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Stephen H. KaiserStephen H. Kaiser
191 Hamilton St.191 Hamilton St.

Cambridge Mass. 02139Cambridge Mass. 02139

         To :   Secretary Mathew Beaton, Executive Office of Energy and Environmental Affairs  
                    Attention : Page Czepiga, MEPA Unit

          From :     Stephen H. Kaiser    

                            Kendall Square Urban Renewal, Amendment #10Kendall Square Urban Renewal, Amendment #10  
Notice of Project Change EEA No. 1891Notice of Project Change EEA No. 1891

The original EIR for the Kendall Square EIR of the Cambridge Redevelopment 

Authority was submitted in 1977.  The current amendment significantly expands 

development within the MXD zoning district, with one million s.f. additional construction 

proposed at Kendall Square by the Authority, working in combination with its designated 

developer, Boston Properties. 

In addition, numerous other development are either currently under construction or 

are proposed for sites within or near Kendall Square.  These include :

      (1)   Expansion of the Education First office campus at North Point, including an EIR 

for  Building #3 adjacent to the Gilmore Bridge.

      (2)   Additional mixed use buildings in the designated North Point area bordering on     

Boston and Cambridge, and adjacent to the MBTA commuter rail yards. 

      (3)   Additional buildings in the Binney Street by the Alexandria Company.  

      (4)   The MIT plan for 1.2 million s.f. of new construction near Kendall Square.

      (5)   The CRA proposal for 1 million s.f. of new buildings at Kendall Square.

      (6)   The public-private partnership plan for the Volpe site, with a total of 3.4 million 

square feet of development.
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The total development proposed in the area could amount to about ten million square 

feet, or the equivalent of eight Prudential towers.  It is perfectly legitimate to ask of the 

developers and planners : how will people get to and from these new buildings?  The 

question becomes one of availability of basic infrastructure, and the element of 

infrastructure seemingly most unresolved is transportation -- and in particular transit 

oriented development or TOD.  Prior to the winter of 2015, TOD was primarily an 

advertising buzzword for indicated proximity to transit.  

Since the winter collapse of the MBTA, the practical aspects of TOD have risen to the 

forefront.  How can the MBTA provide everyday service to urban areas already limited by 

traffic congestion and parking?  How can transit service once again be seen as more 

reliable that road travel during winter storms?  The proposed EIR at Kendall Square 

provides the ideal opportunity to investigate these questions in a thoughtful, rational, and 

imaginative manner.      

  

The proponent has requested to submit a single EIR pursuant to MEPA regulations  

301 CMR 11.06(8), rather than a draft and final EIR as is normally applicable under MEPA.  

The requirements under MEPA regulations to allow a single EIR are contained in 310 CMR 

11.06(8) (a), (b) and (c). A decision by the Secretary in favor of a single EIR is enhanced if 

there is a lack of controversy about the proposal, and there is adequate existing 

infrastructure to service the proposed project. 

The request before the Secretary is to accept the Notice of Project Change document 

as equivalent to a Draft EIR, with the single EIR being equivalent to a final EIR.  The primary 

technical issue before us is outlining the scope for such an EIR and how the resulting 

document can be most useful within and outside the MEPA process. 

The traffic analysis (including the 1100 pages of traffic calculations contained in the 

CD-ROM appendix) clearly demonstrates that there is insufficient traffic capacity 

infrastructure to handle either today's traffic flows or the higher volumes projects for the 

year 2024.  In contrast, the transit analysis shows that there is significant unutilized 

capacity on the Red Line at peak load points in the morning and afternoon peak hour.  It is 

quite reasonable to ask how this unused capacity can be put to good use to increase the 

ability of the Red Line to serve both existing and new riders.  
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The MBTA by its own data in Table 2-16 of the NPC indicates that the Red Line has ¼ unused 

capacity in the morning peak hour and 1/3 unused capacity in the afternoon peak hour.

Ideally, improvements in transit service would serve the entirety of the Kendall 

Square area.  Overloaded road intersections would benefit from a mode shift to transit.  

Mode shifts could be considered as mitigation for the total background traffic growth 

projected over the next ten years, not simply the increment from the CRA project.  The EIR 

could investigate the feasibility of such major mode shifts, as the Red Line adjusts to carry 

more passengers in both the short term and long term.

In other words, a full capacity analysis is needed for the Red Line.  The options 

include "making the trains run on time" by the even-spacing of trains to be done this 

year .... or adding more trains and reducing headways as a way to increase capacity in the 

period 2020 and thereafter.   Could overloaded street systems be mitigated to the point of 

being at capacity, rather than over-capacity? How much improvement in Red Line Capacity 

would be needed to achieve this goal?  This approach would be designed to provide for all 

of the people-moving needs of the Kendall Square area by using every all mode and 

avoiding the traffic congestion overloads that are common today and will simply get worse 

unless productive action is taken.

It becomes the challenge of the EIR to demonstrate that change to Red Line and bus 

operations -- in combination with enhanced all-weather bicycle access and good pedestrian 

circulation -- will meet the total transportation needs of Kendall Square.  MassDOT has 

recently established a Kendall Square Task Force to consider the  demands and potentials of 

all modes, using a funded consultant.  The single EIR would be a joint product of the 

Redevelopment Authority and Boston Properties.    MIT can also contribute important data 

on measurements and design potentials of transit.  Finally, the Volpe Transportation Center 

is in a position to suggest feasible solutions based on its access to information on national 

and international experience with modern optimized transit systems.  

I propose that the single EIR for Kendall Square be seen as the first major step in a 

series of transportation studies by cooperating parties at the Federal, state and local level.  

The MEPA scope should understand that the level of expertise in transit planning and 

analysis is far more primitive than the elaborate methods of the Highway Capacity Manual, 
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so that a step-by-step sequence of creating new methodologies and understandings can 

arise through a set of inter-related studies, of which this EIR will be the first.  I can conceive 

of the CRA/Boston Properties effort would be a very good Master's Thesis, while the end 

game by the Volpe Center could be a PhD thesis.  

HISTORY OF GROWTH AND CHANGE AT KENDALL SQUARE, 

INCLUDING EMPLOYMENT, RETAIL AND RESIDENTS

Why Kendall Square?   What is special about Kendall Square that suggests 

intergovernmental cooperation to achieve potentials and average likely problems?            

The EIR should provide a useful historical context. 

COMPILATION OF DEVELOPMENT COMPLETED SINCE THE YEAR 2000, 

BUILDINGS NOW UNDER CONSTRUCTION 

AND CURRENTLY PLANNED NEW DEVELOPMENT

The EIR would expand upon the listing of projects I provided above, as well as 

indicate the growth rates for building construction in East Cambridge in recent decades.  

POSSIBLE BUS CIRCULATION AND SERVICE IMPROVEMENTS 

TO THE KENDALL SQUARE AREA

Historically, Kendall Square has not been well designed for bus circulation, especially 

to provide feeder service to the Red Line.  More of the street system may need to be 

dedicated to bus and bike circulation, with improved quality of pedestrian crossings.  These 

quality pedestrian services should include both concurrent and exclusive pedestrian 

crossing phases in traffic signals. 
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IMPROVED BICYCLE CIRCULATION WITHIN 

AND ACCESS TO KENDALL SQUARE

The MBTA Green Line Extension has been planned for inclusion of the community 

path in Somerville and Cambridge to provide better connectivity from the Minuteman Path 

to the DCR path system at the Charles River.  The CRA, MIT and the City of Cambridge have 

begun the initial phases of a Grand Junction path with possible connections to Somerville 

and Allston.   

Snow plowing of walkways by MIT around its campus illustrates the way to  achieve 

year-round quality bike and pedestrian access on the Grand Junction path.  We need not 

presume that bicycle use will automatically be cut during wintertime. Usage of Hubway 

service during the winter has shown the potential for all-weather bicycling activity.  The 

ability of bicycle service to supplement and feed into mass transit greatly increases the 

range of service offered by non-auto modes. The type of planning necessary to understand 

bicycles as a major transportation model at Kendall Square is a relatively new phenomenon 

and has not been investigated with the detail found in many traffic and transit studies.  

The combination of cold, snow and ice has traditionally been a primary deterrent to 

bicycle use in winter.  However, well-plowed paths and bike lanes could enhance the utility 

of year-round bicycle travel, either separate from or in combination with mass transit.  The 

future goal would be public announcements during winter storms with the public being 

advised to leave their cars at home and instead use reliable mass transit and bicycle routes.  

The EIR should provide  introductory thoughts on all-season bicycle commuting, with 

specific reference to the new path systems and the heavy bicycling corridors of Broadway 

and Hampshire Street. 

FUNCTIONAL BALANCE OF AUTO AND TRANSIT POTENTIAL 

FOR IMPROVED SERVICE

The existing highway system has a long history of congestion, traffic queues, 

and delays.    The Big Dig has shifted much new traffic congestion to nearby Boston 

locations such as Leverett Circle and Charles Circle.  As a result, traffic volumes on the 

Cambridge site of the Charles River have been dropping over the past 15 years due to the 
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Level-of-Service F consequences of these traffic bottlenecks.  In essence, there is no evident 

way of finding traffic solutions in the East Cambridge area.  

By contrast, it is transit that offers possible capacity improvements, at least in part 

because the existing operations of the Red Line are so highly inefficient.  Significant 

improvements are possible early on at low cost.  However, after simple operating 

improvements have been made, any further improvements in capacity will require more 

expensive solutions, such as the purchase of more subway cars and buses, with added 

operating personnel.  

By even-spacing of trains and adding more trains in the peak hour, the potential for 

increased capacity from the two-track Red Line tunnel could be as high as an increase of 

300 percent,  so there is no apparent need to add new tracks or tunnels.  The EIR should 

document the effectiveness of various actions to increase capacity of the two-track Red Line 

system. 

 

BENEFITS FROM INITIAL TRANSIT IMPROVEMENTS

The EIR should investigate the causes of bunching in Red Line and bus service to 

Kendall.  Bunching is the grouping of trains or buses into an uneven sequence, with a 

mixture of long headways and delays followed by grouping of trains and buses with short 

headways, and inefficient operations.  Bunching is an international problem which afflicts 

almost every transit operator.  The Japanese appear to have solved the bunching problem 

by rigorous adherence to even-spacing of trains, with close monitoring of the times for 

train movements and stoppage at stations.  The EIR should provide a preliminary estimate 

of monitoring costs to hold trains to schedules and adjust for any variations in train spacing 

when those variations are still small and manageable.   

Today, the Red Line headways range from one minute and fifty seconds up to 17 

minutes.   Damage to train operations can be seen in a sequence of four trains.  The first 

train arrives after a long delay and is jammed to crush capacity.  A second train arrives 

shortly thereafter but quickly becomes jammed. 
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The first train cannot serve all passengers, so many people must wait for the second 

train, which now becomes filled.  The next two trains come in quickly and are virtually 

empty.  The result is that there are two full trains and two almost empty trains.  Overall, the 

average condition of the four trains is to be little more than half full.  It is the "emptiness" of 

some trains which accounts for the unused capacity -- in effect wasted capacity. 

The goal must be to have even-spacing of trains and achieve even-loading, with far 

less waste.  The result is more consistent and predictable service, with fewer delays, as well 

as full utilization of train capacity.   Such an arrangement would mean it is possible to 

consider a no-cost solution, whereby any costs of monitoring equipment and personnel are 

offset by increased fare revenues from the added ridership.   The EIR should investigate 

these costs and revenues to determine how many added riders would be necessary to 

create a net zero-cost solution.  

 We should anticipate capacity increases of at least 50 percent on the Red Line. The 

MBTA today lacks good performance measures on the its subsway system : the EIR should 

suggest practical definitions of transit level of service, its measurement, and management 

with respect to train bunching.  Public transit is also subject to variation and disturbances. 

There can be health emergencies or train breakdowns that are very significant events.  

Everyday variations can include passenger surges from the Orange and Green Lines, extra 

time to load wheelchairs or bicycles, any uneven loading of cars on a train, and so forth.  

ENHANCEMENT OF TRANSIT RELIABILITY,

ESPECIALLY DURING WINTER STORMS

This past winter has educated all of us into the disabling effects of large snow storms.  

While road crews did an excellent job keeping travel lanes open, the snow accumulation 

worsened parking conditions and crippled the MBTA as service was entirely shut down for 

a day at a time.   In past years, authorities would frequently warn citizens facing the 

imminent arrival of a large storm.  The public would be advised to leave their cars at home 

and take transit.  The Winter of 2015 put the lie to that advice, as the MBTA transit system 

collapsed more severely than automobile transportation. 
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  Ideally, reliable transit service should again become a feature of the MBTA system, so 

that in inclement winter weather, drivers can credibly be urged to leave their cars at home 

and instead take mass transit.  Improved capacity of Red Line trains would mean improved 

ability to withstand storm damage and to maintain quality service.  The MBTA will need to 

take other actions to provide snowplowing and third rail deicing, so that this coming winter 

need not be a repeat of the past.  

LITERATURE REVIEW OF TRANSIT CAPACITY AND BUNCHING

My search of the Internet uncovered very little documentation of the effect of 

bunching on transit capacity and delay.  The EIR should include a more extensive literature 

search, as well as identification of any original research sources dealing with capacity, 

delay and modeling of bunching. 

ADDED CAPACITY DUE TO OPERATION OF MORE TRAINS 

DURING PEAK PERIODS, WITH SHORTER HEADWAYS. 

The EIR should include a brief investigation into possible capacity improvements to 

increase transit capacity by adding more trains (plus operating personnel and enhanced 

power and signalizing systems).  This longer-term goal would replace current 4.5 minute 

headways with reduced headways as short as two minutes.  Two-minute headways are 

currently offered in peak hours by both the New York and Chicago Transit Authorities.  In 

Boston, the Harvard Line in 1926 had two-minute scheduled headways.  Tokyo has two-

minute headways today.   

REASONABLE BEST CASE SCHEDULES FOR IMPLEMENTATION

At this early stage of transit analysis, details of program implementation and costing 

need not be provided in the EIR.  Other interested developers and analysts in the Kendall 

Square area can expand on those details in the near future. 

State officials have not announced targeted schedules for improving transit service 

on the MBTA.   This EIR and subsequent transit studies should contribute significantly to the 

identification of the capacity and reliability potentials that could be sought at various 
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guideposts in the future.   Moreover, the work derived from the EIR could have more than 

simple regional implications for Boston transit.  The analysisw and recommendations could 

be of use to other cities and states, as well as having international applications. 

POSSIBLE DISTRIBUTION OF TASKS 

AMONG INTERESTED PARTIES ART KENDALL SQUARE

Several different entities have been active in the Kendall Square area in recent 

months, each with an interest in improving service on the Red Line.  MassDOT has 

established its Kendall Square mobility task force with a funded consultant and a broad 

mandate to investigate transportation improvements in the Kendall area.  This task force 

has representation from state agencies (including the MBTA) as well as residents, 

Cambridge city staff, local developers, universities, and business organizations.  Transit 

users and advocacy groups are not specifically represented, but it is reasonable to presume 

that all members of the Task Force are Boston area transit users and thus have practical 

experience with MBTA service. 

I would not expect that the CRA effort would be able to go beyond limited sampling of 

train arrivals and loadings at Red Line stations.  However, other members of the Kendall 

Square transit coalition have reportedly made detailed measurements.  This data in 

combination with the daily MBTA reports on trains arrivals and departures at Red Line 

stations could provide a sampling of how train headways vary and how large individual 

headways between trains can grow as delayed trains travel from one terminal to another.  

I support a finding that a single EIR is the appropriate procedure to follow as 

requested by the proponent, since it includes a commitment to expand the transit analysis 

beyond the level of detail provided in the NPC.

    
        Sincerely,

Stephen H. Kaiser, PhD 
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May 22, 2015 
 
Matthew A. Beaton, Secretary   
Executive Office of Energy and Environmental Affairs 
100 Cambridge Street, Suite 900 
Boston, MA 02114 
 
Re: Expanded Notice of Project Change, Kendall Square Urban Renewal Project (KSURP), Amendment 

No. 10 Cambridge, MA – EEA No. 1891 
 

Dear Secretary Beaton:   
 
The Charles River Watershed Association  (CRWA) has reviewed the Expanded Notice of Project Change 
(NPC) submitted by Vanasse Hangen Brustlin (VHB) on behalf of the Cambridge Redevelopment Authority 
(CRA) (proponent) and Boston Properties (redeveloper) and submits the following comments. 
 
CRWA  is  concerned  with  the  segmented  analysis  of  the  KSURP  and  the  lack  of  a  comprehensive 
framework  for  analyzing  the  cumulative  impacts  of  the  various  stages  of  projects  on  the  site.    The 
KSURP was first underwent MEPA review in 1975, and this NPC will be the tenth plan amendment and the 
largest.    The original  completion date was  to be 2020; however  it was extended  in Amendment 8  to 
2030.    Because  further  development  of  the  KSURP  is  assured,  future  plans  should  be  considered  for 
cumulative impacts when evaluating the total environmental impact of redevelopment.    An example of 
this  is  the  lack  of  stormwater  discharge  rates  for  the  KSURP  because  the  limits  of  the  proposed 
development are not yet defined.     
 
As such, the NPC lacks important details and discussion to effectively enable public comment on whether 
or not the project is using all feasible means to avoid damage to the environment, or whether damage to 
the environment has been minimized and mitigated to the maximum extent practicable.     
 
Due  to  the  location,  size,  and  imperviousness  of  the  project  site,  stormwater management  is  a  key 
concern of CRWA. Polluted stormwater runoff  is the  leading cause of water quality  impairments  in the 
Charles  River,  which  is  impaired  for,  among  other  impairments,  Chlorophyll‐a,  Escherichia  coli, 
Nutrient/Eutrophication  Biological  Indicators,  dissolved  oxygen  and  Phosphorus  (total).  All  impervious 
surfaces  in  the  urban  environment  carry  high  volumes  of  stormwater  runoff  and  generate  significant 
loads of major  stormwater‐related pollutants,  including phosphorus. The  segment of  the Charles River 
that  the  Project  is  situated  near  and  to which  it  directly drains  is within  the  segment  of  river  that  is 
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subject to the Lower Charles River Nutrient Total Maximum Daily Load (TMDL), and the Bacteria TMDL.1,2   
The phosphorous TMDL requires a 62% reduction in phosphorus loading for this segment of the river. 
 
While CRWA appreciates that the proponent’s statements that agree to comply with City of Cambridge 
and MassDEP  stormwater  standards,  the NPC  lacks  a  comprehensive  discussion  of  drainage  or  runoff 
calculations for the entire project area and provides no indication regarding its compliance with the TMDL 
requirements.       
 
We note that under the draft NPDES Phase II Stormwater General Permit, Cambridge will be required to 
develop a phosphorus  control plan.    As MassDEP has  stated, Cambridge’s  current Municipal Separate 
Storm  Sewer  System  (MS4)  general  permit  includes  provisions  for  compliance with  the  TMDL  loading 
reduction  for  phosphorous  in  the  Charles  River.3  However,  without  a  comprehensive  discussion  of 
stormwater conveyance  from  the KSURP  to  the Charles River  in  the NPC, CRWA  is concerned  that  the 
projects  might  not  comply  with  the  reduction  targets  for  phosphorous  and  bacteria  loading  in  the 
Charles.     
 
We are particularly concerned with the potential for phosphorous loading because the existing drainage 
and  combined  sewer  systems  serving  the  KSURP will  drain  directly  to  the  stormwater  outfall  in  the 
Charles River at Broad Canal.    Nutrient  loading, especially phosphorous  loading, contribute to harmful 
algal blooms (HABs), a problem that the Charles River and Broad Canal have been impacted by.    In July 
of 2014, Massachusetts Department of Public Health and  the Health Department of Cambridge alerted 
the public to a high level of cyanobacteria in the Broad Canal at the outfall identified by the proponent.   
As such, a detailed discussion of how the proponent will comply with the TMDL should be included in the 
Environmental Impact Report (EIR) for the project. 
 
We  believe  that  the  proponent  should  incorporate  regional  green  infrastructure  strategies within  the 
public realm  (neighborhood streets and open spaces)  to  treat stormwater runoff  in  the Kendall Square 
area, thereby improving local water quality while reducing the local heat island effect. The existing site is 
over  80%  impervious,  and  though  some  low  impact  development  (LID)  techniques  are mentioned  as 
control  measures  that  will  be  considered,  including  green  roofs  and  permeable  pavements,  the 
proponent should commit to planning and implementing them to comply with the TMDL in the EIR. Given 
the amount of hardscape area proposed the project should consider permeable pavement for any plazas, 
sidewalks, pedestrian paths and limited access roadways throughout the project area.     
 
CRWA appreciates the proponent’s willingness to coordinate with the City to explore creative solutions to 
stormwater management  that go beyond  the scope of  individual Project Components  to provide more 
district‐wide  solutions.4  One  obvious  opportunity  to  do  so would  be  to  coordinate  closely with City’s 
Community  Development  Department  on  the  implementation  of  the  winning  proposal  for  the  East 
Cambridge  /  Kendall  Square  Open  Space  Study  and  design  competition 

                                                            
1  Total Maximum Daily Load for Nutrients in the Lower Charles River, Massachusetts (DEP 2007) 
2  Total Maximum Daily Load for Bacteria in the Lower Charles River, Massachusetts (DEP 2007) 
3  EEA #15259 Environmental Notification Form Response from Massachusetts Department of Environmental Protection, September 16, 2014. 
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22 May 2015  

Kendall KSURP; 1891  

Stationary GHG Sources   

Expanded Notice of Project Change (NPC) 

DOER Comments   

P Ormond 

 

It is the intent of this review to: (a) ensure that the analysis submitted conforms to the application 

of the MEPA GHG Policy and Protocol (the Policy) as have been agreed upon for this project, 

and (b) point out potential opportunities for further reductions in both site and source energy 

usage and GHG emissions.  Where these opportunities appear to exist, these comments also 

suggest measures and/or approaches that the DOER hopes will be considered for adoption in 

achieving further reductions in both energy and source GHG emissions. 

 

The proponent’s submission is noted for thoroughness and detail.  The project is also recognized 

for the numerous energy and GHG reduction measures either adopted or discussed in the 

submission.  

 

Project Building Data  

 

The following presents project data for the conditioned spaces, as reported by the proponent: 

 

 
 

Results of Energy Modeling:  

 

The following summarizes the results of energy modeling for the four proposed buildings:     

 

 

SF 

600,700

276,377

322,130

68,100

1,267,307

Space Description

(Garden, Lobby, Office, and Innovation Space)

(Lobby, Retail, Total Res)

(Office, Lobby, Retail, Total Res)

(Retail, Lobby, Mezz, Lab, Office, Mech)

Phase 2

Whitehead

Total Condition SF 

Conditioned Space

Building

Phase 1A

Phase 1B
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Portion SF % Total of Phase Benchmark
Weighted by 

Area
Benchmark Source/Label

Weighted 

Benchmark

Garden
10,000 1.7% 71 1.2 None available - CBECs 

"service" shown

Lobby 7,200 1.2% 69 0.8 Recent Survey (Note 1)

Office 544,500 90.6% 69 62.5 Recent Survey (Note 1)

Innovation Space 39,000 6.5% 69 4.5 Recent Survey (Note 1)

Service 7,400 2.7% 71 1.9 CBCS "Service"

Lobby 2,000 0.7% 69 0.5 Recent Survey (Note 1)

Retail 10,000 3.6% 73 2.6 CBECS "Retail"

Residential
256,977 93.0% 66 61.4

CBECS residential "4 or more 

rented units in building"

Office 106,800 33.2% 69 22.9 Recent Survey (Note 1)

Lobby 2,000 0.6% 69 0.4 Recent Survey (Note 1)

Retail 20,800 6.5% 73 4.7 CBECS "Retail"

Residential
192,530 59.8% 66 39.4

CBECS residential "4 or more 

rented units in building"

Retail 7,300 10.7% 73 7.8 CBECS "Retail"

Lobby 2,000 2.9% 69 2.0 Recent Survey (Note 1)

Mezzanine 3,000 4.4% 69 3.0 Recent Survey (Note 1)

Lab 27,900 41.0% 350 143.4 Labs 21 - (Note 2)

Office 18,600 27.3% 69 18.8 Recent Survey (Note 1)

Mechanical 9,300 13.7% 71 9.7 CBECS "Service"

1,267,307

1 Benchmark taken from average EUI performance for typical well-performing Boston area office building (survey to be published)

2 Benchmark EUI is taken from measured results from the Labs 21 program using measured EUIs from 9 labs in similar climate.  

See http://www.i2sl.org/documents/toolkit/bench_aceee_508.pdf

Phase 1A 600,700      sq ft

Gas Combined 

MWh/yr kBTU/yr kBTU/yr kBTU/yr

Baseline 6,714           22,908,168                 16,027,000                          38,935,168                       65 50.9 -6%

Proposed 6,910           23,576,920                 6,689,000                            30,265,920                       50 40 -27%

%? 

(proposed .vs 
3% -58% -22% -22%

Site Path GHG 

Emissions 

Indirect 

(Electric)
Direct (Gas) Combined 

Baseline 2414 938 3351 "All space" refers to both conditioned and unconditioned space such as

Proposed 2484 391 2875 parking garages.  This is the EUI reported in the proponents submission

%? 

(proposed .vs 

.base)

3% -58% -14%

Phase 1B 276,377      sq ft

Gas Combined 

MWh/yr kBTU/yr kBTU/yr kBTU/yr

Baseline 2,535           8,649,420                   13,448,000                          22,097,420                       37 63 -45%

Proposed 2,708           9,239,696                   6,741,500                            15,981,196                       27 45 -60%

%? 

(proposed .vs 
7% -50% -28% -28%

66

Benchmark EUI (kBtus/sf)

?% Model 

conditioned only .vs. 

benchmark

69

Benchmark EUI (kBtus/sf)

?% Model 

conditioned only .vs. 

benchmark

Phase 1B: 11 Cambridge 

Center
66.4

Phase 2: 3 Cambridge 

Center
67.5

Whitehead Office 

Expansion
184.8

Conditioned Space EUI (kBtus/sf)

Phase

Phase IA: North Garage and 

Office
69.0

Total Condition SF 

 Site Energy  

Electric 

EUI (kBtu/sf), all 

space
 Site Energy  

Electric 
EUI (kBtu/sf), conditioned 

space only

EUI (kBtu/sf), all 

space

EUI (kBtu/sf), conditioned 

space only
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Note that for Phases 1A and 1B, two EUIs are presented: one based on the conditioned space only 

and one based on both conditioned and unconditioned (parking garage) space.  The project 

proponent presented EUIs for the later in the GHG report.   

 

The proponent is including a package of mitigation for the four buildings. These are extensively 

documented in the “Energy Modeling Assumptions” including low E fenestration, higher 

efficiency equipment, improved envelop, and reduced lighting power densities.   

 

The proponent is also considering on-site solar and potential connection to the local Kendal 

combined heat and power plant (Dalkia Plant) and has provided supporting calculations for both. 

 

Discussion 

 

Benchmarks   

 

Phases 1A, 2, and the Whitehead building models yielded results consistent with benchmarks. 

Note that for office space, we are using a benchmark of 69 kBtus/sf, taken from a recent survey of 

Boston-area office buildings which used actual in-operation data (to be published), rather than the 

CBECs office benchmark.  For a lab use, we have used a benchmark based on measured 

northeast-location laboratories, taken from the study shown.   

 

Phase 2 322,130      sq ft

Gas Combined 

MWh/yr kBTU/yr kBTU/yr kBTU/yr

Baseline 3,361           11,467,732                 14,180,000                          25,647,732                       80 18%

Proposed 3,500           11,942,000                 6,792,000                            18,734,000                       58 -14%

%∆ 

(proposed .vs 
4% -52% -27% -27%

Site Path GHG 

Emissions 

Indirect 

(Electric)
Direct (Gas) Combined 

Baseline 1208 830 2038

Proposed 1258 397 1656

%∆ 

(proposed .vs 

.base)

4% -52% -19%

Whitehead 68,100         sq ft

Gas Combined 

MWh/yr kBTU/yr kBTU/yr kBTU/yr

Baseline 1,491           5,087,292                   10,556,000                          15,643,292                       230 24%

Proposed 1,413           4,821,156                   6,516,000                            11,337,156                       166 -10%

%∆ 

(proposed .vs 
-5% -38% -28% -28%

Site Path GHG 

Emissions 

Indirect 

(Electric)
Direct (Gas) Combined 

Baseline 536 618 1154

Proposed 508 381 889

%∆ 

(proposed .vs 

.base)

-5% -38% -23%

185

Benchmark EUI (kBtus/sf)

∆% Model 

conditioned only .vs. 

benchmark

67

Benchmark EUI (kBtus/sf)

∆% Model 

conditioned only .vs. 

benchmark

 Site Energy  
Electric EUI (kBtu/sf), conditioned 

space only

 Site Energy  
Electric EUI (kBtu/sf), conditioned 

space only
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Phase 1B building appears to differ significantly from a benchmark building, for the EUI based 

on conditioned space (37 and 27 kBtus/sf for the baseline and proposed buildings, respectively).  

Additional review of the building models is warranted given this relatively low EUI.  

 

Use of the ASHRAE 90.1 Appendix G Standard (Site energy only):  

 

Cambridge has adopted the Mass. Stretch Energy Code (SC).  The proponent included equest 

model inputs, outputs, and summary results to demonstrate compliance with 2007 ASHRAE 90.1 

Appendix G (energy only), as required.  We have the following comments: 

 

 As noted above, the Phase 1B building appears to have an unusually low EUI, 

warranting another review of the model.  (Note that this does not appear to affect the 

finding that the proponent has met the intent of the stretch code when put in terms of 

relative percent improvement.)     

 

Extensive Use of Glass and Impact to Electricity Consumption 

 

 The DOER notes that the proposed buildings make extensive use of glass (approximately 

70% window to wall ratio, for example, in Phase 1A).  This appears to disproportionally 

increase cooling, and thus electric power consumption.  In fact, with the exception of the 

Whitehead addition, the electric power consumption is actually increased for the 

proposed buildings over the baseline.  (The DOER does recognize that the transition to 

water source heat pumps in Phase 1B also contributes to this trend, as well.) 

 

 Although the proposed buildings’ EUIs achieve a reduction that meets the stretch 

building energy code, the DOER notes that the as-proposed consumption of grid 

electricity exceeds the consumption for the base case.  Because the GHG emission factor 

for grid supplied electricity is more than twice as much as for natural gas, to be in 

alignment with the overall goal of mitigating both energy consumption and GHG 

emissions, the DOER urges the project in the subsequent submittal to identify in the as-

proposed design additional measures that will significantly reduce the consumption of 

electricity.  These could include:   

 

o Further decreasing the overall building envelop U-value by decreasing the 

window to wall area and/or by increasing glazing performance 

 

o Further decrease lighting power density target beyond the 10% reduction 

currently proposed.  Reductions of 20% or more are potentially possible with 

LED lighting. 

 

 The tables below illustrate affect described above further.  The upper table 

summarizes site energy, while the lower table summarizes the source energy.  On a 

site energy bases, the project achieves a 25% reduction in energy use between the 
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baseline and the as-designed scenario.  However, on a source-energy basis, the 

project achieves only a 12% reduction in energy use, less than half of the targeted 

gains.   

 

 
(Note that the DOER uses the convention of MMBtu to be 1,000,000 Btus) 

 

Additional Considerations for use of Dalkia District Steam 

 

 The DOER recommends that the proponent consider use of the local combined heat and 

power district (CHP) from the Dalkia plant (now Veolia, we understand) for use on the 

project. The impact to energy efficiency could be potentially transformative, consistent 

with the vision of the Kendall Square Eco-district, as shown on the table below. 

 

 This occurs because of the following factors: 

 

o The Dalkia (Veolia) CHP plant recovers the heat that is a by-product of a portion 

of the electricity generated and which is delivered to the project in the form of 

district steam.  Because of this increased efficiency, less fuel is needed to meet 

the energy demand of the as-proposed project than would be the case if the 

building were to meet the demand using grid supplied electricity and heat from a 

gas fired boiler.   

o The CHP plant’s primary fuel is natural gas which emits less GHG per unit 

consumed than the mix of fuels used by the central stations which supply 

electricity to the grid. 

o The plant is located in Cambridge.  Consequently, electricity which is 

congenerated is used locally, greatly reducing transmission losses which would 

otherwise occur. 

Site Electricity 

(kWhrs)
Site Gas (MMBtu) Total (Mmbtu)

Site Electricity 

(kWhrs)
Site Gas (Mmbtu)

Total 

(Mmbtu)

North Garage and Office 6,714,283                       16,027                               38,936                6,910,426                      6,987                              30,565             

11 Cambridge Center 2,535,576                       13,448                               22,099                2,708,061                      6,741                              15,981             

3 Cambridge Center 3,361,737                       14,185                               25,655                3,500,934                      6,792                              18,737             

Whitehead Office Expansion 1,491,467                       10,556                               15,645                1,413,934                      6,515                              11,339             

14,103,063                    54,216                              102,336             14,533,355                   27,035                           76,623            

25,713                            MMBtu

25%

Source Electricity 

(kWhrs)
Source Gas (MMBtu) Total (Mmbtu)

Source Electricity 

(kWhrs)
Source Gas (Mmbtu)

Total 

(Mmbtu)

North Garage and Office 20,209,992                    17,469                               86,426                20,800,382                    7,616                              78,587             

11 Cambridge Center 7,632,084                       14,658                               40,699                8,151,264                      7,348                              35,160             

3 Cambridge Center 10,118,828                    15,462                               49,987                10,537,811                    7,403                              43,358             

Whitehead Office Expansion 4,489,316                       11,506                               26,824                4,255,941                      7,101                              21,623             

42,450,220                    59,095                              203,936             43,745,399                   29,468                           178,727          

25,208                            MMBtu

12%

Reduction

Baseline As Designed

Reduction

Baseline As Designed
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 The table below presents some possible scenarios for CHP utilization.   
 

 
 

 Referencing above, the proposed project (all 4 buildings in aggregate) has a total site 

energy footprint of approximately 76,000 MMbtus and a total source energy footprint of 

178,000 Mmbtu.  The following is possible, making use of the Dalkia (Veolia) steam: 
 

o If steam is used to offset natural gas heating, the total project source energy 

would be reduced by over half.  Greenhouse gas emissions would be signficanty 

reduced.  

 

o If steam is used to both heat and cool the building, using absorption chillers, the 

above affect is even more dramatic. The offset transmission losses enabled by 

local, Cambridge area electricity generation, coupled with the lower GHG fuel 

mix of the CHP and higher performance, would greatly exceed the project’s (all 

4 buildings) total energy.  We estimate the offset transmission losses would 

exceed total project energy plus the equivalent energy use of approximately 

1,000 local homes, provide a significant positive benefit to greenhouse gas 

emissions reduction.  

 

Energy Resiliency: 

 

 The Dalkia (Veolia) CHP plant has been registered by the ISO-NE as a black start 

generation asset that can operate in island mode to provide both electricity to the 

Cambridge grid and thermal energy to the project in the event of a grid outage.   

 

Solar PV 

 

 We’ve reviewed the solar PV estimates and are in general agreement with the output 

estimates.  We encourage the proponent to prepare a pro forma, including the beneficial 

effects of tax credits and incentives as part of their continued review of this possible 

mitigation strategy.  

 

Total Site Energy 

(MMBtu)

Source Energy 

(MMBtu)

Percent 

Improvement 

from No CHP

Number of Homes 

Equivalent Heated 

and Powered

No CHP 76,624                             178,729                             0% none

CHP - heating 76,624                             77,909                               56% none

CHP - heat and cool 76,624                             (124,977)                           170% 969                                  
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Closing Summary 

 

The project is proposing a variety of efficiency measures and has included various summary 

information designed to demonstrate conformance with MEPA energy requirements.  We 

recommend the following be addressed in the next submission:     

 

 Consideration of Dalkia (Veolia) for both heating and cooling, especially considering the 

improved resiliency and transformative sustainability measure this would represent; 

 

 Thorough solar PV pro forma; 

 

 Reduction in glass to wall ratio and/or other envelop improvements; 

 

 Further reduced lighting power densities; 

 

 Review of Phase IB model, given the unusually low EUI. 

 

 Committed mitigation measures need to be articulated to a similar level of detail as 

contained in the submission in the Chapter 61; 

 

 For those committed mitigation measures that require tenant compliance (e.g. hours of 

operation, lighting intensities, etc), the Chapter 61 should contain requirements which 

obligate tenants to conform.  We recommend, also, that the tenant manual and tenant 

commitments require the use of Energy Star appliances, as the use of Energy Star appears 

to be another effective efficiency strategy for this project.   

    



















 

 

 

 

May 27, 2015 

 

 

Matthew A. Beaton 

Secretary of Energy and Environmental Affairs 

Executive Office of Energy and Environmental Affairs 

Attn: MEPA Office, Page Czepiga, EEA No. 1891 

100 Cambridge Street, Suite 900 

Boston MA 02114 

 

Dear Secretary Beaton: 

 

 The City of Cambridge submits the attached comments on the Notice of Project Change 

for the Kendall Square Urban Renewal Project submitted by the Cambridge Redevelopment 

Authority.  The proposed developments in Kendall Square are very significant to our economy.  

Our comments are intended to address the anticipated impacts to ensure that Cambridge can reap 

the benefits of the development while ensuring that the community’s quality of life and 

environment are protected. 

 

 If your agency has any questions about the comments, please contact John Bolduc of my 

staff at jbolduc@cambridgema.gov or 617-349-4628.  We appreciate your consideration of these 

comments. 

 

Yours very truly,  

 
Richard C. Rossi 

City Manager 

 

 

 

Cc:  Tom Evans, Cambridge Redevelopment Authority 

mailto:jbolduc@cambridgema.gov
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City of Cambridge Comments  

 

Expanded Notice of Project Change (EEA No. 1891) 

Kendall Square Urban Renewal Project (KSURP) Amendment No. 10 

 

 

 

The amendment to the Kendall Square Urban Renewal Project (KSURP) proposed by the Cambridge 

Redevelopment Authority (CRA) and Boston Properties involves construction of approximately 1 million 

square feet of development, including: 584,600 sf office, 50,000 sf retail, and 400,000 sf residential (560 

units). The project proposes to create up to 740 net new parking spaces. 

KSURP currently contains approximately 3 million square feet of development, and recently received 

approval for the 88 Ames Street residential project (approximately 216,000 square feet, 280 units).  KSURP 

has 3 parking garages with approximately 2,700 total parking spaces.  

The CRA has been working to align KSURP with the zoning proposal developed as part of the Kendall 

Square/Central Square (K2C2) study. In addition to the MEPA process, individual development Projects 

within KSURA will require a Special Permit from the City of Cambridge. When Projects move forward with 

seeking a Planning Board Special Permit, a Traffic Impact Study, based on a scope provided by the City’s 

Traffic, Parking and Transportation Department, will be required and appropriate mitigation strategies 

will condition the Special Permit. Many of the comments listed below are expected to be addressed 

through the traffic study and mitigation requirements.  

Traffic Impact Analysis 

The Notice of Project Change (NPC) provides an acceptable trip generation analysis. The project’s vehicle 

trip mode share rates will be 32% Residential, 34% Office and 34% Retail use. The mode share assumptions 

are consistent with the K2C2 assumptions and employee surveys from approximately 3,466 employees 

currently working in the Kendall Square Urban Renewal area. The Project is estimated to generate the 

following trip generation by mode: 

Vehicle trips: 3,639 daily, 390 AM/444 PM Peak hour trips 

Transit trips: 4,410 daily, 639 AM/716 PM Peak hour trips 

Walking trips: 1,544 daily, 169 AM/195 PM Peak hour trips 

Biking trips: 1,184 daily, 165 AM/185 PM Peak hour trips 

Other: 1,324 daily, 216 AM/240 PM Peak hour trips 

 

Development in Kendall Square is appropriate because it is well served by transit and excellent pedestrian 

and bicycle facilities. In order to achieve the lowest auto mode share possible and create no more vehicle 

trips than estimated, the Project must implement robust transportation demand management measures, 

provide no more parking spaces that absolutely needed, and mitigate the transportation system impacts 

from the trips it will create.  

If Kendall Square is to continue to be a job creator for the City, region and state, investments are needed 

to maintain and improve transit service in Kendall Square. The CRA and Boston Properties cannot solve all 
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the transportation issues, but as major property owners and stakeholders, they should  take on a leading 

role in developing and implementing recommendations, including mechanisms for funding. The City 

appreciates CRA and Boston Properties working with MassDOT and the City on the Kendall Square 

Mobility Task Force, which will study mobility in Kendall Square. However, they should not solely rely on 

that process because approvals and mitigation for KSURP may need to be determined before completion 

of the MassDOT Kendall Square Mobility Task Force Study.  

Trip Generation/Distribution and Assignments 

 The Project’s trip generation analysis is acceptable.  

 Trip Distribution and Assignments are acceptable, however, going forward, we encourage the CRA 

and Boston Properties to utilize the most up-to-date census data and tools available to understand 

and monitor employee trip distributions patterns such as Census Transportation Planning Products 

(CTTP), GPS technology, etc. Detailed employee surveys and more exactly defined distribution and 

assignments should be collected and monitored, such as where employees live, how they commute 

to work, what times they leave home, times they leave work, travel times, and vehicle miles traveled. 

Any notable patterns should be documented. The information will be very useful in determining 

transportation needs, such as where new bus routes would be best located to shift more employees 

from driving to using transit.  

Site Circulation 

 The Proponent should clearly document where access will be for the 320 space underground garage 

at 11 Cambridge Center, and the 100 new spaces at 3 Cambridge Center. The location of the garage 

driveways and number of peak hour ins and outs should be shown in Figures 2.13a and 2.13b.  

 The NPC discussed incorporating a new mid-block pedestrian crossing at Broadway between Ames 

Street and Galileo Galilei Way, however, there was no information to support a pedestrian crossing 

there, such as existing pedestrian counts that demonstrate a desire line, or an analysis on why it’s not 

safer to cross Broadway at the existing signalized intersections at Broadway/Ames or 

Broadway/Galileo Galilei Way? 

Parking 

 The Project proposes an overall parking ratio of 0.7 spaces per 1,000 square feet (including residential 

uses). It’s stated that 740 spaces is the maximum number of new parking spaces but fewer spaces 

may be built. No additional parking spaces should be created than are needed. It would be useful if 

the proponent indicates what is believed to be the minimum amount of parking needed and why.  

 Page 2-41 indicated the Project proposes 1.1 parking spaces per dwelling unit, but then indicated it is 

considering 0.25 parking spaces per dwelling unit. The study should explain what they propose more 

clearly.  

 Page 2-42 stated that based on a shared parking approach the parking supply is adequate, but 

provided no details on how shared parking was calculated. Additional information on how shared 

parking would operate for the Project should be provided.  The City strongly recommends employing 

shared parking strategies. 

 It would be useful if the parking demand analysis indicated the total number of employees and 

residents, and what percentage are expected to drive to work (and have a vehicle for residents).  
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 The NPC stated that the Kendall Square Urban Renewal Area has 2,667 spaces, however, Figure 2.8 

showed 2,748 spaces. 

 Parking: Since these garages were constructed after 1980 they were subject to the previous zoning 

requirements for bicycle parking and are not in compliance. To be in compliance, 10% of the current 

spaces to be bicycle spaces, i.e., there should be 268 rather than the current 215. There are also 

issues regarding some of the bicycle parking itself not meeting even the older standard.  This is an 

opportunity to upgrade the entire bicycle parking throughout the area. 

 As the Project is built-out, parking supply should be provided at parking ratios no greater than the 

final approved ratios and contemplated in the K2C2 Study. 

Bicycle Facilities 

 More detailed information should be provided on the existing and proposed bicycle facilities, 

including number of bicycle spaces and layout by location for all short- and long-term bicycle parking 

as well as the potential for also creating a centrally located bike station with related services 

 p. 2-19-20 Bicycle and Pedestrian Facilities - The claim that “the Project Component sites offer 

ample bicycle parking” is incorrect, as an assessment of conditions in Kendall Square would reveal.  

The project should do a full analysis of bicycle parking demand and availability for Kendall Square.  In 

any case, the project should bring the amount of bicycle parking in the area up to current 

requirements especially as the bike mode split is anticipated at that level (p. 2-30).   

 The City supports the creation of multiple additional bicycle stations in Kendall Square.  Additional 

analysis and information about how KSURP can provide space for bicycle station(s) would be useful, 

as well as space for additional Hubway stations.  

Traffic Signals 

 It would be helpful if the NPC included tables that showed the volume to capacity (v/c), delay, level 

of service (LOS) and queues for all study area interactions under the Existing, 2024 No Build and 2024 

Build conditions. Only a portion of that information was provided for 5 of the 24 intersections studied. 

 Page 2-36 stated that the Binney Street/Galileo Way/Fulkerson Street intersection will have a 

decrease in delay of 1.8 seconds under the 2024 Build condition. However, it is unclear how that could 

happen given the project will add additional trips.  

 Beginning on Page 2-51, the NPC discussed potential vehicle access and circulation mitigation at 5 

intersections under a 2024 future condition, however it was not clear what mitigation the Project is 

actually committing. For example, is the Project committing that 10 years from now, new studies, new 

traffic counts, new/updated signal equipment, and implementation of traffic signal changes will be 

implemented by the Proponent, if appropriate and approved by the City? 

 It is was not clear why, as stated in the NPC, the vehicle access and circulation analysis was done from 

a vehicular operations standpoint, and did not include pedestrian and bicycle users at the 

intersections. Any intersection analysis that does not consider all modes should not be included.  

 It would be helpful if the NPC included multi-modal Level of Service (MMLOS) analysis for intersections 

as discussed in the MassDOT TIA Guidelines. We would be interested in successful demonstration of 

procedures and performance measures for MMLOS, even if only for a small handful of intersections 

to test.  
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Transit Operations: 

 The NPC indicated that the analysis of the Red Line capacity did not take into account the peak of the 

peak conditions. To provide a complete assessment of these impacts, this analysis should be 

conducted, either at this point or for future approvals. We would appreciate working with the CRA 

and Boston Properties to identify methodology and data needs for such an analysis.  

 The NPC indicated that many times the Red Line operates at a v/c ratio over capacity. This comment 

should be justified with appropriate data and analysis.  

 The NPC indicated that the new passengers in at the MBTA Kendall Square Station can be 

accommodated in the physical capacity of the station. How was the analysis done? The analysis should 

be provided.  

Transportation Mitigation 

 The City appreciates the comments in the NPC that the Proponent and Redeveloper are committed 

to developing an expanded program of transportation mitigation and enhancements, with a focus on 

transit and transit related improvements options, including both capital and operational investments. 

 The City’s expectation is that the Project will implement TDM measures that are at least as robust as 

the TDM commitments associated with the 88 Ames Street development project.  

 We recommend that capital and operational investment for enhanced bus service be studied. The 

EZRide should be included this analysis. To this point, according to the NPC, three bus routes will be 

operating over capacity in the future because of the additional Project trips (Bus routes #64, #85, 

#CT2). Each of those bus routes are already near or over capacity and the Project will add 29 new AM 

peak hour inbound riders and 33 new PM peak hour outbound riders.  

Public and Open Space Improvements & Urban Design 

The City supports the project’s focus on enhancing open space within the KSURP area.  The City 

recognizes that open space planning and design will be an important component of the future local 

planning process. Consideration should be given to the benefits and costs of enclosing public open space 

and creating rooftop gardens, and how these spaces contribute to the City’s open space planning goals, 

including environmental benefits, recreation and placemaking opportunities. In addition, the City will 

review the positioning, massing and height of new buildings cognizant of impacts on existing and future 

public open space and streetscapes in terms of shadows, wind, sky views and the pedestrian scale. 

These urban design issues will be considered as part of the development review process with the 

Community Development Department, Planning Board and Cambridge Redevelopment Authority. 

 The proponent proposes “Improvements to the Sixth Street Connector, including new hardscapes, 
seating, lighting and accessibility for food trucks.”  Given that this is the primary walking and 
bicycling route from the East Cambridge neighborhood to Kendall Square, it needs to first and 
foremost work well as a multi-use path, or as a separated walking and bicycling path system. This is 
a critical issue. There may be more flexibility for doing this when the Volpe site is redeveloped, but 
that is a separate project. It would be dysfunctional to use this space at its current width for food 
trucks and similar uses.  More work needs to be put into this concept. 

 There is also a bullet indicating “incorporation of bike paths ….. within the MXD District” and a later 
incorporation of the Bicycle Network Plan that includes this path, so these need to be tied together. 
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 There is a commitment to advancing the construction of the Grand Junction Path which the City 
strongly supports. 

 Also positive is the desire to increase and enhance pedestrian permeability in the larger blocks. The 
proponent should include bicycle access in these designs and access considerations as well. 

 

Project Consistency 

 

Some key references for local, regional and state policies are missing and listed below: 

 GreenDOT Goals: Policy/Planning 

 Design a multi-modal transportation system 

 Promote healthy transportation + livable communities 

 Triple mode share of bicycling, transit + walking 

 City of Cambridge: 

 Cambridge Vehicle Trip Reduction Ordinance 

 Cambridge Growth Policy Document 

 City Of Cambridge Climate Protection Goals & Objectives 

 Cambridge Zoning Ordinance And Parking And Transportation Demand Management Ordinance 

Major Mitigation/Public Contribution 

 

The Proponent should consider the following additional mitigation measures: 

 

 Reconstruction of Broadway from Portland to Ames Street 
 Reconstruction of Binney, 3rd to Galileo Galilei Way,  and Galileo Galilei Way from Binney – Main 

Street, to include cycle tracks and possible road diet. 
 
Sustainability & GHG Emissions Assessment 

It would be useful if the Proponent would summarize the stationary and mobile source GHG emissions 

for the baseline and proposed conditions.  For stationary GHG emissions, the NPC indicates that a 17.2 

percent reduction in CO2 emission could be achieved.  Our experience is that MEPA typically seeks a 20 

percent reduction in total emissions.  The Proponent should clarify what his happening with the 

combined stationary and mobile emissions and assess the level of effort to achieve at least a 20 percent 

total reduction. 

In the energy modeling, the proponent has accounted for the possibility that the Stretch Energy Code 

will be updated and possibly reflect a 15 improvement over the IECC 2012.  We believe the current 

Stretch Energy Code is roughly equivalent to the current base energy code (IECC 2012).  On p. 4-11, the 

NPC states that energy conservation measures were chosen to achieve energy savings in the 25 to 30 

percent range compared to the ASHRAE 90.1-2007 base case.  If the updated Stretch Energy Code will be 

15 percent more efficient, then the selected ECMs may be insufficient to achieve the stated goal. 

The energy modeling should also account for future climate.  Changes in temperature and humidity will 

occur during the life cycle of the proposed buildings.  These changes may affect the energy performance 
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of the buildings in the future.  The buildings should not be designed and constructed assuming that 

climate conditions will remain stable. 

Regarding district energy opportunities (pages 4-27 & 28), the discussion appears to be a little confusing.  

Veolia owns and operates a district steam system in eastern Cambridge.  The NPC states that “the 

Project would be able to capture only the GHG reduction for electricity that corresponds to amount of 

steam purchased …”  The Veolia steam, which is produced from waste heat generated in the Kendall 

Station co-generation plant, can be used to offset natural gas use for heating as well as process 

purposes.  It can also be used to drive chillers instead of using electric-based systems.  The Proponent 

should provide a clear assessment of the district energy opportunities.  It should also be noted that the 

Kendall Square Ecodistrict will soon start a district energy study for the area. 

Regarding the 2002 Cambridge Climate Protection Plan (on page 4-8), it should be noted that the 2002 

plan is effectively defunct.  In 2014, the City Council adopted a new set of Climate Protection Goals and 

Objectives.  It is still appropriate to cite the goal of reducing emissions by 80 percent by 2050.  In 

addition, the Getting to Net Zero Task Force Recommendations, which are currently under consideration 

by the City Council, lays out a 25-year plan to achieve a 70 percent reduction in emissions from building 

operations. 

Recycling 
 
It is important that buildings are designed to facilitate effective recycling and composting. 
 

 Ensure adequate storage space for recycling toters and trash barrels. 
 Store trash and recycling units side-by-side for equal access. 
 Ensure adequate under counter storage space for bins for recycling, trash and food scraps. 
 As of 10/1/14, Massachusetts bans commercial food scraps for locations that generate > 1 ton / 

week.  The City is currently expanding its curbside collection of food scraps.  Commercial and 
residential composting is increasing and is a key component of the City’s Waste Reduction 
Goals.  The proposed buildings should be designed to ensure they facilitate effective food scrap 
collection. 

 

Climate Change Adaptation 

 

While the MEPA Climate Change Adaptation Policy is not yet final, it is prudent for the Proponent to 

start incorporating measures to prepare for climate change impacts.  The City is nearing completion of 

the Interim Report on the Cambridge Climate Change Vulnerability Assessment.  The Interim Report will 

cover the impacts of heat vulnerability and precipitation driven flooding for 2030 and 2070, and the risks 

of sea level rise and storm surge flooding through 2030.  A public presentation was made in March 2015 

to present these results and gather feedback.  The City anticipates issuing the Interim Report in the next 

few weeks.  The City can share detailed data based on flood and heat modeling.  We look forward to 

working with the proponent to incorporate resilience measures into the project.   

 

Construction Impacts  

 

 Construction Mitigation Plan needs to prioritize minimizing the impacts on the adjacent residential 
neighborhood. 
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 Ensure effective truck route that does not impact the East Cambridge residential streets. 

 Effective and convenient pedestrian and bicycle access around the sites is critical. 
 

Stormwater 

 

The City strongly supports commitment to: 

 Working with the City to implement the most effective district-wide stormwater improvements. 

 Meeting state and City regulations and standards. 
 In addition to the stormwater standards listed, the projects will also need to address 

phosphorous.  Under the Draft NPEDES Stormwater Permit, the Charles River has a TMDL for 
phosphorous.  As such, projects must reduce phosphorus in stormwater by 65%. 

 

Sanitary Sewer 

 

 A dry weather capacity analysis needs to be conducted to confirm that there is adequate capacity 
within the existing sewer system. 

 The City will work with the project team on the 4:1 I/I removal.  It is critical that the I/I be removed 
in a manner that benefits the segment of the system affected by the new flows. 

 

Addressing 

 

The Cambridge Redevelopment Authority has been working to successfully integrate Cambridge Center 

development in to the fabric of Kendall Square.  Addressing is an important component of that 

effort.  The City strongly supports completing the addressing for previous buildings and ensuring that 

new buildings use standard street addresses. 
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