixed-use Fruitvale Transit Village (Phase I) provides
housing, retail, and office space surrounding a pedestrian plaza at the Fruitvale BART station.

City of San Leandro
The San Leandro segment of the corridor includes high density employment and retail  areas in
downtown San Leandro, centered along East 14th Street from Davis Street to Dolores Street. San
Leandro City Hall and government center represent an employment node in the area of East 14th

Street at Georgia Way/Begier Street. Looking forward, housing demand is expected to continue
to outpace supply. The general plan responds to this challenge by actively encouraging higher
density development around San Leandro’s BART stations and along East 14th Street. New infill
housing, along with the services to sustain that housing, is an important part of the city’s vision.

In September 2007, the downtown San Leandro Transit-Oriented Development (TOD) Strategy
was finalized and submitted to the City of San Leandro’s Community Development Department.
Funded by the MTC and the Alameda County Transportation Improvement Authority (ACTIA),
the study established goals and a development strategy for TOD in the area. The primary goals of
the  Downtown  San  Leandro  TOD  Strategy  were  to  increase  transit  ridership  and  enhance
downtown San Leandro visually and economically. The TOD strategy study area focused on the
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half-mile radius circle around the intersection of East 14th and Davis Streets, which is located
along  the  proposed  BRT alignment.  The  strategy  recommends  redevelopment  in  the  TOD area
throughout the next 20 to 30 years to include 3,430 new dwelling units (2,400 near BART);
120,800 square feet of retail (92,000 square feet downtown); and 718,200 square feet of office
space (mostly in the Davis Street/San Leandro Boulevard vicinity).

Population and Residential Densities
The corridor is home to a large population of residents who travel to work, school, and shopping
areas as well as travel for a variety of personal service, medical, child care, entertainment, and
recreational purposes. Population densities in the corridor are high and socioeconomic
characteristics of residents are supportive of transit use (see Figure 4.1-2).

Residential development exists throughout the corridor, as shown by the distribution of corridor
population in Table 4.1-3. Population in the corridor resides in higher density, mixed-use areas
and in residential neighborhoods surrounding the major arterial and commercial streets. A
relatively large share of the corridor population resides in multifamily housing. Compared to
commercial activity, residential development is more evenly distributed throughout the corridor
and less focused in major centers.

As shown in Table 4.1-4, by 2015 it is projected that 72 percent of the corridor population will
live in areas with densities greater than 20 persons per acre and 45 percent will live in areas with
densities greater than 30 persons per acre. At the high end, population densities for corridor areas
will range up to 109 persons per acre. By the year 2035, 80 percent of the corridor will be living
at 20 or more persons per acre (see Table 4.1-5).
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Table 4.1-3. Population Densities in the Corridor, 2000

Corridor
Location

Population Density (Residents/Acre)
Population

2000
<20 20 – 29 30 – 39 40 – 49 50 – 59 60+

Berkeley 7,746 10,931 4,144 10,190 2,459 4,379 39,849
North Oakland 9,832 21,748 0 2,531 0 0 34,111
Central Oakland 4,201 6,704 11523 2,012 0 7632 32,072
San Antonio 2,147 566 9,702 8,373 12,426 4,559 37,773
Fruitvale 3,499 1,956 9,017 7,518 0 0 21,990
Central East
Oakland 3,162 10,985 17,343 0 0 0 31,490

Elmhurst 8,334 11,665 13,471 0 0 0 33,470
San Leandro 12,268 3,859 1,566 0 0 0 17,693
Corridor Total 51,189 68,414 66,766 30,624 14,885 16,570 248,448
Percentage of
Corridor
Population 21% 28% 27% 12% 6% 7% 100%
Source:

Table 4.1-4. Population Densities in the Corridor, 2015

Corridor
Location

Population Density (Residents/Acre)
Population

2015
<20 20 – 29 30 – 39 40 – 49 50 – 59 60+

Berkeley 12,045 8,560 7,328 1,503 - - 29,436
North Oakland 15,237 15,779 - 2,630 - - 33,646
Central Oakland 4,325 9,153 11,561 5,173 2,040 9,889 42,141
San Antonio 4,051 3,133 8,872 13,604 6,762 1,342 37,764
Fruitvale 2,332 6,418 7,066 2,827 - - 18,643
Central East
Oakland

3,694 11,523 14,071 2,573 - - 31,861

Elmhurst 7,634 7,870 14,093 1,632 - - 31,229
San Leandro 20,871 3,994 - - - - 24,865
Corridor Total 70,189 66,430 62,991 29,942 8,802 11,231 249,585
Percentage of
Corridor
Population 28% 27% 25% 12% 4% 4% 100%

Source: 2009 ABAG Data and Kimley-Horn and Associates, Inc.
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 Table 4.1-5. Population Densities in the Corridor, 2035

Corridor
Location

Population Density (Residents/Acre) Population
2035<20 20 – 29 30 – 39 40 – 49 50 – 59 60+

Berkeley 10,065 8,972 11,874 1,953 - - 32,864
North Oakland 12,867 19,191 4,723 2,928 - - 39,709
Central Oakland 3,269 6,487 5,515 16,840 9,398 19,987 61,496
San Antonio 2,213 3,291 2,938 10,788 16,542 10,221 45,993
Fruitvale 1,544 7,192 2,316 8,107 - 3,912 23,071
Central East
Oakland

2,731 9,401 17,275 9,723 1,527 - 40,657

Elmhurst 6,373 2,491 22,682 3,530 2,011 - 37,087
San Leandro 21,243 5,023 3,160 - - - 29,426
Corridor Total 60,305 62,048 70,483 53,869 29,478 34,120 310,303
Percentage of
Corridor
Population 19% 20% 23% 17% 10% 11% 100%
Source: 2009 ABAG Data and Kimley-Horn and Associates, Inc.

Employment/Activity Centers and Major Destinations
This section describes employment and activity centers throughout the corridor including major
activity centers such as central business districts (CBD) and universities as well as smaller, but
still important activity nodes such as shopping and hospital clusters. The activity centers
discussed below are characterized by their higher density, mixed-use development patterns;
pedestrian friendliness; and support for transit use. Employment densities in the corridor are
shown in Figure 4.1-3. The locations of the major employment/activities centers and
destinations in the corridor are shown in Figure 4.1-3 and listed in Table 4.1-6.

Downtown Oakland’s CBD is the largest center of employment activity in the corridor. In fact,
Downtown Oakland, at the heart of the corridor, has the largest concentration of business activity
and employment in the Bay Area outside of Downtown San Francisco. Concentration is
measured in terms of total amount and density of employment within a definable area.
Downtown Oakland includes employment in both private sector and government office
activities; in entertainment, retail, restaurant, and hotel activities; in educational and cultural
uses; and in service and light industrial uses.

The next largest concentrations of corridor employment and related activity are at the far
northern end of the corridor, in downtown Berkeley and at the University of California, Berkeley
campus. These major centers include a mix of activities and employment in business,
educational, and medical uses as well as in entertainment, retail, and cultural uses. In addition to
the relatively high density of employment in these areas, the large student population at the
University of California, Berkeley with an enrollment of approximately 35,838 as of fall 2010,
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contributes substantially to the overall concentration of people and activity in this part of the
corridor.

There are three additional concentrations of activity and employment in the corridor that stand
out due to their relatively high densities. These include the Alta Bates Summit Medical Center
area north of Telegraph Avenue in Berkeley, downtown San Leandro in San Leandro, and the
commercial areas surrounding Telegraph Avenue immediately south of the University of
California, Berkeley campus.
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Table 4.1-6. Major Employment/Activity Centers in the Corridor

Area
(acres)

Jobs
(2015)

Job
Density
(2015)

Jobs
(2035)

Job
Density
(2035)

City of Berkeley
University of California, Berkeley 443 17,138 39 18,162 41
Downtown Berkeley 462 12,083 26 13,721 30
Alta Bates Summit Medical 126 649 5 871 7
Telegraph Avenue near UC Berkeley 93 502 5 600 6
Telegraph Near Alta Bates Summit 199 698 4 948 5
Elmwood District 65 2,421 37 2,793 43
Berkeley Bowl Area 111 435 4 569 5
Telegraph Avenue (Dwight to Derby) 223 1,895 8 2,112 9
City of Oakland
Downtown Oakland (below Grand
Avenue) 140 16,457 117 18,878 135
Oakland City Center/Government Center 35 3,626 104 4,641 133
Kaiser Center/Uptown Oakland 210 902 4 1,143 5
Chinatown/Old Oakland 153 12,514 82 14,148 92
Alta Bates Summit Medical/South Auto
Row 101 1,137 11 1,951 19
County Buildings, Metro Center, Laney
College 122 2,159 18 2,193 18
Jack London District 419 7,155 17 8,109 19
Fruitvale District 774 4,878 6 7,086 9
Children’s Hospital Area 95 120 1 211 2
Kaiser Hospital Area 103 4,159 40 6,231 61
Eastlake District 274 2,580 9 2,758 10
51st & Broadway/North Auto Row (west
of Broadway only) 273 2,361 9 3,724 14
Telegraph Avenue below Summit 65 9,854 152 13,861 213
Temescal District (51st

Avenue/Telegraph Avenue) 95 1,248 13 1,902 20
Eastmont Town Center 202 1,644 8 2,443 12
City of San Leandro
North/South of Downtown San Leandro 388 2,276 6 2,975 8
Note: Due to gaps in subarea definitions the sum of the area’s acres and jobs do not equal corridor totals.
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Population and Employment Growth
According to data published by ABAG, substantial growth and development is projected to occur
through 2035.

The population of the project corridor is expected to grow by 62,081 residents between 2009 and
2035, an increase of approximately 26 percent. This represents nearly half of the growth coming
to the entire County of Alameda. This is illustrated in Table 4.1-7. The Central Oakland subarea
will experience the largest population growth due to substantial new housing construction
underway in downtown Oakland. Population growth will be highest in and around downtown
Oakland, including Jack London Square, and along the project corridor through East Oakland
and San Leandro where infill and redevelopment opportunities exist.

The projected job growth rate for the three cities in the corridor is expected to be double the
projected growth in population, with 133,713 new jobs expected by 2035. Employment growth
of about 133,713 jobs, or 45 percent, is anticipated in the study area between the years 2000 and
2035, as shown in Table 4.1-8.

As the project corridor is an already developed urban area, growth and development will include
infill development on underused and vacant sites and increased occupancy and intensity of
activity in existing buildings. Much of the growth is expected to be in the existing, mixed-use
downtown areas; in other major activity centers in the study area; and in locations along the
major  roadways  and  transit  routes.  As  growth  continues,  population  densities  will  continue  to
increase and a greater mix of land uses will result. Overall, the current pattern and future trend of
project corridor development is supportive of transit use.
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Table 4.1-7. Projected Population Growth 2009 to 2035

City 2009 2035

Yearly
%

Growth 2010 2015 2020 2025 2030 2035
Berkeley 46,742 52,050 0.44% 46,946 47,967 48,987 50,008 51,029 52,050
Oakland 160,027 212,000 1.25% 162,026 172,021 182,015 192,010 202,005 212,000
San Leandro 31,700 36,500 0.58% 31,885 32,808 33,731 34,654 35,577 36,500
Total All Cities 238,469 300,550 1.00% 240,857 252,795 264,734 276,673 288,611 300,550
Alameda County 562,343 707,960 1.00% 567,943 595,947 623,950 651,953 679,957 707,960
Source: Cambridge Systematics 2009.

Table 4.1-8. Projected Job Growth 2009 to 2035

City 2009 2035

Yearly
%

Growth 2010 2015 2020 2025 2030 2035
Berkeley 68,940 86,200 0.96% 69,604 72,923 76,242 79,562 82,881 86,200
Oakland 185,141 281,900 2.01% 188,862 207,470 226,077 244,685 263,292 281,900
San Leandro 38,066 57,760 1.99% 38,824 42,611 46,398 50,186 53,973 57,760
 Total Corridor 292,147 425,860 1.76% 297,290 323,004 348,718 374,432 400,146 425,860
Alameda County 667,437 1,039,680 2.15% 681,754 753,339 824,924 896,510 968,095 1,039,680
Source: Cambridge Systematics 2009.
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Developable Land and Development Trends
This section describes land available for development and development trends in the project
corridor and the associated cities and counties as a baseline for assessing the growth potential of
the affected area.

The Regional Housing Needs Allocation Process
State law has established a process for assigning the responsibility for affordable housing
production in California to individual cities and counties. This process is known as the Regional
Housing Needs Allocation (RHNA) or the “fair share” allocation process. The fundamental
premise is  that  each community in the region has an obligation to accommodate a share of the
region’s need for housing for low- and moderate-income residents.

The fair share process for the 2007 to 2014 element began several years ago, when the State
Department of Housing and Community Development determined that the nine-county Bay Area
needed to produce 214,500 new housing units during this time interval to satisfy regional
demand. In 2007, ABAG developed a formula to allocate these units to the Bay Area’s nine
counties and 101 cities. It is based on a weighted average that considers projected household
growth, job growth, land supply, infrastructure and environmental constraints, real estate market
conditions, and the availability of public transit (especially rail stations).

In  addition  to  identifying  the  total  number  of  units  to  be  assigned  to  each  community,  the
formula indicates how many of these units need to be affordable to very low, low, moderate, and
above moderate income households. This distribution attempts to more evenly balance lower
income housing within the region. Communities with relatively small existing percentages of
low- and very low-income residents are assigned higher percentages of housing for such
residents in their RHNA allocations. In San Leandro’s case, the income allocations nearly
matched the regional average.

The draft fair share numbers were published in mid-2007 and finalized in 2008. At that point,
local governments throughout the region were instructed to update their housing elements and
demonstrate the steps they would take to accommodate their assignments. Assignments for the
2007 to 2014 period for the three cities in the study corridor are as follows:

Oakland: 14,630 additional units
Berkeley: 2,430 additional units
San Leandro: 1,630 additional units

Although state law does not require the city to physically develop these units, it does require that
adequate sites be provided for their construction and that programs be implemented to facilitate
their development.

According to its 2001 General Plan, the City of Berkeley, with its well-established land use
pattern, has experienced little change in population or housing supply in the last 30 years. From
1970 to 2000, the citywide population dropped from 116,530 to approximately 102,740 and the
number of housing units has increased from 46,160 to 46,875. Due to the scarcity of available
land, all new development in Berkeley is infill development. According to the report in the
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revised 2009 to 2014 Housing Element, Berkeley constructed 97 percent of the city’s fair share
of housing allocated by ABAG for the 1999 to 2006 Regional Housing Needs Determination.
From 2001 to 2006 Berkeley provided 1,234 out of the total 1,269 housing units required under
the 1999 to 2006 Fair Share Goal.

The City of Oakland General Plan, adopted March 1998, and in effect until 2015, supports the
addition of an average of almost 600 housing units per year through 2005, as compared with
about 400 per year added from 1980 to 1995. The 2008 update to the housing element states that
Oakland is required to plan for 14,629 new housing units between 2007 and 2014 as their
contribution to the RHNA as assigned by ABAG. Of this total, 1,900 should be affordable to
very low-income households, 2,098 to low-income households, 3,142 to moderate-income
households, and 7,489 to above moderate-income households. Although these units have been
assigned to Oakland, not all of these units may be built because of market conditions and
availability of subsidies. Land uses, densities, and transportation systems have been planned to
support increased development along the city’s major transportation corridors, in downtown, in
TOD districts near BART stations, along the waterfront, or as part of infill projects.

The City of San Leandro General Plan, adopted in May 2002, projected a total residential
increase of 920 housing units from 2000 to 2015 on sites that are currently vacant. The General
Plan indicated the possibility of adding “hundreds more multifamily units” along East 14th Street,
San Leandro Boulevard, MacArthur Boulevard, and Washington Avenue on currently underused
commercial sites. During the same period, the population is anticipated to rise to 84,960
residents, a 7 percent increase.

The revised housing element of the General Plan covers a period that began on January 1, 2007
and ends on June 30, 2014. San Leandro’s RHNA assignment for the 2007 to 2014 period is
1,630 units. This is nearly double the 870 units that had been assigned to the city for the 1999 to
2006 period. The higher assignment was driven by a number of factors including higher
employment projections for the city and RHNA emphasis on promoting “city-centered” growth
around transit (rather than continued rapid development on the fringes of the metropolitan area).
The city’s 2007 to 2014 assignment includes 368 units for very low-income households, 228
units for low-income households, 277 units for moderate-income households, and 757 units for
above moderate-income households.
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Transit-Supportive Growth and Development Factors
Transit-supportive growth and development is expected to continue in the corridor due largely to
positive market forces, supportive land use policies, and capacity for growth and supportive
public investments.

Positive Market Forces
Market support for corridor development is part of a larger trend toward renewed interest and
reinvestment in older central city areas. The central areas in Oakland in particular are desirable
because of several positive factors including a central location in the region; good transportation
accessibility through the freeway and rapid transit network, and air, rail, and water
transportation; relatively affordable space costs and land prices; relatively affordable housing
and a desirable, urban lifestyle at lower cost than nearby San Francisco; accessibility to a well-
educated workforce; proximity to a major university (University of California, Berkeley); a
fiber-optic network for business; and the availability of space and land for expansion and
development with basic infrastructure already in place. The corridor economy is diverse,
attracting technology industries, while maintaining strengths as a location for traditional business
activities. The housing market also is diverse, offering rental and for sale housing in a range of
rents and prices.

Supportive Land Use Policies
Local land use policies support growth and development and the intensification of activity within
the corridor. Land use and zoning policies in Berkeley, Oakland, and San Leandro promote
higher density TOD in downtown areas and along major arterial streets and transit corridors. In
fact, much of the opportunity for growth and change in these already developed cities exists in
the downtown areas and along the major corridors as these areas have underused property and
substantial opportunities for higher density, infill development. As a result, there are similarities
in the land use policies in all three cities.

Regional land use policies support “smart growth” objectives to increase densities and the
amount of development in the already developed areas of the region, focusing substantially more
growth in existing cities and along transit corridors in the central parts of the region. Smart
growth policies call for infill development, intensification of land uses in urban areas, and the
use of existing infrastructure. The policies place an emphasis on building substantial new
housing in higher density activity centers in downtowns and along major transportation corridors
in order to relieve pressures on housing prices, provide opportunities for people to live near their
workplace, and promote a better balance between jobs and housing. In addition, smart growth
promotes the mutually supportive relationship between higher density land use patterns and
quality public transit as a means toward relieving regional traffic.

To promote increased use of public transit, TOD objectives call for the development of higher
density, mixed-use activity nodes around rapid transit stations and along major transit corridors
in the region. TOD is consistent with the smart growth policies discussed above and may be
thought of as a subset of the smart growth planning framework. Transit has the potential to allow
higher density development than would be possible if development were designed around access
by the private car.
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To promote cost-effective transit, ease regional housing shortages, create vibrant communities,
and preserve open space, MTC has adopted a TOD policy that will be applied to transit extension
projects in the Bay Area. Research shows that residents living within one-half mile of transit are
much more likely to use it and that large job centers within one-quarter mile of transit draw more
workers on transit.

The $11.8 billion Regional Transit Expansion Program that MTC adopted as Resolution 3434 in
2001 was accompanied by a strong directive to develop a policy that would condition the
allocation of regional discretionary funds for transit expansion projects on supportive local land
use plans and policies. In December 2003, MTC adopted a five-point transportation/land use
platform that reconfirmed the commission's commitment to conditioning Resolution 3434 funds
on supportive land use in order to generate new transit riders and make the region's transit
investments more cost-effective. With input from numerous stakeholders, MTC staff has been
working on a new TOD policy since that time.

MTC's TOD policy includes three key elements. The first is corridor-based performance
measures to quantify minimum levels of development around transit stations. The minimum
thresholds will be based on the transit mode—there will be a higher threshold for more capital-
intensive modes, such as BART. Secondly, MTC will help to fund station area plans for jobs and
housing, station access, design standards, parking, and other amenities based on unique
circumstances and community character. The third element is the creation of corridor working
groups to bring together local government staff, transit agencies, county congestion management
agencies (CMA), and other key stakeholders along the corridor to help develop station area plans
to meet MTC's corridor-wide land use thresholds.

Growth and development in the corridor meet many of the regional smart growth objectives for
land use and TOD. Development in the corridor would be supportive of a compact, city-centered
regional development pattern. Growth and development in the corridor would increase densities
for the region and mean less land would be required to accommodate the same amount of growth
in outlying locations. Less growth and development in outlying parts of the region mean greater
protection of open space and agricultural lands. Growth at the center means intensification of
activity in existing buildings and infill development on underused and vacant sites already served
by infrastructure. Corridor growth and development also creates benefits in terms of improving
and revitalizing the older areas of the region, parts that were once passed over in the leap to the
suburbs. Growth in the corridor also represents growth in areas well served by transit and in
mixed-use, higher density patterns of development that support pedestrian activity and transit
use. While TOD development does support the transit investment, the success of this project is
not dependent on new TOD projects being built, and the growth will come to the corridor with or
without the BRT project.
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Capacity for Growth and Supportive Public Investments
Existing infrastructure is already in place to support growth within the corridor, as it is already a
developed urban area. There are differences among the cities in terms of capacity and
opportunities to accommodate growth and development and in the extent of public support for
growth.

Within Berkeley, there is capacity for growth and intensification of land use at the northern end
of  the  corridor,  primarily  downtown  and  along  the  larger  commercial  corridors.  This  latent
capacity for growth can be accommodated in several ways including increasing activity in
existing buildings by converting to new, more intensive uses and occupying vacant spaces
(occurring in downtown Berkeley) and by building new development on underused sites. There
have been public efforts to further the revitalization of downtown Berkeley including the
creation of a downtown arts district that includes theaters, restaurants, studios, and educational
facilities. There also has been public investment in the seismic retrofitting and expansion of the
main library and city hall.

The largest capacity to grow and intensify within the corridor exists in Oakland. As the largest
city in the East Bay, Oakland has the highest densities and it has a large downtown and several
large-scale commercial areas—all with substantial opportunities for growth and development.
Much of the corridor in Oakland falls within the boundaries of one of the city’s Redevelopment
Project Areas (RPA) including the Central District RPA in downtown Oakland, the
Broadway/MacArthur/San Pablo RPA in North Oakland, and the Central City East and Coliseum
RPAs in East Oakland. In addition, a large part of the corridor is within Oakland’s Enterprise
Zone and Empowerment Zone.

This remains a difficult time for the City of Oakland as a whole and the redevelopment agency in
particular. After several strong years of growth in tax increment revenues, the Oakland
Redevelopment Agency is projecting a reduction in tax revenues for fiscal year 2011-12.
Assessed property values dropped over the last year in several redevelopment areas due to the
weak real estate market including Central City East (by $660 million), Coliseum (by $288
million), and West Oakland (by $117 million). These losses have been partially offset by the
growth in the commercial market downtown, where property values in the Central District
increased $499 million. At the same time, the State of California, with its own budget woes, has
approved taking redevelopment funds from cities to balance its own books. What that means for
Oakland is a reduction of $42 million in supplemental educational revenue augmentation funds
(SERAF) in the past fiscal year and an additional $8.5 million in 2010-11, with little money left
to fund staffing and agency operations.

A large number of private development projects have been completed or are underway in
Oakland including numerous residential and commercial projects in the corridor that are under
construction or in the planning and development process. Examples of large projects within the
corridor—often involving both private and public sector participation—include the Uptown
Project redevelopment of the Jack London Square district, additional City Center development in
downtown Oakland, the MacArthur BART Transit Village project in North Oakland, and the
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Fruitvale BART Transit Village Phase I and II projects in East Oakland. Rebuilding and
expansion of Oakland’s major hospitals and medical centers also is anticipated.

There is capacity for growth and intensification within the San Leandro subarea at the southern
end of the corridor. There is new focus on the East 14th Street corridor as an opportunity for
future mixed-use and higher density infill development. The corridor is entirely within
redevelopment project areas and includes the city’s downtown and civic center. The San Leandro
BART station area is adjacent to downtown and is being planned for transit village development.
City redevelopment and economic development activities and planning are currently underway
and anticipated to assist in streetscape enhancements, façade improvements, tenant recruitment,
and land assembly to improve the area and facilitate its redevelopment. While much of San
Leandro’s growth has been along the I-880 corridor to the west, there is new interest in the East
14th Street corridor and its potential for growth and development in the future.

Corridor Development Projects, Plans, and Policies
The  corridor  is  experiencing  significant  infill  development  and  revitalization  as  a  result  of
targeted public investments, private sector development projects, and supportive land use plans
and policies.  These include designated Priority Development Areas (PDAs) established under
FOCUS, a cooperative regional development and conservation program that promotes more
compact development targeted in areas served by transit. PDAs are locally-identified, infill
development opportunity areas within existing communities. All three East Bay BRT corridor
cities have designated PDAs.

Based on these targeted investments, the intensification of land use along the corridor is expected
to continue through the year 2035. Tables 4.1-9 through 4.1-11 highlight key development
projects and plans that will continue to shape land use in the corridor.

The maximum build-out achievable in any community is a function of governmental and
nongovernmental constraints. Examples of governmental constraints include zoning ordinances,
the permitting process, and funding available to a city’s redevelopment agency.
Nongovernmental constraints include the availability of private financing for projects and the
overall economic condition.
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   Table 4.1-9. Projects, Plans, and Policies—City of Berkeley: Berkeley Subarea

At the northern end of the corridor, public efforts have led to continued revitalization of
downtown Berkeley.
o Seismic retrofitting and expansion of the main public library and Berkeley City Hall

are renewing the civic role of downtown Berkeley.
o A downtown arts district is creating a critical mass of arts, entertainment, educational,

and eating and drinking establishments.
o In 2001 the Berkeley Repertory Theater added a new 600-seat theater to its main 400-

seat stage, at the center of the new arts district. Other projects include the Aurora
Theater (150 seats), Nevo Education Center (in former 1905 bakery), Jazz school and
office space (in a newly renovated, former department store), a new home for Freight &
Salvage, and Capoeira Arts Café.

Mixed-use commercial and residential projects are adding new housing in downtown
Berkeley, as called for by the Berkeley General Plan adopted 2001-02.
o Lower floor space in new projects is accommodating theater uses, offices for cultural

groups and other nonprofits, and café and retail uses.
o Oxford Plaza, an environmentally conscious mixed-use project includes 97 housing units

and 60,000 square feet of commercial space including a 33,000-square-foot David Brower
Center with office space for nonprofit environmental groups.

o The Seagate Building, to be located on Center Street and currently under construction,
will provide 143 housing units and 10,000 square feet of theater space. Across the street,
Berkeley City College completed a 160,000 square foot expansion.

o 651 Addison Street, a five-story, 92,470-square-foot building with 94 dwellings, two
commercial spaces along Addison Street, and 102 parking spaces (59 in auto lifts). The
project is one mile from the North Berkeley BART station and 500 feet from the West
Berkeley Amtrak station permitted in 2009.

1885 University Avenue a mixed-use development with 148 dwelling units, 14,390 square feet
of retail, and 155 parking spaces in a two-level parking garage.
The Draft Southside Plan for areas in the vicinity of the University of California, Berkeley
campus proposes increased density and encourages the development of additional housing
for students and others along transit corridors close to the campus. The plan will be
incorporated into the city’s General Plan, zoning ordinance, and other planning policy.
The $100 million-plus Underhill Area Projects was completed on five blocks just south of
the campus. Development projects expected to occur in phases during the next several years
include rooms for 900 students, a modern dining commons, a student services building, a
recreational sports field, and a parking garage.
University of California, Berkeley’s Long-Range Development Plan (LRDP), approved by
the University of California regents in January 2005, presents a new physical plan for
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accommodating increased and changing campus activity through 2020. The LRDP update
addresses increased enrollment demand, the need to seismically retrofit or replace existing
campus buildings, physical growth demand, and new interdisciplinary research initiatives.
Major efforts have been focused on improving Telegraph Avenue in the vicinity of the
University of California, Berkeley campus to make it a cleaner, safer, and more attractive place
for people to visit and shop. Joint efforts involve the City, University of California, Berkeley,
and local businesses and property owners.
Investments in major hospital and medical facilities continue to accommodate
modernizations and affiliations with nearby hospitals:
o Alta Bates Summit Medical Center, Ashby campus along Telegraph Avenue
o Alta Bates Summit Medical Center, Herrick campus in Downtown Berkeley

Source: Hausrath Economics Group, 2005 and Kimley-Horn and Associates, Inc., 2009.

Table 4.1-10a. Projects, Plans, and Policies—City of Oakland:
North Oakland Subarea

Oakland’s General Plan policies identify major corridors in North Oakland for higher
density, multifamily housing with concentrations of commercial uses including Broadway,
Telegraph Avenue, MacArthur/West MacArthur Boulevard, Martin Luther King, Jr. Way, and
Grand/ West Grand Avenue.
Investment in higher density, infill housing in North Oakland:
o The Courthouse Condominiums project will provide 142 residential units in

conjunction with approximately 3,000 square feet of retail space.
o Emerald Views Development Project located at 222 19th Street between Snow Park

and the Regillus apartment building. The project proposes construction of a 42-story
residential high-rise containing 370 for sale units, a 933 square feet of ground floor café,
and 357 parking spaces in five levels of underground parking.

o Private developers will construct approximately 540 new residential units with about
12,000 sq. ft. of new retail/commercial space.

o MacArthur BART Transit Village project currently under construction. Mixed-use
development includes up to 624 new high density housing units and 34,000 square feet
of ground-floor neighborhood serving retail and 5,000 square feet of community space.

Additional new housing with 30 residential units is being planned for sites on west side of
MacArthur BART station and SR 24.
Broadway/MacArthur/San Pablo Redevelopment Project area established to further
revitalization in north Oakland by targeting investments in catalyst projects, infrastructure
improvements, and infill development. The project area includes portions of Upper
Broadway and Telegraph Avenue including Broadway Auto Row, the Alta Bates Summit
medical area, the Kaiser medical area, and the MacArthur BART station area.
Neighborhood commercial revitalization efforts underway in north Oakland to strengthen
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Table 4.1-10a. Projects, Plans, and Policies—City of Oakland:
North Oakland Subarea

smaller commercial districts.
o Business attraction and façade improvements efforts underway in Temescal

Neighborhood Commercial District along Telegraph Avenue in vicinity of 51st Street.
The Creekside Mixed-Use Project will have 120 residential units in conjunction with
7,700 square feet of commercial space.

Investments in major hospital and medical facilities occurring and in planning stages:
o Alta Bates Summit Medical Center will construct a new 230,000 square feet, 11-story

acute care hospital with a seven-story parking garage.
o Kaiser Permanente planning replacement of hospital and expansion of outpatient

facilities at its Oakland Medical Center. Planning to construct two new towers—a 42-
story tower with 780,000 square feet of office space and a 34-story tower with 587,000
square feet of office and retail.

Investment in higher density. The mayor’s 10K Housing Initiative will be responsible for
the construction of:
o 745 new residential units and 29,500 square feet of new retail/commercial space in north

Oakland.
Source: Hausrath Economics Group, 2005 and Kimley-Horn and Associates, Inc., 2009.

Table 4.1-10b.  Projects, Plans, and Policies—City of Oakland:
Oakland Central Subarea

Downtown Oakland continues to grow as a major employment center in the region and as a
high density urban residential neighborhood.
Oakland General Plan policies focus on downtown Oakland as a vibrant, mixed-use
“showcase” district of the city. High densities, mixed uses, pedestrian-friendly access to
multiple transit systems and stations, and the growth in office activities and new
downtown housing are all part of the plan’s vision for the future of downtown.
Central District Redevelopment Project Area continues to support the ongoing
revitalization of downtown Oakland.
Major government office buildings have expanded the downtown’s role as a government
center.
o The Federal Building, State Building, Caltrans Building, and University of

California’s Office of the President’s Building added 2.2 million square feet of space
during the 1990s.

o Major renovation of earthquake-damaged city hall and development of city
administration buildings and city hall plaza reestablished city government in the heart
of downtown Oakland, after being dispersed by the Loma Prieta Earthquake. Public
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Table 4.1-10b.  Projects, Plans, and Policies—City of Oakland:
Oakland Central Subarea

investment has been a catalyst for further revitalization nearby.
o Construction of a new four-story office building at 20th Street and San Pablo Avenue that

will house Alameda County’s Social Services Agency and the North Alameda County
Self Sufficiency Center, a welfare job training program.

Major private sector investment in office building development and renovation has been
occurring in downtown Oakland.
o About 990,000 square feet completed in downtown City Center in the mid-1990s and

2003, 111,000 square feet is currently under construction in the Uptown district.
o About 800,000 square feet office space added through renovation of earthquake-damaged

and other vacant buildings including historic Tribune Tower, Rotunda Building, Plaza
and Wakefield Buildings, and former State Building/1111 Jackson.

o A 600,000-square-foot office building in the downtown area is under construction in
Oakland’s City Center.

Continued downtown revitalization is a major theme of Oakland’s former Mayor Jerry
Brown. The goal of the mayor’s 10K Housing Initiative is to develop housing to
accommodate 10,000 new residents downtown. The initiative will be responsible for the
construction of approximately 2,800 new residential units and 913,000 square feet of new
retail/commercial space in the downtown Oakland area.
o The Essex, a new high-rise development, recently added 270 units on the shores of

Lake Merritt.
o About 1,500 units of urban housing and loft units completed since 2000 or currently

under development in the Jack London District.

Expansion of hotel uses downtown added a 150-room Marriott Courtyard hotel.
Downtown Oakland Streetscape Master Plan program is underway, with a focus on the
Broadway Corridor.
Fox Theater Renovation added 20,000 square feet to the historic theater as part of downtown
arts and entertainment district in combination with nearby Paramount Theater.
The Oakland Estuary area will have a 64-acre waterfront site redeveloped to include 3,100
residential units, 200,000 square feet of commercial space, and two renovated marinas.
Uptown Housing

Source: Hausrath Economics Group, 2005 and Kimley-Horn and Associates, Inc., 2009.
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Table 4.1-10c. Projects, Plans, and Policies—City of Oakland:
San Antonio, Fruitvale, Central East Oakland, and Elmhurst Subareas

Oakland Redevelopment Agency efforts in support of Oakland revitalization and economic
development in the San Antonio, Fruitvale, Central East Oakland, and Elmhurst subareas:
o Coliseum Redevelopment Project Area covers areas on south side of International

Boulevard, from approximately 23rd Avenue to the city limits
o City Center East Redevelopment Project Area covers most of the rest of the Oakland

portion of the corridor within these subareas
Large part of the Oakland portion of the corridor is within Oakland’s Enterprise Zone and
Empowerment Zone.
Joint Oakland-San Leandro Revitalization Effort is underway to coordinate efforts of
adjoining cities, with focus on transit corridors.
Completed in February 2011, the International Boulevard TOD Plan is intended to focus new
sustainable, walkable, mixed-use development along the boulevard.  This plan was
specifically established to focus new development in coordination with the transit
improvements provided by the East Bay BRT project.
Ongoing neighborhood commercial revitalization (NCR) efforts focused on areas along
International and MacArthur Boulevards.
o NCR efforts include façade improvement programs, business attraction, streetscape and

banner programs, technical assistance, and code enforcement.
o East Lake Commercial District and Fruitvale Commercial District along

International Boulevard designated California Main Street areas. The city NCR
program is working in partnership with local development companies to revitalize
commercial areas. Each received MTC/Transportation for Livable Communities funding
for pedestrian and streetscape improvements.

o The Gateway Community Development Project will incorporate 810 new residential
units in conjunction with approximately 26,000 square feet of commercial space.

Investments in higher density housing occurring in the Oakland portion of the corridor
bringing underused properties back into productive use.
o Privately-developed Durant Square project added 260 housing units and 48,000 square

feet retail/commercial space including a grocery store, on the site of a former auto
assembly plant, on International Blvd.

o Lion Creek Crossing development to provide 440 new residential units when completed
while the Arcadia Park subdivision in construction will have 168 new residential units.

o Oakland Housing Authority renovating older projects in area to improve quality of
housing and services. Lockwood Gardens and Coliseum Gardens received major
investment of federal HOPE VI funds to provide about 700 rehabilitated and new units.

o Tassafaronga Village, led by the Oakland Housing Authority, redeveloped industrial
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Table 4.1-10c. Projects, Plans, and Policies—City of Oakland:
San Antonio, Fruitvale, Central East Oakland, and Elmhurst Subareas

areas into 191 residential units.
o Along portions of International Boulevard, 111 affordable housing units are planned for

construction by private developers along with 234 condominiums/residential units in the
area.

Investments in TOD districts in the area providing mixed-use development at transit nodes
and stations.
o Fruitvale Transit Village Phase I development at Fruitvale BART station area that

includes more than 30,000 square feet of retail/restaurant space, 60,000 square feet of
offices, a 40,000-square-foot health clinic, a 12,000-square-foot community resource
center, a 5,000-square-foot library, and 47 residential live/work units.

o Fruitvale Transit Village Phase II proposes an additional four-story 275
condominium/apartment building unit.

o Coliseum BART Station area being planned as a TOD district that adds about 300 to
400 housing units and provides transition between nearby neighborhoods and regional
facilities and intermodal connections linking BART to Coliseum Complex, Oakland
International Airport and future BART/Oakland Airport Connector Project, and Capitol
Corridor Intercity Rail Station (completed in 2005).

Source: Hausrath Economics Group, 2005 and Kimley-Horn and Associates, Inc., 2009.
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Source: Hausrath Economics Group, 2005 and Kimley-Horn and Associates, Inc., 2009.

Table 4.1-11. Projects, Plans, and Policies—City of San Leandro

Downtown is San Leandro’s CBD and civic center. Downtown San Leandro and the
adjacent BART station area are identified as high priority focus areas in the General Plan
land use element.
o The Downtown Plan and Urban Design Guidelines were adopted in 2001 to foster a

revitalized pedestrian-friendly downtown and improved connections to BART.
o Building on concurrent efforts to revitalize downtown, a design program focused on the

San Leandro BART Station and surrounding blocks provides transportation, land use,
and urban design recommendations.

o Plans for the San Leandro Crossings BART transit village include:

300 new housing units
More than 50,000 square feet of commercial space to establish a regional office
district in San Leandro
New parking structure with 329 new stalls
New public plazas and open space
Changes in streetscapes and pedestrian amenities surrounding the station.

o The TOD Strategy for Downtown San Leandro was adopted August 2007. The TOD
plan proposes to upgrade current transit facilities as well as advocating higher density
development within one-half mile of public transportation, thereby maximizing the cost
effectiveness of current public modes of transportation by increasing the number of
riders. The project proposes to create a situation where more people live and work in the
vicinity of the proposed San Leandro BRT station and the San Leandro BART station,
increasing the chances that these people would make use of public transportation rather
than personal automobiles.
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4.1.3 Environmental Consequences

This section analyzes the land use impacts of the proposed project including effects on the
overall land use pattern of the project corridor, consistency with local and regional land use
policies, effects on population and housing growth, and effects on local businesses and
commercial districts in the corridor.

Overall Land Use Impacts
The existing pattern of land use and development in the corridor is supportive of transit use.
Substantial growth and development is underway in the corridor and is projected to continue into
the future. Economic market forces in the corridor are positive, and local land use policies and
public investments are supportive of higher density, mixed-use TOD. There also is capacity to
grow and intensify throughout the corridor.

In combination with the factors and trends in evidence in the corridor, the East Bay BRT Project
will further enhance the appeal of the corridor for higher density development and overall land
use intensification by providing the benefits of:

Faster transit service and reduced travel times
More reliable service
More frequent service with shorter wait times
Improved  bus  stops  (No-Build  Alternative)  or  new  transit  stations  (LPA  and  DOSL
Alternative) that improve services for riders and focus activity in station areas
More prominent and improved station areas and transit rights-of-way (LPA and DOSL)
that enhance the image of the corridor, promote a more pedestrian-friendly environment,
and establish a more permanent presence for the transit system
A new look that modernizes the transit system and enhances its overall image

The land use benefits would vary as a function of the transit service and facility capital
investments included in each of the alternatives.

Land Use Impacts under the No-Build Alternative
While future transit services in the corridor under the No-Build Alternative will provide some
transit benefit in terms of faster travel times and improved bus stops compared to existing
conditions, there would be limited opportunity to support transit-oriented development and
redevelopment.

Land Use Impacts under the LPA and DOSL Alternatives
The  proposed  LPA  and  DOSL  would  result  in  greater  land  use  effects  in  the  corridor  in  the
future compared to the No-Build Alternative. This is due to greater improvements in transit
services  and  transit  system  performance  with  the  proposed  project  and  more  substantial
investments to be made in new capital facilities in the corridor (i.e., stations, transitways,
streetscapes, etc.).
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Future transit services in the corridor under both alternatives would provide identifiable,
permanent infrastructure, faster travel times, substantially more reliable service, and shorter wait
times compared to the No-Build Alternative, as discussed in Section 3.1, Transit Conditions.
These improvements in transit service would greatly enhance the convenience and attractiveness
of transit services in the corridor, result in higher ridership than under the No-Build Alternative,
and provide greater transit access within the corridor—enhancing market conditions in support of
a higher density land use pattern in the future to a greater extent than under the No-Build
Alternative. The LPA would offer an advantage over the DOSL Alternative as there would be a
greater extent of dedicated transit lanes, facilitating more reliable service.

The LPA and DOSL Alternative also will include substantial investment in capital facilities in
the corridor including new BRT stations, dedicated BRT transitways, and associated street and
streetscape improvements, particularly in Oakland and San Leandro. The capital improvements
would establish the permanence of the transit system to workers, residents, and visitors in the
corridor; to businesses and property owners in the corridor; and to developers and investors. It
also will signal a long-term commitment to provide transit services in support of further density
and development.

The importance and permanence of the new BRT capital facilities in combination with the
improvements in transit services would support further densification of land uses in the corridor
including higher density residential and commercial infill development and intensification of
existing uses. The project may foster development activity focused around distinct nodes of
activity. Higher densities in the corridor would, in turn, provide increased support for transit
services over time.

Within the corridor, the benefits of the proposed project would be strongest in the downtown
centers where densities are highest and where there is both a strong potential and large capacity
for more intense land use development. In particular, there would be potential land use benefits
in downtown Oakland, given its location at the center of the new BRT system. This benefit
would be realized under both the LPA and DOSL Alternative. The improved transit system also
will be supportive of land use intensification and a denser, pedestrian-oriented land use pattern in
downtown San Leandro. See Section 4.2, Growth Inducement, for analysis of the estimated
direct effects of the LPA and DOSL Alternative on population and employment growth in the
corridor.

While the land use effects of the proposed project would encourage land use intensification and
denser, pedestrian-oriented land use pattern throughout the corridor, the LPA and DOSL
Alternative also will have other effects that would make corridor locations less desirable for
lower density land uses dependent on easy automobile access. The analyses of transportation and
parking impacts (Sections 3.2 and 3.4, respectively) identify how the project will adversely affect
automobile circulation and access along parts of the corridor as a result of the need to remove
traffic lanes and some on-street parking to provide dedicated rights-of-way and transit stations
for the BRT system. These effects will occur primarily along Telegraph Avenue in the north and
International  Boulevard/East  14th  Street  in  the  south.  To  some  extent,  adverse  impacts  on
automobile accessibility are part of the trade-offs involved in evolving from lower density, more
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automobile-oriented land use patterns to higher density, more pedestrian-oriented and transit-
oriented land use patterns.

Consideration of Build Alternatives and Alignment Variations
The East Bay BRT Project includes two Build Alternatives, the LPA and the DOSL Alternative.
The overall conclusions about land use implications of the proposed project compared to the No-
Build Alternative would apply to both Build Alternatives, with the distinction that the segment
from Berkeley BART to downtown Oakland is omitted from the second alternative. The overall
evaluations of the Build and No-Build Alternatives apply generally to both alternatives.

The range of transit service improvements and new capital facilities identified for the proposed
project reflect the two alternatives under consideration—the LPA and the DOSL Alternative.
Under the DOSL Alternative, the project would be 4.86 miles shorter, with 12 less stations than
the LPA.

Land Use Impacts as Long-term Effects on the Development Pattern
The land use effects of the LPA and DOSL Alternative are not expected to result in large
changes in land use patterns due solely to the transit system improvements. Either alternative
would be one factor supporting land use change, combining with market forces, local land use
policies, public investments, and capacity for growth to influence land use change over time. As
described earlier in this section, the implementation of BRT will have the most pronounced land
use effects in situations where the potential for land use change is the greatest, such as where the
other factors supporting growth and development are firmly in place.

Given the evolving process of land use change, the effects of the proposed project on land use
patterns in the corridor may not be immediately apparent. Land use patterns in developed areas
change slowly over time as new development projects are built and activity patterns change in
existing buildings.

4.1.4 Consistency with State, Regional, and Local Plans

This section evaluates the consistency of the proposed project with local and regional land use
planning goals and policies.

Support of Local Policies
As described in Section 4.1.1.1, local land use policies are supportive of growth and
development and the intensification of activity within the corridor. The General Plan land use
and zoning policies in Berkeley, Oakland, and San Leandro encourage higher density TOD in the
downtown areas and along major arterial streets and transit corridors, most of which lie along the
BRT corridor under both the LPA and DOSL Alternative. An essential element of this vision is
that high population densities will support frequent transit service and that high quality transit
will promote increased ridership.
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Support of Regional Policies
Regional  land  use  policies  that  promote  smart  growth  in  the  Bay Area  seek  to  achieve  a  more
compact regional development pattern. Regional smart growth objectives and policies seek to
increase densities and infill development in existing cities and along transit corridors in the
central parts of the region. This is intended to help reduce the outward expansion of the region
and achieve a more sustainable balance between accommodating growth, facilitating regional
transportation, and protecting the environment and preserving open space. Smart growth
promotes the mutually supportive relationship between high-density land use patterns and high
quality public transit as a means toward focusing substantially more growth at the center of the
region.

The No-Build Alternative, LPA, and DOSL Alternative would all complement and support local
and regional land use policies for the study area to some degree, as described below.

No-Build Alternative
The No-Build Alternative would be consistent with and supportive of local and regional land use
policies; however, compared to either of the Build Alternatives, the No-Build Alternative would
be less supportive of land use policies and the growth and change they envision, consistent with
the differences in transit system improvements and the differences in overall effects on land use
described in previous sections.

Locally Preferred Alternative
By providing a high quality transit system along the BRT corridor, improving access, reducing
transit travel times, and increasing ridership as well as improving the overall image of the
corridor, the proposed project would provide the important transit component of the local land
use vision for the BRT study area and promote the further intensification of land use. As such,
the proposed project would complement and support local land use policies for the corridor, as
shown in Tables 4.1-9 through 4.1-11.

While supporting local objectives for land use, the proposed project also could result in adverse
impacts on automobile accessibility. Reductions in convenient on-street parking and adverse
impacts on local traffic circulation could be detrimental to certain types of business activity in
certain locations, which could be counter to local policies for corridor commercial areas that
encourage retail activity and economic development. There may be trade-offs between two
transportation/development strategies—a transit-oriented strategy and an auto-oriented strategy.
Improved transit accessibility will support higher densities with more pedestrian-oriented land
use patterns in downtowns and development at commercial nodes along the corridor. The trade-
off would be the discouraging of lower density, automobile-oriented land uses.

The LPA would directly support the objectives and policies promoting regional smart growth
and TOD, and would provide improved transit service along a major transportation corridor at
the center of the region and serve the downtowns of three major cities. The LPA would result in
better access for residents, workers, students and visitors in the higher-density activity centers
that smart growth policies envision. The LPA would support land use intensification in the



AC Transit East Bay BRT Project January 2012 4.1-34
Final Environmental Impact Statement/
Environmental Impact Report

corridor including, higher density residential, commercial, and mixed-use development; and
would also foster development activity focused around distinct nodes of activity.

DOSL Alternative
The DOSL Alternative would offer the same advantages to land use as the LPA, with exclusion
of the 5-mile distance between Berkeley BART and downtown Oakland that is included in the
LPA but not the DOSL.

4.1.5 Avoidance, Minimization, and/or Mitigation Measures

Because the proposed project will be consistent with land use planning goals and policies, no
mitigation measures are required.
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4.2 Growth Inducement

4.2.1 Introduction to Analysis/Methodology
The Council on Environmental Quality (CEQ) regulations, which implement NEPA, require
evaluation of the potential environmental consequences of all proposed federal activities and
programs. This includes examining indirect consequences that may occur in areas beyond the
immediate influence of a proposed action and at some time in the future. The CEQ regulations,
40 Code of Federal Regulations (CFR) 1508.8, refer to these consequences as secondary impacts.
Secondary impacts may include changes in land use, economic vitality, and population density—
all elements of growth.

California  Environmental  Quality  Act  (CEQA)  also  requires  the  analysis  of  the  potential  of  a
project to induce growth. CEQA guidelines, Section 15126.2(d), require that environmental
documents “…discuss the ways in which the proposed project could foster economic or
population growth, or the construction of additional housing, either directly or indirectly, in the
surrounding environment…”

The growth inducement assessment examines the relationship of the project to economic and
population growth or to the construction of additional housing in the project area. This includes
the potential for a project to facilitate or accelerate growth beyond planned developments or
induce growth to shift from elsewhere in the region. The project’s influence on area growth is
considered  within  the  context  of  other  relevant  factors,  such  as  relative  cost  availability  of
housing, availability of amenities, local and regional growth policies, and development
constraints.

4.2.2 Affected Environment

The proposed project is aimed at improving transit service along a heavily used corridor through
the Cities of Berkeley, Oakland, and San Leandro. This corridor includes areas surrounding the
14.4-mile alignment for the proposed project. The growth inducement assessment also looks at
growth due to the proposed project from a regional perspective.

Increases in automobile traffic on major roadways in the study area and traffic spillover onto
local residential streets have eroded the livability of these areas. Increases in automobile traffic
coupled with lack of smart growth principles lead to prevailing development of outward
expansion in the region as a whole. This tendency adds to regional problems such as traffic
congestion, high housing prices, and diminishing open space.

Building upon strong existing transit-supportive land use patterns, the Cities of Berkeley,
Oakland, and San Leandro are carrying out extensive development and redevelopment efforts
along Telegraph Avenue, International Boulevard/East 14th Street, and other areas in the
corridor. As explained in Section 4.1.1, Existing and Future Land Use, the study area plans for
development are influenced by smart growth principles that call for increasing densities, infill
development, and the use of existing infrastructure. These priorities combine to focus growth in
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existing cities and along transit corridors in the central parts of the region. TOD, which can be
considered  as  a  subset  of  the  smart  growth  planning  framework,  calls  for  the  development  of
higher density, mixed-use activity nodes around rapid transit stations and along major transit
corridors in the region.

4.2.3 Environmental Consequences

The proposed project would increase transit system reliability, speed, comfort, and safety;
improve  access  to  important  employment  and  educational  centers  in  the  East  Bay;  and  raise
transit ridership. The project also focuses on supporting TOD and better serving underserved
travel markets.

The proposed project will support the development policies of the three cities. Improved transit
access within the corridor will make locations along the corridor more attractive to people and
businesses. For this reason, the East Bay BRT Project will support growth and development and
intensification of land uses along a major transit  corridor,  including the downtowns of three of
the region’s center cities1, and would support a more compact regional development pattern with
less growth at the fringes. The proposed project would counteract the forces contributing to
sprawl in the region in the long run.

While the proposed project will support and encourage growth and land use intensification in the
corridor, such growth is already contemplated in the general plans of the three cities in the
corridor and has been previously considered and analyzed as to its impacts. The corridor is
already experiencing significant infill development and revitalization as a result of targeted
public investments, private sector development projects, and supportive land use plans and
policies of the cities and the region. The East Bay BRT Project by itself would not be anticipated
to induce growth directly. The proposed project would merely facilitate the planned growth that
is already happening in the corridor. Concentrating this growth in the vicinity of BRT stations,
promoting the implementation of existing city zoning and land use policies, will be a secondary
effect of the project.

From a transportation perspective, the project is essential to improve transit travel times in the
corridor. Currently, the proposed project corridor experiences traffic congestion during the peak
hours. With growing population and corresponding traffic growth, the conditions will worsen by
2035 and the corridor will not be as efficient in serving existing and future populations. The
improvements in transit conditions afforded by the proposed project will be helpful in serving
planned growth along the transit corridor. With the proposed project, not only will travel time for
BRT users be reduced, but transit schedule reliability would be improved. The improved speeds
and schedule reliability will offer incentives for auto users to shift to public transit. Traffic
studies show that in 2035 under both the LPA and DOSL Alternative there will be a small
reduction in auto vehicle miles traveled in the county when compared to the No-Build
Alternative. This shows a shift by some auto users to transit for certain trips by virtue of the
proposed project. This reduction in auto trips, though small, will have a positive effect on

1 Source: AC Transit East Bay BRT Project Land Use Report, Hausrath Economics Group 2005
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transportation conditions in the area and would help support planned growth focused on the
transit corridor.

In summary, given that the project is aimed at improving transit in one very urbanized and well
developed corridor, it will not contribute to inducing growth beyond that already contemplated
and anticipated. The East Bay BRT Project will support and encourage growth and land use
intensification as planned by the three cities and the region in general. It will encourage infill and
TOD in the corridor, thereby discouraging sprawl and improving air quality in the long run. The
proposed project would be one factor supporting land use change, contributing to the impact of
market forces, local land use policies, public investments, and capacity for growth.

4.2.4 Avoidance, Minimization, and/or Mitigation Measures

Since the growth induced by the proposed project will be both desirable and planned by the
region, avoidance, minimization, or mitigation measures are not required.
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4.3 Farmlands/Agricultural Lands
Review of project aerial photography and knowledge of the urban nature of the project area
confirm there  are  no  farmlands  or  agricultural  lands  within  the  project  corridor.  No analysis  is
needed.
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4.4 Community Impacts
4.4.1 Community Character
Demographic characteristics of the affected environment are derived from 2000 U.S. Census
Data; Association of Bay Area Governments (ABAG) Projections 2009: Forecasts for the San
Francisco Bay Area to the Year 2035; the  general  plans  of  Alameda  County  and  the  Cities  of
Berkeley,  Oakland,  and  San  Leandro;  and  the  AC  Transit  East  Bay  Bus  Rapid  Transit  (BRT)
Project Land Use Report (Hausrath Economics Group, 2005) updated to 2009 conditions. The
socioeconomic study area is defined by census tract block groups adjacent to and within one-half
mile of the proposed project study area, as shown in Figures 4.4-1a and 4.4-1b1. This area
includes both the Locally Preferred Alternative (LPA) and the Downtown Oakland-San Leandro
(DOSL) Alternative.

4.4.1.1 Affected Environment
Ethnic Composition
The ethnic profile of the existing population is derived from U.S. Census Bureau 2000 data. The
ethnic categories used are White, Black or African American, American Indian and Alaskan
Native, Asian, Native Hawaiian or Other Pacific Islander, Hispanic, and Other. As shown in
Table 4.4-1, 76 percent of the study area population is part of an ethnic minority. The ethnic
composition in the study area is most comparable to that of the City of Oakland. The relative
percentage of ethnic minority residents is higher than for Alameda County as a whole and for the
Cities of Berkeley and San Leandro.

Within the study area, Black or African American and Hispanic residents represent the largest
ethnic minorities, each with 27 percent of the population. The percentage of Black or African
American residents is somewhat less than that for the City of Oakland, where they constitute 35
percent of the population and higher relative to that found in Alameda County as a whole. In the
Cities of Berkeley and San Leandro, they constitute less than 15 percent of the population.
According to the American Community Survey2 data, from 2000 to 2007 the percentage of Black
or African American residents actually decreased in Alameda County and the Cities of Berkeley
and Oakland by about two to four percent, but increased in San Leandro by five percent.

1 The 2009 update of block group data for this document for the Final EIS/EIR still relies on the 2000
Census. More current data is available at the county, city and Census Tract level, but not at the block
group level until the 2010 Census data is made available.

2 American Community Survey (ACS) is updated Census data based on surveys completed in the years
between the decennial census.
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The approximate 27 percent of Hispanic residents within the study area is higher than the
percentages of Hispanic residents in Alameda County as a whole and in the Cities of Berkeley,
Oakland, and San Leandro, where Hispanic residents make up between 10 and 22 percent of the
population. According to ACS data, in the timeframe between 2000 and 2007, the percentage of
Hispanics increased in Alameda County and the Cities of Berkeley, Oakland, and San Leandro
by one to three percent.
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Table 4.4-1. Ethnic Composition

Location Total
Persons

White Black/African
American Hispanic Asian

American
Indian or

Alaskan Native

Native
Hawaiian or
Other Pacific

Islander

Some Other Race

Total % Total % Total % Total % Total % Total % Total %

Alameda County 1,443,741 704,334 48.8% 215,598 15% 273,910 19% 273,910 19% 5,306 < 1% 8,458 < 1% 4,676 < 1%
City of Berkeley 102,743 60,797 59.2% 14,007 14% 10,001 10% 16,837 16% 467 < 1% 146 < 1% 4,764 4.6%
City of Oakland 399,484 125,013 31.3% 142,460 36% 87,467 22% 60,393 15% 1,471 < 1% 1,866 < 1% 46,592 11.7%
City of San Leandro 79,452 40,754 51% 7,849 10% 15,939 20% 18,064 23% 360 < 1% 627 < 1% 175 <1%

Study Area, by Subarea1

Berkeley 37,558 20,015 53% 2,574 7% 3,309 9% 9,389 25% 99 < 1% 51 < 1% 2,121 6%
North Oakland 33,114 13,525 41% 12,663 38% 2,747 8% 2,368 7% 115 < 1% 45 < 1% 1,651 5%

Oakland Central 21,754 3,394 16% 8,276 38% 2,047 9% 7,050 32% 112 < 1% 39 < 1% 836 4%
San Antonio 45,091 4,592 10% 8,598 19% 15,792 35% 14,327 32% 246 < 1% 130 < 1% 1,406 3%
Fruitvale 15,718 1,117 7% 2,379 15% 9,354 60% 2,324 15% 86 < 1% 84 < 1% 374 2%
Central East Oakland 32,134 1,352 4% 14,072 44% 13,252 41% 2,227 7% 102 < 1% 307 < 1% 762 2%
Elmhurst 27,556 777 3% 13,574 49% 11,440 42% 790 3% 84 < 1% 290 < 1% 601 2%
San Leandro 30,997 13,269 43% 3,967 13% 7191 23% 4,890 16% 160 < 1% 215 < 1% 1,305 4%

Study Area Total 243,992 58,041 24% 66,103 27% 65,132 27% 43,365 18% 1,004 < 1% 1,161 < 1% 9,056 4%
Source: U.S. Census Bureau, 2000.

1DOSL Alternative does not include the Berkeley and North Oakland subareas.
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Household Size and Composition
The U.S. Census Bureau defines a household as one or more people, related or otherwise, who
live together in a dwelling unit. According to U.S. Census Bureau 2000 statistics, there were
101,056 households in the study area, with an average size of 2.8 persons per household.
Compared to the study area, Alameda County had a slightly smaller average household size of
2.76 persons. The Cities of Berkeley, Oakland, and San Leandro also have smaller average
household sizes, ranging from 2.29 in Berkeley to 2.65 in Oakland.

Table 4.4-2 compares household characteristics in the study area to those in Alameda County
and the Cities of Berkeley, Oakland, and San Leandro.

Table 4.4-2. Household Size and Composition

Geographic Area Number of
Households

Average Household
Size

Alameda County 523,366 2.76
City of Berkeley (Berkeley study area) 44,955 2.29
City of Oakland 150,790 2.65
City of San Leandro (San Leandro study area) 30,642 2.59
Study Area, by Subarea1

Berkeley 16,425 2.29
North Oakland 15,195 2.18
Oakland Central 10,188 2.14
San Antonio 14,607 3.09
Fruitvale 4,120 3.82
Central East Oakland 9,365 3.43
Elmhurst 7,787 3.54
San Leandro 12,851 2.41
Study Area Total 101,056 2.8
Source: U.S. Census Bureau, 2000.
1DOSL Alternative does not include the Berkeley and North Oakland subareas.

Household Income
Table 4.4-3 provides information on household income for Alameda County, the Cities of
Berkeley, Oakland, and San Leandro, and the study area. The 2000 median household income
was $38,730 in the study area, lower than in Alameda County and the Cities of Berkeley,
Oakland, and San Leandro.
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A total average of 22 percent of households lived at or below the poverty level in the study area,
more than in Alameda County as a whole, with 11 percent; the City of Oakland, with 19 percent;
and  the  City  of  San  Leandro,  with  6  percent.  The  City  of  Berkeley  had  a  slightly  higher
percentage of households below the poverty level with 19 percent.

Table 4.4-3. Household Income

Location Median
Household Income

% Households
At or Below Poverty Level

Alameda County $55,946 11%
City of Berkeley
(Berkeley study area) $44,485 19%

City of Oakland $40,055 19%
City of San Leandro
(San Leandro study area) $51,081 6%

Study Area, by Subarea1

Berkeley $34,686 21%
North Oakland $41,677 17%
Oakland Central $19,132 32%
San Antonio $32,039 25%
Fruitvale $35,289 20%
Central East Oakland $29,944 27%
Elmhurst $33,500 26%
San Leandro $46,927 8%

Study Area Total $38,730 22%
Source: U.S. Census Bureau, 2000
1DOSL Alternative does not include the Berkeley and North Oakland subareas.
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Households without Private Transportation
Transit dependent populations are defined as households without private transportation.
Individuals in these households rely on public transportation services for access to employment,
school, social/recreation functions, medical appointments, and mobility in general. Table 4.4-4
and Figure 4.4-2 show the concentrations of transit-dependent populations in the project study
area based on 2000 U.S. Census data. Twenty-three percent of the households in the study area
are without private transportation (e.g. cars, trucks, motorcycles), compared to 11 percent for
Alameda County as a whole. The Census block groups in the Oakland Central neighborhood
have the highest incidence of households without private transportation, with almost 50 percent
of households not having direct access to private forms of transportation at the time of the 2000
Census.

Table 4.4-4. Households Without Private Transportation

Total
Households

Households Without
Private Transport

% Households
Without Private

Transport
Alameda County 523,366 57,287 11%
City of Berkeley
(Berkeley study area) 44,955 7,649 17%

City of Oakland 150,790 29,584 20%
City of San Leandro
(San Leandro study area) 30,642 2,850 9%

Study Area, by Subarea1

Berkeley 16,425 3,068 19%
North Oakland 15,195 2,782 18%
Oakland Central 10,188 4,963 49%
San Antonio 14,607 3,770 26%
Fruitvale 4,120 846 21%
Central East Oakland 9,365 2,287 24%
Elmhurst 7,787 1,396 18%
San Leandro 12,851 1,603 12%
Study Area Total 90,538 20,715 23%
Source: U.S. Census Bureau, 2000

1DOSL Alternative does not include the Berkeley and North Oakland subareas.
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Planning Areas and Neighborhoods
The project corridor extends through portions of unincorporated Alameda County and the Cities
of Berkeley, Oakland, and San Leandro. Planning areas of these jurisdictions, as set forth in their
general plans, are described below and shown in Figure 4.4-3.

Alameda County Planning Areas

Alameda County is made up of 14 cities (Alameda, Albany, Berkeley, Dublin, Emeryville,
Fremont, Hayward, Livermore, Newark, Oakland, Piedmont, Pleasanton, San Leandro, and
Union City) and surrounding unincorporated areas. The planning areas within the corridor are in
the Cities of Berkeley, Oakland, and San Leandro, discussed below.

City of Berkeley Planning Areas

As described in the Berkeley General Plan, the city is divided into several planning areas that
help to regulate growth and development in the communities and neighborhoods under their
jurisdiction. The General Plan is designed to work in concert with the city’s more detailed Area
Plans,  which  were  adopted  as  amendments  to  the  1977  Master  Plan.  Area  Plans  already  have
been developed for the Waterfront, West Berkeley, University Avenue, Downtown, South
Shattuck, South Berkeley, Southside, and Marina planning areas.

The planning areas encompassing or adjacent to the corridor include:

Downtown: Bounded by Martin Luther King Jr. Way, Hearst Avenue, Berkeley Way,
Oxford Street/Fulton Street, and Dwight Way
South Shattuck: Bounded by Dwight Way, Silvia Street, Ellsworth Avenue, and Ashby
Avenue
Southside: Bounded by Fulton Street, Bancroft Way, Dwight Way, and Prospect Street

City of Oakland Planning Areas
The Oakland planning areas that are located along or intersected by the corridor include:

North Oakland: The North Oakland Planning Area has six key study areas including
San Pablo Avenue, Martin Luther King Jr. Way, Telegraph Avenue, Broadway, College
Avenue, and Piedmont Avenue.
Central/Chinatown: The Central/Chinatown Planning Area contains the Downtown
Showcase, Jack London Square, and segments of the Telegraph Avenue and Broadway
corridors and neighborhoods in and around downtown.
San Antonio/Fruitvale/Lower Hills: This planning area stretches from Lake Merritt to
High Street and from State Highway 13 to the San Francisco Bay. The San Antonio and
Fruitvale neighborhoods, which will be most directly affected by the project, are
comprised largely of mixed housing types. Commercial activity is concentrated along
MacArthur Boulevard, Foothill Boulevard, International Boulevard/East 14th Street, East
12th Street,  San Leandro Street,  and in the transition areas along and south of the I-880
corridor.
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Figure 4.4-3: Berkeley, Oakland, and San Leandro
Planning Areas
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East Oakland including Central East Oakland, Elmhurst, and the Airport: The
planning area known as East Oakland, which is bounded by High Street to the west and
the San Leandro border to the east, provides a mix of residential and industrial
commercial areas, easy access to the regional transportation network, and the
Metropolitan Oakland International Airport. It features a number of commercial nodes
along major corridors, such as Foothill Boulevard, Bancroft Avenue, and International
Boulevard.

City of San Leandro Planning Areas
The official planning areas described in the City of San Leandro General Plan that are located
along or intersected by East 14th Street within the corridor include:

Northeast: This area encompasses the neighborhoods lying east and northeast of
downtown, extending between East 14th Street to I-580 and from Oakland on the north to
Sybil Avenue on the south. Several commercial districts serve the neighborhood
including the MacArthur study area and the Bancroft/Dutton shopping area. The area also
contains concentrations of multifamily housing along Bancroft and close to East 14th

Street.
North: This area encompasses the neighborhoods lying between San Leandro Boulevard
and East 14th Street from downtown north to the Oakland border.
Central: The Central area includes the residential areas surrounding downtown San
Leandro. The area contains a diverse and eclectic mix of housing and commercial uses.

4.4.1.2 Environmental Consequences
Community cohesion is defined as the degree that residents have a sense of belonging to their
neighborhood or experience attachment to community groups and institutions as a result of
continued association over time. The proposed project potentially will have a positive impact on
community cohesion, as it will provide focal points for community activity and development in
the vicinity of proposed BRT stations. Because the proposed project will be constructed along
existing transportation facilities, the communities and neighborhoods adjacent to the corridor
will not experience a disruption in cohesion.

Some existing crosswalks will be affected by turning lane adjustments necessary for combined
BRT and vehicle operations, which potentially will decrease access or lengthen travel time to a
particular community focal point. In the entire corridor, three intersections will have their
crosswalks removed (Telegraph at 46th; International at 89th and at 101st); however; it is not
anticipated that the removal of these crosswalks as a result of the proposed project will result in a
substantial physical or psychological barrier that will divide, disrupt, or isolate neighborhoods,
individuals, or community focal points.

In addition, the project proposes to add marked crosswalks at 22 intersections that currently do
not have them.  This includes marked crosswalks at ten intersections with Telegraph Avenue
(62nd, 60th, 57th, 47th, 43rd, Apgar, 37th, Hawthorne, 28th, and Sycamore); one intersection at East
12th Street and 8th Avenue; ten intersections with International Boulevard (9th, 15th, 17th, 18th,
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20th, 24th, 44th, 54th, 72nd, and 85th); and one intersection at East 14th Street and Bristol.  The
new crosswalks noted on Telegraph Avenue would not be included in the DOSL Alternative.

4.4.1.3 Avoidance, Minimization, and/or Mitigation Measures
The communities and neighborhoods in the immediate vicinity of the LPA or DOSL Alternative
will not experience a disruption in cohesion; therefore, no mitigation measures are required.
Nevertheless, AC Transit proposes to continue an extensive public involvement process
throughout the detailed design and construction of the East Bay BRT Project. Input has been and
will continue to be requested on design (stations and transitway) and operational features (bus
operations, traffic, local access, and parking) of the project that would minimize community
disruption. This is especially important in communities with high concentrations of minority and
low income households and small businesses. These communities are often not as able as other
communities to voice their concerns about project impacts (see Section 4.18, Environmental
Justice, for additional detail on minority and low income communities in the corridor).

4.4.2 Public Services and Community Facilities
4.4.2.1 Affected Environment
Public services and community facilities located in the corridor include police and fire,
educational, cultural and government, transportation, hospital and medical, houses of worship,
and parks and recreation centers.  These services and facilities are illustrated by city location
along the mile-wide corridor on the maps in this section and cross referenced by name and
address by facility type in the inventory tables located in Tables A-1 to A-7 of Appendix D.

Police and Fire Services
Police protection and traffic enforcement in the LPA corridor are provided by the Alameda
County  Sheriff’s  Office;  the  Cities  of  Berkeley,  Oakland,  and  San  Leandro’s  Police
Departments; and the California Highway Patrol. There are nine police stations in the LPA
corridor —three in Berkeley, four in Oakland, and two in San Leandro. Fire protection services
and emergency medical rescue services are provided by the Oakland Fire Department for the
City of Oakland and the Alameda County Fire Protection District for the Cities of Berkeley and
San Leandro. There are 13 fire stations within the corridor including three in Berkeley, seven in
Oakland, and three in San Leandro.

Schools and Universities
There are 129 total public and private schools in the LPA corridor. Of the public schools, 20 are
in Berkeley, 97 are in Oakland and 12 are in San Leandro. Public schools are under the
jurisdictions of the Berkeley Unified School District, the Oakland Unified School District, and
the San Leandro Unified School District.

Educational facilities located within the corridor include the University of California, Berkeley;
Berkeley City College; Laney College; Merritt College; and Samuel Merritt College. In addition,
there are three adult education centers—Neighborhood Centers Adult Education, Oakland
Evening Adult Education in Oakland, and San Leandro Adult Education in San Leandro.
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Cultural and Government Facilities
Thirteen library branches and 16 museums, exhibition halls, and performance venues are located
within the LPA corridor. There are 15 community centers along the corridor in the three cities.
Berkeley Senior Center, Berkeley YWCA, Tang Center, and Civic Center YMCA are located in
Berkeley. Oakland is home to four branches of the Boys and Girls Club of Oakland, North
Oakland Senior Center, Seton Senior Center, the Oakland YWCA, and three branches of the
YMCA. Other cultural  facilities include Martin Luther King, Jr.  Civic Center in Berkeley; H.J.
Kaiser Convention Center, Oakland Convention Center, and Oakland Ice Center in Oakland; and
Casa  Peralta  in  San  Leandro.  All  three  cities  have  their  city  hall  located  in  the  LPA  corridor,
along with 10 post offices.

Transportation Facilities
The LPA corridor is presently served by BART and local and intercity bus service. There are a
total of 10 BART stations in the project corridor. In addition, there is a Greyhound bus station
and two park-and-ride lots in Oakland. AC Transit bus routes are discussed in Chapter 3.1 –
Transit Conditions.

Hospitals and Medical Facilities
There are 26 hospitals and medical facilities within the LPA corridor including Alta Bates
Summit Medical Center and Alta Bates Summit Medical Center Herrick Campus in Berkeley;
Alta Bates Summit Medical Center and Children’s Hospital in Oakland; and San Leandro
Hospital in San Leandro.

Houses of Worship
There are approximately 315 houses of worship of various denominations in the LPA corridor.
These facilities, which serve as community focal points, are shown in Figures 4.4-6a, 4.46b, and
4.46c and are listed in Tables A-4 through A-6 in Appendix D.

Parks and Recreation Centers
As listed in Table A-7 in Appendix D and shown in Figures 4.4-7a and 4.4-7b, there are 50
parks, 11 recreation centers, and five public pools within the LPA corridor.

4.4.2.2 Environmental Consequences
Improved transit access to all community facilities identified in the maps and tables in this
section will occur as a result of the LPA or DOSL Alternative. None of these facilities will be
displaced by either alternative and the communities they serve will benefit from the improved
access.
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4.4.2.3 Avoidance, Minimization, and/or Mitigation Measures
As there will be no adverse effects on community facilities, no mitigation measures are
proposed. Avoidance and minimization measures to be implemented during the construction
phase are described in Section 4.17.3, Community Impacts.
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Figure 4.4-4a: Public
Facilities
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Figure 4.4-4b:
Public Facilities
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Figure 4.4-4c: Public
Facilities
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Figure 4.4-5a:
Community

Facilities
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Figure 4.4-5b:
Community Facilities
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Figure 4.4-6a: Houses
of Worship
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Figure 4.4-6b: Houses
of Worship
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Figure 4.4-6c: Houses
of Worship
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Figure 4.4-7a: Parks
and Recreational

Facilities



AC Transit East Bay BRT Project January 2012 4.4-25
Final Environmental Impact Statement/
Environmental Impact Report

Figure 4.4-7b: Parks
and Recreational

Facilities
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4.4.3 Right-of-Way and Relocations

Limited right-of-way impacts may result from traffic and parking mitigation as discussed in
Chapter 3. Implementation of the Fruitvale bypass will require right-of-way acquisition totaling
6,090 square feet along Derby Avenue, west of East 12th Street; 10th Street, north of Fruitvale
Avenue; and San Leandro Street, between Fruitvale Avenue and 33rd Avenue. This acquisition is
to accommodate turning lanes and intersection reconstruction for mitigation of traffic impacts.
Specific acquisition areas are identified in drawing OAK-41M in Appendix A (impact areas
delineated by green lines).

There are three potential off-street parking lots identified in Temescal, Fruitvale, and Elmhurst
neighborhoods of Oakland that may result in right-of-way impacts (see Figure 3-4.19). The
parcels are candidates for shared parking or for acquisition to provide additional permanent
public surface parking. AC Transit has not made a commitment to provide off-street parking, but
the intent is to coordinate with the city and local businesses and residents on the parking strategy,
including the number and location of spaces to be developed. A final determination on the need
for and the type and location of off-street parking will be made following the approval of a
project for construction and during detailed design. If warranted, supplemental environmental
analysis will be completed at that time to fully assess the effects of off-street parking lot
development including right-of-way acquisition.

No residential units or businesses will be relocated as a result of the proposed project; therefore,
no mitigation is proposed.

4.4.4 Economic and Business Environment

This section evaluates potential impacts of the LPA and DOSL Alternative on business and
commercial districts.

4.4.4.1 Affected Environment
Major employment and activity centers are located throughout the LPA corridor including the
central business districts of the Cities of Berkeley, Oakland, and San Leandro as well as smaller
activity areas such as shopping centers and hospital clusters. These employment and activity
centers were described previously in Section 4.1.1.1 and shown in Figure 4.1-4.
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4.4.4.2 Environmental Consequences
No-Build Alternative
Beneficial impacts to transit services under the No-Build Alternative will include a limited
degree of improved transit access as compared to existing conditions, which may support higher
levels of business activity and enhanced desirability of corridor locations for retail, commercial,
medical, and other types of businesses. To some extent, the benefits of the No-Build Alternative
will be focused in the downtown business districts in the corridor and in activity centers in the
vicinity of the express bus stops. Adverse effects of the No-Build Alternative would be minor
because the extent of capital improvements would be limited and are not anticipated to
noticeably affect traffic circulation or parking availability.

Locally Preferred Alternative (LPA) and Downtown Oakland-San Leandro (DOSL)
Alternative
The  LPA  and  DOSL  Alternative  will  result  in  greater  effects  on  businesses  and  commercial
districts in the corridor compared to the No-Build Alternative.

Beneficial Impacts
Improved transit services and higher transit ridership with the LPA or DOSL Alternative will
provide greater support for increased business activity in the corridor. There will be benefits to
corridor retail, service, restaurant, and entertainment businesses from larger numbers of people
using transit to access commercial areas and entertainment facilities as well as from larger
numbers of people moving through business districts and commercial areas on BRT buses and
becoming familiar with the businesses and shopping and entertainment opportunities available
along  the  BRT  route.  Improved  transit  access  also  will  provide  greater  benefits  for  the  major
hospitals and medical centers in the corridor through improved transit services for patients,
visitors, and employees. Similarly, both alternatives will provide benefits for office businesses,
government centers, and the large educational institutions along the corridor through improved
transit services for workers, students, and visitors.

Additional positive effects of the BRT transit improvements include enhancement of the image
and desirability of commercial areas along the corridor and promotion of a more pedestrian-
oriented environment. The LPA and DOSL Alternative will provide new BRT stations and other
street and streetscape improvements along new dedicated transitways that will not be provided
under the No-Build Alternative. There will also be positive effects on the pedestrian environment
on  several  of  the  widest  streets  in  the  corridor  due  to  slower  traffic  speeds  and  easier  street
crossings for pedestrians where reductions in automobile traffic lanes are necessary for
implementation of the LPA or DOSL Alternative. Increased transit ridership also could reduce
the demand for parking, freeing up land for commercial and residential uses.
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The benefits of increased accessibility and enhanced desirability and image would generally
apply to commercial districts and activity centers throughout the corridor. They would be most
focused, however, in the vicinity of BRT stations where increased foot traffic would be
concentrated and where there will be the most obvious capital investments in station structures
and associated improvements.

In the short-term, the positive effects of the LPA and DOSL Alternative will benefit existing
businesses in the corridor. In the longer term, the positive effects on commercial districts overall
will become more obvious as business activity expands and intensifies and pedestrian-oriented
business districts become more accessible.

Adverse Impacts
At some locations, both the LPA and DOSL Alternative will require the removal of convenient
on-street parking and will affect local traffic circulation due to lane reductions and turning
restrictions. These types of traffic and parking impacts will adversely affect overall auto
accessibility to commercial areas and the convenience of access to specific businesses and could
deter people from shopping at and visiting the affected commercial areas.

Businesses that rely on the convenience of auto accessibility in attracting customers and those
without off-street parking lots will be the most affected by the traffic and parking impacts. Such
businesses are more likely to be located in lower density, free-standing commercial
developments along corridor streets outside of the downtown areas and higher density
commercial districts where customers already anticipate traffic congestion and the need to walk
from parking places to one or more places of businesses. The greater the extent of adverse effects
on auto access, the more likely customers will be deterred and encouraged to seek businesses in
other locations where parking and traffic are less problematic (see Section 3.4 Parking Analysis).

The removal of convenient, on-street parking will potentially have the most effects on business
activity in parts of the corridor where parking demand is high. The amount of on-street parking
removed in a particular area, the demand for parking in that area, and the availability of off-street
parking nearby will determine the extent that parking issues will increase the inconvenience to
customers, visitors, and employees.
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Effects  of  either  the  LPA or  DOSL Alternative  on  local  traffic  circulation  will  also  potentially
affect business activity in the corridor; however, the adverse impacts of the proposed project on
traffic circulation will primarily occur during evening and morning peak travel hours when total
traffic is heaviest. The effects on traffic circulation will be much less at other times of the day
and night and on weekends when shopping, eating out, entertainment, and other commercial
activities often occur. Thus, the potential for adverse effects on business activity due to project
impacts on traffic circulation are anticipated to be limited to the late afternoon and evening hours
from 4:00 p.m. to 6:00 p.m. in particular, when total traffic is the heaviest. Potential adverse
effects on retail, service, entertainment, and similar types of businesses will be minimized by the
differences in time of day between peak traffic levels and most commercial activity. Adverse
effects on traffic circulation could be more problematic for offices and other businesses where
employee access during commute hours is an important locational criteria and access for
shoppers and visitors is of less importance.

In the short-term, the negative effects of the proposed project will affect existing businesses
along the LPA or DOSL Alternative alignment, particularly those located in more auto-oriented
areas. In the long-term, the negative effects will influence the types and intensity of businesses
and commercial areas along the corridor, away from lower intensity, more dispersed uses
focused on the convenience of auto accessibility and toward more pedestrian-oriented centers of
activity.

4.4.4.3 Avoidance, Minimization, and/or Mitigation Measures
As described above, the LPA and DOSL Alternative could have adverse effects on businesses
and  business  districts,  resulting  from  the  displacement  of  on-street  parking,  impacts  on  traffic
operations, and/or other effects that reduce the convenience of auto access for businesses in the
study area. In many instances, parking and traffic impacts will be mitigated to substantially
reduce their severity. A detailed analysis of impacts to parking, access, and circulation and
measures to mitigate these impacts are addressed in Chapter 3, Transportation Analysis.

4.4.5 Section 4(f)
Section 4(f) of the U.S. Department of Transportation Act of 1966 is a federal law intended to
prevent the conversion of specific categories of property to transportation use, unless the U.S.
Department of Transportation (USDOT) determines there is no feasible and prudent alternative
to such conversion and all possible planning has been done to minimize harm. The specific
categories of properties protected by Section 4(f) include publicly owned parks, publicly owned
recreation areas, publicly owned wildlife and waterfowl refuges, and historic properties
regardless of ownership.

Use of a Section 4(f) property is defined by 23 CFR 774.17 as occurring:
When land is permanently incorporated into a transportation facility;
When there is a temporary occupancy of land that is adverse in terms of the statute's
preservation purpose as determined by the criteria in §774.13(d); or
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When there is a constructive use of a Section 4(f) property as determined by the criteria
in §774.15.

Temporary use to Section 4(f) properties may occur during construction and might include
noise and/or vibration impacts, impacts to air and/or water quality, and visual or access
limitations. Such impacts are typically minor and end before a project is completed. For a
temporary occupancy of Section 4(f) land to be considered not adverse and a Section
4(f) use, it must meet the following conditions:

The duration of the occupancy must be less than the time needed for the construction of
the project and there must not be a change in ownership;
Both the nature and magnitude of the changes to the Section 4(f) properties are minimal;
There are no anticipated permanent adverse physical changes nor interference with
activities or purposes of the resource on a temporary or permanent basis;
The land is restored to the same or better condition; and,
There is documented agreement of the appropriate federal, state, or local officials having
jurisdiction over the resource regarding the above conditions.

Constructive use of land can occur when the project does not require permanent or temporary
use of land, but has an impact on a Section 4(f) property that substantially impairs the activities,
features, or attributes of the resource.

4.4.5.1 Affected Environment
Public services and community facilities within the project area, including public parks and
recreation areas, are discussed in Section 4.4.2 and illustrated in Figure 4.4-4 through 4.4-7. A
complete inventory of these facilities can also be found in Appendix D.

4.4.5.2 Environmental Consequences
Improved transit access to parks and recreation areas identified in Section 4.4.2 will occur as a
result of the LPA or DOSL Alternative. None of these facilities will be displaced by either
alternative and the communities they serve will benefit from the improved access.

As documented in Section 4.7, Cultural Resources, the project will be constructed largely on the
surface of existing streets and sidewalks with little disturbance of existing pavement; therefore,
the potential for impacts to archaeological resources will be low. It has also been recommended
that the undertakings related to East Bay BRT Project will have no adverse effects on any of the
three identified historic properties in the corridor.

The FTA has determined in consultation with AC Transit that Section 4(f) analysis was not
applicable to the East Bay Bus Rapid Transit project because the adopted design for the project
will not use any Section 4(f) properties; therefore, a full Section 4(f) evaluation is not necessary
in this FEIS.

4.4.5.3 Avoidance, Minimization, and/or Mitigation Measures
No mitigation is required.
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