
Final EIS/ EIR Comment Summary 05/072012 Page 1 of 11 

 

FINAL EIS/EIR COMMENT SUMMARY 

This document provides a summary of public comments received during the Final EIS/EIR review period, which 
began February 3, 2012 and officially ended on March 19, 2012. To notify the public about the availability of the 
Final EIS/EIR and community meetings, the following techniques were used: 

 advertising in local journals and 
newspapers and project information at 
libraries in the corridor 

 notices on buses 

 emails to Oakland and San Leandro 
Councils, homeowner association leaders, 
Chambers of Commerce and business 
associations 

 phone calls to key stakeholders 

 meeting alerts via email 

 meeting notices to DEIR/EIS commenters 

 websites notices  

 

Seven community meetings were held in the corridor starting on February 23 and concluding on March 12, 2012.  
At each of the meetings, there were 30 minutes allotted for attendees to view project materials, an approximately 
30-minute overview presentation by AC Transit, and then one hour where attendees could discuss questions with 
the project team.  

Agendas, comment sheets and a project fact sheet were provided to attendees. Translation services were 
requested and provided at three of the meetings. Comment cards were collected at the meetings, and attendees 
were reminded they could submit comments until March 19, 2012.  

Dates, times and locations of the community meetings, along with the approximate number of attendees and 
comments received at each meeting, are noted below: 

Table 1: Community Meeting Information 

Meeting Location Meeting Date/Time 
Estimated Number 

of Attendees 
Number of Comment 

Cards Submitted 

Fruitvale-San Antonio Senior Center 

3301 E. 12th Street, Suite 201  
Oakland, CA 94601 

(Spanish interpreter provided) 

February 23, 2012 
6:00 - 8:00 pm 

21 3 

Eastside Arts Alliance 

2277 International Boulevard 
Oakland, CA 94606 

(Spanish and Vietnamese interpreters 
provided) 

February 27, 2012 
6:00 - 8:00 pm 

23 6 

Havenscourt (School) Campus 

1390 66th Avenue, Auditorium 
Oakland, CA 94621 

February 29, 2012 
6:00 - 8:00 pm 

12 5 

San Leandro City Hall 

835 East 14th Street, South Offices 
San Leandro, CA 94577 

March 1, 20126:00 - 
8:00 pm 

66 11 

Oakland City Hall 

1 Frank Ogawa Plaza, Hearing Room 3 
Oakland, CA 94612 

(Cantonese and Vietnamese interpreters 
provided) 

March 5, 2012 
6:00 - 8:00 pm 

39 10 
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Meeting Location Meeting Date/Time 
Estimated Number 

of Attendees 
Number of Comment 

Cards Submitted 

Faith Presbyterian Church 

430 49th Street, Sanctuary 
Oakland, CA 94609 

March 7, 2012 
6:00 - 8:00 pm 

62 14 

Allen Temple Arms 

8135 International Boulevard, Multipurpose 
Room 
Oakland, CA 94621 

March 12, 2012 
6:00 - 8:00 pm 

91 3 

  Total:  314 Total: 52 

 

Community Meeting Comments 

Major themes expressed by the community largely dealt with the trade-offs associated with how BRT achieves 
greater speed and reliability – namely the use of dedicated lanes, which requires allocating portions of the 
roadway to transit previously allocated to mixed-flow traffic (transit and private cars) and parking.  Feedback at the 
community meetings was mixed, generally either extremely supportive of whatever would provide the greatest 
benefit to transit riders or concerned about impacts to automobile drivers, parking along the corridor (particularly 
in front of small businesses), and the distance between stops.  

Comments Submitted Outside of Meetings 

Ninety-three comments were submitted via mail, email or facsimile.  Of the comment letters submitted, seven 
letters were received after March 19,

 
2012. Commenters included federal, regional and local agencies, local 

interest groups, businesses, and citizens.  

Within the 145 comment letters/documents submitted (from meetings and via mail, email and facsimile), there 
were 465 separate comments.  The common topics presented in comment letters and the numbers of comments 
associated with each topic, and a general response to the thematic comments are attached. 

 

Attachment: 

1. Final EIS/EIR Comments and Responses Summarized by Theme 
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Attachment 1:  Final EIS/EIR Comments and Reponses Summary 

Common Topic Number of Comments Description Response 

Mitigation 
 

90 

Comments related to mitigation 
issues included the following general 
areas:  concern that mitigation plans 
are not sufficient; parking 
mitigation; mitigation to address 
traffic diversion; BRT infrastructure 
maintenance; mitigation for 
landscaping and beautification; and 
equitable service.  

Considerable coordination with cities along the BRT corridor, primarily on ways to reduce traffic, general circulation, and parking impacts of 
proposed BRT improvements, occurred during the period after the release of the Draft EIS/EIR in 2007, continuing until the publication of the 
Final EIS/EIR in January 2012. Where impacts were determined to be substantial, even if not significant by the thresholds described in the Final 
EIS/EIR, AC Transit continued to work with cities, businesses, community groups, and agencies, such as Caltrans, to develop impact mitigation 
measures that would offset adverse effects of the project. The mitigation measures in the Final EIS/EIR, and incorporated into the project by 
the AC Board actions on April 25, 2012, have received extensive review. They have been refined in response to city staff input and following 
evaluation of public comments. The mitigation of certain traffic and parking impacts, AC Transit expects, will continue to be refined during the 
detailed design of the approved East Bay BRT project. 
 
Public, business, elected officials and other parties’ comments received during circulation of the Final EIS/EIR (beginning February 3, 2012 and 
officially ending March 19, 2012) have proposed additional possible measures for further mitigation of impacts, and these will also be 
evaluated by AC Transit and its design team. The selection of the DOSL Alternative as the new preferred build alternative by the AC Transit 
Board reflects an acknowledgement that traffic and parking impacts in some segments of the initially proposed LPA corridor, particularly north 
Oakland (e.g., Temescal community and south along Telegraph Avenue) are substantial and not easily mitigated without requiring major 
changes to the BRT project that would offset most of its advantages. Therefore, a dedicated lane BRT project is not proposed where impacts 
cannot be mitigated to an acceptable level.  
 
AC Transit acknowledges that a BRT project along the DOSL alignment will have some impacts to traffic and parking even when incorporating 
the mitigations committed to in the Final EIS/EIR and possibly those proposed for consideration by commenters on the Final EIS/EIR. There is a 
trade-off of improved transit for additional traffic congestion and less convenient parking in some segments along International Boulevard. 
However, the impacts are not considered substantial relative to the many benefits of the adopted project. The benefits in the minds of 
decision makers are much greater than any detriment of the project. 

Support Project 
Benefits 
 

47 

Comments supported the benefits of 
the project, including reducing 
vehicle miles traveled; reducing 
emissions; benefiting ethnic and 
minority populations; reducing 
crime; and providing affordable 
transportation options. A few 
commenters suggested the benefits 
outweighed any mitigation needed.  

Chapter 1.0 of the Final EIS/EIR provides the background on the purpose and need for the proposed East Bay BRT project.   
 
As included in the Final EIS/EIR, AC Transit proposes a project that is designed to: 

 Improve transit service and better accommodate high existing bus ridership. The project would provide improved service to current riders, including 
low-income and transit-dependent populations, by offering higher frequency, faster, and more reliable service, along with improved security, cleanliness, 
and comfort. 

 Increase transit ridership by providing a viable and competitive transit alternative to the private automobile. The project would attract new riders by 
offering improved transit service and facilities, transit travel times competitive with auto travel, and a rail-like experience proven to attract riders from 
autos.  

 Improve and maintain efficiency of transit service delivery and lower AC Transit’s operating costs per rider. The project would improve fleet speeds 
and service efficiencies by reducing delays from running in mixed-flow traffic and slow boarding and alighting of passengers. The investment in bus-only 
lanes, stations, and multi-door boarding means that the improvement in travel time and reliability will be sustained without service degradation due to 
increased traffic congestion and delays with increased boardings.  

 Support local and regional planning goals to organize development along transit corridors and around transit stations. Providing BRT infrastructure of 
dedicated transit lanes and highly visible transit stations offers a sense of permanence that can help cities attract investment in transit-oriented 
development.  
 

As stated in the AC Transit Board resolution approved on April 25, 2012:   
• The DOSL Alternative provides great benefit to the community and is able to be implemented with the available resources. 
• The DOSL Alternative complements the International Boulevard Transit Oriented Development Plan. 

• The DOSL Alternative the DOSL Alternative is the environmental superior alternative as referenced in the FEIS/R. 
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Support of Locally 
Preferred Alternative 
(LPA) 
 

44 

Comments supported the route and 
design planned for the LPA. One 
commenter was specifically against 
the DOSL but supportive of the LPA.  

At the direction of the AC Transit Board, and in response to the City of Oakland and other stakeholder input, a second less costly build alternative was included 
for evaluation in the Final EIS/EIR. This alternative is referenced as the DOSL Alternative. The boundaries for this alternative were developed based on capital cost 
estimates, ridership forecasts, and consideration regarding logical termini for a shortened project definition. Under this alternative, there will be no dedicated 
BRT lanes north of 20th Street (Uptown station). South of this point, the BRT will run in center-running or side-running BRT lanes as described in the LPA.  Other 
features of the DOSL Alternative would be the same as the LPA, but with fewer stations (32). This alternative was defined and evaluated in the Final EIS/EIR in an 
effort to fully disclose a functional system that could be considered if funding or other constraints prohibit the full build out of the currently defined LPA.  
  
As noted above, the Final EIS/EIR included the identification and full impact assessment of the LPA as well as the proposed DOSL Alternative.  Consistent with the 
decision making throughout the EIS process and in compliance with requirements of the National Environmental Policy Act (NEPA), the adoption of the revised 
LPA by the AC Transit Board on April 25, 2012 -- the DOSL Alternative --  is based on the analysis results in the Final EIS/EIR, consultation with permitting agencies, 
comments received during the Final EIS/EIR review and comment period, more detailed analysis, and the results of the planning and engineering processes 
conducted with the cities of Oakland and San Leandro.  As documented in the Final EIS/EIR, the DOSL Alternative is consistent with the goals and objectives 
developed for the project and best meets the identified project purpose and need within the fiscal and environmental constraints of the corridor.  Additionally, 
as defined and disclosed in Sections 6.2.4.2 and 3 of the Final EIS/EIR, the DOSL Alternative is identified as the environmentally superior alternative under the 
California Environmental Quality Act (CEQA) process as it would result in fewer transportation related impacts than the original LPA.     

Station Location/ 
Design/ Safety 
 
 

34 

Comments related to station 
location preferences (distance 
between stops and safety); 
technology and security 
improvements in bus shelters; the 
safety of pre-boarding fare 
collection; and the safety of 
pedestrian island designs. One 
commenter suggested the planned 
security measures were sufficient.  

Station locations have been established through coordination with cities and also accommodating comments from public and agency outreach. Station spacing 
was set to achieve a reasonable balance between access (convenient walk distances) and bus speeds/trip travel times. AC Transit’s analysis, summarized in the 
Final EIS/EIR, shows that the vast majority of riders would not experience a significant increase in walk distance to stops. This is based on current boarding and 
alighting patterns on Routes 1 and 1R, which currently serve the corridor. Stations also have been set to allow convenient transfers between BRT service and 
intersecting local bus routes. The safety and security measures at stations include enhanced pedestrian crossings; new pedestrian signals where appropriate for 
safety; lighting at stations and on streets in the vicinity of the stations; security cameras at stations; and other features such as signage/wayfinding that will make 
the pedestrian and transit rider environments around stations safe and secure. 
 
With respect to moving stations and/or adding stations, these matters will continue to be evaluated during detailed design of the preferred alternative – the 
DOSL.   It is possible that adjustments will be made if determined to benefit riders and the communities in which stations are to be located.  As well as being 
subject to design reviews and concurrence by cities, the environmental effects, if any, would need to be assessed. Minor adjustments appear to be feasible. AC 
Transit is committed to making the DOSL the best possible project in order to support city and community goals for transit and for development around stations. 
 
Bus layover on the adopted DOSL alignment will be in downtown Oakland in the north, near the Uptown Station terminus, and at the San Leandro BART station in 
the south. The preferred downtown layover is still under evaluation and will be determined during detailed design and finalization of the BRT service schedule. 
The city of Oakland will be consulted on this issue.  
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Funding/Cost 
 
 

26 

Comments related to the sources of 
funding, suggesting the project costs 
too much or that full funding is 
needed. One commenter felt the 
cost was necessary.  

Funding is summarized in Chapter 8 of the Final EIS/EIR. Committed funds total approximately $167 million (M) towards the federal portion of the DOSL 
Alternative, which has an estimated capital cost of approximately $152.3 M. The additional available funds would go towards city requested improvements in the 
BRT corridor that are not already part of the federalized BRT project, such as paving of mixed flow lanes on International Boulevard, other pedestrian 
improvements, additional lighting, etc. It is possible not all of these “other related improvements” can be funded, and AC Transit has requested that Oakland 
establish priorities. 
 
Overall, the cost of a BRT project such as the DOSL is substantially less than other fixed-guideway transit projects like light rail, people movers, BART, and other 
capital intensive modes. 
 
Sources of funding include (rounded): 

FTA Small Starts (Section 5309) =                 $74.9 M 
FTA Bus Earmarks (Section 5309 other)=     $ 3.1 M 
Regional Measure 2 (bridge tolls)=              $43.4 M 
Alameda County Measure B (sales tax)=        $5.5 M 
Alameda County CTC & STIP=                        $40.0 M 
Other (state bonds, tolls, other sources)=    To be determined 
 
The following two components help to safeguard the project, in the event funding does not materialize to the extent expected:  

1. BRT lends itself to value engineering that potentially can identify ways to reduce costs of the DOSL further (although cost reduction strategies have 
already been extensively considered). 

2. The BRT project could be reduced in scale and improvements not extended along the full length of the DOSL. This would this would require additional 
study, including environmental review.  

However, AC Transit does not expect a significant loss of funding given all of the coordination with funding partners to make this project possible. 

Bicycle/ Pedestrian 22 

Comments related to the placement 
of bicycle lanes and bike placement 
on buses. One commenter expressed 
concern with pedestrian safety in 
the corridor. 

Bike lanes will be incorporated into the project where feasible. Bike facilities are shown in the concept plans (see the drawings appendix to Final EIS/EIR). The 
locations and types of bike lanes in Oakland were established with city staff and bike planners. The locations are consistent with the latest bicycle facilities master 
plan (Bicycle Master Plan, 2007 and subsequent updates). The biking community in Oakland has also been informed of the efforts of the BRT project to integrate 
bike facilities.  
 
With AC Board adoption of the DOSL Alternative as the LPA on April 25, 2012, no BRT, and therefore no bike facility improvements, will be made along Telegraph 
Avenue from downtown Oakland north. Any bike improvements there would need to be made by the city of Oakland or as part of other non-BRT transportation 
improvement projects in the corridor. The bike facilities along the DOSL alignment from downtown Oakland to San Leandro BART will be made when BRT 
facilities are constructed. 

Coordination/Public 
Involvement 
 
 

37 

Comments related to decision-
making structure and coordination 
with cities.  
 
Comments expressed concern 
regarding public meeting format, 
information presented, and general 
outreach process. 
 
 

Project decisions about the preferred alternative, including its features, impacts, and the mitigation of impacts, have been made with extensive input from the 
public, affected agencies and cities, and broad interest groups. Varied media were used to encourage public involvement and comments. Besides public meetings 
and direct mailings, a project website was maintained, providing access to the Final EIS/EIR and supporting technical documents. The period between the release 
of the Draft and Final documents was focused mainly on obtaining public and agency input that was used to develop a project that best fits the defined purpose 
and need. The cities in the corridor have had considerable input into project decisions, and the adopted DOSL will be constructed pending future approvals, 
including permits and agreements, from the affected cities of Oakland and San Leandro as well as state agencies such as Caltrans. Chapter 7, Consultation and 
Coordination, of the Final EIS/EIR summarizes the extensive outreach efforts of the East Bay BRT project.  Chapter 7 of the Final EIS/EIR also documents the 
coordination and consultation activities with federal, state and local resource agencies regarding the proposed action.  Additionally, the referenced chapter 
documents the activities of the project Technical Advisory Committee (TAC) and Policy Steering Committee (PSC).   
 
AC Transit is responsible for designing and constructing the DOSL, with features as described in Chapter 2, Alternatives Considered, in the Final EIS/EIR and 
recorded in the FTA Record of Decision on the project.  
 
With respect to public participation at meetings, at the public meetings held during the comment period on the Final EIS/EIR (February 3-March 19, 2012) an 
open house format was implemented to most effectively allow and encourage meeting participants to speak directly with the project team staff about project 
details. This format provided opportunities to obtain focused comments on the alternatives under consideration, including the specific features and impacts of 
each. Because AC Transit was determining the preferred project for implementation, the focused nature of comments offered by the meeting format was 
appropriate. It should be noted that AC Transit held an “open microphone” public hearing the afternoon and evening of April 25, 2012 at which the AC Transit 
Board certified the Final EIR elements of the project. Thus, numerous opportunities were available for the public to participate and offer opinions.  
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Decision Making 
 
 

14 

Comments related to concerns that 
the Final EIS/EIR did not study the 
commenters' preferred options or 
that their comments/concerns were 
not addressed by the LPA.  

The Final EIS/EIR includes an alternative from downtown Oakland to San Leandro (DOSL) with no dedicated bus lanes north of 20th Street in downtown Oakland.  
On April 25, 2012, the AC Transit Board of Directors adopted this alternative as the new LPA for the project.  This alternative does not include significant capital 
improvements in Berkeley or North Oakland, and has no significant environmental impacts in Berkeley or North Oakland.   Thus, this action by AC Transit 
addresses concerns relating to the potential effects in Berkeley and North Oakland.  
 
Comment: The Final EIS/EIR should have considered an alternative with dedicated lanes in the lanes closest to the curb rather than in the center. 
The LPA for evaluation in the Final EIS/EIR was developed over a public process spanning several years.  During the Draft EIS/EIR scoping phase, AC Transit 
considered the option of locating the dedicated bus lanes in the lane generally next to the parking lane along Telegraph, International and East 14th (side-running 
option) rather than in the lane in the center of the roadway (median-running option).  The side-running option was discussed with the cities of Berkeley, Oakland 
and San Leandro, but was not carried forward because of the greater transit benefits associated with the median-running option.  These benefits include:  no 
interference from right-turning or parking vehicles, resulting in better bus travel time and reliability; easier enforcement of pre-paid fare areas; ability to provide 
better lighting since platforms are not directly in front of potentially light-sensitive buildings; preservation of more of the existing roadway median; easier to 
comprehend system for riders since outbound and inbound trips are from the same platform; and ability to provide a median refuge for pedestrians crossing the 
street. 
 
Based on these considerations, the AC Transit Board adopted four alternatives, all primarily median-running, for consideration in the Draft EIS/EIR in May 2004.  
The Draft EIS/EIR was circulated for public review in May 2007.  More than 200 agencies, individuals, and organizations provided review comments, resulting in 
more than 1,000 individual comments.  These comments, along with further technical review and refinement, were used by the corridor cities and AC Transit in 
the selection of a refined LPA for evaluation in the Final EIS/EIR.  In the fall of 2009, a series of public meetings was held in Berkeley and San Leandro to 
determine public support for the BRT project and to seek city council support for the LPA.  A similar series of meetings was held in Oakland in early 2010.  
Subsequently, in spring 2010, each city took action to recommend to AC Transit its preferred configuration for the LPA.  On April 20, 2010, the City of Oakland 
endorsed a LPA with median-running lanes along most of Telegraph and International for evaluation in the Final EIS/EIR.  On May 17, 2010, the City of San 
Leandro designated an LPA with median-running lanes on East 14th from the Oakland border to Georgia Way.  On April 29, 2010, the City of Berkeley voted to 
support an alternative without dedicated lanes in Berkeley.  The AC Transit Board of Directors gave consideration to the recommendations of each city and, 
consistent with the cities’ direction, adopted an LPA for the Final EIS/EIR with median-running lanes along most of Telegraph and International and a segment of 
East 14th. 
 
Comment: The FEIS/R should have included an alternative requested by the City of Oakland with dedicated lanes in the lanes closest to the curb. 
On April 20, 2010, the City of Oakland adopted Resolution 82690 requesting that “AC Transit fully analyze a ‘Rapid Bus Plus’ option that includes all of the 
facilities of Bus Rapid Transit but without dedicated bus-only lanes.”  AC Transit completed this analysis.  A report containing the findings, AC Transit Oakland Bus 
Bulbs Analysis:  Telegraph-International Corridor, January 2012, can be found on AC Transit’s website, http://www.actransit.org/wp-
content/uploads/ACT_EBBRT_OBB_0Main.pdf. 

Economic/Business 
Impact 
 
 

18 

Comments related to job creation 
and loss, as well as the effects of the 
project on the balance of community 
and businesses in the area. (Note:  
Approximately 20 comments overall 
related to mitigation of business 
parking impacts. Some of these have 
been recorded under other topic 
areas. ) 

By improving access and mobility in general for many residents of the BRT corridor, and by encouraging new development in the vicinity of stations, the East Bay 
BRT project is expected to have long-term benefits to businesses along the DOSL alignment. Other completed BRT projects have demonstrated the ability to 
attract investment and thereby improve local economic conditions. In no way has the proposed project been promoted to benefit AC Transit and its employees 
other than the BRT improvements should result in improved efficiency of operations and higher ridership. AC Transit is a public service agency with the goal of 
improving mobility options for all residents of its service area.  
 
AC Transit is especially cognizant of potential impacts to local businesses during the construction of BRT improvements. Because project construction activities 
have the potential to reduce business activity and result in job losses in some cases over the short term, traffic management plans and construction phasing are 
being developed to minimize these impacts to the extent possible. The construction of the DOSL will itself generate a number of jobs over an approximately two-
year period.   

http://www.actransit.org/wp-content/uploads/ACT_EBBRT_OBB_0Main.pdf
http://www.actransit.org/wp-content/uploads/ACT_EBBRT_OBB_0Main.pdf
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Project Need 
 
 

13 

Comments suggested the project 
was not necessary and/or would not 
accomplish project goals. Some 
commenters proposed improving 
the current system instead. 
 
Comments suggested BRT duplicates 
service provided by BART. 

The adopted DOSL Alternative will improve service in the highest transit-ridership corridor in the AC Transit District and the entire San Francisco East Bay. It 
expands mobility in some of the lowest income, high transit dependency neighborhoods in the greater San Francisco Bay Area. Outside of San Francisco, the 
neighborhoods served have some of the highest residential densities in the San Francisco Bay Area. For these reasons, the DOSL Alternative is expected to 
generate very high BRT ridership, greater than that on many comparably sized light rail lines in the U.S. 
 
To carry the current and forecasted increase in transit demand requires high transit frequencies. However, high frequency bus service cannot operate efficiently 
and effectively in mixed-flow traffic lanes, as evidenced by the current performance of existing Routes 1 and 1R. These routes are not reliable and frequently 
experience delay. 
 
The DOSL alignment parallels the BART alignment from downtown Oakland to central East Oakland, where the two modes diverge and are over 3/4 of a mile 
apart. Approaching San Leandro BART the lines converge again but are still more than ¼-mile apart except at the San Leandro BART terminus. It is generally 
understood that arterial bus ridership capture areas extend about ¼-mile from stops.  Thus, the overlap of service areas is limited and from both geographic and 
land use perspectives, the two modes serve different travel corridors over much of the length of the DOSL.  
 
The main difference between the BRT service under the DOSL Alternative and BART service, however, is the different nature of trips on each mode. BRT, like 
other AC Transit arterial services, serves shorter trips than BART, as well as the intermediate destinations that aren’t well-served by BART. BART trips tend to 
span longer distances, often beginning or ending in a major jobs center, such as downtown San Francisco or Oakland. BART serves more high income commuters 
than Route 1 and 1R service, which is being replaced by BRT. BRT will draw some trips from BART but will largely serve different travel markets and will increase 
overall bus transit boardings in the corridor by 19,300 by 2035. Some 6,700 new riders will be drawn to the AC Transit system by 2035. This increase in bus transit 
ridership is a major goal of the proposed project.  
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Data Assumptions 
 
 

12 
 Comments questioned the accuracy 
of data/models to support project 
need. 

The Final EIS/EIR includes an alternative from downtown Oakland to San Leandro (DOSL) with no dedicated bus lanes north of 20th Street in Downtown Oakland.  
On April 25, 2012, the AC Transit Board of Directors adopted this alternative as the new LPA for the project.  This alternative does not include significant capital 
improvements in Berkeley or North Oakland, and has no significant environmental impacts in Berkeley or North Oakland.   Thus, this action by AC Transit 
addresses concerns relating to the potential effects in Berkeley and North Oakland.  
 
Comment: Credibility and accuracy of traffic and ridership forecasting. 
As discussed in Section 3.1 of the Final EIS/EIR, a refined version of the Alameda County Transportation Commission’s Countywide Travel Model (Alameda Model) 
was developed to model both transit ridership and traffic conditions. The Alameda Model is a modified version of the model that was used for the project’s Draft 
EIS/EIR.  Additional traffic analysis zones (TAZ) were added, along with more collector streets to provide a greater level of network detail.  The Alameda Model 
has three transit modes available for use: local bus, express bus, and BART.  To be conservative, AC Transit modeled the new BRT route using the local bus mode, 
without making any upward adjustment to ridership for LRT-like amenities (such as built-up station structures, ease-of-boarding, ease-of-use, etc.).  The transit 
model was validated by comparing transit boardings, alightings, and loadings predicted by the Transit Model for the year 2009 to actual data collected on existing 
routes currently providing service along the alignment (i.e., Routes 1 and 1R). 
 
For both the Draft and Final EIS/EIRs, the model’s transportation network—roadways, bus routes, rail lines, and other coded facilities—was checked to verify that 
the network accurately reflects both existing (for calibration of the model) or future conditions (for forecasts of future travel demand).  The calibration exercise, 
which is critical for a model to accurately represent travel behavior, was extensive and detailed.  For the Final FEIS/EIR phase, TAZs were subdivided into smaller 
zones along the BRT corridor to improve route choice options.  Individuals originating in or destined to those zones relatively near the BRT line and with 
convenient access to the service are the most likely users of BRT.  In generating forecasts of BRT ridership during the Draft EIS/EIR, it was found that large TAZs 
could result in more users of BRT service than deemed reasonable; model adjustments to limit diversions to BART were implemented. The Final FEIS/EIR network 
and travel zone refinements eliminated the need for such adjustments. 
 
FTA has been involved in enhancement of the model and ridership forecasts to ensure that results meet requirements under the Small Starts process. 
 
Comment: Proportional scaling of benefits with fraction of total route with dedicated bus lanes. 
With respect to ridership, the benefits of the BRT system were projected using the Alameda Model. While the Alameda Model’s projected ridership benefits 
might be proportional to the fraction of the total route with dedicated bus lanes, this was not assumed in the analysis. 
 
As described in AC Transit East Bay Bus Rapid Transit, Transit Patronage and Forecasting Methodology Report, November 2010, to reflect future Build/BRT 
conditions, modifications were made to both the transit and the roadway networks in the Alameda Model.  The roadway network was modified in those 
locations where one lane of traffic is converted in each direction to buses.  The transit network was modified to reflect the changes to bus services in the BRT 
corridor, including those locations where the bus operates in dedicated bus lanes. 
 
Comment: FTA ranking of projects: 
Twenty-five proposed transit projects seeking FTA New/Small Starts funding are listed in Annual Report on Funding Recommendations Fiscal Year 2013 
Capital Investment and Paul S. Sarbanes Transit in Parks Programs, FTA.  Of these, only the AC Transit East Bay BRT project received an Overall Project Rating of 
High. 
 
Comment: Reduction in car accidents 
As discussed in the Final EIS/EIR in Chapter 2, Alternatives, and Chapter 3, Transportation, Section 3.2, Traffic, the following features will be included in the East 
Bay BRT project to reduce the potential for car accidents: 

• Signing and traffic signal controls will be installed to restrict left turns to only those locations where they can be made safely.  

 Where turns are proposed on the along-BRT arterials, left turn lanes separated from the through traffic lanes will be provided; left turns from the along-
BRT arterials will only be allowed at signalized intersections with left turn lanes. 
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AC Transit 
Management  
 
 

12 

Comments related to AC Transit’s 
management: bus operators, 
management history, maintaining 
schedules, cleanliness of stations, 
and supervision of planned stations. 

Comments provided regarding the overall management structure of AC Transit are noted within the project record.   
 
See Chapter 1.0, Project Purpose and Need, of the Final EIS/EIR as well as the response to the “Support Project Benefits” comment regarding the defined existing 
and future problems the proposed East Bay BRT project will address, including improved service efficiencies.   
 
As presented in Chapter 7.0 of the Final EIS/EIR, AC Transit plans to incorporate emergency call boxes or intercom devices at every major transfer station. As 
discussed in Section 3.1.5, video surveillance cameras will be added at all stations.  All stations will be patrolled by Alameda County sheriff deputies, who, along 
with the city police departments, will be the first responders in case of a reported problem or emergency at one of the stations. Patrolling local streets will 
remain the responsibility of local law enforcement agencies. 

Fares/Fare Collection 
 
 

11 

Comments related to the need to 
collect fares faster, concerns over 
fare increases, and how pre-
boarding fare collection works when 
transferring.  

Fares during regular day and evening hour BRT service will be collected off-board buses, through purchase of a boarding ticket from a ticket vending machine on 
the BRT platform or by validating fare payment from Clipper cards and other means of fare payment. Riders must show proof-of-payment to fare inspectors 
either on-board buses or upon exiting buses. The speed of fare collection will be increased because riders can enter and exit the bus through any door and not 
have to pay cash or tag a Clipper card/pass at an on-board farebox.  
 
During the late evening and early morning service hours, AC Transit may allow the payment of fares on-board buses for the further safety and convenience of 
passengers. 
 
Fares will be the same as on other AC Transit local bus services and transferring will also be similar. Ticket/transfer and validated Clipper fare payments are all 
subject to verification by inspectors. To make the “honor” fare payment system effective will require voluntary compliance and selective enforcement by roving 
fare inspectors. 

Traffic 
 
 

31 
Comments related to delivery truck 
impacts and traffic congestion.  

 
The Final EIS/EIR includes the definition and evaluation of the DOSL Alternative, with no dedicated bus lanes north of 20th Street in Downtown Oakland.  On April 
25, 2012, the AC Transit Board of Directors adopted this alternative as the new LPA for the project.  This alternative does not include significant capital 
improvements in Berkeley or North Oakland or on Telegraph Avenue, and has no significant environmental impacts in Berkeley or North Oakland or on Telegraph 
Avenue.   Thus, this action by AC Transit addresses concerns of traffic impacts in Berkeley, and in neighborhoods and commercial districts in North Oakland.  
 
Comment: Diversion of traffic onto neighborhood streets 
Section 3.2 of the Final EIS/EIR discusses the project’s traffic and circulation impacts.  As noted in Section 3.2, the analysis accounts for anticipated changes to 
neighborhood circulation patterns resulting from the project as well as potential increases in delay along alternate diversion routes.  To address impacts due to 
diversion of traffic, AC Transit will undertake a neighborhood traffic management program in coordination with city staff (see Section 3.2.8.3 of the Final EIS/EIR).  
According to this policy, if studies following project implementation determine there are substantial diversions of traffic onto local streets and through residential 
neighborhoods caused by the project, traffic calming devices will be considered on likely diversion routes to deter motorists from using neighborhood streets.  AC 
Transit would assist in the funding of these measures. 
 
Comment: Double-parked or stalled vehicles blocking traffic 
At times, the mixed-flow travel lane adjacent to the dedicated bus lane may be blocked due to an accident, double-parked vehicle, police action, construction or 
other obstruction.  In these cases, motorists will be permitted to use the dedicated bus lane to pass the obstruction.  To allow a safe merge of non-transit 
vehicles into the bus lane, there will be no substantial physical barriers separating the mixed-flow travel lanes from the bus lanes.  Individual motorists would be 
responsible for merging only when no bus is approaching and it is safe to do so.  Motorists would be prohibited from using the bus lanes at all other times. 
 
Comment: Truck loading and unloading on East 14th Street in San Leandro 
During the design phase of the project, AC Transit will work with the City of San Leandro to identify and implement a feasible alternative location for large trucks 
to load and unload in North San Leandro. 
 

Format Correction 
 
 

9 

Comments related to typos, 
clarifying issues in the Final EIS/EIR, 
and preference for more 
visualizations in the document. 

Formatting and typographical corrections have been noted as part of the public record.  The identified corrections do not change the conclusions of the findings 
nor the mitigation measures for the proposed action.   
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Dedicated Lane 
 
 

8 

Comments related to dedicated 
lanes, including the potential for 
testing the system before it is 
implemented, and the value of the 
dedicated lane to the project. (Note:  
Approximately 30 comments overall 
involved in some form mitigation due 
to dedicated lanes/route design.) 

With adoption of the DOSL Alternative, no BRT dedicated lane service is proposed north of Downtown Oakland. Dedicated lanes will be implemented on 11th and 
12th streets from Broadway to Lake Merritt, and on International Boulevard for much of its length from 1st Avenue to the San Leandro city limit. Up to four blocks 
of median dedicated lanes will continue on E. 14th Street into San Leandro. Also, a dedicated lane is proposed along E. 12th Street and 14th Avenue in the BRT-
running couplet of E. 12th and International between 1st Avenue and 14th Avenue. With extensive dedicated lanes, comprising over 80% of the DOSL alignment, 
AC Transit believes the project will result in highly reliable service. (See the discussion of Project Need for additional reasons dedicated lanes are desired for 
effective BRT service.)  
 
Testing the impacts of dedicated lanes is not practical. Median stations and traffic signal improvements for BRT probably cannot be tested. Enforcement of lane 
restrictions and bus-auto safety would present problems. Due to extensive study of the local conditions and results of other systems, AC Transit is confident that 
dedicated BRT lanes for the majority of the DOSL alignment are necessary to meet project goals and objectives.  

Bus Design 
 
 

8 
Comments related to the design or 
modification of buses.  

AC Transit concurs that low floor buses, level station platforms, and boarding and alighting through any door are important features for reducing the time a bus 
dwells at a stop to pick up and drop off passengers. Providing dedicated lanes will reduce the conflicts that buses face when operating in mixed-flow traffic lanes 
and bus drivers attempt to pull into and out of stops quickly. Bus drivers also may make hasty stops when trying to make up lost travel time due to congestion. 
 
AC Transit will acquire new dual-door (i.e., doors on both the right and left sides of the bus) electric-diesel hybrid buses for DOSL BRT service.  

Route Design  
 
 

8 
Comments related to preferences in 
changing the route design.  

 
The Final EIS/EIR includes the definition and evaluation of the DOSL Alternative, with no dedicated bus lanes north of 20th Street in Downtown Oakland.  On April 
25, 2012, the AC Transit Board of Directors adopted this alternative as the new LPA for the project.  This alternative does not include significant capital 
improvements in Berkeley or North Oakland, and has no significant environmental impacts in Berkeley or North Oakland.   Thus, this action by AC Transit 
addresses preferences for dedicated lanes ending before the Berkeley border and concerns about traffic and the parking impacts along Telegraph Avenue in 
Oakland.  
 
Comment: Move project to other locations 
The selection of the Telegraph-International-East 14th corridor for transit capital improvement was the result of two AC Transit planning studies.  AC Transit did a 
systematic study of its busiest bus routes in the early 1990s.  That study, the Alternative Modes Analysis, was completed in April 1993.  It identified priority 
corridors and candidate technologies for major transit investments that would serve AC Transit’s ridership cost-effectively.  It identified the 
Berkeley/Oakland/San Leandro corridor as the best single corridor for further evaluation.  The subsequent Major Investment Study (MIS) evaluated the relative 
costs and benefits of alignment and technology alternatives for the Berkeley/Oakland/San Leandro corridor and identified BRT on Telegraph-International-East 
14th as the recommended alternative for environmental study. 
 
Comment: Expand BRT to other corridors  
Regarding the preferences to expand BRT service: In 2012, AC Transit will begin updating its – Strategic Vision which will evaluate and prioritize corridors for 
future BRT or other transit improvements. 
 
Comment: Direct service from north of Davis to south of Davis 
The Draft EIS/EIR presented two alignment alternatives in San Leandro.  The first alternative terminated the BRT route at San Leandro BART with local bus service 
from there to Bay Fair BART.  This alternative eliminated direct service from north of Davis to south of Davis through downtown.  The second alternative 
terminated the BRT route at Bay Fair BART.  This alternative maintained direct service from north of Davis to south of Davis.  The advantages and disadvantages 
of the two alternatives are discussed in the Draft EIS/EIR.  On May 17, 2010, upon considering this information, the City of San Leandro endorsed the first 
alternative, with the BRT route terminating at San Leandro BART. 
 
Comment: Neighborhood traffic, parking and truck delivery issues in North San Leandro 
During the design phase of the project, AC Transit will work with the City of San Leandro to identify solutions to address potential neighborhood traffic, parking, 
and truck delivery issues in North San Leandro. 

DOSL Support 
 
 

7 
Comments related to support for the 
DOSL.  

See Response to  the general comment theme “Support of Locally Preferred Alternative (LPA)” 
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Ridership 
 

5 
Comments related to additional 
motivation needed for the public to 
not drive but use transit.  

 
As discussed in Section 3.1 of the FEIS/R, a refined version of the Alameda County Transportation Commission’s Countywide Travel Model (Alameda Model) was 
developed to forecast transit ridership.  The Alameda Model is a modified version of the model that was used for the project’s Draft EIS/EIR.  Additional traffic 
analysis zones (TAZs) were added, along with more collector streets to provide a greater level of network detail.  The Alameda Model has three transit modes 
available for use: local bus, express bus, and BART.  To be conservative, AC Transit modeled the new BRT route using the local bus mode, without making any 
upward adjustment to ridership for LRT-like amenities (such as built-up station structures, ease-of-boarding, ease-of-use, etc.).  The Transit Model was validated 
by comparing transit boardings, alightings, and loadings predicted by the Transit Model for the year 2009 to actual data collected on existing routes currently 
providing service along the alignment (i.e., Routes 1 and 1R). 
 
For both the Draft and Final EIS/EIRs, the model’s transportation network—roadways, bus routes, rail lines, and other coded facilities—were checked to verify 
that the network  accurately reflects both existing (for calibration of the model) and future conditions (for forecasts of future travel demand).  The calibration 
exercise, which is critical for a model to accurately represent travel behavior, was extensive and detailed.  For the Final FEIS/EIR phase, TAZs were subdivided into 
smaller zones along the BRT corridor to improve route choice options.  Individuals originating in or destined to those zones relatively near the BRT line and with 
convenient access to the service are the most likely users of BRT.  In generating forecasts of BRT ridership during the Draft EIS, it was found that large TAZs could 
result in more users of BRT service than deemed reasonable; model adjustments to limit diversions to BART were implemented. The Final FEIS/EIR network and 
travel zone refinements eliminated the need for such adjustments. 
 
FTA has been involved in enhancement of the model and ridership forecasts, to ensure that results meet requirements under the Small Starts process. 

Merit to San Leandro 
 
 

5 
Comments related to the project’s 
lack of benefits to San Leandro. 

 
As described in Section 1.3.3 of the Final EIS/EIR, the BRT project achieves several service and efficiency improvements, many of which apply to North San 
Leandro. 

• By providing five minute headways throughout the day and ten minute headways in the evening, service frequency in North San Leandro will be 
increased and wait times decreased. 

• By using dedicated transit lanes, transit signal priority, level-boarding for most of the alignment, and pre-paid ticketing for all of the alignment, transit 
travel times for riders boarding in North San Leandro for destinations to the north will be decreased. 

• By using dedicated transit lanes, transit signal priority, level-boarding for most of the alignment, and pre-paid ticketing for all of the alignment, transit 
reliability will be increased in North San Leandro and “bus bunching” decreased. 

• By providing fare machines,  real-time arrival information, shelters and benches, security features, level boarding platforms, and other amenities at 
stations in North San Leandro, safety, security, convenience, and comfort will be improved for passengers in North San Leandro. 

ADA/Senior 
Accessibility 
 
 

4 
Comments related to accessibility 
issues for ADA and elderly 
individuals.  

The East Bay BRT project accommodates mobility-impaired users through low floor buses and raised passenger platforms. This eliminates the need to step up 
and down in order to exit or board a bus, which will improve boarding and alighting for all passengers. Almost all stations will offer level boarding (at this time 
only the existing Uptown Station in downtown Oakland would not be raised and offer level boarding). To minimize the gap between the bus door and station 
platform edge, BRT buses will have “docking assistance” that allows buses to approach close (e.g., within 3 to 4 inches) to the platform edge and avoid exposing 
passengers to a large gap between the bus door and platform. 
 
For those with mobility impairments and who still find bus service inconvenient or inaccessible, separate paratransit service will continue to operate in the 
corridor. 

  Total: 465    


