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E. TRANSPORTATION AND CIRCULATION

This section summarizes and incorporates the results of the transportation impact analysis (TIA) prepared

by the transportation sub-consultant for the 950 Mason Street – Fairmont Hotel Revitalization and

Residential Tower Project.1 The TIA describes existing and future (2030) transportation conditions

(roadway traffic, transit, pedestrian access, bicycle access, parking, loading) in the vicinity of the

proposed project and evaluates its environmental effects.

SETTING

REGIONAL ACCESS

Interstate 80 (I-80) and United States Highway 101 (U.S. 101) provide the primary regional access to the

project area. I-80 connects San Francisco to the East Bay and points east via the San Francisco-Oakland

Bay Bridge. U.S. 101 serves San Francisco and the Peninsula/South Bay, and extends north via the

Golden Gate Bridge to the North Bay.  Within the northern part  of  San Francisco,  U.S.  101 operates  on

surface streets (Van Ness Avenue and Lombard Street). U.S. 101 merges with I-80 to the south of the

project site. Nearby eastbound access is provided via an on-ramp at Fifth and Bryant Streets, and an off-

ramp at Fourth and Bryant Streets. Nearby westbound access is provided via an on-ramp at Fourth and

Harrison Streets, and an off-ramp at Fifth and Harrison Streets.

Interstate 280 (I-280) provides regional access from the South of Market area to the Peninsula and the

South Bay. I-280 has an interchange with U.S. 101 to the southeast of the project site. Nearby access to I-

280 is provided via on- and off-ramps on King Street (near Fifth Street) and at Sixth Street (at Brannan

Street).

The project site is not located near an airfield. San Francisco International Airport is about 14 miles to the

south. This distance is outside the limit for objects near airports in the guidance published by the Federal

Aviation Administration (FAA) (within 20,000 feet or less than 4 miles from an airport). Therefore, the

proposed project would not change air traffic patterns, and would not create substantial air traffic safety

risks.

1 LCW Consulting, 2009, 950 Mason Street Transportation Study, December 24. This document is available for
review at the Planning Department, 1650 Mission Street, Suite 400, as part of Case No. 2008.0081E.
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LOCAL ACCESS

The Fairmont Hotel complex is located in San Francisco’s Nob Hill neighborhood, on the entire City

block bounded by Sacramento Street to the north, Powell Street to the east, California Street to the south,

and Mason Street to the west. Other streets in the vicinity of the project include Clay, Pine, and Stockton

Streets. Please see Figure IV.E-1: Project Location and Direction of Travel, p. IV.E-3 which

illustrates the streets in the project vicinity, direction of travel, and shows the extent of the transportation

study area.

Sacramento Street runs in an east-west direction between Arguello Boulevard and Drumm Street.

Sacramento Street is one-way westbound (with one to two travel lanes) between Drumm Street and

Gough Street, and two-way (one lane in each direction), west of Gough Street. Between Kearny Street

and Powell Street, the north curb lane is dedicated to buses and right-turning vehicles and the south lane

has a “No Stopping” regulation during the 4:00 to 6:00 PM peak period. Between Powell Street and

Mason Street, the north curb lane is a bus lane between 7:00 AM and 7:00 PM every day, and the south

curb lane has a “No Stopping” regulation during the 4:00 to 6:00 PM peak period. Between Mason Street

and Larkin Street, the north curb lane has a bus lane in effect during the 4:00 to 6:00 PM peak period.

At other times, on-street parking and loading is permitted. Between Powell and Mason Streets,

Sacramento  Street  has  an  uphill  grade  of  about  17  percent.  The San Francisco General Plan identifies

Sacramento Street as a Transit Preferential Street (transit important) and a Neighborhood Commercial

Street.

Powell Street runs in a north-south direction between Market Street and The Embarcadero. It is a two-

way street with one travel lane and on-street parking on both sides of the street. The segment of Powell

Street between Ellis and Market Streets is closed to vehicular traffic. The Powell-Hyde and Powell-

Mason cable car  lines run along Powell  Street  between Market  Street  and Jackson Street.  Powell  Street

has  a  5  to  10  percent  grade  between  California  Street  and  Sacramento  Street,  and  a  downhill  grade  of

approximately 17 percent to the south. The San Francisco General Plan identifies Powell Street as a

Transit Preferential Street (transit important) between Market Street and Jackson Street.

California Street runs in an east-west direction between Drumm Street and 32nd Avenue. California

Street is a two-way roadway, with two travel lanes in each direction, and on-street parking on both sides

of the street. The C-California cable car line runs along California Street between Drumm Street and Van

Ness Avenue. A Class III bicycle route (Route 310) runs on California Street between Van Ness Avenue
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and Taylor Street.2 Between Powell and Mason Streets, California Street has an uphill grade of

approximately 12 percent. The San Francisco General Plan identifies California Street as a Transit

Preferential  Street  (transit  important),  part  of  the  Citywide  Pedestrian  Network,  and  a  Neighborhood

Commercial Street.

Mason Street runs in a north-south direction between Market Street and Jefferson Street. It is one-way

southbound between California and Market Streets, and one-way northbound between Sacramento and

Washington Streets. Between California and Sacramento Streets and between Washington and Jefferson

Streets, Mason Street is two-way. Mason Street has one travel lane in each direction, and on-street

parking is generally permitted on both sides of the street (between Clay and Bush Streets parking is

permitted  on  only  one  side  of  the  street).  Mason  Street  is  relatively  flat  between  California  and

Sacramento streets, but there are steep grades to the south and north of the project site (between 20 and 22

percent).

Clay Street is an east-west roadway between Arguello Boulevard and Drumm Street. In the vicinity of

the project site, Clay Street is one-way eastbound with one travel lane and parking on both sides of the

street. Between Powell and Kearny Streets, the south parking lane on Clay Street is dedicated to buses

and right-turns during the AM peak period (7:00 AM to 9:00 AM) (at other times, on-street metered

parking and loading is permitted). Between Grant Avenue and Kearny Street, the north curb lane on Clay

Street is used for queuing for the Portsmouth Square Garage. Between Kearny and Leidesdorff Streets (a

narrow alley between Montgomery and Sansome Streets), the south curb lane is dedicated to buses and

right-turning vehicles during both the AM peak period and the PM peak period (4:00 PM to 6:00 PM).

East of Leidesdorff Street, the right-hand lane is dedicated to buses and right-turns at all times. The San

Francisco General Plan identifies  Clay  Street  as  a  Major  Arterial  in  the  Congestion  Management

Program (CMP) network, part of the Metropolitan Transportation System network, and a Transit

Preferential Street (transit important).

Pine Street runs in an east-west direction between the intersection of Davis and Market streets in the

downtown area to just west of Presidio Avenue, where it meets Bush Street and becomes Masonic

Avenue. Pine Street is one-way, with two to three westbound lanes, and parking on both sides of the

street. Peak-period parking is prohibited east of Gough Street during the PM peak period to provide an

additional travel lane. In the San Francisco General Plan, Pine Street is designated as a Major Arterial, as

well as a part of the Neighborhood Pedestrian Street network between Market and Kearny Streets, and

2 A Class III bike route provides bike travel that is shared with pedestrians or motor vehicle traffic.
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between Scott  and Divisadero Streets.  It  is  also a  Transit  Preferential  Street  (transit  important)  between

Market and Kearny Streets.

Stockton Street runs  in  a  north-south  direction  between  Market  and  Beach  Streets.  It  is  a  one-way

southbound street between Market and Sutter Streets. Stockton Street has three southbound travel lanes

between Sutter and Market Streets and one to two travel lanes north of Sutter Street. The Stockton tunnel

runs under Bush, Pine, and California Streets between Sutter and Sacramento Streets, and includes a

Class II bicycle lane (Route 17).3 Between Broadway and Sacramento Street, Stockton Street has a Class

III bicycle route (Route 17). The San Francisco General Plan identifies Stockton Street as a Transit

Preferential Street (transit important) between Market Street and Columbus Avenue, and a Neighborhood

Pedestrian Street from Market to California Streets.

INTERSECTION LEVEL OF SERVICE (LOS) CONDITIONS

Existing operational conditions were evaluated for five intersections, including three signalized

intersections and two unsignalized intersections. The locations of these intersections relative to the project

site are shown in Figure IV.E-2: Transportation Study Area and Analysis Locations, p. IV.E-6. The

operating characteristics of signalized intersections are described by the concept of Level of Service

(LOS). LOS is a qualitative description of the performance of an intersection based on the average delay

per vehicle. Intersection levels of service range from LOS A, which indicates free flow or excellent

conditions with short delays, to LOS F, which indicates congested or overloaded conditions with

extremely long delays. LOS A through D are considered excellent to satisfactory service levels, LOS E is

undesirable, and LOS F conditions are unacceptable.

The study intersections were evaluated using the 2000 Highway Capacity Manual operations

methodology. For signalized intersections, this methodology determines the capacity for each lane group

approaching the intersection. The LOS is then based on average delay per vehicle (in seconds per vehicle)

for the various movements within the intersection. A combined weighted average delay and LOS is

presented for the intersection. In San Francisco, LOS E and F are considered unacceptable operating

conditions for signalized intersections. For unsignalized intersections, average delay and LOS operating

conditions are calculated by approach (e.g., northbound) and movement (e.g., northbound left turn), for

those movements that are subject to delay. For the purpose of this analysis, the operating conditions (LOS

and delay) for unsignalized intersections are presented for the worst approach (i.e., the approach with the

highest average delay per vehicle).

3 A Class II bicycle lane provides a striped lane for one-way bike travel on a street or highway.



Figure IV.E-2
Transportation Study Area and Analysis Locations

Source: LCW Consulting, 2009.
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Existing intersection operating conditions were evaluated for the weekday PM peak hour (5:00 PM to

6:00 PM) of the weekday PM peak commute period (4:00 PM to 6:00 PM). Intersection turning

movement counts were conducted on Tuesday, December 2, 2008, at the five study intersections.

Table IV.E-1: Intersection Level of Service Existing Conditions – Weekday PM Peak Hour, below,

presents the results of the intersection LOS analysis for the existing weekday PM peak hour conditions.

During the weekday PM peak hour, all study intersections currently operate with acceptable conditions

(i.e., LOS D or better). Weekday PM peak hour traffic volumes at the study intersections are presented in

Figure IV.E-3: Existing Traffic Volumes – Weekday PM Peak Hour, p. IV.E-8.

Table IV.E-1
Intersection Level of Service

Existing Conditions – Weekday PM Peak Hour

Intersection Delay1 LOS

Signalized
1. Sacramento/Stockton
2. Sacramento/Powell
3. California/Mason
Unsignalized2

4. Sacramento/Mason
5. California/Powell – flashing red

18.0
18.0
25.1

13.4 (wb)
16.7 (sb)

B
B
C

B
C

Notes:
1. Delay presented in seconds per vehicle.
2. Unsignalized intersections 4-way STOP-controlled. Delay and LOS presented for worst approach,

indicated in parentheses. wb = westbound, sb = southbound
Source: LCW Consulting, 2009.

TRANSIT CONDITIONS

The project site is served by public transit. Local service is provided by the San Francisco Municipal

Railway  (MUNI)  bus  and  cable  car  lines.  Service  to  and  from  the  East  Bay  is  provided  by  Bay  Area

Rapid  Transit  (BART),  Alameda-Contra  Costa  County  Transit  (AC Transit)  and  ferries;  service  to  and

from the North Bay is provided by Golden Gate Transit buses and ferries; service to and from the

Peninsula and South Bay is provided by the Peninsula Rail Corridor (Caltrain), the San Mateo County

Transit District (SamTrans), and BART.

The  Powell  Street  BART station  is  located  0.5  mile  south  of  the  project  site  (accessed  via  the  Powell-

Hyde and Powell-Mason cable car lines), the Embarcadero BART station is located 0.75 mile east of the

site (accessed via the 1-California or the C-California cable car), the Caltrain terminal is located

approximately 1.5 miles southeast of the project site (accessed via the 1-California, 30- Stockton, and 45-



Figure IV.E-3
Existing Traffic Volumes - Weekday PM Peak Hour

Source: LCW Consulting, 2009.
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Union-Stockton), and the Transbay Terminal (with stops for MUNI, AC Transit, Golden Gate Transit,

and SamTrans) is located approximately 1 mile southeast of the project site (accessed via the 1-

California).  The  San  Francisco  Ferry  Terminal  is  located  at  the  Embarcadero  in  the  Ferry  Building

approximately 1.3 miles east of the project site. Figure IV.E-4:  Existing Transit  Networks and Stop

Locations, p. IV.E-10 presents the transit routes and stop locations in the vicinity of the project.

San Francisco Municipal Railway (MUNI)
MUNI provides transit service within the City and County of San Francisco, including bus (both diesel

and electric trolley), light rail (MUNI Metro), cable car, and electric streetcar lines.

Four MUNI lines run along the perimeter of the project site: the 1-California electric bus line runs

westbound on Sacramento Street within a bus-only lane between Powell and Mason Streets, the Powell-

Mason and Powell-Hyde cable car lines run in a mixed-flow travel lane (i.e., travel lane accommodating

autos, trucks, and transit vehicles) along Powell Street, and the California cable car line runs in a mixed-

flow travel lane along California Street. Five additional lines run in the project vicinity: the 9X-San Bruno

Express, the 9AX-San Bruno Express, the 9BX-San Bruno Express, the 30-Stockton, the 45-Union-

Stockton. The 1AX/BX-California, the 31AX/BX-Balboa, and the 38AX/BX-Geary Expresses travel on

Pine Street, during the PM peak period, but do not stop in the project vicinity. Table IV.E-2: Nearby

Weekday MUNI Service – Existing Conditions, p. IV.E-9 presents the service frequencies and nearest

stop location for lines that operate nearby.

Table IV.E-2
Nearby Weekday MUNI Service – Existing Weekday Conditions

Route

Service Frequency
(min.) Nearest Stop Location

(inbound, outbound)AM Midday PM
1- California
9X- San Bruno Express
9AX- San Bruno Express
9BX- San Bruno Express
30- Stockton
45- Union-Stockton
C- California Cable Car
PH- Powell-Hyde Cable Car
PM- Powell-Mason Cable Car

3
10
10
15
9
9
6
10
10

6
12
–
–

4–5
9
8
8
8

3
10
10
10
4–5
9
8
8
8

Clay/Powell, Sacramento/Powell
Kearny/Sacramento, Stockton/Sacramento
Kearny/Sacramento, Stockton/Sacramento
Kearny/Sacramento, Stockton/Sacramento
Stockton/Sacramento, Stockton/Clay
Stockton/Sacramento, Stockton/Clay
California/Powell
Powell/California
Powell/California

Source: SF MUNI, LCW Consulting, 2009



Figure IV.E-4
Existing Transit Network and Stop Locations

Source: LCW Consulting, 2009.
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Bay Area Rapid Transit (BART)
BART operates regional rail transit service in the metropolitan Bay Area. BART currently operates six

lines:  Pittsburg/Bay  Point  to  Millbrae,  Fremont  to  Daly  City,  Richmond  to  Daly  City,  Fremont  to

Richmond, Dublin/Pleasanton to San Francisco International Airport, and Millbrae to San Francisco

International Airport. Within downtown San Francisco, BART operates underground below Market

Street. The nearest BART station to the project is the Powell Station, approximately seven blocks south of

the project site. During the weekday PM peak period, service frequency is generally 5 to 15 minutes for

each line.

Peninsula Rail Corridor (Caltrain)
Caltrain provides rail passenger service on the Peninsula between Gilroy and San Francisco. The San

Francisco terminal is located at Fourth and Townsend Streets, in the South of Market area, approximately

1.5 miles south of the project site. Caltrain currently operates 66 trains each weekday, with a combination

of express and local service. Service frequency during the PM peak period is approximately 5 to 30

minutes. In July 2009, the Caltrain Board approved service reductions to close a budget gap for fiscal year

2010. Beginning August 31, 2009, eight weekday midday trains will be eliminated between the hours of

10:00 AM and 2:00 PM, resulting in trains running hourly during that time period.

San Mateo County Transit District (SamTrans)
SamTrans provides bus service between San Mateo County and San Francisco. SamTrans operates 14 bus

lines which serve San Francisco, including 12 routes into the downtown area. In general, SamTrans

service to downtown San Francisco operates along Mission Street to the Transbay Terminal, located on

Mission Street between First and Fremont streets, which is approximately one mile southeast of the

project site.

Golden Gate Bridge Highway and Transportation District (Golden Gate Transit)
Golden Gate Transit provides bus service between the North Bay (Marin and Sonoma Counties) and San

Francisco. Golden Gate Transit operates 22 commuter bus routes, 9 basic bus routes, and 16 ferry feeder

bus routes  into San Francisco,  several  of  which are at  or  near  the Transbay Terminal.  Basic  bus routes

operate at regular intervals of 15 to 90 minutes depending on time of day and day of week. Commute and

ferry feeder bus routes operate more frequently in the mornings and evenings. Golden Gate Transit also

operates ferry service between Larkspur and San Francisco and between Sausalito and San Francisco. The

San Francisco terminal is at the Ferry Building, at the foot of Market Street, about 1.5 miles east of the

project site.
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Alameda-Contra Costa Transit (AC Transit)
AC Transit  is  the primary bus operator  for  the East  Bay,  including Alameda and western Contra Costa

Counties. AC Transit operates 37 routes between the East Bay and San Francisco all of which terminate at

the Transbay Terminal, which is approximately one mile southeast of the project site. Most transbay

service is peak-hour and peak-direction (to San Francisco during the AM peak period and from San

Francisco during the PM peak period), with service frequencies of 15 to 30 minutes per route.

CAPACITY UTILIZATION

Capacity utilization relates the number of passengers per transit vehicle to the design capacity of the

vehicle. The capacity per vehicle includes both seated and standing capacity, where standing capacity is

somewhere between 30 to 80 percent of seated capacity (depending upon the specific transit vehicle

configuration). For example, the capacity of a light rail vehicle is 119 passengers, the capacity of a

historic streetcar is 70 passengers, and the capacity of a standard bus is 63 passengers. Table IV.E-3:

MUNI  Line  Analysis  –  Existing  Line  Conditions  –  Weekday  PM  Peak  Hour, below, presents the

ridership and capacity utilization at the maximum load point for the nearby lines during the weekday PM

peak hour. MUNI’s established capacity utilization standard for peak period operations is 85 percent. It

should be noted that the 85 percent utilization is of seated and standing loads, so at 85 percent all seats are

taken and there are many standees.

Table IV.E-3
MUNI Line Analysis – Existing Line Conditions – Weekday PM Peak Hour

Line

Inbound
(Towards Downtown)

Outbound
(away from Downtown)

Ridership
Capacity

Utilization Ridership
Capacity

Utilization

1-California
9X-San Bruno Express
9AX-San Bruno Express
9BX-San Bruno Express
30-Stockton
45-Union-Stockton
C-California Cable Car
PH-Powell Hyde Cable Car
PM-Powell Mason Cable Car

476
367

–
–

604
348
160
320
274

33%
98%

–
–

55%
79%
46%
91%
78%

939
613
473
396
512
315
329
346
285

75%
54%
84%
70%
50%
71%
78%
82%
68%

Notes:
1. Lines operating at capacity utilization greater than 85 percent are highlighted in bold.
2. The 1AX/BX-California Expresses, 31AX/BX-Balboa Expresses and 38AX/BX-Geary Expresses travel on Pine and

Bush Streets in the vicinity of the project site, but do not stop and are not included in the existing conditions table.
Source: MUNI TEP Data, LCW Consulting 2009.
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During the weekday PM peak hour, the 9X-San Bruno Express and the Powell-Hyde Cable Car lines

operate at capacity utilization greater than 85 percent at the maximum load point (highlighted in bold in

Table IV.E-3, above). The maximum load point for the 9X-San Bruno Express is at Harrison and Sixth

Streets, while the maximum load point for the Powell-Hyde Cable Car is at Hyde and Lombard Streets.

TRANSIT EFFECTIVENESS PROJECT

The San Francisco Municipal Transportation Agency (SFMTA) currently plans to conduct an

environmental assessment of the recommendations resulting from its Transit Effectiveness Project (TEP).

The TEP is a comprehensive review of MUNI operations, with numerous proposals for service and street

network changes to address issues related to reliability, travel times, and service areas.

The TEP is still in a draft stage and the potential transit changes near the site are under consideration and

subject to a separate environmental review by SFMTA. The following changes are proposed for lines in

the vicinity of the proposed project:

Trains and buses would run every 5 to 10 minutes all day on the Rapid Network, consisting of all
of the light rail lines, and the 9-San Bruno, 9X-San Bruno Express, 30-Stockton, 38/38L-Geary,
and 71/71L-Haight-Noriega.

A new line (the 11-Downtown Connector) would circulate around downtown, replacing the 19-
Polk on Polk Street and the 12-Folsom in the South of Market area (also connecting North Beach
with the Montgomery BART Station).

Service on the 9X-San Bruno Express would be nearly doubled in the middle of the day.

Larger, articulated buses would be used for all service on the 30-Stockton, and would run more
frequently during the PM peak.

PEDESTRIAN CONDITIONS

A qualitative evaluation of existing pedestrian conditions in the vicinity of the project site was conducted

during field visits to the site during the weekday midday and PM peak periods. Field surveys were

conducted in December 2008 and February 2009. Sidewalk widths adjacent to the project site are 10 feet

on  Sacramento,  Mason  and  California  Streets,  and  9  feet  on  Powell  Street.  Crosswalks  and  pedestrian

signals are provided at all signalized intersections in the vicinity of the project. Crosswalks are also

provided at unsignalized intersections.

Between Powell and Mason Streets, Sacramento Street has an uphill grade of about 17 percent, and

California  Street  has  an  uphill  grade  of  12  percent.  While  Mason  Street  is  relatively  flat  between

California and Sacramento Streets, there are steep grades to the south and north of the project site along
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Mason  Street  (between  20  and  22  percent).  Powell  Street  has  a  five-  to  10-percent  grade  between

California and Sacramento Streets, and a downhill grade of about 17 percent to the south.

Pedestrian flows in the vicinity of the project site are low to moderate, with higher volumes on California,

Powell, and Mason Streets than on Sacramento Street. During the PM peak period field observations,

most pedestrians on these streets were hotel and tourist patrons walking to and from nearby attractions

and the cable car stops. Both crosswalks and sidewalks were observed to be operating at unconstrained

conditions (at normal walking speeds and with freedom to bypass other pedestrians). No conflicts

between vehicles entering and exiting the existing garage and pedestrians were observed.

BICYCLE CONDITIONS

Bikeways  are  typically  classified  as  Class  I,  Class  II,  or  Class  III  facilities.4 Class  I  bikeways  are  bike

paths with exclusive right-of-way for use by bicyclists. Class II bikeways are bike lanes striped within the

paved areas of roadways and established for the preferential use of bicycles, while Class III bikeways are

signed bike routes that allow bicycles to share the travel lane with vehicles. However, bikes are allowed

on all roads, whether signed or not. Designated bicycle routes in the vicinity of the project are presented

in Figure IV.E-5: Bicycle Network in Study Area, p. IV.E-15.

Bicycle Route 310 runs on California Street between Polk and Taylor Streets and on Taylor Street

between California and Broadway Streets, as a signed route (Class III facility). Bicycle Route 17 runs on

Stockton  Street  between  Post  Street  and  Broadway  mostly  as  a  signed  route  (Class  III  facility).  The

northbound segment of Bicycle Route 17 between Bush and Sacramento Streets has a bicycle lane (Class

II facility) within the Stockton tunnel.

The San Francisco Bicycle Plan Final EIR5 was certified by the Planning Commission on June 25, 2009

and adopted by the SFMTA on June 29, 2009. No bicycle improvements or changes are proposed for

either Bicycle Route 310 or Bicycle Route 17.

4 Bicycle facilities are defined by the State of California in the California Streets and Highway Code Section,
890.4.

5 San Francisco Bicycle Plan Final EIR, certified June 25, 2009. This report is available for public review at the
Planning Department, 1650 Mission Street, Suite 400, as part of Case No. 2007.0347E. This report is also
available online at www.sfgov.org/planning/MEA.

http://www.sfgov.org/planning/MEA.


Figure IV.E-5
Bicycle Network in Study Area

Source: LCW Consulting, 2009.

Draft EIR
Case No. 2008.0081E

 950 Mason Street Fairmont Hotel
Revitalization and Residential Tower Project

IV.E-15



IV. Environmental Setting, Impacts, and Mitigation
E. Transportation and Circulation

Draft EIR IV.E-16 950 Mason Street Fairmont Hotel
Case No. 2008.0081E Revitalization and Residential Tower Project

PARKING CONDITIONS

The existing parking conditions were examined within a parking study area bounded by Clay Street,

Stockton Street, Pine Street, and Taylor Street. Parking conditions were assessed for the weekday midday

period (1:30 PM to 3:00 PM) and the weekday evening period (6:30 PM to 8:00 PM). Field surveys were

conducted in December 2008 and February 2009. Figure IV.E-6: Off-Street Parking Facilities, p. IV.E-

17, presents the location of public parking facilities in the study area, and Table IV.E-4: Off-Street

Parking Supply and Utilization – Weekday Conditions, p. IV.E-16, presents the weekday midday and

evening parking supply and occupancy data. The project site has an existing off-street parking facility with

165 spaces on three levels (Levels B4, B5, and B6). The existing parking facility has eight handicap

accessible spaces, 12 bicycle parking spaces and no car share spaces. The Fairmont Hotel also leases 60

parking spaces for overflow parking at 925 Powell Street.6

Table IV.E-4
Off-Street Parking Supply and Utilization – Weekday Conditions

Facility Spaces

Weekday
Midday

Weekday
Evening

Occupied
Spaces

Percent
Occupied

Occupied
Spaces

Percent
Occupied

1. Brocklebank Garage
2. Fairmont Hotel Garage
3. Crocker Garage
4. Mark Hopkins Hotel

60
165
200
75

30
40
100
70

50%
24%
50%
93%

25
40
80
70

42%
24%
40%
93%

Total 500 240 48% 215 43%
Source: LCW Consulting, 2009

Four off-street public parking facilities exist in the study area that provides approximately 500 off-street

parking spaces. Day-use and overnight parking is available at the Fairmont Hotel Garage (project site)

and the Mark Hopkins Hotel. Monthly parking is offered at the Brocklebank Garage and at the Crocker

Garage. Overall, the off-street parking facilities are at about 48 percent of capacity during the weekday

midday, and 43 percent of capacity during the evening peak period.

6  These spaces are not open to the public and therefore not included in the survey of publicly available off-street
parking shown in Table IV.E-4.



Figure IV.E-6
Off-Street Parking Facilities

Source: LCW Consulting, 2009.
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The Fairmont Hotel garage (project site) contains 165 off-street parking spaces, which are approximately

24 percent occupied during the weekday midday period. This parking facility is primarily used for hotel

use on site and is open 24 hours a day, seven days a week. The Fairmont Hotel also leases the Fairmont

Annex garage at 925 Powell Street between Clay and Sacramento Streets containing 60 spaces. The

Fairmont Annex garage is leased by the Fairmont Hotel and used exclusively for the hotel’s valet parking

overflow and parking for hotel employees at management level.7

The Nob Hill Masonic Center public parking garage is located outside of the parking study area and is on

the block bounded by California, Taylor, Pine, and Jones Streets. The Nob Hill Masonic Center public

parking garage contains about 600 off-street parking spaces (which are approximately 50 percent

occupied during the weekday midday period). While this public parking facility is used primarily for

events at the Masonic Center, it is open 24 hours a day, seven days a week.

On-street parking conditions were assessed for the weekday midday period (1:30 to 3:00 PM) and the

weekday evening period (6:30 to 8:00 PM). The project site is within the “C” Residential Permit Parking

(RPP) area, which restricts on-street parking Mondays through Saturdays to a two-hour period between

the hours of 8:00 AM and 9:00 PM.

The “C” RPP area is roughly bounded by Broadway to the north, Kearny Street to the east, Sutter and

Bush Streets to the south, and Polk Street to the west. Metered parking spaces for both standard and

commercial vehicles are found along California Street, and there are a number of commercial vehicle and

passenger loading/unloading zones supporting the area hotels. Along Sacramento Street, on-street parking

is restricted from 4:00 to 6:00 PM to facilitate bus operations (i.e., No Standing Anytime, Tow-Away).

There are about 516 on-street parking spaces within the study area, with the majority of the spaces in the

“C” RPP area. Overall during the weekday midday, the on-street parking spaces within the study area are

at approximately 94 percent of capacity, and during the weekday evening, the parking supply is at

approximately 99 percent of capacity. On-street parking is effectively at capacity when utilization reaches

85 to 90 percent,  at  which time drivers  are  more likely to circle  the block looking for  available  spaces.

During field surveys8, double parking along Mason and California Streets was frequently observed. Table

IV.E-5: On-Street Parking Supply and Utilization – Weekday Conditions, below, presents a summary

7 Isaacson, Glenn, 2009. Conversion Management Associates, Personal Communication with Glenn Isaacson on
June 9, 2009.

8 Field surveys were conducted in December 2008 and February 2009.
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of the parking supply within the parking study area, and the weekday midday and evening parking

occupancies.

Table IV.E-5
On-Street Parking Supply and Utilization – Weekday Conditions

Street Supply

Weekday
Midday

Weekday
Evening

Occupied
Spaces

Percent
Occupied

Occupied
Spaces

Percent
Occupied

Clay Street – Stockton to Mason
Sacramento Street - Stockton to Mason
California Street – Stockton to Mason
Pine Street – Stockton to Mason
Taylor Street – Clay to Pine
Mason Street – Clay to Pine
Powell Street – Clay to Pine
Stockton Street – Clay to Pine

74
68
55
105
80
69
30
35

72
63
51
90
80
67
30
32

97%
93%
93%
86%
100%
97%
100%
91%

74
68
54
103
80
67
29
35

100%
100%
98%
98%
100%
97%
97%
100%

Total 516 485 94% 510 99%
Source: LCW Consulting, 2009

The limited supply of on-street parking adjacent to the project site along with loading restrictions help

support  vehicular  access  to  the Fairmont  Hotel  complex.  On Sacramento Street,  there are  three parking

spaces between Powell Street and the existing off-street loading area for the Fairmont Hotel. Between the

off-street loading area and Mason Street, there is a 30-minute commercial vehicle loading/unloading zone

in effect Monday through Saturday, between 7:00 AM and 4:00 PM.

On California Street, there is a cable car stop with a red zone that extends about 110 feet west of Powell

Street, seven standard metered parking spaces (two-hour limit); two commercial vehicle metered spaces

(30-minute limit); and two passenger loading/unloading zones (one 55-foot long zone and one 45-foot

long zone).

On Powell Street, there are eight parking spaces subject to “C” RPP regulations and a red zone roughly

midblock to California Street. It should be noted that on July 17, 2009, the SFMTA established a 150-

foot-long No Parking Anytime zone (i.e., red curb) on the west side of Powell Street that extends south

from Sacramento Street to California Street.9 This new curb regulation eliminated eight existing parking

spaces.

9 San Francisco Municipal Transportation Agency, 2009, Municipal Transportation Agency and Parking Authority
Commission 2009 Resolution Log, p. 42.
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On  Mason  Street,  between  California  and  Sacramento  Streets,  there  is  a  white  passenger

loading/unloading zone that is also used as a taxi waiting area.

LOADING CONDITIONS

The existing Fairmont Hotel is served by five loading spaces. Two off-street loading docks are located on

Sacramento Street, approximately 100 feet west of Powell Street. On Mason Street, there is an off-street

open-air loading dock approximately 35 feet south of Sacramento Street. In addition, the hotel is served

by two curbside loading facilities (roll-up doors with curb cuts) which are located along Sacramento

Street, one at mid-block and another approximately 100 feet east of the intersection of Sacramento and

Mason  Streets.  Between  the  off-street  loading  area  and  Mason  Street,  there  is  a  30-minute  commercial

vehicle loading/unloading zone in effect Monday through Saturday, from 7:00 AM and 4:00 PM.

The southern curb of Sacramento Street adjacent to the project site has a No Stopping Tow-Away

regulation between 4:00 PM and 6:00 PM daily. The northern curb has a No Stopping Tow-Away

regulation between 7:00 AM and 7:00 PM daily.

The project sponsor collected delivery data to the Fairmont Hotel complex for a one-week period between

September 11 and September 17, 2008.10 On weekdays, the total number of deliveries ranged from 11 to

29 deliveries, with an average of 24 deliveries per day. Approximately 15 percent of the deliveries

occurred during the two-hour period between 6:00 AM and 8:00 AM; 65 percent of the deliveries

occurred during the four-hour period between 8:00 AM and 12:00 PM; and 20 percent of the deliveries

occurred during the five hour period between 12:00 PM and 5:00 PM. At its peak, nine deliveries

occurred between 11:00 AM and 12:00 PM on Friday (September 12, 2008). Only three deliveries

occurred on Saturday (September 13, 2008) and no deliveries occurred on Sunday. During field

observations, loading/unloading activities were observed on Mason and Sacramento Streets. The

commercial vehicle spaces along Sacramento Street were not fully occupied; however, most vehicles

observed were pick-up trucks, rather than delivery vehicles. Some delivery vehicles double-parked on

Sacramento Street, or backed into the curbside loading area, thereby blocking the sidewalk, curb parking

lane, and a portion of the travel lane. These loading activities did not substantially affect traffic or transit

operations,  since  there  are  two  travel  lanes  on  the  section  of  Sacramento  Street  between  Powell  and

10 Musco, Lindsay, 2008, Fairmont Hotel Loading Survey Delivery Tracking, September 18. This information is
included as Appendix B of LCW Consulting, 2009, 950 Mason Street Transportation Study, December 24. This
document is available for review at the Planning Department, 1650 Mission Street, Suite 400, as part of Case No.
2008.0081E.
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Mason Streets between 7:00 AM and 7:00 PM, and the westbound vehicles used the bus-only lane to

bypass the double-parked vehicles.

Adjacent  to  the  project  site  on  California  Street,  there  are  two  yellow  metered  parking  spaces  at  the

approach to Mason Street, as well as two passenger loading/unloading zones (one 55-foot-long zone, and

one 45-foot-long zone). During field observations, these spaces were fully utilized.

The historic 1906 Fairmont Hotel also has a hotel guest porte-cochere on Mason Street for passenger

drop-off and pick-up, and the curb along Mason Street between California and Sacramento Streets is a

passenger loading/unloading (white) zone.

REGULATORY SETTING

The Transportation Element of the San Francisco General Plan includes policies and objectives

pertaining to transportation and circulation for the proposed project. The Transportation Element of the

General Plan policies and objectives are related to transportation, congestion management, circulation,

transit, alternative modes of transit (bicycles and walking), parking, and movement of goods. It also

encourages off-street loading facilities and strategies to reduce congestion affecting vehicular traffic and

pedestrian circulation. This section analyzes issues related to traffic and parking impacts associated with

development of the proposed project. The proposed project design is intended to respect the existing

pedestrian scale and includes three new levels of below-grade parking to accommodate the increase in

parking demand from the permanent residents on site. The proposed project would comply with Planning

Code requirements for bicycle parking, car-share spaces, and handicap accessible spaces. Loading and

service areas would be designed to be consistent with the policies of the Transportation Element. A

construction management plan with parking management strategies would be included to mitigate any

potential construction impacts resulting from the proposed project.

IMPACTS

SIGNIFICANCE THRESHOLDS

This section of the document describes the potential impacts that the proposed project could have on

traffic, transit, pedestrian, bicycle, loading, construction impacts on transportation and circulation, and

emergency vehicle circulation. This section also provides a parking analysis for informational purposes.

Below is a list of significance criteria used by the San Francisco Planning Department to assess whether a

proposed project would result in significant impacts. These criteria are organized by mode to facilitate the
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transportation impact analysis; however, the transportation significance thresholds are essentially the

same as the ones in the environmental checklist (Appendix G of the State CEQA Guidelines), which has

been adopted and modified by the San Francisco Planning Department. For the purpose of this analysis,

the following applicable thresholds were used to determine whether implementing the proposed project

would result in a significant impact to transportation and circulation.

Traffic: The operational impact on signalized intersections is considered significant when project-
related traffic causes the intersection level of service to deteriorate from LOS D or better to LOS
E  or  F,  or  from  LOS  E  to  LOS  F.  The  operational  impacts  on  unsignalized  intersections  are
considered potentially significant if project-related traffic causes the level of service at the worst
approach to deteriorate from LOS D or better to LOS E or F and Caltrans signal warrants would
be met, or would cause Caltrans signal warrants to be met when the worst approach is already
operating at LOS E or F. The project may result in significant adverse impacts at intersections
that operate at LOS E or F under existing conditions depending upon the magnitude of the
project’s contribution to the worsening of the average delay per vehicle. In addition, the project
would have a significant adverse impact if it would cause major traffic hazards or contribute
considerably to cumulative traffic increases that would cause deterioration in levels of service to
unacceptable levels.

Transit: The project would have a significant effect on the environment if it would cause a
substantial increase in transit demand that could not be accommodated by adjacent transit
capacity, resulting in unacceptable levels of transit service; or cause a substantial increase in
delays or operating costs such that significant adverse impacts in transit service levels could
result. With the Muni and regional transit screenlines analysis, the project would have a
significant effect on the transit provider if project-related transit trips would cause the capacity
utilization standard to be exceeded during the PM peak hour.

Pedestrians: The proposed project would have a significant effect on the environment if it would
result in substantial overcrowding on public sidewalks, create potentially hazardous conditions
for pedestrians, or otherwise interfere with pedestrian accessibility to the site and adjoining areas.

Bicycles: The project would have a significant effect on the environment if it would create
potentially hazardous conditions for bicycles or otherwise substantially interfere with bicycle
accessibility to the site and adjoining areas.

Loading: A project would have a significant effect on the environment if it would result in a
loading demand during the peak hour of loading activities that could not be accommodated within
proposed on-site loading facilities or within convenient on-street loading zones, and create
potentially hazardous conditions or significant delays affecting traffic, transit, bicycles or
pedestrians.

Emergency Vehicle Access: The project would have a significant effect on the environment if it
would result in inadequate emergency access.

Construction: Construction-related impacts generally would not be considered significant due to
their temporary and limited duration.
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PROPOSED PROJECT

The project sponsor proposes to demolish the existing Fairmont Hotel tower and podium structure, and

construct a 26-story residential tower and a five-story mid-rise residential component, both above a five-

story podium structure. The mid-rise residential component and residential tower would contain up to 160

residential units. The proposed development would include four levels of below-grade parking, up to a

maximum depth of approximately 40 feet below the Powell Street grade at the intersection of Powell and

California Streets. The four levels of parking would contain 350 spaces: 160 spaces for the proposed

residential units, and 190 spaces for hotel/commercial uses. The 350 spaces would consist of 302 self-

park and 48 tandem spaces. Of the 302 self-park spaces, 14 would be handicapped-accessible spaces. In

addition to the 350 parking spaces for the residential and hotel/commercial uses, four car-share spaces

would be provided. A total of 61 bicycle storage spaces (52 for residential uses, nine for the hotel and

commercial uses) would be located in secured bicycle storage rooms within the basement/garage level.

The primary pedestrian entrance to the new residential units would be on Powell Street. Vehicular access

to the historic 1906 Fairmont Hotel would continue to be from Mason Street, however access to the

reconfigured hotel and retail uses would also be provided at the corner of Powell and California Streets.

During demolition, two off-street loading spaces in the existing podium structure located within the

loading dock on Sacramento Street, approximately 100 feet west of Powell Street would be removed.

These spaces would be replaced by two new and larger loading spaces about 120 feet west of Powell

Street: one space would be 20 feet wide, 65 feet in length, with a vertical clearance of 15 feet, while the

second space would be 12 feet wide, 40 feet in length, with a vertical clearance of 14 feet. The two new

off-street spaces would serve the residential and Fairmont Hotel uses.

The existing historic 1906 Fairmont Hotel building is served by two curbside loading facilities (two roll-

up door loading areas, one with an 18 foot wide curb cut, and one with a 14 foot wide curb cut) which are

located along Sacramento Street, one at mid-block and another approximately 100 feet east of Mason

Street and an off-street loading dock, located on Mason Street. As part of the proposed project, the

existing mid-block curb-side loading dock which has a 14 foot wide curb cut on Sacramento Street, and is

a pre-existing, non-conforming condition under Planning Code Section 180, would be reconfigured into a

Code-compliant (Planning Code Section 155) off-street loading dock, providing on-site loading where a

curb-side loading area currently exist. The newly reconfigured on-site loading space would be 12 feet

wide, 33 feet in depth, with a vertical clearance of 13 feet. The second curbside loading area that is

approximately 100 feet east of Mason Street would remain unchanged. The open-air, off-street loading
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dock on Mason Street, approximately 35 feet south of Sacramento Street would also remain unchanged.

The proposed development would have a total of five loading spaces: four off-street loading spaces, and

one curbside loading area upon project completion.

TRAFFIC IMPACT EVALUATION

Impact TR-1 The proposed project would not cause an increase in traffic which is substantial in
relation to the existing traffic load and capacity of the street system and would not
cause the level of service to deteriorate from LOS D or better to LOS E or F, or
from LOS E to LOS F. The proposed project would not cause major traffic hazards.
(Less than Significant)

Methodology
Trip Generation

The person-trip generation for the proposed new residential and displaced hotel uses includes trips made

by residents, employees, and visitors to the project site. Person-trip generation is based on daily and

weekday PM peak hour trip generation rates (number of trips per unit, and number of trips per room for

hotel use) provided in the San Francisco Planning Department Transportation Impact Analysis

Guidelines (SF Guidelines).11 The proposed project  would result  in  270 net  new person trips  on a  daily

basis and 144 net new person trips during the PM peak hour. Table IV.E-6: Proposed Project Person –

Net New Trip Generation, below, presents the weekday daily and PM peak hour trip generation rates

and daily and PM peak hour person trips generated by the proposed uses. Other than the introduction of

the proposed residential uses, the proposed project would result in minor changes in square footages for

various existing on-site uses: for example, total hotel restaurant uses would decrease by approximately

1,840 gsf, while retail uses would decrease by approximately 6,900 gsf. As a conservative assumption, it

was estimated that trips associated with the Fairmont Hotel uses would remain similar to existing

conditions and is not included in the table below. However, a credit was applied to account for the 226

hotel rooms that would be displaced, and is shown in Table IV.E-6 below.

Mode Split

The project-generated person-trips were assigned to travel modes in order to determine the number of

auto, transit, and “other” trips. “Other” includes pedestrian, bicycle, motorcycle, taxi, and additional

modes. Mode split information for the new residential uses was based on the 2000 U.S. Census journey-

to-work data for census tract 112, in which the project is located. Mode split information for the reduction

11 City and County of San Francisco Planning Department, 2002, Transportation Impact Analysis Guidelines for
Environmental Review, October.
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in hotel rooms was based on information contained in the SF Guidelines for employee and visitor trips to

Superdistrict 1 (SD-1). An average vehicle occupancy rate, as obtained from the U.S. Census data (for the

new residential uses) and SF Guidelines (for the displaced hotel uses) was applied to the number of auto

person-trips to determine the number of net new vehicle-trips generated by the project.

Table IV.E-6
Proposed Project Person – Net New Trip Generation

Land Use Proposed Size

Person Trip Generation Rates Person-Trips

Daily Trip Rate

PM Peak
Hour as
Daily % Daily

PM Peak
Hour

Residential (new)
Two and two + bedrooms

160 units 10.0 per unit 17.3% 1,600 277

Hotel (displaced) 190 rooms 1 7.0 per room2 10.0% (1,330) (133)
Total 270 144

Notes:
1. The proposed project would displace between 226 and 286 existing hotel rooms, depending on how many rooms would be

consolidated in the existing historic 1906 Fairmont Hotel building. For purposes of the transportation analysis, no
consolidation of rooms was assumed. To account for lower than average hotel room occupancy, the number of hotel rooms
used to calculate the credit was decreased by 16 percent, and therefore the net new trip generation is based on 190 rooms
(i.e., 226 rooms less 36 room to account for lower than average occupancy = 190 room credit). The 16 percent reduction is
the difference between the 83 percent average hotel occupancy (from the Institute of Transportation Engineers) and the 67
percent average occupancy from the Fairmont Hotel data.

2. The reduction of 16 percent can similarly be applied to the trip generation rate (i.e., 7 daily trips per room less 1.12 daily
trips per room to account for lower than average occupancy = 5.88 daily trips per room). Applying the adjusted trip
generation rate to the 226 room total would yield the same results.

Source: SF Guidelines, LCW Consulting, 2009.

Table IV.E-7: Proposed Project Trip Generation by Mode – Weekday PM Peak Hour, below,

summarizes the weekday PM peak hour trip generation by mode for the project, as well as the credit for

the previous uses that was applied to calculate the net new trip generation. As described previously, it was

assumed that trips associated with the Fairmont Hotel functions would remain similar to existing

conditions as a conservative assumption and therefore, not included in the table below.

Table IV.E-7
Proposed Project Trip Generation by Mode – Weekday PM Peak Hour

Land Use

Person Trips

Vehicle TripsAuto Transit Other1 Total

Proposed Project
Residential (160 units) 89 69 119 277 80
Credit for Displaced Hotel Uses (50) (55) (28) (133) (28)
Net New Total 39 14 91 144 52
Note:
1. “Other” mode includes pedestrian, bicycles, motorcycles, and taxis.
Source: SF Guidelines; U.S. Census, 2000; LCW Consulting 2009.
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During the weekday PM peak hour, about 32 percent of all person-trips generated by the new residential

uses would be by auto, 25 percent by transit, and 43 percent by other modes (including walking).

Weekday PM peak hour mode split for the displaced hotel uses was estimated to be 38 percent by auto,

41 percent by transit, and 21 percent by other modes. Overall during the PM peak hour, the proposed

project would result in 39 net new auto person-trips, 14 net new transit trips and 91 net new walk/other

trips. As indicated above, the transit mode share for the displaced hotel uses is higher than for the

residential use.

Table IV.E-8: Proposed Project – Vehicle Trip Generation – Weekday PM Peak Hour, below,

presents the weekday PM peak hour vehicle-trip generation for the proposed residential uses and the

credit for the displaced hotel uses. During the PM peak hour, the inbound/outbound split of the new

residential uses would be 66 percent inbound and 33 percent outbound. The inbound/outbound split of the

displaced hotel uses would be primarily outbound (17 percent inbound and 83 percent outbound). During

the PM peak hour, the proposed residential uses would generate 53 inbound and 27 outbound vehicle

trips, while the displaced hotel uses would generate 4 inbound and 24 outbound vehicle trips. This results

in a net increase of 49 inbound vehicle trips and three outbound vehicle trips, for a total of 52 net new

vehicle trips during the weekday PM peak hour.

Table IV.E-8
Proposed Project – Vehicle Trip Generation – Weekday PM Peak Hour

Inbound Outbound Total

Proposed Project include Credit for
Displaced Hotel Uses

53 27 80
(4) (24) (28)

Total 49 3 52
Source: SF Guidelines, LCW Consulting, 2009.

Trip Distribution/Assignment

The directional distributions of the project-generated trips were obtained from the 1990 Census data

(residential trips) and the SF Guidelines (for hotel trips). The 1990 Census data were used, because

directional distribution information is not available from the 2000 Census. Distributions are based on the

origin/destination of the trip and are separated into the four quadrants of San Francisco (SD 1 through 4),

East Bay, North Bay, South Bay, and outside the region. As shown in Table IV.E-9: Trip Distribution

Patterns, below, the majority of the project-generated trips during the weekday PM peak hour would be

to and from Superdistrict 1. These patterns were used as the basis for assigning project-related trips to the
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local streets in the study area. Figure IV.E-7: Vehicle Trip Distribution Patterns, p. IV.E-28 presents

the vehicle-trip assignments for the proposed project for inbound and outbound trips.

Table IV.E-9
Trip Distribution Patterns

Origin/Destination
Hotel (displaced uses) Residential (new uses)

Visitor Work Visitor Work
San Francisco

Superdistrict 1
Superdistrict 2
Superdistrict 3
Superdistrict 4

East Bay
North Bay
South Bay
Outside of Region

22%
14%
13%
7%
11%
5%
7%
21%

12.8%
14.4%
17.0%
11.2%
22.4%
6.1%
14.3%
1.8%

57.7%
8.3%
8.3%
8.3%
9.0%
1.1%
5.8%
1.5%

57.7%
8.3%
8.3%
8.3%
9.0%
1.1%
5.8%
1.5%

Total 100% 100% 100% 100%
Source: SF Guidelines; U.S. Census, 1990; LCW Consulting, 2009.

Intersection Operations

During the weekday PM peak hour, the proposed project would result in 49 net new inbound vehicle-

trips, and three net new outbound vehicle-trips (a total of 52 net new vehicle trips). Project-generated

vehicle trips were assigned to and from the proposed project site.

Table IV.E-10: Intersection Level of Service Existing Plus Project Conditions – Weekday PM Peak

Hour, below, presents the Existing Plus Project intersection levels of service (LOS) for the weekday PM

peak hour.

Table IV.E-10
Intersection Level of Service

Existing Plus Project Conditions – Weekday PM Peak Hour

Intersection

Existing Existing Plus Project

Delay1 LOS Delay LOS
Signalized
1. Sacramento/Stockton 18.0 B 18.6 B
2. Sacramento/Powell 18.0 B 19.7 B
3. California/Mason 25.1 C 31.5 C
Unsignalized2

4. Sacramento/Mason 13.4 (wb) B 13.5 (wb) B
5. California/Powell 16.9 (sb) C 16.9 (sb) C
Notes:
1. Delay presented in seconds per vehicle.
2. Unsignalized intersections 4-way STOP-controlled. Delay and LOS presented for worst approach, indicated in parentheses.

wb = westbound, sb = southbound
Source: LCW Consulting, 2009.
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Table IV.E-10 above, represents both signalized and unsignalized intersections in the project area. The

Table shows each intersection’s delay in seconds per vehicle and its LOS under both Existing and

Existing Plus Project Conditions. Currently, the study intersections operate at LOS B or C. For the

intersection of Sacramento and Stockton Streets there would be a three percent increase in delay with

project implementation, thus keeping the intersection at LOS B. For the intersection of Sacramento and

Powell  Streets  there would be a  nine percent  increase in delay,  keeping the intersection at  LOS B with

project implementation. The intersection of California and Mason Streets would have a 26 percent

(6 seconds) increase in delay, keeping the intersection operation at LOS C with project implementation.

The unsignalized intersection of Sacramento and Mason Streets would incur a delay of less than one

percent, keeping the intersection operation at LOS B with project implementation. The unsignalized

intersection of California and Powell Streets would incur a delay of one percent with project

development, thus keeping the intersection at LOS C. In general, the addition of project-generated traffic

would result in relatively small changes in the average delay per vehicle at the study intersections. All

study intersections would continue to operate at the same level of service (LOS C or better) as under

existing conditions, and therefore the proposed project would result in a less-than-significant impact

related to this issue.

The proposed project would be constructed within the existing footprint of the site and would not include

construction of new roadways, or any design features that would substantially increase traffic hazards at

the project site. The proposed project’s parking garage driveway would be located approximately 75 feet

south of Sacramento Street on Powell Street, whereas the existing garage driveway is approximately

60 feet north of California Street on Powell Street. As discussed in Impact TR-2, the relocation of the

parking  garage  access  would  not  interfere  with  traffic  flow  and  cable  car  operations  on  Powell  Street.

Therefore, project impacts related to transportation design features would be less than significant.

TRANSIT IMPACT EVALUATION

Impact TR-2 The proposed project would not conflict with adopted policies, plans or programs
supporting alternative transportation, or cause a substantial increase in transit
demand that could not be accommodated by adjacent transit capacity, resulting in
unacceptable levels of transit service; nor would it cause a substantial increase in
operating delay or costs such that significant adverse impacts in transit service
levels could occur. (Less than Significant)

The proposed project would generate 69 transit trips as shown in Table IV.E-7, p. IV.E-25. However,

when existing uses that would be displaced by the proposed project are considered, the proposed project

would result in 14 net new transit trips during the weekday PM peak hour, as shown in Table IV.E-7.
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Transit trips to and from the proposed project would utilize the nearby MUNI bus and cable car lines, and

may include transfers to other MUNI bus and light rail lines, or other regional transit providers.

With the multiple MUNI lines operating in the vicinity of the project, it is anticipated that most MUNI

riders traveling to and from the project site would use the closest and least-crowded lines (depending on

their direction of travel), and that riders would be distributed over a number of lines. Since the proposed

project would not result in substantial increases in transit riders traveling to and from the project site, it

would not affect transit operations. The 14 net new transit trips would be accommodated by existing

transit providers and would have less-than-significant impacts on MUNI operations and other regional

transit providers.

As described in Parking Impact Evaluation, p. IV.E-45, the proposed project would supply a total of 350

parking spaces in an underground parking garage (one at-grade and three below-grade levels), which

would be accessed from a newly relocated entrance on Powell Street, just to the north of the existing

parking garage entrance. The garage driveway would be 24-feet wide, and would not be gated during the

daytime hours. The garage would include appropriate traffic control mechanisms such as cameras, and

sidewalk pedestrian warning lights and sounds. Assigned residential parking (160 spaces) would be

provided in segregated areas of the garage to which general access would be restricted by means of

control gates or other devices.

With relocation of the parking garage access to the north, the garage driveway would be located between

the northbound and southbound Powell-Hyde and Powell-Mason cable-car stops. However, access into

and out of the garage would be restricted to right-turn-in and right-turn-out movements, similar to the

restrictions at the existing garage. Due to the low volumes of vehicles projected to enter and exit the

garage, and relatively low southbound traffic volumes on Powell Street (about 260 vehicles per hour

during the PM peak hour), it is not anticipated that southbound right turns into the garage would interfere

with traffic flow and cable car operations on Powell Street. SFMTA’s implementation of a 150-foot-long

No Parking Anytime zone on the west side of Powell Street extending south from Sacramento Street

would also reduce the potential for conflicts between vehicles accessing the proposed project, southbound

vehicles, and cable car operations. Therefore, the proposed project’s parking garage operations would

have a less-than-significant impact on cable car operations.
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PEDESTRIAN IMPACT EVALUATION

Impact TR-3 The proposed project would not result in substantial overcrowding on public
sidewalks, nor create potentially hazardous conditions for pedestrians, or otherwise
interfere with pedestrian accessibility to the project site and adjoining areas. (Less
than Significant)

Pedestrian trips generated by the proposed project would include walk trips to and from the residential

uses, plus walk trips to and from MUNI bus and cable car stops. Overall, the proposed project would add

about 105 net new pedestrian trips (an increase of 91 walk/other trips, and 14 net new increases in transit

trips  that  accounts  for  walk trips  to  and from MUNI bus and cable car  stops)  to  the surrounding streets

during the weekday PM peak hour, as shown in Table IV.E-7 on p. IV.E-25.

Project-generated pedestrians would enter and exit the residential lobby on Powell Street at the corner of

California Street and would be dispersed throughout the study area, depending on the origin/destination of

each trip. It is anticipated that a majority of the new pedestrian trips during the weekday PM peak hour

would be to and from Market Street (e.g., to the BART/MUNI station) and to the Financial District via

California Street. The 105 net new pedestrian trips generated by the proposed project during the weekday

PM peak hour could be accommodated on nearby sidewalks without significantly affecting pedestrian

conditions.

As described in the Setting subsection, p. IV.E-13, pedestrian flows in the vicinity of the project site are

mainly low to moderate. The net new pedestrian trips from the proposed project would not result in

substantial overcrowding on the sidewalks or hazardous conditions. The existing 10-foot-wide sidewalks

on Sacramento, Mason and California Streets, and the nine-foot-wide sidewalk on Powell Street, adjacent

to the project site would be able to accommodate the additional pedestrians. Therefore, the proposed

project would have less-than-significant impacts on pedestrian conditions.

BICYCLE IMPACT EVALUATION

Impact TR-4 The proposed project would not create potentially hazardous conditions for
bicyclists or otherwise substantially interfere with bicycle accessibility to the project
site and adjoining areas. (Less than Significant)

The proposed project would provide 61 bicycle parking spaces, for residential and non-residential uses, in

two bicycle storage rooms located in the basement garage Level B5. Currently, 12 bicycle parking spaces

are provided on site.
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The proposed project would be required to provide 52 bicycle parking spaces (Section 155.5 of the

Planning Code) for the proposed residential uses. In addition, nine bicycle parking spaces are required to

be provided for the hotel and commercial uses (Section 155 of the Planning Code). The proposed project

would meet the Planning Code requirement by providing 61 bicycle spaces on the site.

The project site is within bicycling distance of office and retail buildings in downtown San Francisco, the

Financial District, and major transit hubs (the Ferry Building, Transbay Terminal, BART, and Caltrain).

However, due to the steep grades in the area, it is anticipated that a very small portion of the 91 “other

trips” generated by the proposed project would be bicycle trips (Table IV.E -7, p. IV.E -25). As noted on

p. IV.F-14 and shown in Figure IV.E -5, p. IV.E-15, there are several bicycle routes near the project site,

including along California and Stockton Streets. Although the proposed project would result in an

increase in the number of vehicles in the vicinity of the project site, this increase would be incremental

and would not affect bicycle travel in the area, and therefore, impacts to bicyclists would be less than

significant.

LOADING IMPACT EVALUATION

Impact TR-5 The proposed project would not result in a loading demand during the peak hour of
loading activities that could not be accommodated within the proposed and on-site
loading supply or within on-street loading zones, and would not create potentially
hazardous conditions. (Less than Significant)

Based on Planning Code Section 152.1, the proposed project would require four off-street loading spaces

for the residential and hotel uses. The proposed project would include a total of five loading spaces, (four

off-street and one on-street curbside space).

The existing Fairmont Hotel complex is currently served by five loading spaces: three off-street and two

on-street curbside spaces. Two of the existing off-street loading spaces are located within a loading dock

on Sacramento Street, approximately 100 feet west of Powell Street within the existing podium and tower

structure. The third off-street loading space is located on Mason Street, approximately 35 feet south of

Sacramento Street, and is not enclosed. The two existing on-street curbside loading spaces are located on

Sacramento Street. One of the on-street loading spaces is located at mid-block, while the other on-street

loading space is located approximately 100 feet east of Mason Street.

The two existing off-street loading spaces that are located within the loading dock on Sacramento Street

would be removed when the existing podium structure is demolished. These loading spaces would be

replaced with two new and larger loading spaces upon development of the proposed project and would be
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located approximately 120 feet west of Powell Street within the proposed podium structure. Both of the

new replacement loading spaces would meet and exceed the Planning Code requirement for loading space

dimensions. The first loading space would be 20 feet wide, 65 feet in length, with a vertical clearance of

15 feet. The second loading space would be 12 feet wide, 33 feet in depth, with a vertical clearance of 14

feet.

The two on-street curbside loading facilities that serve the historic 1906 Fairmont Hotel building are

located along Sacramento Street and would remain in the same location. The on-street curbside loading

facility located mid-block (14-foot wide curb cut) would be reconfigured into an off-street Code-

compliant loading dock, providing for on-site loading where a curb-side loading area currently exists.

This reconfigured loading space would be larger, at 12 feet wide, 33 feet in depth, and a vertical clearance

of 13 feet. The other on-street curbside loading facility approximately 100 feet east of Mason Street (18-

foot wide curb cut) would remain unchanged and operate as an on-street loading space. The existing

Mason Street off-street loading space would remain unchanged with development of the proposed project

and operate as a fourth off-street loading space.

In addition to the four off-street loading spaces that would be proposed with development of the proposed

project as mentioned above, the south side of Sacramento Street between the existing off-street loading

area and Mason Street has a yellow, 30-minute commercial vehicle loading/unloading zone in effect

Mondays through Saturdays, between 7:00 AM and 4:00 PM. The historic 1906 Fairmont Hotel also has a

porte-cochere on Mason Street for hotel passenger drop-off and pick-up. On the east side of Mason Street

between California and Sacramento Streets there is a white passenger loading/unloading zone, which is

partially used as a taxi waiting area. These existing passenger loading/unloading facilities would remain

unchanged with development of the proposed project.

Currently, two of the five existing loading spaces comply with Planning Code requirements in that they

are of appropriate size, on-site, and enclosed, while the other three loading docks in the historic 1906

Fairmont Hotel do not meet the Planning Code requirement. These loading docks are pre-existing legal

non-conforming condition (i.e., lawful deficiency) under Planning Code Section 180 and under Section

150 of the Planning Code any lawful deficiency in off-street loading may be carried forward.

Per Section 152.1 of the San Francisco Planning Code, the residential and hotel uses would require four

off-street loading spaces. The proposed project would include a total of five loading spaces; three of the

spaces would meet Planning Code requirements. The fourth required space, the existing Mason Street

loading dock, is on-site but not enclosed. The existing curbside loading dock is not required by the
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Planning Code but would continue to be used to provide additional loading capacity. While Section 152.1

of the Planning Code would require four off-street loading spaces, accounting for existing deficiency, the

proposed project would meet the Planning Code requirement for the number of loading space.12

The new residential uses would generate about 10 delivery/service vehicle trips per day, which would

result in demand for one loading space during the peak hour and non-peak hour of loading activities. As

described previously, on weekdays, the total number of deliveries ranged from 11 to 29 deliveries, with

an average of 24 deliveries per day. Approximately 65 percent of the restaurant and retail related

deliveries to the Fairmont Hotel complex occur during the four-hour period between 8:00 AM and 12:00

PM. At its peak, there were nine deliveries in an hour (11:00 AM to 12:00 PM). Service vehicle and

loading demand associated with the hotel and residential uses would be accommodated within the

proposed replacement loading docks on Sacramento Street, which would include two off-street loading

spaces. For the purposes of the transportation analysis, the loading demand associated with the net

reduction in restaurant and retail uses was not calculated. As a conservative assumption, it is expected that

a similar number of deliveries as under existing conditions would continue to need to be accommodated

for the restaurant and retail uses of the hotel. As noted above, there would be demand for one loading

space during the peak hour and 10 deliveries per day generated by the new residential uses. The new

loading spaces would accommodate the anticipated residential loading demands.

Trash and recycling materials pick-up for the existing hotel and commercial uses would also be

accommodated by the newly expanded off-street loading spaces on Sacramento Street. The 25-foot by 55-

foot trash room for the residential uses would be located one level above the new loading dock, and

would be accessed from the loading dock via a freight elevator. Trash and recycling materials would be

carted to the mid-block off-street loading space on Sacramento Street by building maintenance staff prior

to the time of pick up.

Residential move-in and move-out activities and large furniture deliveries are anticipated to occur at the

new loading dock for the residential uses. For moving vans that could not be accommodated within the

loading dock, curbside parking on Sacramento Street would be reserved through the local police station of

the San Francisco Police Department. Because the loading docks in the new structure would be shared by

residential and hotel uses, the project sponsor has indicated that move-in and move-out operations, as well

as larger deliveries (e.g., furniture) would be scheduled on weekend days, when traffic volumes and

12 Frye, Tim, 2010. San Francisco Planning Department. Personal Communication with Lu Blazej on February 12,
2010. An exception under the PUD was determined not needed by the Planning Department.
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general activity in the area are low and deliveries to the hotel are limited, and coordinated with building

management.

Due to the bus lane along the north curb of Sacramento Street, two travel lanes are generally available on

Sacramento Street. As described above, the primary loading dock for the new residential uses would be

20 feet wide, which would be adequate for trucks to back into the loading dock without difficulty. Trucks

up to 60 feet in length would be accommodated completely within the loading dock without extending out

onto the sidewalk. As described above, the second loading space would be 12 feet wide and 40 feet in

length, which would accommodate smaller trucks and service vehicles. The reconfigured and expanded

off-street loading space located mid-block on Sacramento Street would accommodate waste removal and

smaller trucks and service vehicles.

The two new, enclosed off-street loading spaces on Sacramento Street, would primarily serve the hotel

and residential uses. These two loading spaces would supplement the existing curb-side loading spaces on

Sacramento Street and the off-street, open air loading space on Mason Street. The curb-side loading

spaces on Sacramento Street and loading space on Mason Street would primarily serve hotel loading

needs.

The loading demand generated by the proposed project would be accommodated within the proposed off-

street loading docks on Sacramento Street and within existing off-street and on-street facilities. As

described above, the new residential uses would generate 10 delivery/service vehicle trips per day and a

demand for one loading space during the peak hour and non-peak hour of loading activities. The

restaurant and retail related deliveries are assumed to continue under the proposed project, meaning an

average of 24 deliveries per day is assumed, with 65 percent the related deliveries occurring during the

four-hour period between 8:00 AM and 12:00 PM. At its peak, there were nine deliveries in an hour

(11:00 AM to 12:00PM). The five loading spaces would accommodate the 10 deliveries during the peak

hour (nine for the hotel and one for the residential uses). Therefore the loading impacts would be less-

than-significant. While loading impact is less than significant, implementation of Improvement Measure

I-TR-5.1 below, would further reduce the less-than-significant loading impacts by requiring tenants to

schedule and coordinate moves with building management. Implementation of Improvement Measure I-

TR-5.2 below, would further reduce the less-than-significant loading impact by ensuring that trucks

loading and unloading within the proposed off-street loading bay do not block the south sidewalk of

Sacramento Street. Improvement Measures I-TR-5.1 and I-TR-5.2 are also proposed as part of the project

per the sponsor’s Construction Management Plan. Although under CEQA these impacts would be less
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than significant without mitigation, City decision-makers, specifically the Planning Commission, may

decide to impose additional conditions on the Proposed Project to further reduce the Proposed Project’s

already less than significant effects.

I-TR-5.1 Reservation of Curb Parking for Move-In and Move-Out

The project sponsor shall ensure that Sacramento Street, adjacent to the proposed project site, is reserved,

as needed, through the local SFPD station during move-in and move-out activities. This would reduce the

potential for double parking on Sacramento Street during move-in and move-out activities. The project

sponsor could also require tenants to schedule and coordinate move-in and move-out activities with

building management to space out loading activities.

I-TR-5.2 Loading Dock Length

To ensure that trucks loading/unloading within the proposed off-street loading bay do not extend outside

the loading bay or block the south sidewalk along Sacramento Street, the Planning Department could

require that one of the two off-street truck loading spaces within the loading dock be 65 feet in length (as

currently proposed). This proposed length would exceed the Planning Code minimum length of 25 feet

for the first loading space and 35 feet for the second loading space.

CONSTRUCTION IMPACT EVALUATION

Impact TR-6 Construction-related impacts generally would not be considered significant due to
their temporary and limited duration. (Less than Significant)

All construction activities affecting City streets would need to be coordinated, reviewed, and approved by

DPW and SFMTA Special Projects and Street Use section. Prior to construction, the project contractor

would coordinate with MUNI’s Street Operations and Special Events Office to coordinate construction

activities and reduce impacts to transit operations.

Construction information and logistics for the proposed project was provided by the project sponsor.13 It

is anticipated that construction of the project would begin in 2012 and would take approximately 36

months. Based on the current plans for construction activities there would be four primary construction

phases:

Phase 1 – Demolition (eleven months)

13 Conversion Management Associates, 2010, Construction Management Plan, March. This document is available
for review at the Planning Department, 1650 Mission Street, Suite 400, as part of Case No. 2008.0081E.
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Phase 2 – Excavation, Shoring and Foundation Construction (five months)

Phase 3 – Building Shell Construction (fifteen months)

Phase 4 – Interior Construction, Systems and Finishing (twelve months)

Phase 3 and 4 would overlap by eight months. Construction activities would typically occur Monday

through Saturday between 7:00 AM and 8:00 PM.14 Construction is not anticipated to occur on Sundays

or major legal holidays, but may occur infrequently on an as-needed basis and would be subject to

approval by the Department of Building Inspection (DBI). Construction hours would be stipulated by

DBI, and the contractor would need to comply with the San Francisco Noise Ordinance15 and the Blue

Book.16

Construction Staging
Construction staging would occur on-site. The construction contractor proposes to utilize the inner half of

the sidewalks along the proposed project frontage on Sacramento and Powell Streets for Phases 1 through

4. The pedestrian barricades and fencing would be removed during the final months of the project. The

construction contractor proposes to utilize the curb parking lane and sidewalk on California Street during

the entire duration of the construction activities. Thus, the sidewalk on California Street along the project

frontage (west of the cable car waiting area) would need to be closed for the duration of the construction

period. The cable car waiting area would remain available for passenger use. Pedestrian access would be

maintained by a covered scaffold canopy located in the parking lane. Plans for construction activities

affecting City streets would need to be reviewed and approved by DPW and SFMTA Special Projects and

Street Use section.

Adjacent to the proposed project site on Powell Street, a portion of the curb lane is used as a
travel lane to accommodate the cable car stops (no parking is permitted). For pedestrian safety, a
painted and lighted covered barricade would be constructed along the entire length of Powell
Street (inner half of sidewalk designated for construction activities and the outer half for the
pedestrian walkway). Flaggers would control vehicular traffic and pedestrians to facilitate the
construction trucks entering the site from Powell Street.

A covered pedestrian walkway would be provided on the outer half of the sidewalk along
Sacramento Street, with the inner half designated for construction activity.

14 The San Francisco Noise Ordinance permits construction activities seven days a week, between 7:00 AM and
8:00 PM.

15 Ibid.
16 The Blue Book restricts construction on California, Powell, and Sacramento Streets between 7:00 and 9:00 AM,

and between 3:00 and 7:00 PM, unless a street space permit is issued.
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On California Street, the construction contractor would request the use of the parking lane and
sidewalk for the duration of the construction period. The existing cable car waiting area would be
maintained and construction staging would occur to the west of the waiting area.

Nearly all the demolition and excavation spoils and the vast majority of the construction materials would

be loaded and unloaded inside the project site, rather than from the public right-of-way (sidewalks and

streets) bordering the site. Trucks hauling demolition and excavation spoils would be staged in the

vicinity of the project site at a location yet to be determined by the construction contractor and the

SFMTA,  as  part  of  the  construction  permit  process,  and  these  trucks  would  be  spaced  accordingly  to

allow entrance to the jobsite immediately upon arrival. Concrete trucks would drive into the site and be

served by pumps and fixed standpipes inside the site. Construction materials would be delivered as they

are needed and driven into the site for unloading. By these means, the need for delivery truck parking,

truck-mounted cranes, concrete boom trucks, and lay-down and stocking zones outside the site on

adjacent streets and sidewalks would be minimized. Once the podium structure is completed and building

elevators are installed, materials for the mid-rise residential component would be staged on California

Street and brought in through the California Street entry to the elevators. Materials for the proposed

residential tower would continue to be delivered through the loading dock on Sacramento Street. During

the final months of the proposed project construction, the pedestrian barricades would be removed and

sidewalks would be replaced.

Travel Lane Impacts During Project Construction
Construction activities requiring one or more temporary lane closures, such as for the delivery of large

construction equipment (e.g., tower crane) and oversized construction materials, would be conducted on

weekend days when pedestrian, transit, and traffic activity in the project area is lower. It is not anticipated

that any transit stops would be relocated. Temporary travel lane closures adjacent to the project site on

Powell and California Streets could adversely affect cable car operations, and temporary travel lane

closures on Sacramento Street could adversely affect the 1-California bus operations. The proposed

Construction Management Plan includes the use of flaggers to control vehicular traffic and pedestrians to

facilitate the construction trucks entering the site from Powell Street and exiting the site onto California

Street. The use of flaggers would reduce construction vehicle impacts to transit operations to less-than-

significant levels. In addition, implementation of Improvement Measure I-TR-6.1, p. IV.E-43, would

further reduce construction impacts by requiring the construction contractor to prepare a traffic control

plan in coordination with DPW, the SFMTA, the Fire Department, MUNI, the Planning Department, and

other City agencies. Implementation of Improvement Measure I-TR-6.3, p. IV.E-44, would further

reduce construction impacts by requiring the construction contractor to retain San Francisco Police
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Department traffic control officers during peak construction periods to minimize construction impacts on

pedestrian access, and transit and traffic operations. In general, lane and sidewalk closures are subject to

review and approval by DPW and the SFMTA. Emergency vehicle traffic is given priority in relation to

any temporary lane closures. Improvement Measures I-TR-6.1 and I-TR-6.3 are also proposed as part of

the project per the sponsor’s Construction Management Plan.

Construction Vehicle Impacts
Table IV.E-11: Summary of Project Construction Vehicles and Workers by Phase, below, presents

the number of daily construction trucks and construction workers for each construction phase. The

greatest number of construction vehicle trips would occur during the interior finishing phase, which

would involve the greatest number of construction workers. Peak construction truck trips would occur

during structural demolition (an average of 16 to 20 truck trips per day) and exterior finishes (15 to 26

truck trips per day).

Table IV.E-11
Summary of Project Construction Vehicles and Workers by Phase

Phase

Number of Daily
Construction Vehicles1

Number of Daily
Construction

Workers

Peak Average Peak Average

1. Demolition, Excavation and Shoring
2. Foundation & Below Grade
3. Base Building
4. Exterior Finishing
5. Interior Finishing

55 39
120 120
141 141
123 126
312 204

48 32
163 163
195 195
179 179
300 192

Note:
1. Construction vehicles include tractor-trailers, dump trucks, concrete trucks, flat stake bed trucks, vans, and personal

construction worker vehicles.
Source: Plant Construction, 2008; LCW Consulting 2009

An average of between 30 and 200 construction vehicle trips (one-way trips) per day would be generated

by the proposed project. The trip distribution and mode split of construction workers is not known. The

additional worker-related vehicle- or transit-trips in the project area would not substantially affect

transportation conditions, because any impacts on local intersections or the transit network would be

similar to, or less than, those associated with the proposed project once completed and occupied. 17

Construction impacts on local intersections and the transit network would be similar to those associated

17 LCW Consulting, 2009, 950 Mason Street Transportation Study, December 24, p. 46. This document is available
for review at the Planning Department, 1650 Mission Street, Suite 400, as part of Case No. 2008.0081E.
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with the proposed project (when completed) and discussed under Impact TR-1 and would result in a less-

than-significant impact.

Construction workers who drive to the site would cause a temporary increase in parking demand. The

time-limited parking and “C” RPP restrictions in vicinity of the project site limit legal all-day parking by

construction personnel. Construction workers would either park on-site once the garage component is

completed, or in parking facilities within the study area that currently have availability during the day

(e.g., the Nob Hill Masonic Center Garage contains 600 parking spaces and has a weekday midday

occupancy of 50 percent). It is therefore anticipated that construction workers could be accommodated

without substantially affecting area-wide parking conditions. While parking impacts from construction

workers are less than significant, implementation of Improvement Measure I-TR-6.2, p. IV.E-44, which

is also proposed as part of the project per the sponsor’s Construction Management Plan, would further

reduce the less-than-significant impact by encouraging carpooling and transit access to the site as a way to

reduce parking demand.

During the demolition phase of the proposed project, construction trucks would enter the construction site

at a midblock opening on Powell Street. Trucks would traverse the site via an internal ramp and exit onto

California Street turning right onto California Street westbound and would include both lanes of

westbound California Street (including the lane containing the cable car tracks). However, the trucks

would not cross the centerline or impede eastbound travel lanes. Flaggers would facilitate the flow of

construction trucks from the site out onto California Street. Construction trucks would then continue to

Hyde Street or Van Ness Avenue.

During project construction, trucks would access the site via Powell Street. As noted above, the staging

area would occur on the project site and within the curb parking lane on California Street (west of the

cable car waiting area). Construction staging could include debris boxes. As noted above, lane and

sidewalk  closures  are  subject  to  review and  approval  by  DPW and  the  SFMTA.  The  proposed  staging

area  on  California  Street  would  block  the  curb  parking  lane;  however,  it  is  not  anticipated  that

construction activity would occur during the staging period; therefore traffic operations would not be

substantially affected. Debris boxes would be located inside the off-street loading area on Sacramento

Street which would not affect pedestrian or traffic flows.

Hotel Operation Impacts During Project Construction
Because the proposed project would eliminate the existing parking garage during construction, hotel

visitors would need to be accommodated in other area parking garages. During construction of the
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proposed project, parking demand associated with the Fairmont Hotel complex would decrease due to the

reduction in the number of hotel rooms, and due to closure and reconstruction of hotel facilities, such as

the Grand Ballroom, meeting space, and restaurants. The Fairmont Annex parking garage, located at 925

Powell Street between Clay and Sacramento Streets, would be retained for valet operations (60 spaces). In

addition, the project sponsor would make arrangements with the current operator of the Fairmont Hotel

garage, which also operates the garages at the nearby Mark Hopkins and Stanford Court hotels to address

any potential overflow parking demand associated with hotel operation during proposed project

construction.18

Because the proposed project would temporarily eliminate the existing two off-street loading spaces,

located on Sacramento Street, during project construction, hotel loading deliveries would need to be

accommodated at the remaining three loading spaces, two of which are located on Sacramento Street and

one located on Mason Street. The loading dock, which includes two off-street loading spaces, is to be

temporarily eliminated, and currently serves the Grand Ballroom and trash removal. Since the Grand

Ballroom would be reconstructed as part of the proposed project, deliveries associated with this use would

be temporarily eliminated. Trash removal would be relocated from its current location to the Sacramento

Street spaces during project construction. As with parking demand, loading demand associated with the

Fairmont Hotel complex would decrease during construction of the proposed project, and it is anticipated

that the three remaining loading spaces would accommodate the anticipated loading demand during

construction. Therefore loading impacts as it relates to hotel operation would be less than significant.

Pedestrian Impacts During Project Construction
Throughout the construction period, the flow of construction-related trucks into and out of the project site

could impede pedestrian accessibility to the project site and adjoining areas. During construction, the

construction contractor proposes to utilize the inner half of the sidewalks along the proposed project

frontage on Sacramento and Powell Streets. A covered pedestrian walkway would be provided along the

outer half of the sidewalks along Sacramento and Powell Streets, providing access to the project site and

adjoining areas. Construction staging is also proposed to occur within the curb parking lane and sidewalk

on California Street during the entire duration of construction activities. A pedestrian pathway would be

provided under barricades along California Street. Pedestrian access to the historic 1906 Fairmont Hotel

from Mason Street would remain the same during construction. As noted above, the proposed

Construction Management Plan includes the use of flaggers to control vehicular traffic and pedestrians to

18 Isaacson, Glenn, 2009. Conversion Management Associates, Personal Communication with AECOM on April
16, 2009.
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facilitate the construction trucks entering the site from Powell Street and exiting the site onto California

Street.  The  use  of  flaggers  would  further  facilitate  pedestrian  accessibility  to  the  project  site  and  the

adjoining areas and pedestrian impacts during construction would be less than significant.

MUNI Operation Impacts During Project Construction
Throughout the construction period, there would be a flow of construction-related trucks into and out of

the project site. The impact of construction truck traffic would be a temporary lessening of the capacity of

local streets due to the slower movement and larger turning radii of trucks, which may affect transit

operations in the project area. While not anticipated, any lane blockages on Powell Street and California

Street by queued construction trucks could impact cable car operations. The proposed Construction

Management Plan includes the use of flaggers to control vehicular traffic and pedestrians to facilitate the

construction trucks entering the site from Powell Street and exiting the site onto California Street. The use

of flaggers would reduce potential construction vehicle impacts to cable car operations to less-than-

significant levels. In addition, implementation of Improvement Measure I-TR-6.1, p. IV.E-43 would

further reduce construction impacts by preparing a traffic control plan in coordination with DPW, the

SFMTA, the Fire Department, MUNI, the Planning Department, and other City agencies. Implementation

of Improvement Measure I-TR-6.3, p. IV.E-44 would further reduce less-than-significant construction

impacts by retaining San Francisco Police Department traffic control officers during peak construction

periods to minimize construction impacts on transit operations. Improvement Measures I-TR-6.1 and I-

TR-6.3 are also proposed as part of the project per the sponsor’s Construction Management Plan.

The proposed project would not impact the overhead wire system for the 1-California bus line. During

project construction, the poles supporting the overhead wire system for the 1-California bus line on

Sacramento Street would need to be maintained. No overhead wires are currently attached to the existing

Fairmont Hotel buildings. Adjacent to the project site, the overhead wires are attached to poles which are

located on the sidewalk and would not be impacted by the project construction. However, the SFMTA has

indicated it would like the option to install eyebolts in the new Fairmont building to support the overhead

wire system and reduce pole clutter on streets. The project sponsor could implement Improvement

Measure I-TR-6.5,  p.  IV.E-44,  which  is  also  proposed  as  part  of  the  project  per  the  sponsor’s

Construction Management Plan, to coordinate with MUNI’s Overhead Lines Department to determine if

eyebolts into the new building to support the overhead wire system on Sacramento Street would be

appropriate.
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Conclusion
Transportation-related construction impacts would be less than significant for the proposed project.

However, improvement measures could be implemented to further reduce the less-than-significant

construction impacts related to parking and loading. Although under CEQA these impacts would be less

than significant without mitigation, City decision-makers, specifically the Planning Commission, may

decide to impose additional conditions on the Proposed Project to further reduce the Proposed Project’s

already less than significant effects. Implementation of Improvement Measure I-TR-6.1, p. IV.E-43,

would encourage the project construction contractor to prepare a traffic control plan in coordination with

DPW,  the  SFMTA,  the  Fire  Department,  MUNI,  the  Planning  Department,  and  other  City  agencies.

Implementation of Improvement Measure I-TR-6.2, p. IV.E-44, would encourage construction workers

to carpool and use public transit to reduce parking demand. Implementation of Improvement Measure I-

TR-6.3, p. IV.E-44, would require the construction contractor to retain San Francisco Police Department

traffic control officers during peak construction periods. Implementation of Improvement Measure I-

TR-6.4, p. IV.E-44, would require the project sponsor to provide adjacent residents and businesses with

regularly-updated information regarding project construction activities, peak construction vehicle

activities, and travel lane and other lane closures. Implementation of Improvement Measure I-TR-6.5,

p. IV.E-44, would require the project sponsor to coordinate with MUNI’s Overhead Lines Department to

determine if eyebolts into the new building to support the overhead wire system on Sacramento Street

would be appropriate.

I-TR-6.1 Traffic Control Plan for Construction

To reduce potential construction impacts, the SFMTA could require that the contractor prepare a traffic

control plan for proposed project construction. The project sponsor and construction contractor(s) would

meet with DPW, the SFMTA (including the SFMTA’s Chief Inspector), the Fire Department, MUNI, the

Planning Department, and other City agencies to coordinate feasible measures to reduce traffic

congestion, including temporary transit stop relocations (if necessary), and other potential traffic and

transit disruption and pedestrian circulation effects during construction of the proposed project. The

contractor would be required to comply with the City of San Francisco’s Regulations for Working in San

Francisco Streets (the Blue Book), which establish rules and permit requirements so that construction

activities can be done safely and with the least possible interference with pedestrians, bicyclists, transit,

and vehicular traffic.
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I-TR-6.2 Carpool and Transit Access for Construction Workers

The project construction contractor and the project sponsor could encourage carpooling and transit access

to the site by construction workers. This improvement measure would reduce parking demand associated

with construction workers.

I-TR-6.3 Traffic Control Officers

The construction contractor could retain San Francisco Police Department traffic control officers during

peak construction periods. This improvement measure would further reduce less than significant

construction impacts on pedestrian, transit, and traffic operations along Powell and California Streets.

I-TR-6.4 Project Construction Updates for Adjacent Residents and Businesses

San Francisco DPW could require the project sponsor to provide adjacent residents and businesses with

regularly-updated information regarding project construction, including construction activities, peak

construction vehicle activities (e.g., concrete pours), travel lane closures, and other lane closures. A

website could be created by the project sponsor that would provide current construction information of

interest to neighbors.

I-TR-6.5 Coordination with MUNI’s Overhead Lines Department

To address the SFMTA’s desire to reduce pole clutter on streets, the project sponsor could coordinate

with MUNI’s Overhead Lines Department to determine if eyebolts in the new building to support the

overhead wire system on Sacramento Street would be appropriate.

EMERGENCY ACCESS IMPACT EVALUATION

Impact TR-7 Implementation of the proposed project would not result in significant emergency
access impacts. (Less than Significant)

The proposed project would be constructed within the existing footprint of the site. The project site would

remain accessible from Sacramento, Powell, California, and Mason Streets during construction and

project operation. Existing emergency response routes would be maintained with project implementation.

Further, the proposed project would be designed in accordance with City standards, which include

provisions that address emergency access (e.g., minimum street widths, minimum turning radii). While

impact to emergency access would be less than significant, implementation of Improvement Measure I-

TR-6.1, p. IV.E-43 would further reduce the less than significant impacts by preparing a traffic control

plan in coordination with DPW, the SFMTA (including the SFMTA’s Chief Inspector), the Fire
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Department, MUNI, the Planning Department, and other City agencies to coordinate feasible measures to

reduce traffic congestion and other potential traffic and transit disruption during construction that could

affect emergency access. Therefore, project impacts on emergency access would be less than significant.

PARKING DISCUSSION

San Francisco does not consider parking supply as part of the permanent physical environment and

therefore, does not consider changes in parking conditions to be environmental impacts as defined by

CEQA. The San Francisco Planning Department acknowledges, however, that parking conditions may be

of interest to the public and the decision makers. Therefore, the parking analysis and discussion is

included here for informational purposes.

Parking conditions are not static, as parking supply and demand varies from day to day, from day to night,

from month to month, etc. Hence, the availability of parking spaces (or lack thereof) is not a permanent

physical condition, but changes over time as people change their modes and patterns of travel. Parking

deficits are considered to be social effects, rather than impacts on the physical environment as defined by

CEQA.

Under CEQA, a project’s social impacts need not be treated as significant impacts on the environment.

Environmental documents should, however, address the secondary physical impacts that could be

triggered by a social impact (CEQA Guidelines § 15131(a)). The social inconvenience of parking deficits,

such as having to hunt for scarce parking spaces, is not an environmental impact, but there may be

secondary physical environmental impacts, such as increased traffic congestion at intersections, air

quality impacts, safety impacts, or noise impacts caused by congestion. In the experience of San

Francisco transportation planners, however, the absence of a ready supply of parking spaces, combined

with  available  alternatives  to  auto  travel  (e.g.,  transit  service,  taxis,  bicycles  or  travel  by  foot)  and  a

relatively dense pattern of urban development, induces many drivers to seek and find alternative parking

facilities, shift to other modes of travel, or change their overall travel habits. Any such resulting shifts to

transit service in particular, would be in keeping with the City’s “Transit First” policy.

The City’s Transit First Policy, established in the City’s Charter Article 8A, Section 8A.115, provides that

“parking policies for areas well served by public transit shall be designed to encourage travel by public

transportation and alternative transportation.”

The transportation analysis accounts for potential secondary effects, such as cars circling and looking for

a parking space in areas of limited parking supply, by assuming that all drivers would attempt to find
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parking at or near the project site and then seek parking farther away if convenient parking is unavailable.

Moreover, the secondary effects of drivers searching for parking is typically offset by a reduction in

vehicle trips due to others who are aware of constrained parking conditions in a given area. Hence, any

secondary environmental impacts which may result from a shortfall in parking in the vicinity of the

proposed project would be minor, and the traffic assignments used in the transportation analysis, as well

as in the associated air quality, noise and pedestrian safety analyses, reasonably addresses potential

secondary effects.

In summary, changes in parking conditions are considered to be social impacts rather than impacts on the

physical environment. Accordingly, the following parking analysis is presented for informational

purposes only.

The proposed project would supply a total of 350 parking spaces, plus four car-share spaces19 in  an

underground parking garage (one at-grade and three below-grade levels), which would be accessed from a

newly relocated entrance on Powell Street, just to the north of the existing parking garage entrance. Of the

350 parking spaces, 302 spaces would be independently-accessible (including the 14 handicapped-

accessible spaces), and 48 would be tandem spaces. Of the 350 spaces, 160 spaces would be provided for

the new residential uses and 190 parking spaces would be for the hotel/commercial operations. Assigned

self-park spaces would be provided for the proposed residential use in segregated areas of the garage to

which general access would be restricted by means of control gates or other devices. Residents would also

have the option of using the valet parking. The 190 hotel/commercial parking spaces would only be

accessed by valet. Hotel guests and visitors would have their vehicles parked and retrieved by valet

parking staff.

Per a July 17, 2009 determination by the SFMTA,20 the west side of Powell Street is proposed to rescind

the area “C” RPP and implement a 150-foot-long No Parking Anytime zone that extends south from

Sacramento Street to the existing parking garage entrance, where eight on-street parking spaces are

currently located. Therefore, the relocation of the garage driveway would not affect any on-street parking

spaces.

Table IV.E-12: Parking Analysis Planning Code Requirements and Proposed Project Supply,

below, summarizes the requirements of Section 150 of the San Francisco Planning Code versus parking

19 The proposed project’s parking supply does not include the four car-share parking spaces provided.
20 San Francisco Municipal Transportation Agency, 2009, Municipal Transportation Agency and Parking Authority

Commission 2009 Resolution Log, p. 42.
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supply comparisons. The San Francisco Planning Code parking supply requirements were determined for

all the total uses on the project site, including existing uses to be retained, proposed changes and proposed

new development. The current San Francisco Planning Code requirement for the existing hotel and

associated commercial uses is 596 parking spaces. While only 165 spaces are currently provided, this is a

pre-existing legal non-conforming condition under Planning Code Section 150(c)(1).

Table IV.E-12
Parking Analysis

Planning Code Requirements and Proposed Project Supply

Existing Fairmont
Hotel Complex

Proposed
Project

Planning Code Requirement1

Hotel
Commercial (Retail/Restaurant)
Ballroom Auditorium
Residential

total
Parking Supply2

Hotel/Commercial
Residential

total

Lawful Planning Code Parking Deficiency3

Planning Code Shortfall

Change in Parking Deficiency
Existing Deficiency
Proposed Project Shortfall
Reduction in Planning Code Parking Deficiency

37
159
400
0

596

165
0

165

431

–

19
151
400
160
730

190
160
350

–

380

431
380
51

Notes:
1. Planning Code requirements based on consolidation of existing hotel rooms with a net of 305 rooms upon project

completion.
2. Parking supply for the proposed project does not include the four car-share parking spaces.
3. Section 150(c)(1) of the San Francisco Planning Code states that “for any structure or use lawfully existing on such

effective date, off-street parking and loading spaces need be provided only in the case of a major addition to such structure
or use, and only in the case of a major addition to such structure or use, and only in the quantity required for the major
addition itself. Any lawful deficiency in off-street parking or loading spaces existing on such effective date may be carried
forward for the structure or use, apart from such major addition.”

Source: LCW Consulting, 2009.

The San Francisco Planning Code parking requirement for the project site including the proposed new

residential and retention of the existing uses would be a total of 730 spaces; 160 spaces for the proposed

residential uses; 19 spaces for the hotel uses; and 551 spaces for the commercial uses (151 spaces for

retail/restaurant and 400 for Grand Ballroom) associated with the hotel.
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Since the proposed project would provide a total of 350 parking spaces, it would result in a Planning

Code shortfall of 380 spaces. Compared to the existing lawful Planning Code parking deficiency of 431

spaces, the proposed project would reduce the existing Planning Code parking deficiency by 51 spaces

and would provide 160 new spaces for the proposed 160 residential units consistent with Planning Code

sections 150(c)(1) and 151.

The proposed project would meet the San Francisco Planning Code requirement for handicapped-

accessible spaces (one of every 25 spaces, or 14 spaces), and the car-share requirement of one space for

the residential units and three spaces for the 190 parking spaces for hotel uses. It is anticipated that the

demand associated with the retained Fairmont Hotel uses would continue to be accommodated as under

existing conditions. The existing Fairmont Hotel garage provides 165 parking spaces for the 591 hotel

rooms. With the proposed project, the number of parking spaces allocated to the hotel uses would be 190

spaces for 365 hotel rooms.

The new residential uses would generate a long-term residential parking demand for about 240 spaces.

The long-term residential parking demand generally occurs during overnight hours. The demand of 240

spaces would not be accommodated by the proposed residential parking supply of 160 parking spaces,

which would result in a shortfall of 80 spaces. This overnight shortfall could be accommodated within

off-street parking facilities that are open overnight. For example, the nearby Nob Hill Masonic Center

Garage contains about 600 parking spaces and is open 24 hours a day, seven days a week, the garage also

offers monthly parking. The Nob Hill Masonic Center Garage is about 50 percent occupied during the

weekday midday period and mainly used for events at the Masonic Center, however it would have

availability for overnight parking and would be able to accommodate the parking shortfall as stated

previously on p. IV.E-18. The Fairmont Annex garage would continue to be used exclusively for the

hotel’s valet parking overflow and parking for hotel employees at management level and not publicly

accessible.

During the weekday midday, the residential parking demand is estimated to be about 80 percent of the

overnight parking demand, or about 192 spaces. It is anticipated that a portion of the 80-space overnight

residential parking shortfall would remain parked in off-street facilities during the day. Since the

proposed project would provide a total of 160 residential parking spaces, there would be a shortfall of

between 32 parking spaces (192-space midday residential demand less the 160-space parking supply) and

80 parking spaces (240-space total residential demand less the 160-space parking supply) during the

midday period. Since the proposed project would have a shortfall of between 32 and 80 parking spaces,
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the intersection of California/Powell Streets, the worst approach would continue to operate at LOS C

during the PM peak hour.

Table IV.E-13
Intersection Level of Service

2030 Cumulative Conditions – Weekday PM Peak Hour

Intersection

Existing 2030 Cumulative

Delay LOS Delay LOS

Signalized
1. Sacramento/Stockton 18.0 B 19.9 B
2. Sacramento/Powell 18.0 B 21.6 C
3. California/Mason 25.1 C 43.6 D
Unsignalized2

4. Sacramento/Mason 13.4 (wb) B 16.4 (wb) C
5. California/Powell 16.7 (sb) C 20.7 (sb) C
Notes:
1. Delay presented in seconds per vehicle.
2. Unsignalized intersections 4-way STOP-controlled. Delay and LOS presented for worst approach, indicated in parentheses.

wb = westbound, sb = southbound
Source: LCW Consulting, 2009.

Because under 2030 cumulative conditions all study intersections would continue to operate at LOS D or

better, project-related impacts would be less than significant under 2030 cumulative conditions. To assess

the effect of the vehicle-trips generated by the proposed project on 2030 cumulative conditions, the

project contribution to the 2030 cumulative traffic volumes was determined.

As Table IV.E-14: Project Contribution to 2030 Cumulative Traffic Volumes PM Peak Hour

Condition, indicates, the propose AECOM project would contribute between 0.2 and 4.8 percent to the

total 2030 cumulative traffic volumes at the study intersections. The contribution to the total growth in

traffic volumes between existing and 2030 cumulative conditions would be between 2.1 and 40.5 percent.

Under 2030 cumulative conditions, all study intersections would continue to operate at LOS D or better,

and impacts would be less than significant under 2030 cumulative conditions. Thus, the proposed project

would not have a considerable contribution to 2030 cumulative traffic conditions and would not have a

significant traffic impact at the study intersections.
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Table IV.E-14
Project Contribution to 2030 Cumulative Traffic Volumes

PM Peak Hour Conditions

Intersection
Existing
Volume

Net Project
Volume

2030
Cumulative

Volume

Project
Contribution
to Total 2030
Cumulative

Volume

Contribution
to Growth in

Volumes

Signalized
1. Sacramento/Stockton
2. Sacramento/Powell
3. California/Mason
Unsignalized
4. Sacramento/Mason
5. California/Powell

1,173
890

1,198

540
1,358

20
49
7

9
3

1,275
1,011
1,334

610
1,503

1.6%
4.8%
0.5%

1.5%
0.2%

19.6%
40.5%
3.1%

12.9%
2.1%

Source: LCW Consulting, 2009.

MITIGATION AND IMPROVEMENT MEASURES

MITIGATION MEASURES

No significant adverse transportation impacts were identified and, therefore, no transportation mitigation

measures are required.

IMPROVEMENT MEASURES

Improvement measures I-TR-5.1, I-TR-5.2, I-TR-6.1, I-TR-6.2, I-TR-6.3, I-TR-6.4, I-TR-6.5, and I-TR-

Parking discussed above would further reduce or avoid less-than-significant transportation related

construction impacts on loading and parking as well as reduce the parking deficit issue in the project area.

Although not required by CEQA, City decision-makers, including the Planning Commission, may impose

such measures as conditions of approval on the proposed project where warranted by project effects.
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