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Results of the Developer
Symposium, September 30th and
October 1st, 2002
The consultant team and City staff conducted separate interviews
with the following Bay Area developers: Jeff Bennett and Linda
Mandolini of Eden Housing; Denise Pinkston of TMG Group;
James Cole of RCD; Chris Hudson of Panoramic Interests; John
Glikbarg and Robert Isackson of Village Properties; Chuck Keen of
Chuck Keen Builders; and Mitch Solomon of the Olson Company.
These interviews focused on the feasibility of the various preliminary
development alternatives formulated for each opportunity site, as
well as general market conditions in the corridor and the best role
for the City in spurring development. The following summarizes
the developers’ comments.

Office Market Conditions
As in the rest of the Bay Area, the office market along the corridor is
quite weak as rents are low and vacancies are high. The developer
interviews confirmed that it will be at least 5 to 7 years before interest in building office space is renewed.

Residential Market Conditions
All of the residential developers interviewed described the corridor as
having good potential for in-fill housing development, given
demand and current land prices. They are interested in building
many different types of housing on the corridor, including:
■
■
■

Entry-level ownership townhomes
Market-rate rental multi-family
Affordable senior or multi-family projects

Retail Market Conditions
Market studies found that rents are not currently sufficient to support new neighborhood retail development. As expected, the retail
developer interviewed was only interested in prototypical build-tosuit development for a national credit chain retailer (other developers confirmed that non-credit stores would have difficulty finding
financing). He indicated that more pedestrian-oriented, mixed usetype retail would be difficult to build on the Corridor, given the current lack of pedestrian traffic and insufficient residential density to
support smaller scale retail. The residential developers said that, in a
mixed use project, they would assume that retail square footage
would need to be subsidized by the residential component.
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Key Factors in Development
■
■
■
■
■
■

Land Price
Parking Ratios & Proximity to Transit
Rents & Sales Levels
Lot Size
Zoning and Development Regulations
Building Type

Opportunity Sites: Small Lots
According to the developers interviewed, low land costs make both
ownership and rental development possible on the small lots.
Possible building types include:
■

■

Ownership townhouses selling for between $300,000 and
$400,000
Market-rate rental housing with projected rents at $1,500
per month for a 2-bedroom

Affordable housing would not be feasible on the smaller sites; an
affordable project generally requires a two acre minimum lot, unless
multiple sites in the same area can be developed simultaneously.
Projects of less than 50 units are difficult to staff and operate,
although exceptions are made.

Opportunity Sites: Mid-size Site
Market-rate and affordable rental housing is developable on the midsize site.
■

■

The affordable housing non-profit interviewed recommended an affordable multi-family project with fewer 3-bedrooms
(to make the parking work), or a combined affordable family
and senior project that could subsidize a childcare center in
the ground floor space.1
80 to 110 dwelling units is the optimal size for an affordable
project.

Opportunity Sites: Large Site
Another developer is interested in building townhouses on the
Freitas property, aimed at the entry-level homebuyer. Multi-family
rental housing is also feasible on this site; multi-family would also
create more retail customers for a more successful mixed use project.

1 Note: rent for a low-income 2 bedroom housing unit in 2002 would be $1,000 and
would be available to a family of four making approximately $45,000.
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Development Incentives
Developers requested:
■
Streetscape improvements
■
Assistance with the under-grounding of utilities
■
Appropriate zoning
■
Affordable housing subsidy
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SAN LEANDRO - EAST 14th STREET: Future Corridor Development

Site #
1
2
3
4
5
6
7
8
9
10
11
12
13
14
15
16
17
18
19
20
21
22
23
24
25
26
27
28
29
30

sf
8,100
21,000
14,800
37,600
20,300
18,300
95,800
21,400
3,800
30,600
27,000
16,200
13,200
11,000
29,000
78,400
113,250
76,000
74,600
10,000
12,000
17,500
20,900
51,000
79,000
6,400
60,700
12,000
8,000

30.1

49,500

30.2
31
32
33
34
TOTAL

21,000
26,100
30,250
47,000
46,200
1,207,900

acre Program Type*
0.2
0.5
0.3
0.9
0.5
0.4
2.2
0.5
0.1
0.7
0.6
0.4
0.3
0.3
0.7
1.8
2.6
1.7
1.7
0.2
0.3
0.4
0.5
1.2
1.8
0.1
1.4
0.3
0.2

like Site
like Site
like Site
like Site
like Site
like Site
n/a
like Site
like Site
like Site
like Site
like Site
n/a
like Site
like Site
n/a
n/a
like Site
like Site
like Site
like Site
like Site
like Site
like Site
like Site
like Site
like Site
like Site
1.1 n/a

0.5
0.6
0.7
1.1
1.1
27.7

like
like
like
like
like

Site
Site
Site
Site
Site

13A
13A
13A
7
13A
13A
13A
13A
7
7
13A
13A
13A

7
13A
13A
13A
13A
7
7
13A
7
13A
13A

7
13A
7
7
7

Size of Master
Program Site

Size
compared
to Master
Program
Site

13,000
13,000
13,000
95,800
13,000
13,000
n/a
13,000
13,000
95,800
95,800
13,000
n/a
13,000
13,000
n/a
n/a
95,800
13,000
13,000
13,000
13,000
95,800
95,800
13,000
95,800
13,000
13,000
n/a

62.3%
161.5%
113.8%
39.2%
156.2%
140.8%
n/a
164.6%
29.2%
31.9%
28.2%
124.6%
n/a
84.6%
223.1%
n/a
n/a
77.9%
76.9%
92.3%
134.6%
160.8%
53.2%
82.5%
49.2%
63.4%
92.3%
61.5%
n/a

95,800
13,000
95,800
95,800
95,800

21.9%
200.8%
31.6%
49.1%
48.2%

sf of Retail in
addition to #
of Units **

Land Use Program Notes

Option D
Option D

12,600

based on General Plan Assumptions
added ground floor retail **

5,100
4,800

added ground floor retail **
added ground floor retail **

3,000

based on General Plan Assumptions
for what is going to happen to the
Bal Theater
added ground floor retail **

NOTES
* from the set of Options the one with the most intense trip generation was used
** trip generation calculations used the unitcount as per the applicable development
program and added length of frontage times 30 feet (depth) for size of the retail
component

Prepared by:

Community Design + Architecture
October 2002
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Illustrative Opportunity Site
Development Studies
The consultants, City staff, and members of the SAAC identified
three opportunity sites to take forward as case studies into the
Illustrative Opportunity Site Development portion of the project.
The chosen sites exemplify potential development options for all
other sites of the same type in the corridor (Site 13A and Site 7B),
and/ or are important as catalytic site for the future development of
a specific district (Bellini and Freitas sites) and the corridor as a
whole:
1. Site 13A – exemplary of all A-type Sites in the Corridor
Concept Plans;
2. Site 7B – exemplary of all B-type Sites in the Corridor
Concept Plan but also site-specific for development of
the Bellini Foundation propert; and
3. Site 17 – site-specific study of development options for
the Freitas Property.
All development scenarios are reflective of the Development
Strategy’s project goals, the South Area Design Guidelines for development on private properties, the newly established South Area
parking strategies (see Section 4.4), and an assessment of financial
feasibility as well as input from members of the SAAC and the general public.

Detailed Discussion of Sample
Development Sites
A-type Sites - Illustrative Development Concepts
For the A-sites between 0.1 and 0.5 acres, Site 13A was chosen for
prototypical site design. The sample opportunity site is a corner
parcel located in the McKinley Residential District and has approximately 13,000 square feet (0.3 acres) of land area. The four sample
developments for this site (ranging in density from 23 to 36
dwelling units per net acre) were prepared, evaluated and refined in a
such a way that they can serve as a range of realistic prototypes for
other A-type sites throughout the Corridor. No specific preferred
option is therefore identified.

Option A
Option A (see Figure A4.1) accommodates 5 townhomes oriented
towards East 14th Stree,t with one in-law unit each located above
the garage. The townhomes would have shallow front yards that
would provide a transition from the public street into the home
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through the use of a low wall or fence at the property line and a
porch or stoop at the front door. Each townhome has a 3-car garage
with two spaces in tandem arrangement and a third space for the inlaw unit garage. All garages are accessed from the side street. The
overall density of this option is 33 units to the acre.

Option B
Option B (Figure A 4.2) has a three-story courtyard apartment
building with 7 two and three bedroom units. The courtyard is oriented towards East 14th Street providing a transition from the very
public nature of the street through the semi-public courtyard to the
individual apartments. Parking is provided with 7 covered parking
spaces and 12 surface spaces, with a density of 23 units per acre.

Option C
Option C (Figure A4.3) includes a set of two 3-story townhome
courtyards of five 2-bedroom units. The units are accessible through
courtyards facing East 14th Street. Each unit comes with two tandem parking spaces, which are accessed from the side street. The
photo simulation in Figure A4.5 illustrates what an example of
development according to Option C may look like. Infill development of this type could readily fit in with surrounding development
along the corridor, while still bringing more new residents to the
corridor than the townhomes of Option B.

Option D
Option D (Figure A4.4) is composed of an apartment building with
retail and covered parking on the first floor, with the retail space
oriented towards East 14th Street. The site plan includes a small
shared deck over some of the parking and a small shared yard space
behind the retail and parking area to provide a recreation area that is
secluded from the street. The building accommodates nine 2-bedroom units and three 1-bedroom units, amounting to a residential
density of 36 units per acre along with 2,200 square feet of retail
space.

B-Sites - Illustrative Development Concepts &
Bellini Foundation Site-specific Development
Concepts
Opportunity site 7B is owned by the Bellini Foundation and consists
of three parcels that cover a total land area of approximately 2.2
acres in the McKinley District at the corner of Estabrook Street.
Development of the site could help to "jump-start" the transformation of the McKinley District into a district with the desired residential focus. The four sample developments for this site were prepared,
evaluated and refined in a such a way that they can serve as a range
of realistic prototypes for other B-type sites throughout the corridor.
No specific preferred option is therefore identified.
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Figure A4.2: Site 13A. Option B: Courtyard Homes

East 14th Street South Area
Land Use, Urban Design and
Streetscape Improvement Plan

7 d.u.

Illustrative Option B
Site 13 A

Courtyard Homes

Area Program

Land Use

19 spaces

Residential:

40 feet

23 units/ net acre

20

Parking:

10

Community Design + Architecture
Strategic Economics
Fehr & Peers Associates
Urban Advantage

July 2, 2003

N

1"= 20'

Density:

0

City of San Leandro

22 | Appendix 4: Development Case Studies

AV E N U E

PA R K I N G B E LOW

3 stories

2 stories

TH
H
11 33 55 T

Figure A4.3: Site 13A. Option C: Courtyard Condominiums
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Figure A4.4: Site 13A. Option D: Mixed-Use Apartments
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Figure A4.5: Photo simulation of possible future development on A-type Site. Shown is Option C - Courtyard Condominiums*.
* Note: To simplify the photo simulation process, the same view point was used for this simulation as for the one of the larger
B-type development on the Bellini Foundation opportunity site (Site 7) at the southwest corner of Estabrook Street. However,
the illustrated development occupies only the two corner parcels of the Bellini Site, which together have approximately the size
of a typical A-type opportunity site.

Option A
Option A (see Figure A4.6) is comprised of a 4-story senior housing
development with 118 units, at a density of approximately 63 units
per acre, and a learning center located in the ground floor at the corner of the site oriented toward the intersection. It should be noted
that the learning center represents a use suggested by members of the
SAAC specifically for the Bellini site location, as it would complement the nearby McKinley Elementary and San Leandro High
Schools. For B-type sites in other locations a different communityoriented use or neighborhood commercial use of similar size may be
more appropriate. The site plan orients the main 4-story building
toward East 14th Street. A landscaped court behind this building is
connected to East 14th Street through an archway. A secondary 4story building forms the western edge of the landscaped court. A
total of 83 parking spaces are provided (71 for residents and 12 for
employees and guests at a parking ratio of 0.6 spaces per unit and
1.0 per employee) in surface parking areas located on the sides and
in rear of the property.
A particular issue with this option may be the transition to development on surrounding properties. If applied to the site-specific case
of the Bellini Foundation, the four-story building at the backside of
the property should not pose an issue with neighboring residential
uses. Buildings there are also four storied in height and sufficient
buffering through landscaping can be provided. However, for other
B-type sites throughout the corridor, a separate analysis of privacy
height transition issues would have to be conducted, to ensure compatibility of adjacent structures and adjacent uses; this issue is
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addressed in the Plan’s design standards and guidelines.

Option B
Option B (see Figures A4.7 and A4.8) is composed of a 3-story
multi-family building around a 45 to 60-foot wide courtyard located
over podium parking. The site program includes 94 two-bedroom
units or 81 three-bedroom units at a density of 43 and 37 units per
net acre, respectively. At the street level, the first floor encompasses
residential units and space for neighborhood commercial or a community service use (of approximately 4,000 sq. ft.). The remainder
of the first floor is taken up by podium parking that is accessed from
the side street. Located above the podium parking is a landscaped
courtyard open space of about 11,000 square feet. Additional open
space is provided at ground floor level in rear of the building as well
as in balconies for individual units. In total, 165 parking spaces are
required for the suggested program, 114 of which are podium spaces
(20 in tandem configuration), while 58 automobiles are accommodated in surface spaces located at the side of the building and in the
rear of the parcel. Along all edges of the parcel that border onto
adjacent properties are lined by an 8-foot wide landscape buffer.

Option C
Option C (Figures A4.7 and A4.8) has a base configuration equal to
that of Option B, with the exception of additional building height
and a particular change in the site program. While Option B consists of for-sale condominiums, Option C encompasses a mix of
family and senior rental apartments with two and three bedrooms in
a three-story building. To add to the variety of conceivable site programs for this option, an alternate program was explored that again
mixed family and senior apartments. However, the apartment size
was changed to include one-and two-bedroom units only. The
resulting lower parking requirements per unit allow for an increase
in building height to four stories and in the overall number of units,
while not increasing the overall number of required parking stalls.
For both sub-alternatives, the building includes first floor residential
units along the East 14th Street frontage. These are separated from
the street by locating the individual entrances to each of the units off
of a landscaped terrace that is slightly elevated relative to the level of
the sidewalk. Like in Option B, the remainder of the first floor is
taken up by covered parking spaces that are accessed off the side
street, with a landscaped courtyard above the podium. The
two/three-bedroom option includes 81 two-bedroom and 50 twobedroom senior units providing 54 units per net acre, while the
one/two bedroom option includes 69 three-bedroom units and 50
one-bedroom senior units, providing 60 units per net acre. Both
options require a total of 149 parking spaces. As in option B, the
parking spaces are provided as a combination of tandem spaces
under a podium and as surface parking spaces.
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Please also refer to the photo simulation (Figure A4.9) that was prepared for this option. It illustrates how the corner of the property
can be architecturally emphasized and activated by a community-oriented use or retail use (for B sites that are not in the McKinley
Residential District). The simulation also shows how this use and
the façade design associated with it turns the corner and continues
along the side street. Also located on the side street is the accessway
to parking in the rear of the property.

Option D
Option D (Figure A4.10) accommodates a total 84 units (34.6 units
per net acre), of which 43 are two-bedroom, multi-family units; 31
are senior housing units, and 10 are townhomes, located behind the
main apartment building along East 14th Street. Similarly to
Option C, the main building includes a visual connection in form of
an archway between the street and the townhome-surrounded courtyard at the center of the property. Parking is accommodated mostly
in surface parking stalls provided on the side and in the rear of the
property, with additional parking as tuck-under spaces below the
townhomes.

Palma Plaza/Freitas Sites
This opportunity site is located in the Palma District and consists of
two large adjoining parcels. Site 16 (1.8 acres of land area) is home
to the ‘Palma Plaza’ strip retail center. During the East 14th Street
South Area planning effort, the city was entertaining a proposal for
developing a Walgreens store to replace the ‘Palma Plaza’ strip. The
options discussed below have incorporated different approaches of
locating the Walgreens.
Site 17 (2.6 acres of land area) is owned by the Freitas Family and
used to be the home of a major car dealership. The Freitas Family is
currently contemplating development on their property but has not
come to a conclusion as to the final character of the development. It
should be noted that not all of the illustrated development scenarios
have been discussed in detail with the property owner and that no
endorsements were made.
The development studies prepared for the Palma Plaza and Freitas
sites looked at both properties simultaneously and explored possibilities of linking development in order to capitalize on some key site
planning efficiencies. The illustrated options were, however, developed under the premise that Palma Plaza and Freitas property are
independently owned parcels. In spite of the recent approval of the
Walgreen's proposal, this aspect of the developed options remains
relevant in that they illustrate how individually owned properties can
be developed as visually cohesive and mutually beneficial if property
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Figure A4.9: Photo simulation of possible future development on B-type / Bellini Foundation Site (Site 7). Shown is Option C Apartments with learning center (or neighborhood commercial) at the corner.

owners are inclined to cooperate and coordinate some key site planning aspects such as shared access to and location of parking areas,
circulation, and the siting of main buildings. The design studies also
illustrate how development of this pair of linchpin sites could bring
the character of a neighborhood center to this district and the entire
corridor.
The following two alternatives represent the two development scenarios preferred by the Advisory Committee over additional options prepared during earlier stages of the planning process.

Option A: Mixed-use Residential and Apartment Buildings
Option A (Figures A4.11 and A4.12) incorporates a mixed-use
approach for the Freitas property while re-orienting the Walgreen's
on the Palma Plaza site towards 136th Avenue. On the Freitas site,
the apartment buildings are oriented towards the surrounding
streets, thus keeping in character with residential development on
these streets which consists of two-story condominiums. The buildings fronting onto East 14th Street incorporate retail shops at street
level with residential apartments or condominiums above, while on
Bancroft the development is entirely residential. Along 138th
Avenue, development includes retail closer to East 14th Street. 214
surface parking stalls are located away from the streets at the center
of the property. It is suggested that parking on the Freitas site be
connected to that on the Palma Plaza property. In total, the Freitas
site has 14,500 sq ft. of retail space and 64 dwelling units. The total
parking required for both sites adds up to 201 spaces with 245
spaces provided (214 surface parked).
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Figure A4.11: Palma Sites 16 & 17 (Palma Plaza and Freitas ). Option A: Mixed-Use
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Illustrative Option A
Freitas & Palma Plaza
(sites 16 & 17)

Area Program

Land Uses
Retail:
Residential over Retail:
Residential(apartments):
Total:

54 spaces
140 spaces

14,500 sq. ft.
28 d.u.
36 d.u.
64 d.u.

Freitas

Parking
Required
Retail(@ 1/333 sq.ft.):
Residential over Retail
(@ 1.5 per d.u.):
Residential(apartments)
(@ 1.5 per d.u.):
Total:

43 spaces
42 spaces
54 spaces
139 spaces

13,600 sq.ft.
6,800 sq.ft.
20,400 sq.ft.

42 spaces

44 spaces

Provided:
Retail:
Residential over retail:
Residential (apartments):
Total:

Palma Plaza

Land Uses
Walgreens:
Retail:
Total:

61 spaces
106 spaces

160 feet

Community Design + Architecture
Strategic Economics
Fehr & Peers Associates
Urban Advantage

August 26, 2003

N
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Parking
Required
Retail (@ 1/333 sq.ft.):
Provided:

0

City of San Leandro
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Please also refer to the Option A photo simulation (Figure A4.15).
It illustrates how the corner building forms a courtyard away from
the street corner at East 14th Street and 138th Avenue, and how the
resulting space contributes to the vitality of the streetscape and the
pedestrian environment.

Option B: Mixed-use Residential and Townhomes
Option B (Figures A4.14 and A4.14) results in the highest density of
all studied development options for the Freitas site (while the Palma
Plaza site is configured similar to Option A). The option accommodates most units in rows of townhomes that are arranged around a
central landscaped courtyards. The townhomes are situated away
from East 14th and are located along Bancroft and 138th Avenues,
where they complement the scale of the condominiums across the
street. The shared green space at the center of the site connects to
all surrounding street. The Freitas site has four-story residential over
parking and residential over retail buildings facing East 14th Street
and 138th Avenue. The corner plazas at 136th, 138th and East
14th create a strong community presence for the development
emphasizing the function of the two properties as a district and corridor center. Accommodation of parking for the residential units
located above the retail includes parking lifts that hold two cars in
one parking space. The option incorporates a total of 35 townhomes
and 88 apartments, with 31,500 square feet of retail space and two
parking garages.
Please also refer to the Option B photo simulation (Figure A4.16).
It illustrates how the corner of the property, at East 14th Street and
138th Avenue, can be architecturally emphasized and the streetscape
activated by proper landscaping and retail uses that line the edges of
the plaza.

Development Feasibility Analysis
As part of the Illustrative Opportunity Site Development Studies,
the economics consultants performed various types of research and
analysis in order to test the economic feasibility of these various proposed example development scenarios to make sure that the different
scenarios being considered were developable under current market
conditions and under existing and potential new local and state policies. This feasibility analysis is discussed in the following section.
For all three of the sample opportunity sites, the consultant applied
the findings of the previously described real estate market and demographic research (see Chapter 3), as well as research into recent comparable development projects. The results were used in refining the
residential development programs in light of current market trends.
The consultant also performed a consumer expenditure analysis of
the likely new spending power to be brought in to the corridor by
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Figure A4.13: Palma Sites 16 & 17 (Palma Plaza and Freitas ). Option A: Mixed-Use with Townhomes

East 14th Street South Area
Land Use, Urban Design and
Streetscape Improvement Plan

88 d.u.
117 d.u.

8,000 sq.ft.
29 d.u.

Illustrative Option B
Freitas & Palma Plaza
(sites 16 & 17)

Area Program

Freitas
Land Uses

Retail:
Townhomes:
(2 covered spaces per d.u.)
Residential (apartments):
Total:

60 spaces
84 spaces
144 spaces

Parking

Required
Retail (4000 sq.ft. no pkg. &
4,000 sq.ft. @ 1/333 sq.ft.):
Residential (apartments)
40 1 bdrm @ 1.5 per d.u.:
48 2 bdrm @1.75 per d.u.:
Total :

18 spaces
146 spaces
164 spaces

13,600 sq.ft.
9,900 sq.ft.
23,500 sq.ft.

6 d.u.

12 spaces

Provided
On street:
On site:
Total :

Palma Plaza
Land Use

Townhomes:
(2 covered spaces per d.u.)
Walgreens:
Retail:
Total:

160 feet

54 spaces

11 spaces
65 spaces

Parking

Required
Walgreens (@4/1000 sq.ft.):
Retail(no pkg for 4,000sq.ft.
& 5400sq.ft @ 2/1000sq.ft.):
Total :

80

51 spaces
15 spaces
66 spaces

1"= 80'

N

Community Design + Architecture
Strategic Economics
Fehr & Peers Associates
Urban Advantage

July 8, 2003

40

Provided:
off street:
on street:
Total :

0

City of San Leandro
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the residents of the new infill development projects (see below). The
results of this analysis were then used to help formulate the retail
components of the envisioned mixed-use projects, as well as make
general recommendations with respect to the total amount of new
neighborhood-serving retail space that can be supported, and the
types of goods and services needed in the corridor.
Additionally, both telephone and in-person interviews were conducted with various Bay Area developers regarding the feasibility of the
various development alternatives for each opportunity site.1 Finally,
financial models of the various alternatives for two of the larger sites,
Opportunity Site #7 (the Bellini Foundation Property) and
Opportunity Site # 17 (Freitas Property) were created. The Bellini
and Freitas opportunity sites were chosen over the other sites for this
closer analysis because they are both large enough to accommodate
significant multi-family projects and have a major revitalizing effect
on the corridor. The findings of the various feasibility analyses and
developer interviews are discussed below.

Demand for Retail Services and Goods in the Corridor
Given the weak real estate market for retail space on East 14th and
the desire for mixed-use infill projects along the corridor, an analysis
of the amount of new retail likely to be supported by the new residents of the corridor was performed. The analysis looked at the
range in the amount of new retail square footage feasible given
development at the various densities contemplated for each type of
site, as well as the kinds of retail called for. In particular, the analysis
looked at grocery and restaurant, based on community input regarding desired services on the corridor. It assumes full build out of all
opportunity sites, something that would only be accomplished over
many years, if ever.2
There were 20,489 residents within a 1/4 mile of the Study Area
portion of East 14th Street, according to the 2000 census, with the
potential of adding between 830 and 1,516 new households on the
opportunity sites throughout the corridor, at build out. Given a
projected average household size of two, this could potentially add
1,659 to 3,126 new residents to the corridor, at maximum build
1

"Developer Symposium" held September 30th and October 1st, 2002. Jeff Bennett and
Linda Mandolini of Eden Housing, Denise Pinkston of TMG Group, James Cole of
RCD, Chris Hudson of Panoramic Interests, John Glikbarg and Robert Isackson of
Village Properties, Chuck Keen of Chuck Keen Builders and Mitch Solomon of the
Olson Company were interviewed.
2 The analysis took the various scenarios developed for each of the four exemplary opportunity sites and applied the same range of densities to all of the opportunity sites, on a
percent basis, given the different square footage size of each parcel.
3 Although the average household size in the East 14th Corridor demographic study area
was 2.37 in 2000 (US Census 2000), it is assumed that new households moving into the
corridor will, on average, be smaller than those existing households included in the demographic study area. This is due to the overall smaller size of the multifamily units likely to
be built on the corridor, in comparison to the single family detached homes just off of
the corridor that the majority of neighborhood residents currently occupy.
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out.3
The analysis found that the additional square footage supported by
the new residents is not enough to constitute a new store on its own
(new chain grocery stores are typically 55,000 to 60,000 square feet),
but it augments existing demand for a grocery store in the corridor.
The new demand for restaurants could support from one to five new
restaurants in the corridor, depending on the type and size of restaurant. This number of new restaurants would add significant vitality
to the area and provide a needed service to existing, as well as new,
residents. There is also an indirect benefit from new residential
development coming into the corridor, as new roof tops and new
development activity in general, attracts the attention of other developers, both residential and commercial. This way, the community’s
expressed desire for "higher quality" retail and a grocery store along
East 14th Street will be supported by additional "roof tops."

Residential and Mixed-Use Development Feasibility
Given the limited amount of additional retail demand to be created
by full build out of the plan, and the somewhat weak state of the
current retail real estate market on the corridor, it is recommended
that new retail be limited to larger mixed-use projects that are located in the designated activity nodes. For the smaller sites between
0.1 and 0.5 acres, it is likely to be difficult to find small format
storefront retail that can both survive without the support of surrounding retail uses and is appropriate for the ground floor of a vertical mixed-use project.
Preliminary feasibility analysis of the prototype development plans
for the exemplary small site indicates that all-residential prototypes
are developable as entry level for-sale attached townhomes and condos. The consultants spoke with smaller developers who have
recently completed small for-sale projects in other parts of the bay
area, and who believe that the East 14th corridor is a sufficiently
desirable location for a similar product to succeed. Both the consultants’ research and a mixed response from the developers interviewed suggest that for-profit developers are much more likely to
build for-sale than rental product on the small sites. Furthermore,
sites of less than two acres are not generally of interest to nonprofit
affordable housing developers4, making rental somewhat unlikely.
More in-depth financial pro forma analysis was performed on two of
the exemplary larger opportunity sites, the Bellini Site (Site #7) and
the Freitas Site (Site #17). Multiple scenarios of various combinations of rental senior apartments, two bedroom apartments, family
apartments and for-sale townhomes with different types of parking
schemes and sizes of retail components were thoroughly tested. The
4

Unless there was the possibility of developing several such sites in sufficiently close proximity to one another to share construction staging.
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Figure A4.15: Photo simulation of possible future development on Freitas Site (Site 17). Shown is Option B - 3-story mixed-use,
residential over retail.

Figure A4.16: Photo simulation of possible future development on Freitas Site (Site 17). Shown is Option D - 4-story mixed-use,
residential over retail.

economics and the urban design consultant worked iteratively to identify which aspects of the development programs are most important to
the projects’ over-all feasibility. The various scenarios were also discussed with developers, to further gauge their feasibility. The key
determinate of financial feasibility is whether the value of a building,
once it is built and fully occupied, is sufficient to pay for the develop5

Assumptions about development costs were generated based on costs of comparable projects built by developers in the same general market area, as well as standardized cost estimates. Land costs were based on recent market transaction data. Revenue assumptions
that determine project value were based on rents and sales prices for comparable units in
the San Leandro market and adjacent communities.
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ment costs and a reasonable rate of return to the developer.5
In brief, the feasibility analysis produced the following findings:
1. For-Sale Residential
Entry-level for-sale townhomes on the corridor can produce
a rate of return more than sufficient to attract for-profit
developers. Such projects should be able to contribute subsidy to other affordable rental projects. In general, for-sale
residential development is much more easily financed and
developed than rental residential projects. However, it is
currently unusual to see condominium development at the
densities contemplated in these scenarios and the marketability of such units on the East 14th Corridor in south San
Leandro is questionable at this time. This should change,
however, as the corridor fills in with development and
becomes a more attractive and vital place. Developers are
now starting to build such projects in the South Bay.
2. Rental Residential
The rental market is somewhat weak in comparison with the
cost of land in the corridor. It may take some time for the
market to adjust to where for-profit developers will build
rental projects. However, nonprofit affordable rental projects
are feasible with subsidy. In particular, senior housing is
viable on the corridor with minimal subsidy.
3. Land Costs
The scenarios are quite sensitive to the cost of land. The
cost of land is the major factor making rental housing difficult. If land costs remain the same or decrease with rezoning
from commercial to residential, it will strengthen the feasibility of the rental product types.
4. Parking
One of the most crucial factors affecting site development
feasibility is the amount of parking that the project has to
accommodate. The higher the parking ratio, or number of
parking spaces required per unit, the less space is available
for housing units. Because the overall cost of the land must
be shared among each of the housing units developed, fewer
housing units make the land costs more expensive on a per
unit basis. Requiring more space for cars thus raises the total
cost of development per unit.
The feasibility of each scenario is highly sensitive to the amount of
parking included. If more parking is required than recommended, it
will be difficult to develop any of these projects. For example, one
scenario had the 2-bedroom apartments parked at 1.75 spaces per
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unit, making the project quite difficult to develop given current
expected costs and values. When the ratio was adjusted to 1.5 parking spaces per 2 bedroom unit, the project became significantly more
feasible. Projects are also sensitive to the construction cost of the
space themselves, based on whether the space is in an outdoor surface parking or in some type of enclosed structure.6 It is likely that
the first new residential projects on the Corridor to use podium
parking will require subsidy and will likely be developed by a nonprofit developer.
It should be emphasized that lower parking ratios, which are often
essential for achieving feasible mixed-use developments can also
employ additional measures to support less use of autos and thereby
allow lower parking ratios to be feasible. Such measures include
shared use of parking facilities associated with a given project by land
uses whose peak parking demands occur at different times of the day
(including evenings). If a project is located in close proximity to a
transit stop with good connections to key destinations, this may also
reduce the number of people relying on automobiles for all their
daily trips. Programs such as residential parking permits can also
help to avoid potential impacts from new development on existing
neighborhoods by reserving existing on-street parking for residents of
nearby homes and apartments. Finally, the convenient availability of
vehicles through car-share programs may help to reduce car ownership within a given development. For a full discussion of all alternative parking strategies see Section 4.3.

Affordable Rental Housing
There is currently significant need for affordable rental housing in
San Leandro. The rental housing survey performed by the City in
2002 showed a vacancy rate of only 2.2%. Given the population
growth in San Leandro over the 1990’s and the complete lack of new
multi-family development in the City during that time, the need for
new multi-family housing development is not surprising.
Additionally, despite the over-all significant increase in population in
San Leandro during the 1990s, the population of young adults aged
25 to 34 decreased. A likely contributing factor to this trend is the
lack of appropriate and affordable housing for people in this age
group, namely rental multi-family units.
Furthermore, recent studies have shown that there is a market niche
of people, particularly in the Bay Area, who use transit and choose to
live in close proximity to transit. This research has focused on devel6

The cost of building the parking itself is also an issue. Surface parking is much less
expensive than structured parking to build. When structured parking becomes necessary
to meet parking requirements, the overall cost of the project increases significantly. The
average cost of building a surface parking space is less than $5,000, while the average cost
of ground floor podium space is $15,000. At the same time, however, structured parking
increases the amount of land available for residential building. There is normally a tipping
point in the number of units over which the additional density allowed by structured
parking pays for the extra cost of the parking.
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opment near rail transit, rather than bus corridors. Some developers
believe that AC Transit’s new Bus Rapid Transit (BRT) will be a true
transit opportunity over time.7 San Pablo Avenue is an example of a
street where high percentages of the rental population do not own a
car, relying on the extensive and frequent bus service along the corridor or biking and walking.
Those who want to live in transit-rich locations like East 14th Street
are likely to have lower car ownership rates and thus will be comfortable with parking ratios that are lower than for more suburban locations where high quality transit is not available.

Property Management
San Leandro, like every other city, has a mix of well-maintained
apartment buildings and some poorly managed complexes that can
sometimes become hotspots for crime. It is most likely that any new
apartment construction along East 14th Street in the near future will
be examples of high quality, well-managed projects. This is due to
shifts in the larger economic context since the neglected properties
were built. Many of those poorly maintained rental projects were
built as tax shelters for investors. Once the projects were built there
was little incentive to properly manage or maintain the buildings.
However, over the last several decades, tax laws have changed so that
developers now build apartments for their cash flow and equity
appreciation, rather than for tax purposes. In addition, land values
are now so high in the Bay Area that only projects that can command market rents will be built. Both factors create natural incentives for developers to maintain their properties over time and to
avoid problem tenants as much as possible.

7

Panel of developers interviewed in symposium on October 1, 2002.
Interviewed October 1st, 2002.
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Community Goals in the Context of
Caltrans Goals
East 14th Street is an urban arterial with State Highway designation,
it is therefore important to view General Plan and community goals
in the context of Caltrans’ technical design standards (particularly
the Highway Design Manual) but also what goals and policies the
agency has set for the elements of the transportation network that it
controls and manages.

Director’s Policy
In November of 2001, Jeff Morales, Director of the California
Department of Transportation (Caltrans), published Director’s Policy
#22, entitled "Context Sensitive Design Solutions" (for full policy
document, see Appendix), applicable to "All employees and others
involved in the planning, development, construction maintenance,
and operation of State transportation and support facilities." In summary, the policy emphasizes the importance of solutions that use
"innovative and inclusive approaches that integrate and balance
community aesthetic, historic, and environmental values with transportation safety, maintenance, and performance goals.” It also outlines for all Caltrans employees their share of responsibility in
employing the concept of Context Sensitive Design to their work in
designing, constructing, maintaining, and operating the State transportation system.
The Director’s Policy is directly applicable to East 14th Street based
particularly on the right-of-way’s shortcomings as a main street, its
location at the heart of several neighborhoods, and the fact that the
community has expressed clear goals for improvements of the street
for pedestrians and as an important mixed-use residential and commercial corridor. The project therefore has the potential to become
an example for the implementation of Context Sensitive Design
where the design of the street can support the economic vitality of
the Corridor.

Goals with Respect to Multi-modal
Roadways
Making East 14th Street a street that serves not only vehicular traffic
but also accommodates the needs of transit users, pedestrians and
bicyclists, is an expressed goal of San Leandro’s General Plan and was
emphasized within the goal setting process for this Strategy.
Furthermore, Caltrans policy supports multimodal solutions. In
March of 2001, Caltrans issued the Deputy Directive:
"Accommodating Non-Motorized Travel". The Directive states:
"The Department fully considers the needs of non-motorized travelAppendix 6: Recommended Improvements in the Context of Caltrans Goals and Design Standards | 57
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ers (including pedestrians, bicyclists and persons with disabilities) in
all programming, planning, maintenance, construction, operations
and project development activities and products. This includes
incorporation of the best available standards in all of the
Departments practices. The Department adopts the best practice
concepts in the US DOT Policy Statement on Integrating Bicycling
and Walking into Transportation Infrastructure."
Recently, Caltrans completed the 2025 California Transportation
Plan, which sets broad goals for the transportation system in the
State of California. Each general goal includes several strategies for
implementation, several of which are consistent with goals and
objectives generated for this project. The following are key applicable
goals and strategies from the 2025 California Transportation Plan:

Goal 1 - Enhance Public Safety and Security
■

Consider the safety needs of bicyclists and pedestrians, and
ensure educational programs include components focusing
on bicyclists and pedestrian safety.

Goal 3 - Improve Mobility and Accessibility
■

■

Improve connectivity among all modes to help mobility and
accessibility, and improve balanced use of the system, and
Integrate bicycle and walking facilities into transportation,
design, and circulation plans.

Finally, to quote the Caltrans’ Director’s introduction to the July
2002, Main Streets: Flexibility in Design and Operations booklet:
"Caltrans remains committed to the notion that people live, work
and play in the communities through which our facilities pass. It is
our duty, by recognizing the needs of both non-motorized and
motorized modes of transportation, to assure that living space is good
space in which to live. We are committed to full cooperation with the
citizens and elected officials of those communities to find transportation solutions that meet both our duty to protect the lives and mobility of travelers, as well as making main streets a good place to be."

Design Elements of Proposed
Streetscape Improvements in the
Context of Caltrans’Technical
Standards
Typically design standards are written to satisfy, and exceed by a certain margin, safety, traffic operations (vehicle size, turning radii, etc.)
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and other requirements. But the standards may vary depending on
the given context or local conditions. The existing conditions along
the southern portion of East 14th Street are an example of how negative impacts on the quality of pedestrian, community, and commercial environments can result from a strict application of design standards. However, the concepts of Flexible Highway Design and
Context Sensitive Design recognize the opportunities of existing and
negotiable flexibility (the design exceptions process) already available
within application and interpretation of existing design standards.
The Highway Design Manual and other design standards often give
ranges for dimensions of design elements. However, this flexibility
cannot be fully explored, no change effected, without addressing an
array of potential liability and safety concerns with the approval
agency (Caltrans). The following paragraphs list design elements and
their desired parameters for the redesign of East 14th Street, and
address the relationship to existing Caltrans standards and possibilities for exception and flexibility, based on the consultant team’s experience with Caltrans on other projects.

Travel Lanes
Existing travel lanes on East 14th Street are 12 feet wide (next to
two-way left-turn lane) and 14 feet wide adjacent to parking or the
shoulder, with the former being the general standard for highway
lanes. Several of the cross sections proposed in this plan include 11foot-wide lanes. Based on past experience, it is likely that Caltrans is
willing to consider 11 foot wide travel lanes.

Left-Turn Lanes
Most left-turn movements on East 14th Street south of San Leandro
Boulevard occur out of the 12-foot wide two-way left-turn lane at
the center of the roadway. Where individual left-turn lanes exist
these are typically 12 feet wide. However, examples of 10-foot wide
turn lane exist in many places and are likely to meet Caltrans
approval in the design exception process. Left-turn lanes of this
width are also part of the already approved future improvements to
E14th Street in the County portion of the street south of 150th
Avenue.

Right and Left Roadway Shoulders
Caltrans highway design standards typically require the presence of
an 8-foot wide shoulder to the right of the outside lane (next to the
sidewalk). Caltrans accepts the presence of uses such as a parking
lane within the shoulder space. It is expected that a planning-level
design exception could be obtained that would allow the reduction
of the required shoulder width to 7 feet. This is based on the
assumption that for the relatively short time while a disabled vehicle
would be present in this very urban context, vehicles in the outside
travel lane would be able to safely negotiate around a disabled car.
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Where curb extensions (bulb-outs) are present, the shoulder will be a
minimum of 4 feet wide, as was requested by Caltrans representatives.
In the past, Caltrans has also required a left shoulder, next to the
raised median. However, Caltrans representatives indicated that
impending changes to the Highway Design Manual will define the
left shoulder as a desired but not required roadway feature. The
future improvements to E14th Street south of 150th Avenue also
include an 11-foot lane directly adjacent to a raised median.

On-street Parking
As represented in the cross sections, it is proposed to accommodate
on-street parking in 7-foot wide striped parking lanes. Although the
Highway Design Manual does not give a specific number for the
width of parking spaces along highways, this is typically assumed to
be 8 feet, the width identical to the required right shoulder along
highway facilities. However, Caltrans may grant a design exception
to create 7-foot wide parking spaces. Such 7-foot wide parking
spaces are common throughout urban areas, and therefore, do not
represent a design element that has the potential to confuse drivers
attempting to park their cars. All parking stalls should be striped
with "T"-marks on the pavement. This will aid drivers in adhering
to the allocated width of the space.

Narrow Medians at Turn Pockets
The width of the proposed narrow medians adjacent to turn pockets
is informed by the desire for safer pedestrian and bicycle crossings. It
is accepted best practice to provide refuges for pedestrians and bicyclist who cannot cross the roadway within the length of one signal
cycle, that range between a minimum of 6 feet to a desirable 8 feet
or wider. The second reason for the selection of 8-foot narrow medians as the standard is the potential for the planting of large canopy
trees in such medians in order to provide a visually continuous, treelined median. Examples of trees in narrower medians do exist on
California State Highways and the Metro Regional Services regional
roadway design manual, "Making Livable Streets," has several urban
roadway design concepts, for contexts similar to East 14th Street in
San Leandro, which include 8-foot wide medians with large canopy
trees.
Current Caltrans standards allow the planting of trees with trunk
diameter of more than 4 inches in raised medians at a distance of six
feet between edge of median curb. It is anticipated that, based on
the many precedents of 12-foot wide tree-planted medians, Caltrans
would also approve this feature on East 14th Street. Indeed this has
already occurred for the future improvements south of 150th
Avenue.
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The proposed 8-foot wide medians along left-turn lanes, however,
could not, according to Caltrans standards, be planted with large
canopy trees. However, changes to this standard in the future are
conceivable. At the time of the writing of this deveopment strategy,
Caltrans is allowing three Peninsula Cities (Palo Alto, Menlo Park,
and Redwood City) to move ahead with plans for planting large
canopy trees in medians as narrow as 4 feet. The cities were given
approval for their plans as part of a pilot project and it is unclear
whether Caltrans will extend approval of similar projects to other
municipalities in the future. It can be stated, however, that 8-foot
wide medians will have better chances to be included in future new
Caltrans standards on this subject than 4 or 5-foot wide medians as
these pose additional problems from a horticultural perspective since
they severely limit the planting space for larger trees and could result
in pavement damage from roots.

Sidewalks
The existing 9 to 10-foot wide sidewalks on East 14th Street, while
slightly wider than on some arterials, are by today’s standards for
multi-modal and pedestrian-friendly environments insufficient to
support a higher level of pedestrian activities. Wider sidewalks are a
basis for achieving improved access to transit, neighborhoods, and
businesses.
Sidewalks are typically thought of as one uniform space, but similar
to the entire street right-of-way, sidewalks serve different functions.
There are guidelines that recommend widths to service these different functions. There are four zones that exist within the width of a
sidewalk:
■

■

■

■

The Edge Zone is the interface between the roadway and the
sidewalk. It should range from 0.5 to 1.5 feet in width to
provide for the curb and a clear area for the door swing of
parked cars.
The Furnishing Zone is the area that accommodates landscaping, parking meters, street furniture and combines with
the edge zone to provide room for transit stops. The dimension of this zone varies depending upon the presence of parking and the speed of adjacent traffic. For a street like East
14th Street, where parking exists this zone should be at least
4.5 feet wide.
The Throughway Zone is where pedestrians move along the
street. For disabled access it is desired that this zone be a
minimum of 5 feet wide, and in areas with more pedestrian
activity it should be widened. For example, four people
walking next to each other should have at least an 8-foot
wide zone.
The Frontage Zone is the part of the sidewalk next to the
property line of adjacent development. In locations where
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Figure A6.1:The range of pedestrian activities supported by a given sidewalk depends on the overall sidewalk width and that of
its different zones.

buildings come up to the street this zone should be at least
1.5 feet wide to allow some separation between walking
pedestrians and the building and for window shopping.
Where outdoor seating is desired this area should be at least
4 feet wide.
Figure A6.1 illustrates how the dimension for each of the sidewalk
zones can be put together to serve the range of activities expected
along the Corridor’s sidewalks. It is clear that a 10-foot wide sidewalk is the minimum condition for pedestrian access to shops, services and transit, and the overall experience of a pedestrian traveling
along the street. A 13.5-foot width clearly is a desirable minimum
and can actually be achieved in parts of the corridor south of 135th
Avenue. For the area north of Blossom Way, it is recommended that
the City of San Leandro change its zoning ordinance to include a
requirement for a 4-foot sidewalk easement setback, which would
over time and as redevelopment occurs increase the effective sidewalk width from 9 feet to 13 feet.
In the parts of the Corridor where commercial uses do not front the
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street, such as the McKinley District and in parts of the transition
zone, the sidewalk area can be distributed between a 6 to 8 foot sidewalks and additional landscaping on the private property side and/or
the furnishings zone.

Curb Extensions/Corner Bulb-outs
Curb extensions (a.k.a. bulb-outs) are extensions of the sidewalk into
the parking lane (see Figure A6.2 and A6.3). They are typically
installed at street corners or in mid-block locations at T-intersections
where crosswalks reach across the street. Curb extensions shorten the
pedestrian crossing distance, visually narrowing the paved roadway
and separate parking from travel lanes. Bulb-outs can be designed to
either extend into the side street, the major street (East 14th Street),
or both. It is proposed to use 5-foot wide curb extensions at all
intersections along East 14th Street, where this is feasible. In addition they should be used at the end of crosswalks at T-intersection
locations opposite from the intersecting side street. The final determination of where curb extensions are feasible will have to be made
during the later detailed design of specific improvements.

“Half corner”

Considerations involved in this determination include:
■

■

■

■

■

Need in some locations to accommodate right turn movements out of parking lane on East 14th Street;
Need in some locations to accommodate truck turning
movements;
Side-street width, and need to accommodate right or leftturn lanes on side streets;
The angle at which the side street intersects with East 14th
Street (this is a particular issue north of Blossom Way where
side streets intersect East 14th Street at an acute angle, which
makes it more challenging to accommodate curb extensions
at all corners, and
The presence of access points, such as driveways.

In most cases, curb extensions would not eliminate existing parking
on East 14th Street. There may, however, be particular cases where a
longer curb extension is desirable, such as at bus stop locations south
of 135th Street, where a few parking spaces could be removed.
While the current Highway Design Manual does not provide for
curb extensions, agency representatives have indicated that the proposed 5-foot curb extensions could be approved during the design
exception process. In fact, 4-foot deep curb extension have already
been approved for the reconfiguration of East 14th Street south of
150th Avenue.

“Full corner”

at T-intersections

Figure A6.2: Pedestrian bulb-outs

Curb Radii
The radii of curbs at street intersections are important for vehicles,
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Wider turning radius increases
crossing distance

Distance can be
shortened if
bulbout installed

20' min.
parking
setback

Figure A6.4: Larger curb radii increase pedestrian crossing distances.

Figure A6.3: Parking setback for sight
distance. Diagram also illustrates how
bulb-out would increase pedestrian’s
visibility.

as well as pedestrians and bicyclists. While the turning movements of
trucks, buses, etc. need to be taken into account they need not be
universally applied along the whole length of the East 14th Street
Corridor, as 30 foot and larger radii can encourage drivers to take
turns too quickly. Large radii also greatly increase pedestrian crossing
distances at intersections (see Figure A6.4). The general goal for
curbs radii along East 14th Street should be 15 to 20 feet where this
is feasible. From Estabrook north, the skewed nature of the intersections has an effect on the minimum radii that can be safely achieved.
As with curb extensions, decisions about curb radii will be made
during the final design of the improvements. Applicable truck turning requirements will have to be taken into account in locations
where truck routes intersect with East 14th Street. In addition, the
presence of curb extensions will inform the dimension of a given
turn radius, as will the need for right turn movements out of the
parking lane, at corners with no curb extensions. Caltrans will
review the curb radii as part of their approvals process for detailed
and final designs for future improvements.

Design Speed and Speed Management
Elements
Design standards for many of the elements of a street are linked to
the ‘design speed’ for the street. Elements affected by design speed
considerations include: lane widths, lateral shifts in lanes as one
moves along the street, additions of or dropping of lanes and sight
distances and clearances that affect tree planting near intersections.
There is also a correlation between the design speed and the actual
speed that drivers will decide to drive. A driver may choose a speed
higher than the posted speed as long as this is perceived as being safe
based on the provided lane width, clearances and other roadway elements. On the other end, drivers will observe the speed limit if they
"sense" that a lower speed is appropriate for safe driving. Therefore,
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there is a direct relationship between the goal of changing the general character of the East 14th Street into a multi-modal, livable street
and the design speed that is used to design elements of the street.
This discussion is particularly applicable to East 14th Street north of
135th Avenue, where the street was likely designed to speeds significantly higher than the posted speeds along the street (35 mph). For
this reason, it is proposed to set the design speed for the redesign of
East 14th Street at 25 mph between Maud and San Leandro
Boulevard and to 30 mph for the area south of San Leandro
Boulevard. This will allow for some design elements in the area
south of San Leandro Boulevard to act as speed management features that help to reinforce lower actual speeds on the street. The
desirable visual and physical narrowing of the street will occur
through the use of somewhat narrower travel lanes, and curb extensions and the introduction of a raised, tree-lined median. These
aspects of a narrowing of the street will be enhanced by slight horizontal shifts in the roadway alignment near intersections where travel lanes will shift toward the sidewalk and into the parking lane in
order to accommodate the proposed 8-foot wide pedestrian refuge at
the median, as well as by the addition of more frequent and more
pronounced pedestrian crossing treatments.
Particular standards apply to horizontal roadway shifts, these are
addressed in the following two paragraphs.

Lane Transition Formula
A reduction in number of lanes occurs within the relocated transition zone between 135th Avenue and San Leandro Boulevard
in the northbound direction where vehicles have to merge from
the tapering lane into the continuing lane to their left. The transition requires a roadway taper by the width of one 13-foot travel lane. As per Caltrans standards, the formula used for calculation of the necessary taper length is 2/3 * WV (W=width of
transition and V=design speed). For instance: at a design speed
of 25 mph, the transition length for reducing the roadway width
by 13 feet will be 216 feet.

Horizontal Alignment Formula
Lane reductions are addressed with conservative standards
because they involve merging maneuvers. This is not the case
where a lane is added or where lanes just shift horizontal alignment within the roadway as it is proposed to occur near intersections to accommodate the 8-foot wide pedestrian refuge. It is
proposed to use WV2/150 as the formula to calculate the length
needed for these horizontal lane shifts. For example: a horizontal
shift by 8 feet would occur over a distance of 48 feet at 30 mph,
but would require an increase in 65 feet at 35 mph; a 35%
increase in distance for a 15% increase in speed.
The occurrence of this type of lane shift in locations throughout
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the corridor (see Figure A6.5) will contribute
to a driving environment that is less conducive to speeding and therefore help to even
out travel speeds throughout the corridor,
particularly if combined the visual and physical narrowing of the roadway described
above.
It should be pointed out that several of the
changes proposed for the redesign of East
14th Street (median, wider sidewalks, curb
extensions) have been approved by Caltrans
for implementation in the portion of East
14th Street south of 150th Avenue (in the
unincorporated Alameda County section of
the street).

Figure A6.5: Example of lane shifts and possible parking
accommodation along turn lanes south of San Leandro
Boulevard.
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Street Cross Sections
East 14th Street South of 135th Avenue

Option 2:
w/ 18’ Median & 10’
Sidewalks
• Replace two-way left-turn lane
with 18’ wide, tree-lined median.
• Maintain existing sidewalk width
of 10’.
• Establish a 4’-wide setback
for additional sidewalk
width provided by future
development.
*

*

*

4' setback for additional widths provided by future development (easement on private property)

Option 2
at Turn Lane

BULB-OUT

• Build 8’ wide median
refuges at crosswalks
• Build corner bulb-outs at
crosswalks to shorten pedestrian crossing distance at
intersections.
• 18’ wide median accommodates 10’ turn lane and
8’ refuge, no loss of
parking near intersections.

BULB-OUT

*

*

*

4' setback for additional widths provided by future development(easement on private property)

Existing
South of
135th Ave.
Pros:
• Pedestrian safefty improved through
introduction of pedestrian refuges;
• Crossing distances reduced by corner
bulb-outs;
• Improved safety through greater
separation between north and southbound traffic and greater regulation of
left-turn movements;
• Beautification through Landscaping;
• Less costly than Option 1.

Cons:
• Median imposes some limits on;
accessibility of individual properties;
• Range of pedestrian/business
activities limited by sidewalkwidth;
• Minimum bicycle accommodation.

East 14th Street South Area Development Strategy
Consultant Team: Community Design + Architecture Fehr & Peers Associates Strategic Economics and Urban Advantage

February 19, 2003

Appendix 7: Alternative Street Cross-Section for South of 135th Avenue | 69

A

ppendix 8: Site Specific
Design Solutions for
‘Storm Block’ and ‘Eden
Center’

East 14th Street South Area Development Strategy

Site Specific Design Solutions
Because of their unique character and importance to the International and
Cultural District of the East 14th Street Corridor, this section illustrates
schematic designs the following two areas:
■
■

Storm Block between 143rd and 144th Avenues, and
Eden Center Center between 146th and 148th Avenues

Storm Block
The current layout (see Figure A8.1) of the access lane and parking area at
the heavily frequented Storm Block between 143rd and 144th Avenues is
impeding direct pedestrian traffic flow along East 14th Street and compels
north and southbound pedestrians to discontinue direct travel along East
14th Street and instead use a sidewalk located on private property alongside
the buildings that are set back along this block or walk down the parking
aisle.. The path of travel between pedestrian crossings at either end of the
block and the sidewalk is poorly defined and stretches across both access
lane and parking area. What would be the straight continuation between
existing sidewalks to the south and north of the Storm Block is a three-foot
wide raised planting area between East 14th Street’s on-street parking and
the first of two rows of 45 degree angled parking.
The vehicular circulation patterns at the access points to and within the
parking area have been observed to cause backups and unsafe driving.
Particularly the multiple access points at the northern end of the block,
where access off East 14th Street is allowed out of the westbound left-turn
lane as well as out of the southbound travel lane, causes concerns for driver
and pedestrian safety. In addition, eastbound vehicles on 143rd Avenue may
enter the parking are through a driveway located on this street.
The recommended future layout for this block of East 14th Street is illustrated in Figures A8.2 and A8.3 as well as in the photo simulation of Figures
A8.4 and A8.5. It proposes to eliminate movements into the parking area
out of the westbound left-turn lane on East 14th Street. It also creates a
public sidewalk in straight continuation of existing sidewalks to the north
and south, widens the private walk along businesses, and defines clear paths
of travel for vehicular traffic and pedestrian traffic flows coming from adjacent sidewalks and from on-street parking along East 14th Street. The
reconfiguration and creation of an ADA-accessible, public sidewalk is a critical component of the proposed layout and justifies the loss of some parking
stalls (14 in total) that occur as a result of the reconfiguration of the parking
area from two rows of 45 degree angled parking to one row of angled parking with parallel parking along the public sidewalk. It is recommended that
the improvements that will result in the loss of parking stalls be scheduled in
conjunction with future municipal parking lot facilities in the general are.
Such facilities are one of several measures under consideration by the City to
address parking demands as they arise from re-development of the East 14th
Street Corridor.
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Figure A8.1: Existing cross section of East 14th Stret at the Storm Block.
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Figure A8.2: Proposed cross section of East 14th Street at the Storm Block.
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Figure A8.3:
Proposed Circulation and
Streetscape Improvements at
Storm Block
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Figure A8.4: Existing conditions at the 143rd Avenue intersection south of the Storm Block.

Figure A8.5: Photo simulation of proposed crosswalk and streetscape improvements for the area.
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Eden Center
Similarities and differences exist between the conditions at the Eden Center
(see Figure A8.6) and those of the Storm Block discussed above. Among the
similarities in existing conditions are the lack of continuation of the public
sidewalk, the undefined pedestrian path of travel and the focus of the existing layout on accommodation of the automobile. Differences exist in the circulation and access pattern, the arrangement of parking in a single row of 45
degree angled parking, and the fact that the sidewalk along businesses
between 146th and 148th Avenues is located within the public right-of-way,
which is 130 feet wide. Also, it should be noted that the parking and access
lane area is raised by six inches relative to the roadway level of East 14th
Street, thus making flush the surface of the tree planting area that separates
on-street parking on East 14th Street and the surrounding parking area in
front of the businesses. Overall, the shortcomings of this area are somewhat
less pronounced than those of the Storm Block. However, the lack of a continuation of the public sidewalk and the unclear pedestrian and vehicular
paths of travel at the northern and southern access points justify the reconfiguration of the area. in particular, the very wide and unstriped paved areas
at the northern and southern access points create a situation of ambiguity for
pedestrians and drivers.
Figures A8.7 and A8.8 illustrate the recommended future layout for this
block. The parking is reconfigured to two rows of parallel parking along the
sidewalk in front of the business and along a new, ADA accessible sidewalk
along East 14th Street. Access points and paths of travel in and out of the
parking area have been clearly defined for pedestrians and drivers alike. This
is largely achieved through the consistent use of curb extensions and the clear
connection to new, realigned and existing crosswalks in the area. In addition,
the northern exit no longer connects to 146th Avenue and instead requires
cars to exit onto northbound East 14th Street. Contrary to the reconfiguration of the Storm Block, the proposed reconfiguration of parking here creates
a net addition of one parking stall.
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Figure A8.6: Existing cross section of East 14th Street at Eden Center.
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Figure A8.7: Proposed cross section for East 14th Street at Eden Center.
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Crosswalk Safety Research
Of all road users, pedestrians are at highest risk because they are the
least protected. National statistics indicate that pedestrians represent
14% of all traffic incident fatalities while walking accounts for only
3% of total travel trips. According to a recent analysis of pedestrian
crash types, pedestrian collisions occur most often when a pedestrian
is attempting to cross the street at an intersection or mid-block location.
Several major studies of pedestrian collision rates at marked and
unmarked crosswalks have been conducted. In 2002, the Federal
Highway Administration (FHWA) published a comprehensive report
on the relative safety of marked and unmarked crossings (Zegeer,
Charles V., Stewart, J. Richard, and Huang, Herman, “Safety Effects
of Marked vs. Unmarked Crosswalks at Uncontrolled Locations:
Executive Summary and Recommended Guidelines,” University of
North Carolina Highway Safety Research Center for Federal
Highway Administration, February 2002). Engineering departments
are rightfully cautious about the installation of marked crosswalks,
because most pedestrian-related accidents occur while people are
crossing streets.
Well-marked pedestrian crossings accomplish dual goals. They prepare drivers for the likelihood of encountering a pedestrian, and they
create an atmosphere of walkability and accessibility for pedestrians.
In California, it is legal for pedestrians to cross any street, except at
unmarked locations between immediately adjacent signalized crossings or where crossing is expressly prohibited. Marked crossings reinforce the location and legitimacy of a crossing.
Function of Crosswalks:
■

■
■

Creating reasonable expectations where pedestrians may cross
a roadway
Predictability of pedestrian actions and movement
Channelization of pedestrians to designated crossing locations

Advantages of marked crosswalks are that:
■

■
■

They help pedestrians find their way across complex intersections
They designate the shortest path
They direct pedestrians to locations of best sight distance

In pedestrian-friendly areas, crossing locations are treated as essential
links in the pedestrian network. At locations between signalized
intersections, pedestrians cannot cross legally without a marked
crosswalk. When there are pedestrian generators in these locations,
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planners and engineers in pedestrian-friendly environments recognize the need to create safe, convenient crossing opportunities.
Without crosswalks, especially at mid-block locations, pedestrians
face the following two choices: detour to a controlled crossing location or jaywalk.
Many cities are rightfully reluctant to install marked crosswalks at
uncontrolled locations, because of a concern about creating a "false
sense of security" resulting in higher collision rates for pedestrians.
This is based largely on a study by the City of San Diego in 1970
found that a higher rate of collisions involving pedestrians occurred
at uncontrolled locations with marked crosswalks. However, the
City of San Diego study, which was widely used by many other cities
as a rationale for removing marked crosswalks at uncontrolled locations, fails to differentiate between different types of streets and
crossing locations. The 2002 FHWA study, described below, however, differentiated between streets with varying traffic volumes, number of travel lanes, and also evaluated collision rates with and without raised medians.
The 2002 FHWA study of pedestrian collisions at marked and
unmarked crosswalks is widely recognized as the best resource for
determining appropriate locations for marked crosswalks at uncontrolled locations. Very few California cities have crosswalk installation warrants or formal policy. The following California cities used
the 2002 study, as well as its early incarnation in 1999, to guide
their crosswalk installation policy:
■
■
■
■
■

Palo Alto
Walnut Creek
San Luis Obispo
San Jose
Sacramento

This study was used to assess the feasibility and appropriateness of
suggestions for additional crosswalks because it is based on an extensive examination of motor vehicle/pedestrian collision rates at a large
number of crossing locations not limited by roadway characteristics
in four different cities. It also is thorough--the collision rates were
broken down by roadway characteristics (two-lane and multi-lane
roads with various speeds and traffic volumes) in order to give the
clearest picture of pedestrian safety at each type of location.
The authors of the study note that:
"When considering marked crosswalks at uncontrolled locations,
the question should not simply be: ‘Should I provide a marked
crosswalk or not?’ Instead, the question should be: ‘Is this an appropriate tool for getting pedestrians across the street?’ Regardless of
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whether marked crosswalks are used, there remains the fundamental obligation to get pedestrians safely across the street."

FHWA Study Summary (2002)
Study Objective:
■
To compare pedestrian crash occurrence at marked versus
unmarked crosswalks at uncontrolled intersections throughout the U.S.
Data:
■
1,000 marked and 1,000 unmarked crossings; no school
crossings; mid-block locations were included.
■
Crash history (5 years), pedestrian volumes, traffic volumes,
number of lanes, speed limit; 229 pedestrian collisions in the
sample.
Key findings
■
Two-lane roads: No significant difference between marked
and unmarked crosswalks
■
Multi-lane road with ADT below 12,000: No significant difference between marked and unmarked crosswalks
■
Multi-lane road with ADT above 12,000 and no raised
median: Marked crosswalks had significantly higher pedestrian crash rates than unmarked crosswalks.
■
Multi-lane road with ADT above 15,000 and with raised
median: Marked crosswalks had significantly higher pedestrian crash rates than unmarked crosswalks.
■
Variables having no effect: Area type, mid-block versus intersection, speed limit, one-way versus two-way, crosswalk condition and marking pattern
■
Multiple threat crashes: 17.6 percent of the crashes in
marked crosswalks were multiple threat crashes (i.e. one
vehicle stops for the pedestrian but the driver in the adjacent
lane does not see the pedestrian). None occurred in
unmarked crosswalks.
The complete table (see following page) contains guidance on the
relative safety of marked crosswalks at uncontrolled locations, based
on the findings of the 2002 study.
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Table 1. 2002 FHWA recommendations for considering marked crosswalks and other
needed pedestrian improvements at uncontrolled locations. a
_ 9,000 ADT
<
_ 30
<
mph

35
mph

_ 40
>
mph
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_ 12,000 to
<
_ 30
<
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35
mph
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<
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<
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35
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>
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_ 30
<
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35
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>
b
mph

2 lanes

3 lanes

++4 lanes, c
raised median
++4 lanes,
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Key
Candidate sites for marked crosswalks. Marked crosswalks must be installed carefully and
selectively. Before installing new marked crosswalks, an engineering study is needed to determine
whether the location is suitable for a marked crosswalk. For an engineering study, a site review
may be sufficient at some locations, while a more in-depth study of pedestrian volume, vehicle
speed, sight distance, vehicle mix, etc. may be needed at other sites. It is recommended that a
minimum of 20 pedestrian crossings per peak hour (or 15 or more elderly and/or child pedestrians)
exist at a location before placing a high priority on the installation of a marked crosswalk alone.
Probable candidate sites for marked crosswalks. Potential increase in pedestrian crash risk may
occur if marked crosswalks are added without other pedestrian facility enhancements. These
locations should be closely monitored and may be considered for enhancements as feasible.
Marked crosswalks alone are insufficient, since pedestrian crash risk may be increased due to
providing marked crosswalks alone. Consider using other treatments, such as traffic-calming
treatments, traffic signals with pedestrian signals where warranted, or other substantial crossing
improvement to improve crossing safety for pedestrians.
a. These guidelines include intersection and midblock locations with no traffic signals or stop signs on the
approach to the crossing. They do not apply to school crossings. A two-way center turn lane is not
considered a median. Crosswalks should not be installed at locations that could present an increased
safety risk to pedestrians, such as where there is poor sight distance, complex or confusing designs, a
substantial volume of heavy trucks, or other dangers, without first providing adequate design features
and/or traffic control devices. Adding crosswalks alone will not make crossings safer, nor will they
necessarily result in more vehicles stopping for pedestrians. Whether or not marked crosswalks are
installed, it is important to consider other pedestrian facility enhancements (e.g., raised median, traffic
signal, roadway narrowing, enhanced overhead lighting, traffic-calming measures, curb extensions), as
needed, to improve the safety of the crossing. These are general recommendations; good engineering
judgment should be used in individual cases for deciding where to install crosswalks.
b. Where the posted speed limit or 85th percentile speed exceeds 40 mph, marked crosswalks alone
should not be used at uncontrolled locations.
c. The raised median or refuge island must be at least 4 ft. (1.2 m) wide and 6 ft. (1.8 m) long to
adequately serve as a refuge area for pedestrians.
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Proposed Bus Rapid Transit Service
AC Transit is currently considering improvements to transit service
in the corridor in the form of a Bus Rapid Transit (BRT) line on
East 14th Street (the new buses are shown in Figure A10.1). AC
Transit proposes that, within the three-lane segment of East 14th
Street north of 135th Avenue, buses would share lanes with motor
vehicle traffic. The introduction of dedicated lanes is infeasible in
light of the limited available right-of-way. In the area south of 135th
Avenue, however, the agency prefers the incorporation of a dedicated
busway at the center of East 14th Street. (Figure A10.2 shows a preliminary cross section provided by AC Transit.) This busway dedicated for the use of BRT buses (and potentially local busses) only, if
implemented, would require the conversion of two travel lanes to
“bus only” lanes, with stations located about every mile (for BRT
stops) or regular stops spaced at similar distances as today’s bus
stops.

Figure A10.1: AC Transit Bus Rapid
Transit (BRT) Bus

In addition to providing improved travel times and service for transit
riders, a key element of BRT is the potential to facilitate transit-oriented development that often results from transit systems, such as
light-rail, that offer a measure of permanence that conventional bus
lines do not offer. The 2000 General Plan supports considering
street design changes to accommodate BRT, but not necessarily the
introduction of dedicated lanes.

Figure A10.2: Preliminary AC Transit cross-sections for the 5-lane section of East 14th Street in the project
area.
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Potential Impact of Lane Reduction on
Traffic Circulation
AC Transit will prepare an environmental document that includes a
detailed analysis of the potential impacts to motor vehicle circulation
resulting from any lane reduction, as well as impacts to parking supply, resulting from BRT. The agency has just begun its public process
with a scoping session that was held in San Leandro in June 2003.
At the beginning of the planning process for the East 14th Street
Development Strategy, the consultants were asked to inform the
Advisory Committee and the public about the potential benefits of
and issues with the proposed BRT service. It should be noted that
the consultants’ comments are solely based on the preliminary information provided by AC Transit at the time of the writing of this
document.
Based on existing information about traffic volumes and level-ofservice at two critical intersections within the Corridor, Fehr & Peers
conducted a SYNCHRO analysis of the impacts of removing one
lane in each direction at each of the two study intersections within
the Corridor during the AM and PM peak hours (see intersection
diagrams in Figure A10.3):
■

■

■

At East 14th Street / Hesperian Boulevard, no significant
impacts would result, as level of service would not be
impacted by the lane reduction; and,
At East 14th Street / San Leandro Boulevard, a significant
impact could result. According to this analysis, LOS would
be acceptable during the AM peak hour (LOS of C), but
would deteriorate to an unacceptable level (LOS of F) during
the PM peak hour. At this intersection, site-specific improvements would need to be considered. This could include the
consideration of a multi-lane roundabout, which has the
potential to mitigate impacts at this location. However, further study would be needed for a more detailed determination. Alternatively it could be considered to route busses
through the San Leandro Boulevard intersection in mixed
traffic flow and only begin BRT operation in a dedicated
busway just south of the intersection.
Parking would be affected by the introduction of a dedicated
busway, but at this point AC Transit has not yet produced
firm figures as to how much on-street parking would actually
be eliminated along the Corridor.

In general, this preliminary analysis suggests that BRT could potentially be accommodated without significant impacts, provided that
site-specific design solutions are investigated at key intersections. It
should be emphasized that the above findings are based on the
assumption that the two intersections for which data were available
are representative of the “worst-case-scenario” as far as traffic vol92 | Appendix 10: Bus Rapid Transit (BRT) Discussion
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umes and intersection operation are concerned. It is further
premised that local AC Transit busses would also travel within the
busway as opposed to the remaining travel lanes.
EXISTING LANE CONFIGURATION:
23 East 14th Street & San Leandro Blvd.

24

East 14th Street & Hesperian Blvd.
13 (11)
185 (165)
75 (177)
Hesperian Blvd.

San Leandro

142 (331)
121 (272)
0 (2)

66 (111)
267 (563)

LOS= B (C)

LOS= B (C)

WITH REMOVAL OF ONE LANE IN EACH DIRECTION:
23 East 14th Street & San Leandro Blvd.

24

East 14th Street & Hesperian Blvd.
13 (11)
185 (165)
75 (177)
Hesperian Blvd.

San Leandro

142 (331)
121 (272)
0 (2)

66 (111)
267 (563)

LOS= B (C)

LOS= C (F)

LEGEND:
Traffic Signal

AM (PM) Delay and LOS

Figure A10.3: Level of Service (LOS) diagrams for lane reductions.

Alternative Design Solution for Introduction
of a Busway at the Center of East 14th
Street
Community Design + Architecture used the initial cross sections
provided by AC Transit to develop a cross section alternative that
combines the dedicated busway with two narrow, tree-lined medians
on either side of it (see Figure A10.1-4 and the photo simulation in
Figure A10.5). Figure A10.6 shows an example of a similar approach
that was implemented in Vancouver, British Columbia.
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Current Caltrans standards do not allow for the planting of large
trees in 6-foot medians as is shown. As the benefits of the illustrated
design alternative critically hinges on the planting of trees along the
busway, it is therefore critical to ascertain that their planting would
be granted by Caltrans while the alternative or any similar proposal
by AC Transit is considered in the future. It should also be noted
that while the introduction of a dedicated busway appears to be in
direct conflict with the raised, tree-lined median south of 135th
Avenue (alternative preferred by the community), it may be worthwhile exploring with AC Transit to build a median as proposed and
to operate BRT in a shared lane or in dedicated lanes on either side
of the median. The latter would obviously still result in the loss of
two travel lanes and require either buses with doors on both sides or
a special configuration of median and bus stop that would allow
buses to shift so that the platform is located to the right of the bus.

10'-6"

10'-6"

*

*

#

#

* 4' setback for additional widths provided by future development(easement on private property)
METRIC EQUIVALENTS OF SHOWN DIMENSIONS ADD UP TO EXISTING R.O.W. WIDTH. THE TOTAL IN FEET MAY EXCEED 100 FEET

Figure A10.4: Modified cross-section with dedicated busway and planted medians.

SAAC and Community Concerns about the
Introduction of a
Dedicated Busway for BRT Service
Throughout the South Area Strategy effort, AC Transit has frequently updated the SAAC and upon each occasion emphasized that plans
for the exact geometry of how BRT would be accommodated within
the street are still flexible and depend on further traffic analysis.
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Figure A10.5: Photo Simulation of a possible BRT Stop at 143rd Avenue (based on the modified cross-section
shown in A2.4).

Figure A10.6: Tree-lined dedicated busway in Vancouver, British Columbia.

However, on several occasions SAAC members emphasized their
concerns over the incorporation of dedicated bus lanes or a dedicated busway into the East 14th Street right-of-way south of 135th
Avenue. In addition, the SAAC has expressed its strong preference
for a design of the street that establishes a new tree-lined, raised center median south of 135th Avenue as illustrated in cross section
Option 1 for this area (the SAAC’s preferred alternative).
Following is a list of key concerns about the introduction of BRT
service in dedicated lanes on East 14th Street. The list also includes
key community comments from the San Leandro scoping meeting
for the project conducted by AC Transit in the summer of 2003.
Concerns were expressed with regard to:
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The safety aspects of median stations and platforms;
The ability of the street and its intersections to operate under
current and future traffic volumes once dedicated lanes are
instituted;
The impact on bicycle traffic on East14th Street (although
no formal bike lanes exist);
The restriction of left turns by the presence of a busway will
further limit mobility, given the long blocks along East 14th
Street (although additional left turn lanes could be included
in the design);
The potential impacts from noise and other disruptions during construction of the system;
The use of diesel buses and its potential impact on public
health (although diesel buses are as clean as compressed natural gas buses);
The impact on Bancroft Avenue land uses and traffic due to
diversion of vehicular traffic from East 14th Street onto
Bancroft Avenue;
The possible duplication of transit services currently provided by the BART system;
Possible impacts on emergency vehicle access; and,
The loss of parking.

