
 

3900 5th Avenue, Suite 310  San Diego, CA 92103  619-795-6086 
www.CRAmobility.com 

 

TO:  Kelsey Hawkins, Project Manager; Harris & Associates 

FROM: Phuong Nguyen, PE; CR Associates 

DATE: March 6, 2023 

RE: De Anza Natural Amendment to the Mission Bay Park Master Plan – Transportation 
Impact Analysis 

The purpose of this technical memorandum is to document potential transportation impacts 
associated with the De Anza Natural Amendment to the Mission Bay Park Master Plan project (the 
"Project”).  

Project Description 
The De Anza Cove Amendment area is in the northeastern corner of Mission Bay Park in the City of San 
Diego (City). Figure 1 displays the Project location. The project area consists of approximately 314 acres 
of land and includes approximately 191.2 acres of open water for a total of approximately 505.2 acres. 
It includes the Kendall-Frost Marsh Reserve/Northern Wildlife Preserve (KFMR/NWP), Campland on the 
Bay (Campland), Pacific Beach Tennis Club athletic fields, Mission Bay Golf Course and Practice Center, 
and De Anza Cove area, including a vacated mobile home park and supporting infrastructure, Mission 
Bay RV Resort, public park, public beach, parking, and water areas. The project area falls within the 
boundaries of Mission Bay Park, a regional park that serves San Diego residents and visitors.  

The proposed project is an amendment to the Mission Bay Park Master Plan (MBPMP) to update existing 
language in the MBPMP and to add new language and recommendations pertaining to the project area 
to serve local and regional recreation needs while preserving and enhancing the natural resources of the 
De Anza Cove area. The project would expand the project area’s natural habitat and improve water 
quality through the creation of additional wetlands while implementing nature-based solutions to protect 
the City against the risk of climate change in line with the City’s Climate Resilient SD Plan. The project 
would enhance the existing regional parkland by providing a variety of uses, including low-cost visitor 
guest accommodations (recreational vehicles and other low-cost camping facilities), active and passive 
recreational opportunities to enhance public use of the area, and improvements to access to recreational 
uses. Finally, the project would recognize the history and ancestral homelands of the Iipay-Tipay 
Kumeyaay people, providing opportunities to partner and collaborate on the planning and restoration of 
the area. Figure 2 displays the Project Site Plan. The MBPMP assigns land use designations, which are 
summarized in Table 1, Proposed Land Use Acreages, throughout the MBPMP area, including the project 
area. 

The project would include wetlands enhancement and restoration within the existing KFMR/NWP, the 
area currently occupied by Campland, the eastern side of Rose Creek, and the areas in De Anza Cove 
currently occupied by the vacated mobile home park and open water (Figure 2, Site Plan). The project 
would provide a total of approximately 227.4 acres of wetlands, consisting of approximately 30.7 acres 
in the area currently occupied by Campland, approximately 86.8 acres of wetlands at the existing 
KRMR/NWP, and approximately 109.8 acres of other new wetlands. Approximately 37.4 acres of upland 
habitat, including dune, sage, and buffer area, would also be provided. Two new upland islands would 
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be created: one in the area currently occupied by Campland and the other in the De Anza Cove area at 
the eastern terminus of the vacated mobile home park. Two possible locations for a new Interpretive 
Nature Center have been identified: one at the northwestern edge of the restoration area along Pacific 
Beach Drive and another within the regional parkland area just north of the open beach; the nature 
center and its parking/service areas would be buffered by native vegetation. The open water area of De 
Anza Cove would be increased to approximately 95.9 acres with the creation of a new east and west 
outfalls that would allow water and sediment flows to proposed wetlands on either side of connection to 
the Rose Creek Inlet. 

Table 1 - Proposed Land Use Acreages 

Land Use Acres  

KFMR/NWP 86.8 

Expanded Marshland/Habitat 140.51 

Upland Habitat (Dune, Sage) and Buffer Area 37.4 

Low-Cost Visitor Guest Accommodations 48.5 

Regional Parkland 26.3 

Boat Facilities/Clubhouse  2.6 

Interpretive Nature Center  
(1 Location)2 

— 

Water Leases  2.1 
Active Recreation  60.5 
Open Water 95.9 
Open Beach 5.5 
Road4 1.6 
Restaurant Lease — 

Total  505.2 
Notes: KFMR/NWP = Kendall-Frost Marsh Reserve/Northern Wildlife Preserve 
1    Expanded wetlands includes approximately 30.7 acres currently occupied by Campland and approximately 109.8 acres of other 

new wetlands. 
2    Area for the Interpretive Nature Center has not been determined, and programming for the center is assumed to occur after 

adoption of the amendment as part of a future General Development Plan. 
3 Lease areas overlap with other land uses; therefore, acreages are not included in the total. 
4    Service roads, vehicular access, and parking would be in areas proposed for low-cost visitor accommodations, regional parkland, 

boating, and active recreation, subject to future design and subsequent approvals. 
In addition, the project would incorporate a range of active recreational uses on approximately 60.1 
acres in the northeastern area of the project area. A portion of the Mission Bay RV Resort and the vacated 
mobile home park would be replaced with approximately 48.5 acres of low-cost visitor guest 
accommodations land use. A new channel connecting Rose Creek to the De Anza Cove water area would 
be constructed at approximately Lilac Drive, creating a new island that would be accessed via two new 
bridges. Approximately 26.3 acres of regional parkland would be enhanced with new recreational 
amenities and opportunities. An open beach area totaling approximately 5.5 acres would be provided 
with access to De Anza Cove. The project would also include approximately 2.6 acres for boat facilities 
and a clubhouse for public use. Two potential water lease locations are indicated on the cove. Water 
quality design features are proposed along the edges of the active recreational areas. The proposed 
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water quality detention basins would be of differing sizes and would capture and treat stormwater before 
flowing into Mission Bay. New water quality basins would be located to treat the entire project area in 
accordance with local and state requirements. 

Multi-use paths would be throughout areas proposed for active recreation, regional parkland, low-cost 
visitor accommodations, dune and upland areas and along the beach shorelines. Vehicular access to 
the project area would be provided from Pacific Beach Drive, Grand Avenue, and North Mission Bay 
Drive. Service roads, vehicular access, and parking would be in areas proposed for low-cost visitor 
accommodation, regional parkland, boating, and active recreation. 

Analysis Methodology 
The transportation impact analysis was performed in accordance with the requirements of the City of 
San Diego Traffic Impact Study Manual (COSDTSM), September 2020 and the City of San Diego CEQA 
Significance Determination Thresholds (COSDCEQA), September 2020. The COSDTSM requires a 
project to determine its consistency with the thresholds provided in the COSDCEQA by conducting a 
Transportation Impact Study (TIS) and determining if the project would have any adverse effects on 
the local transportation network by conducting a Local Mobility Analysis (LMA). The TIS focuses on 
whether the project would cause an increase in the regional Vehicle Miles Traveled (VMT) and the LMA 
focuses on whether the project would cause a significant increase in delay to the local transportation 
network. 

Since the majority of the land uses within the project area are passive land uses (i.e., open spaces, 
preserved, etc.), improvements of the existing land uses (e.g., public beaches, park land), or 
complementary land uses, they are not likely to generate new trips or VMT. Therefore, the analysis will 
focus on the guest housing land use, which could potentially generate additional trips or VMT. Note 
that the guest housing land use will replace the existing Campland and Mission Bay RV land uses. Trip 
generation associated with the existing and proposed land uses are discussed in the next section. 
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Figure 1 -  Project Location 
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Figure 2 -  Site Plan 
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Project Trip Generation 
The campsite trip generation estimates were calculated based on existing counts at the Campland 
and Mission Bay RV Resort sites, including the supporting land uses such as the tennis court, ball 
field, volleyball field, playgrounds, and public beach access. Daily weekday and Saturday driveway 
counts were collected at the two campsite driveways in May and early June 2018. Based upon review 
of freeway traffic counts and understanding of the traffic patterns near the project site, the 2018 
traffic counts are considered to be the best data available that is reflective of pre-pandemic traffic 
conditions for both the Project’s site and the surrounding area. 

In estimating the number of new trips generated by the proposed project, understanding the land 
use components as described in the De Anza Cove Amendment to the Mission Bay Park Master Plan 
and in Chapter 3 – Project Description of the project’s Program Environmental Impact Report (PEIR) 
were critical. Below is a breakdown of the overall trip generation approach and assumptions used to 
yield the net new project trips that are commensurate with this revitalization effort. 

• The existing Mission Bay RV Resort has limited on-site amenities compared to Campland on 
the Bay. Due to the lack of amenities, campers at De Anza Cove are more susceptible to 
make external vehicular trips for goods and services than campers staying at Campland. The 
campsite rates derived from the respective campgrounds are reflective of this condition, 
since the campsite trip rates derived from the Mission Bay RV Resort are predominately 
higher than the Campland derived rates. As part of the proposed project, more on-site 
amenities would be provided for De Anza campers; therefore, it was appropriate to assume 
the trip rates derived from Campland to forecast the trips associated with the new De Anza 
campsites in the guest housing area. 

• New on-site boat launch and rental areas are ancillary uses that would serve De Anza 
campers and beach users (current and future). No trip generation have been assumed for 
these supporting facilities. 

• Redeveloping De Anza Cove would also include upgrades to the existing athletic uses (i.e., 
Pacific Beach Tennis Center, athletic fields, and golf course), the regional parkland, and the 
beach areas. Since these are all existing uses, their associated trips are already captured in 
the existing traffic counts. It is assumed that the project’s enhancements to these uses would 
not generate new trips, and so no additional trip generation for these uses were projected.  

• With the removal of the existing campsites at the Mission Bay RV Resort and the campsites 
at Campland, their associated trips were applied as a reduction in the trip generation 
calculations. Providing credit for an existing use on site is a common practice in the traffic 
engineering field and often applied in traffic studies. A primary reason for including existing 
development as a credit is because traffic from the existing use is included in the traffic 
counts. Additionally, the campsite trip rates derived from the corresponding campsites were 
respectively applied in the “existing uses to be removed” trip generation for Mission Bay RV 
Resort and Campland. Because the proposed project’s land use characteristics are similar 
to the existing land use, it is anticipated that the project would attract the same type of users 
as the existing land uses (Mission Bay RV Resort & Campland on the Bay and other passive 
supporting land uses). The distance traveled by these users is likely to be similar as well. 
Thus the amount of VMT by each user would likely remain the same. 

• Although there are different uses within the proposed project site, no mixed-use reduction 
was applied to reflect any internalization that would occur with campsite patrons and other 
project features. This project is not a typical mixed-use development with commercial, 
residential, and/or office spaces, so it is difficult to accurately determine the project’s 
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magnitude of mixed-use travel characteristics. With no internalization reduction applied, the 
trip generation reflects a conservative analysis.   

• No non-motorized trip reduction was assumed despite the active transportation amenities 
provided within and around the project site. Therefore, the trip generation reflects a 
conservative analysis. 

Table 2 displays the weekday daily, AM and PM peak hour driveway volumes, and Table 3 displays 
the daily Saturday and mid‐day peak hour driveway volumes. 

Table 2 - Existing Weekday Driveway Volumes 

 
Site 

 
Daily 

AM Peak Hour PM Peak Hour 

% Trips Split In Out % Trips Split In Out 

Mission Bay RV 
Resort 1,495 4% 60 4:6 24 36 9% 135 6:4 81 54 

Campland 2,088 5% 104 4:6 42 62 9% 188 5:5 94 94 

Source: CR Associates (2022) 

Notes: Driveway volumes were calculated using the daily volume and the rounded distribution percentages (i.e., peak hour 
percentage and inbound/outbound splits). Consequently, the volumes are slightly different than the actual driveway count 
shown in Attachment A. 

Table 3 - Existing Saturday Driveway Volumes 
 

Site 
 

Daily 
Midday Peak Hour 

% Trips Split In Out 

Mission Bay RV Resort 1,704 10% 170 6:4 102 68 

Campland 3,386 8% 271 6:4 162 109 
Source: CR Associates (2022) 

Notes: Driveway volumes were calculated using the daily volume and the rounded distribution 
percentages (i.e., peak hour percentage and inbound/outbound splits).  Consequently, the 
volumes are slightly different than the actual driveway count shown in the appendix. 

 
As shown above, Saturday generated higher daily volumes compared to the weekday, and 
Campland generated 40 percent (2,088 vs. 1,495) and 99 percent (3,386 vs. 1,704) higher volumes 
than Mission Bay RV Resort during the weekday and on Saturday, respectively. 
 
The data from Table 2 and Table 3, along with the actual occupied campsite units during data 
collection were used to calculate the campsites’ trip generation rates for daily, AM, PM, and midday 
(Saturday) peak hours. Table 4 and Table 5 show the calculated trip rates for weekday and weekend, 
respectively.  

  



 
 
 
 

De Anza Natural Amendment to the Mission Bay Park Master Plan Page 8 
Transportation Impact Analysis    
 

Table 4 – Existing Weekday Trip Generation Rates 
 

Site Occupied 
Units1 

Trips Generated Trip Rate 

Daily AM Peak  PM Peak Daily AM Peak  PM Peak 

Mission Bay RV Resort 138 1,495 60 135 10.83 0.43 0.98 

Campland 242 2,088 104 188 8.63 0.43 0.78 
Source: CR Associates (2022) 

Notes: 1Occupied units during the collection of driveway counts. 

 

Table 5 - Existing Saturday Trip Generation Rates 

 
Site 

Occupied 
Units1 

Trips Generated Trip Rate 

Daily Midday Peak Daily Midday Peak 

Mission Bay RV Resort 130 1,704 170 13.11 1.31 

Campland 442 3,386 271 7.66 0.61 
Source: CR Associates (2022) 

Notes: 1Occupied units during the collection of driveway counts. 

The Mission Bay RV Resort generated 10.83 trips and 13.11 trips per occupied unit during the 
weekday and on Saturday, respectively. This site generated approximately 20 to 30 percent higher 
daily and peak hour trips on Saturday than on the weekday. Campland generated 8.63 trips per 
occupied units during the weekday, and 7.66 trips per occupied unit during Saturday.  
 
Since both sites were not fully occupied at the time of the data collection, the trip generation rates 
documented in Table 4 and 5 were interpolated to determine the trip generation associated with the 
full occupancy of both sites, which typically happens during the summer and holidays. Table 6 and 
Table 7 display the estimated fully occupied trip generation for the two existing land uses. 
 

Table 6 - Existing Weekday Maximum Capacity Trip Generation 

Land Use Units Trip 
Rate ADT 

AM Peak Hour PM Peak Hour 

Trip 
Rate Trips Split In Out Trip 

Rate Trips Split  In Out 

Mission Bay 
RV Resort 

260 
sites 10.83 2,816 0.43 112 4:6 45 67 0.98 255 6:4 153 102 

Campland 556 
sites 8.63 4,798

1 0.43 239 4:6 96 143 0.78 434 5:5 217 217 

Total   7,614  351  141 210  689  370 319 
 

 
 

1 Approximately 113 trips per acres weekday and 100 trips per acres on the weekend. Aerial 
measurements show that the active portion of the site is approximately 42.5 acres. 
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Source: CR Associates (2022) 

Table 7 - Existing Saturday Maximum Capacity Trip Generation 

Land Use Units Trip 
Rate ADT 

Midday Peak Hour 

Trip 
Rate Trips Split In Out 

Mission Bay RV Resort 260 sites 13.11 3,409 1.31 341 6:4 204 136 

Campland 556 sites 7.66 4,259 0.61 339 6:4 203 136 

Total 7,668  680  407 272 
Source: CR Associates (2022) 

As shown above, at maximum capacity, both sites would generate 7,614 trips on a weekday and 7,668 
trips on the weekend. Specifically, the Campland site, which has similar characteristics as the 
proposed project would generate 4,798 trips (approximately 113 trips per acres) on a weekday and 
4,259 trips (approximately 100 trips per acres) on the weekend. The weekend trip generation is less 
than the weekday trip generation, likely because most Campland visitors/users are prone to check in 
on a weekday and stay throughout the weekend. 
 
Since the proposed project is still at the planning stage and analyzed at the programmatic level, it is 
unknown how many campsites will be provided at the project’s site. Therefore, the trip generation 
rates obtained from the existing Campland site were converted from trips per site to trips per acres, 
and then applied to the 48.5 acres of low-cost visitor accommodations provided in Table 1 to 
estimate the proposed project’s  weekday and weekend trip generation. 
 
Table 8 and Table 9 displays the proposed project trip generation for the weekday and weekend, 
respectively. Average daily trips generation rate and peak hours splits were obtained from the existing 
condition trips generation analysis. 
 

Table 8 – Weekdays Trips Generation – Proposed Project 

Site Daily 
AM Peak Hour PM Peak Hour 

% Trips Split In Out % Trips Split In Out 
Mission Bay RV Resort - 
Existing 2,816 4% 112 4:6 45 67 9% 255 6:4 153 102 

Campland - Existing 4,798 5% 239 4:6 96 143 9% 434 5:5 217 217 
Total (Existing) 7,614   351   141 210   689   370 319 
De Anza Cove (Proposed) 5,481 5% 274 4:6 110 164 9% 493 5:5 247 246 
Net (Proposed – Existing) -2,134   -77   -31 -46   -196   -123 -73 
 

Table 9 – Weekend Trips Generation – Proposed Project 

Site Daily 
Midday Peak Hour 

% Trips Split In Out 
Mission Bay RV Resort - Existing 3,409 10% 341 6:4 204 136 
Campland - Existing 4,259 8% 339 6:4 203 136 
Total (Existing) 7,668   680   407 272 
De Anza Cove (Proposed) 4,850 8% 388 6:4 233 155 
Net (Proposed – Existing) -2,818   -292   -174 -117 
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As shown above, the proposed project would generate 5,481 average daily trips (2,134 trips less than 
existing conditions) during the weekday and 4,850 average daily trips (2,818 trips less than existing 
conditions) during the weekend. 
 

Transportation Impact Analysis  
Under Section 15064.3 of the California Environmental Quality Act (CEQA) Guidelines, vehicle miles 
traveled (VMT), which includes the amount and distance of automobile traffic attributable to a project, 
is identified as the “most appropriate measure of transportation impacts.” The COSDTSM requires a 
project to determine if the project would cause an increase in regional VMT. Since not all projects are 
likely to generate additional VMT, the COSDTSM provides categories where a project is presumed to 
have a less than significant VMT impact, several of which are applicable to the proposed project. Per 
the COSDTSM, the Project is presumed to have a less than significant VMT impact under the following 
screening criteria: 

1. Redevelopment project that would likely generate less VMT than the existing land use. As 
shown above, the proposed project would generate less trips than the existing land uses, and 
since the project’s characteristics are likely to remain the same as existing land uses (i.e. 
similar types of campers who drive similar distances), the project is likely to generate less VMT. 

As mentioned above, the proposed land uses are likely to have the same characteristic as the existing 
land uses, thus the amount of VMT generated by each user or the average distance of each trip is 
likely to remain the same. Since the project would generate less trips, but have the same average trip 
distance, the total VMT2 would be less than the existing condition’s. However, to provide a conservative 
analysis, a market capture study was conducted to determine the effect of the project on the regional 
VMT by evaluating the service area with and without the project3. While there are many guest housing 
(RV/Camping) facilities in San Diego County, there are limited facilities that provide crucial coastal 
access. Thus, the GIS analysis conducted as part of the market capture study (service area) focused 
on these publicly accessible coastal guest housing facilities including South Carlsbad State Beach, 
San Elijo State Beach, Silver Strand State Beach, Mission Bay Campland (existing Campland and 
proposed project), and Tijuana Valley Campground. The service area of each coastal guest housing 
facilities was calculated using GIS network analysis, which determine how far a guest housing 
customer have to drive to get to a guest housing site with coastal access. The figures below provides 
a comparison of the service area with and without the Project. The “with Project” condition is a scenario 
where the existing land use is redeveloped to provide high quality amenities and include campsites, 
similar to existing conditions.  Figure 3 displays the service area that is reflective of either the areas 
serviced by the existing Mission Bay Campland or the proposed project. The “without Project” condition 
assumed that the DeAnza Cove site is redeveloped, but without the camping component. Figure 4 
displays the service areas without the proposed Project. 

As shown in Figure 4, without the proposed project, the service area of the remaining coastal 
accessible facilities has expanded significantly. This indicates that without the proposed project, the 
driving distance for residents within the region would increase, resulting in an increase in VMT. 

 
 

2 VMT of the Project = Number of daily trips x average travel distance 
3 The market capture (service area) study was conducted  
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Conversely, with the implementation of the proposed project, the service areas are divided more evenly 
among the facilities, resulting in more localized trips, and therefore less VMT. 

Multimodal Access 
 This section provides a discussion of the active transportation facilities along and near the 
Project’s frontage, including transit, pedestrians, and bicycle access. 

Transit Access 

Future transit services serving the vicinity of the study area include improvements to MTS 
Route 30 service, completion of the Mid-Coast Trolley and Balboa Avenue Station, as well as 
potential light rail or skyway transit along Grand Avenue. The Mid-Coast Trolley, which 
consists of the MTS Blue Line Trolley line extension from Downtown San Diego to the 
University community, is east of the project area. The Balboa Avenue Station located 
approximately 0.25 mile northeast of the project area and the Clairemont Drive Station 
located approximately 0.75 mile southeast of the project area would provide region-serving 
high-quality light-rail transit to the project area that would meet Goal ME B.9.d to locate new 
public facilities that generate large numbers of person trips, including recreational facilities 
in areas with existing or planned transit access. Therefore, the project would not conflict with 
the goals and policies of the City’s General Plan Mobility Element. 

Planned Transit Routes/Stops 

Detail discussion of the planned public transportation routes that serve the study area are 
provided in Attachment A.  Per the San Diego Forward: The Regional Plan (2021 Regional 
Plan), MTS Route 30 is slated to be upgraded to Rapid branding, which will include stop 
amenity upgrades and frequency improvements to 10 minutes on- and off-peak.   

Further, the recently completed Balboa Avenue Station of the Mid-Coast Trolley extension 
will provide region-serving high-quality light rail transit to the vicinity of the study area and 
include first- and last-mile pedestrian and bicycle improvements to facilitate connections to 
De Anza Cove.   

Additional transit options are currently being evaluated as a part multiple Comprehensive 
Multimodal Corridor Plan. The 2021 Regional Plan proposes high-quality transit between 
Mission Boulevard in the Pacific Beach community and the Balboa Avenue station.  This 
service, under study in the Pacific Beach Corridor Study (2017), may be implemented as 
light rail transit or an aerial skyway, likely running along Grand Avenue.  To serve De Anza 
Cove and the local surrounding area, the light rail alternative proposes a station near the 
intersection of Mission Bay Drive and Grand Avenue, as well as near the intersection of Lee 
Street and Grand Avenue.  The aerial skyway alternative proposes a station near the 
intersection of Mission Bay Drive and Grand Avenue.  It has not been determined to which 
degree this service may supersede the existing Route 27. 
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Figure 3 -  Service Area with the Project (Existing & Proposed) 
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Figure 4 -  Service Area without the Project 
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Pedestrians and Bicycle Access 

Pedestrian and bicycle access and network are discussed in Attachment A.  Within the De 
Anza Cove project site, connectivity will be provided via a Class I multi-use path, also 
referred to as an enhanced pedestrian and bicycle waterfront trail. Specifically, the trail 
would be located within the “100-foot buffer/public use zone” along the east side of Rose 
Creek frontage adjacent to the tennis courts and ball fields (similar to how the existing multi-
use path traverses through the northern portion of the project site today), and then parallels 
the perimeter of the guest housing area, offering access to viewing areas and overlooks of 
Rose Creek, the adjacent proposed/expanded Habitat Area and Mission Bay. Overall, the 
waterfront trail would provide pedestrian and bicycle access and connect the guest housing 
area with the regional park facilities and boat rental facilities that are proposed within De 
Anza Cove, as well other park uses to the south. 

Additionally, the planned SANDAG project AT034 - Coastal Rail Trail San Diego – Mission Bay 
(Clairemont to Tecolote), SANDAG project AT055 - Pacific Beach to East Mission Bay, and 
the Pacific Beach Mobility Hub projects will provide additional active transportation 
connectivity to and from the Project’s site. 

Local Mobility Analysis (LMA) 
The COSDTSM require all projects to conduct a LMA unless they meet the following conditions: 

• Consistent with community plan and zoning designation and generates less than 1,000 daily 
unadjusted driveway vehicle trips 

• Inconsistent with community plan or zoning designation and generates less than 500 daily 
unadjusted driveway vehicle trips 

Since the proposed Project generates more than 1,000 daily unadjusted driveway vehicle trips, the 
project would have to conduct a Local Mobility Analysis.   

Table 10 displays the fulfillment criteria to determine the project study area as defined in the 
COSDTSM.   

Table 10 Determination of Project Study Area – City of San Diego 

Facility Project Trips 
Generated1 

Community Plan 
Consistency? 

Trips Added by Proposed 
Project 

Roadway Segments2 
- Yes 1,000+ ADT 

- No 500+ ADT 

Signalized Intersections3 <2,400 - 50 or more trips to any 
turning movement 

Unsignalized Intersections3 <2,400 - 50 or more trips in either 
direction 

Freeway Interchange (Signalized 
or Unsignalized) <2,400 - 50 or more trips in either 

direction 
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Table 10 Determination of Project Study Area – City of San Diego 

Facility Project Trips 
Generated1 

Community Plan 
Consistency? 

Trips Added by Proposed 
Project 

Signalized Intersections >2,400 - 50 or more trips to any 
turning movement 

Unsignalized Intersections >2,400 - 50 or more trips on any 
approach 

Freeway Interchange (Signalized 
or Unsignalized) >2,400 - 50 or more trips on any 

approach 

Bicycle Facilities ½ mile biking from Proposed Project driveway 

Transit Facilities ½ mile walking distance from pedestrian access point 

Pedestrian Facilities ½ mile walking distance from pedestrian access point 
City of San Diego TSM (September 2020) 

Notes: 
ADT = Average Daily Traffic 
1 Final Driveway Trips 
2 AND have improvements identified in the community plan or not built to the community plan ultimate classification 
3 Located ½ mile driving distance from Proposed Project Driveway for project 

As shown in Table 10, the minimum threshold for intersections along local roadways and freeway 
interchanges to be included in the study area is 50 peak hours trips added by the proposed project. 
The minimum threshold for roadway segments to be included in the study area is 1,000 ADT added 
by the proposed project.  However, as shown in Tables 8 and 9, the project would holistically 
generate less trips than the existing uses on Mission Bay RV Resort and Campland. The project 
would not result in net new peak hour and daily trips that exceed these minimum thresholds at any 
of the nearby external transportation facilities, and therefore no study locations were identified for 
the extent of the LMA roadway segment and intersection operational analyses.  

It is important to note that areas concentrated along segments, intersections, and internal driveways 
that face the key redevelopment areas of the site and offer direct access to and from the campsites 
may experience an increase in traffic compared to the current conditions. While the overall new 
increase in project traffic may exceed the identified thresholds in Table 10 for certain intersection 
turning movements or approaches due to a more compact footprint, an operational assessment of 
the facilities that provide site access was not conducted in this LMA. This is because the site plan is 
currently at a high program level concept, and the details of internal circulation are subject to further 
refinement. It is assumed that the site access will be further evaluated as part of the Project's 
General Development Plan. 

Additionally, a mobility analysis was previously conducted based on an earlier project description and 
studied the following intersections: 

1. Recreational Center/Bond Street & Grand Avenue  

2. Grand Avenue & Figueroa Boulevard  

3. Mission Bay Drive & Grand Avenue  

4. I-5 SB On-Ramp & Mission Bay Drive  
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5. Pacific Beach Drive & Olney Street  

6. De Anza Road & N. Mission Bay Drive  

7. Mission Bay Drive & De Anza Cove Park Parking Lot & N. Mission Bay Drive  

8. E Mission Bay Drive/Mission Bay Drive & Clairemont Drive  

The previous study is included as Attachment A. As shown in Attachment A, the project would not 
cause a detrimental effect to any of the nearby roadway or intersections. The current iteration of the 
project would construct improved roadways and intersections along the project’s frontage to the City 
of San Diego Street Design Manual standards, and therefore would not substantially increase 
hazards due to a design feature. 

Conclusion 
Based on the analysis results documented above, the proposed Project would not conflict with an 
adopted program, plan, ordinance, or policy addressing the transportation system, including transit, 
roadways, bicycle and pedestrian facilities. The Project is presumed to have a less than significant 
VMT impact and would not substantially increase hazards due to a design feature. Therefore, the 
Project would not cause any additional impacts, and no additional analysis would be required. 
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2.0 Review of Relevant Planning Documents 

A review was performed of pertinent planning documents related to the De Anza Cove Amendment 
project study area, the project site’s surrounding land uses, and the MBPMP area as a whole, which are 
summarized below. 
 

Fiesta Island/Mission Bay Park Master Plan Amendment (2018)  
The Amendment evaluates two potential park use plan options for the Fiesta Island subarea of Mission Bay 
Park.  The first option (“Option A”) proposes a roadway extension into the area currently designated as an 
off-leash dog park area, and the development of a parking area, supervised swimming beach, boat storage, 
and park at the southern beach of the subarea. The development of these amenities would be constructed 
on a small portion (approximately 6 acres) of the land currently designated as existing, fenced, off-leash 
dog park area.  This option has been approved as of 2007 and represents the currently planned direction 
for the Fiesta Island portion of Mission Bay Park.   

 
The second option (“Option B”) proposes a modification to land uses and includes additional trails and a 
pavilion.  This option would not include a public roadway extension, or the development of a parking area, 
supervised swimming area, or boat storage as described in Option A. Both options propose changes to the 
roadway configuration, modifications to parking, integrated pedestrian and bicycle paths, and increased 
pedestrian access through the interior of the island.  
 
The supplementary mobility assessment focused on evaluating the existing and future conditions on the 
roadways, pathways, and bicycle facilities providing access to Fiesta Island, as well as modifications to 
access and circulation within Fiesta Island. The traffic operations analysis with either Option A or Option B 
in place identified intersection and roadway impacts that would require mitigation. 

 

Balboa Avenue Station Area Specific Plan (On-going)  
The Specific Plan analyzes the impacts of the planned Balboa Avenue Station that is being constructed 
as part of the Mid-Coast Trolley project. The Balboa Avenue Station Area overlaps with multiple facilities 
within this study area, and the fully realized Balboa Avenue Station Area Specific Plan provides ways to 
connect people to the Balboa Avenue station via all modes of travel, with a focus on active modes of 
transportation. These connections will serve this study area. 
 
The Balboa Avenue Station Area Specific Plan is currently going through the City’s planning approval 
process with an anticipated adoption in Spring 2019.  

 

Pacific Beach Corridor Study (2017)  
This Corridor Study by SANDAG identifies potential transportation solutions to connect Mission Boulevard 
and its coastal amenities to the Balboa Avenue Station that will be in place when the under-construction 
Mid-Coast Trolley enters service.  The Pacific Beach Corridor Study examines two potential connectivity 
alternatives, including light rail transit and an aerial skyway.  The report found both technologies to be 
feasible given the nature of the intended application, and both are forecast to adequately handle 
anticipated demand.  Impact differences will mainly be visual in nature, particularly if the skyway option is 
chosen.  Cost considerations indicate that light rail will require a higher construction cost, but the skyway 
will be more expensive to operate due to the need for station staffing.  Although various routing options 
exist, the most desirable alignment would be along Grand Avenue, with the skyway option allowing for 
relatively more flexibility.  The light rail alternative would include two stops in close proximity to the project 
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site: a Pacific Beach Balboa Terminal Station, west of the I-5, and at the intersection of Grand Avenue and 
Lee Street.  The aerial skyway would include one station in proximity to the project site, at Mission Bay 
Drive and Bunker Hill Street. 

 

Recreational Center Access Evaluation (2017) 
The Recreational Center Access Evaluation is a report prepared by Kimley-Horn Associates that assesses 
the existing driveway access to the Mission Bay Athletic Area/Bob McEvoy Fields and Pacific Beach Tennis 
Club south of Grand Avenue between Mission Bay Drive and the Rose Creek Inlet. Intersection traffic 
counts were collected in November 2017 for the weekday PM peak period and weekend midday period. 
There were no AM peak period counts collected. 

 
Similar to the De Anza Revitalization Plan, this study identified community concerns of cut- through 
traffic through the neighborhood on Bond Street and Figueroa Boulevard. This study ultimately 
recommended that the intersection of Grand Avenue and Bond Street be signalized to allow for left-
turns into and out of the recreational center driveway and only right-turns from Bond Street. 
 

De Anza Revitalization Plan Existing Mobility Plan (2016)  
The Mobility Plan documents the existing transportation facilities within the De Anza Cove project site 
and the existing trip generation of De Anza Cove, which includes the RV campsites and the previous Mobile 
Homes. The counts used in this analysis were collected in December 2015 and consisted of weekday and 
weekend peak hour intersection and daily roadway counts. 

A community workshop was conducted on January 18, 2016 where the community identified three (3) key 
issues in and around the project site: 

1. Connectivity from De Anza Cove to planned trolley stations; 
2. Minimizing auto traffic through adjacent neighborhoods; and 
3. Improve the walking and bicycling environment along the cove. 

 
These concerns will be incorporated in our evaluation and aid in our development of potential 
multimodal and access improvements for the project. 
 

Mission Bay Park Master Plan Update (1994)  
The 1994 Mission Bay Park Master Plan Update, with updates in 1995, 1997, and 2002, provides primary 
guidance for the Mission Bay Park area, in which the De Anza Cove project site is located.  This Amendment 
serves as a localized update to this Plan.  The Plan frames the land use, water use, environmental, access 
and circulation, art, and economic aspects of the Park, with further specific guidance to the South 
Shores/Fiesta Island area.  The Plan also provides implementation framework.  In the De Anza Cove vicinity, 
the Plan identifies the nature of habitat preservation in the surrounding marsh areas and notes the 
disposition of the lease area of the De Anza Mobile Estates that necessitate the implementation of this 
Amendment. 
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3.0 Analysis Methodology 

This chapter describes the methodologies utilized to analyze the De Anza Cove project site and surrounding 
area’s mobility network (the “study area”). 
 

3.1 Active Transportation Access and Connectivity 

 Walking 

Pedestrian network connectivity was assessed using a two-step process: 1) develop the pedestrian 
network; and 2) perform a pedestrian travelshed or walkshed analysis for the network.  A description of 
these steps is provided below.  
 
Developing the Pedestrian Network 
The SANDAG “Roads_All” shapefile is the base network for the 
pedestrian travelshed analysis. However, since the Roads_All 
shapefile does not include all pedestrian connections – such as 
trolley stations where people accessing stations may traverse large 
parking lots, schools, parks, shopping centers or other large 
institutions – they were manually added to the shapefile to reflect 
the actual pedestrian network to be studied, prior to conducting 
the travelshed analysis.  In addition, all roadway segments in the 
Roads_All shapefile that do not allow pedestrians are removed 
from the analysis, including freeway segments and freeway ramps. 
 

Travelshed Analysis 
The pedestrian travelshed analysis assesses the level of 
connectivity provided at each parcel within the pedestrian study 
area.  The travelshed analysis requires first creating a 0.5-mile pedestrian network (walkshed) buffer at 
each parcel.  That area is then compared to the area of a 0.5-mile as-the-crow-flies buffer (502 acres) to 
develop a Pedestrian Connectivity or Walkshed Ratio for each parcel.  The higher the Walkshed Ratio, the 
better the overall connectivity is for that parcel.1 
 
An illustration of the variables that are used to compute a Walkshed Ratio is included above to the right. 
The Walkshed Ratio is presented in a mapped format, displaying results for each parcel.  Each parcel is 
represented by a color reflecting the Walkshed Ratio scale. 
 

 Biking 

A bicycle travelshed or bikeshed analysis was performed to assess the level of connectivity provided at each 
parcel within the study area.  A Bicycle Connectivity or Bikeshed Ratio was calculated by comparing the 
area of a one-mile bicycle network buffer (using all bikeable roadways plus bike paths) at each parcel within 

                                                           
 
 
1 65% is typically the highest Walkshed Ratio that can be achieved in even the most ideal communities (i.e. urban 
downtown settings with tight street grid networks).  Therefore, any community with a connectivity ratio over 50% 
should be considered ideal. 
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the study area to the area of a one-mile as-the-crow-flies buffer (or 2,010.6 acres).  A higher Bikeshed Ratio 
indicates better overall bicycle connectivity from the individual parcel.  The Bikeshed Ratio results for each 
parcel within the study area are reported for existing conditions and displayed in a mapped format. 
 

3.2 Active Transportation Safety Analysis 

 Walking 

To understand existing pedestrian safety issues, safety was evaluated using collision data obtained from 
the City of San Diego Police Department’s Crossroads software (SDPD) for the period from January 2012 
through September 2017. Collisions from SDPD were geocoded and mapped to display the locations of 
pedestrian-involved collisions within the study area. 
 
Several tables were also created to further understand safety issues and trends within the study area. These 
include: collision severity, most frequent collision locations, cause of collisions, collisions by party at fault 
and collision location types. The collision location types are differentiated between intersection and 
midblock. Collisions that occurred within the footprint of the intersection were identified as intersection 
collisions. Collisions that occurred outside of the intersection and immediate intersection vicinity  were 
identified as mid-block collisions. 
 

 Biking 

Similar to pedestrian safety, existing bicycle safety was evaluated using collision data obtained from the 
SDPD’s Crossroads software for the period from January 2012 through September 2017. Collisions from 
SDPD were geocoded and mapped to display the locations of bicycle-involved collisions within the study 
area. 
 
Tables displaying collision severity, most frequent collision locations, cause of collisions, collisions by party 
at fault and collision location types were also created to further understand bicycle safety issues and trends 
within the study area. 
 

3.3 Transit Access and Connectivity 

Connectivity to transit stops serving routes in the vicinity of De Anza Cove was assessed for both pedestrians 
and cyclists. Drawing from the Walkshed Ratio and Bikeshed Ratio results, the connectivity to transit 
analyses calculate the percentage of a crow-flies buffer of the active transportation network (a half-mile 
for pedestrian facilities, and a mile for bicyclist facilities) that can be accessed from a transit stop given the 
adjacent roadway network.  A half-mile walk and a mile bike ride to transit are generally seen as acceptable 
distances for much of the public. 
 

3.4 Traffic Operations Analysis 

The operations analysis was performed in accordance with the requirements of the City of San Diego Traffic 
Impact Study Manual, July 1998 and the City of San Diego Significance Determination Thresholds, January 
2011. Detailed information on roadway segment and intersection analysis methodologies, standards, and 
thresholds are discussed in the following sections. 
 



 

Chen Ryan Associates, Inc.  De Anza Cove Amendment to the Mission Bay Park Master Plan 
Mobility Report 

  Page 8 

 Level of Service Definition 

Level of Service (LOS) is a quantitative measure describing operational conditions within a traffic stream, 
and the motorist’s and/or passengers’ perception of operations.  A LOS definition generally describes these 
conditions in terms of such factors as delay, speed, travel time, freedom to maneuver, interruptions in 
traffic flow, queuing, comfort, and convenience. Table 3-1 describes generalized definitions of the various 
LOS categories (A through F) as applied to roadway operations. 
 

Table 3-1 Level of Service Definitions 
LOS Category Definition of Operation 

A 
This LOS represents a completely free-flow condition, where the operation of vehicles is virtually 
unaffected by the presence of other vehicles and only constrained by the geometric features of the 
highway and by driver preferences. 

B 
This LOS represents a relatively free-flow condition, although the presence of other vehicles becomes 
noticeable. Average travel speeds are the same as in LOS A, but drivers have slightly less freedom 
to maneuver. 

C 
At this LOS the influence of traffic density on operations becomes marked. The ability to maneuver 
within the traffic stream is clearly affected by other vehicles. 

D 
At this LOS, the ability to maneuver is notably restricted due to traffic congestion, and only minor 
disruptions can be absorbed without extensive queues forming and the service deteriorating. 

E 
This LOS represents operations at or near capacity. LOS E is an unstable level, with vehicles operating 
with minimum spacing for maintaining uniform flow. At LOS E, disruptions cannot be dissipated readily 
thus causing deterioration down to LOS F. 

F 
At this LOS, forced or breakdown of traffic flow occurs, although operations appear to be at capacity, 
queues form behind these breakdowns. Operations within queues are highly unstable, with vehicles 
experiencing brief periods of movement followed by stoppages. 

Source: Highway Capacity Manual 2010 
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 Intersection 

This section presents the methodologies used to perform peak hour intersection capacity analysis, 
including both signalized and unsignalized intersections.  The following assumptions were utilized in 
conducting all intersection level of service analyses: 
 

• Pedestrian Calls per Hour:   10 calls per hour for each pedestrian movement was assumed. 
• Heavy Vehicle Factor:  A 2% heavy vehicle factor was assumed for all intersections within the study 

area. 

• Signal Timing:  Based on existing signal timing plans (as of May 2018), provided in Appendix A. 

• Peak Hour Factor:  Based on existing peak hour count data. 
 

Signalized Intersection Analysis 
The analysis of signalized intersections utilized the operational analysis procedures as outlined in the 2010 
Highway Capacity Manual (HCM). This method defines LOS in terms of delay, or more specifically, average 
stopped delay per vehicle. Delay is a measure of driver and/or passenger discomfort, frustration, fuel 
consumption and lost travel time. This technique uses 1,900 vehicles per hour per lane (VPHPL) as the 
maximum saturation volume of an intersection. This saturation volume is adjusted to account for lane 
width, on-street parking, pedestrians, traffic composition (i.e., percentage trucks) and shared lane 
movements (i.e. through and right-turn movements originating from the same lane). The LOS criteria used 
for this technique are described in Table 3-2. The computerized analysis of intersection operations was 
performed utilizing the SYNCHRO 10.0 traffic analysis software. 
 
 

Table 3-2 Signalized Intersection Level of Service Criteria 

Average Stopped 
Delay Per Vehicle 

(seconds) 
Level of Service (LOS) Characteristics 

<10.0 
LOS A describes operations with very low delay. This occurs when progression is extremely favorable, 
and most vehicles do not stop at all. Short cycle lengths may also contribute to low delay. 

10.1 – 20.0 
LOS B describes operations with generally good progression and/or short cycle lengths. More vehicles 
stop than for LOS A, causing higher levels of average delay. 

20.1 – 35.0 
LOS C describes operations with higher delays, which may result from fair progression and/or longer 
cycle lengths. Individual cycle failures may begin to appear at this level. The number of vehicles stopping 
is significant at this level, although many still pass through the intersection without stopping. 

35.1 – 55.0 
LOS D describes operations with high delay, resulting from some combination of unfavorable 
progression, long cycle lengths, or high volumes. The influence of congestion becomes more noticeable, 
and individual cycle failures are noticeable. 

55.1 – 80.0 LOS E is considered the limit of acceptable delay. Individual cycle failures are frequent occurrences. 

>80.0 
LOS F describes a condition of excessively high delay, considered unacceptable to most drivers. This 
condition often occurs when arrival flow rates exceed the LOS D capacity of the intersection. Poor 
progression and long cycle lengths may also be major contributing causes to such delay. 

Source: Highway Capacity Manual 2000, TRB Special Report 209 
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Unsignalized Intersection Analysis 
Unsignalized intersections, including two-way and all-way stop controlled intersections, were analyzed 
using the 2010 Highway Capacity Manual (Chapter 19 & Chapter 20) unsignalized intersection analysis 
methodology. The SYNCHRO 10.0 Traffic Analysis software supports this methodology and was utilized to 
produce LOS results based on average stopped delay expressed in seconds per vehicle. The LOS for a two-
way stop controlled (TWSC) or a side-street stop controlled (SSSC) intersection is determined by the 
computed control delay and is defined for each minor movement, and the worst movement is reported. 
The LOS for an all-way stop controlled (AWSC) intersection is determined by the whole intersection 
weighted average stopped delay. Table 3-3 summarizes the LOS criteria for unsignalized intersections. The 
City of San Diego considers LOS D or better during the AM and PM peak hours to be acceptable for 
intersection LOS. 
 

Table 3-3 Unsignalized Intersection Level of Service Criteria 

Average Control Delay (sec/veh) Level of Service (LOS) 

<10 A 

>10 and <15 B 

>15 and <25 C 

>25 and <35 D 

>35 and <50 E 

>50 F 

Source: Highway Capacity Manual 2010 

 Roadway Segment Level of Service and Thresholds 

Roadway segment LOS standards and thresholds provide the basis for analysis of arterial roadway segment 
performance. The analysis of roadway segment LOS is based on the functional classification of the roadway, 
the maximum capacity, roadway geometrics, and existing Average Daily Traffic (ADT) volumes. Table 3-4 
presents the roadway segment capacity and LOS standards utilized to analyze roadway segments in this 
report.  
 

Table 3-4 City of San Diego Roadway Segment Daily Capacity and Level of Service Standards 

Roadway Functional Classification Lanes 
Level of Service 

A B C D E 

Freeway 8 60,000 84,000 120,000 140,000 150,000 

Freeway 6 45,000 63,000 90,000 110,000 120,000 

Freeway 4 30,000 42,000 60,000 70,000 80,000 

Expressway 6 30,000 42,000 60,000 70,000 80,000 

Prime Arterial 8 35,000 50,000 70,000 75,000 80,000 

Prime Arterial 6 25,000 35,000 50,000 55,000 60,000 

Major Arterial 7 22,500 31,500 45,000 50,000 55,000 

Major Arterial 6 20,000 28,000 40,000 45,000 50,000 

Major Arterial 5 17,500 24,500 35,000 40,000 45,000 

Major Arterial 4 15,000 21,000 30,000 35,000 40,000 

Major Arterial 3 11,250 15,750 22,500 26,250 30,000 

Major Arterial 2 7,500 10,500 15,000 17,500 20,000 

Major Arterial (one-way) 3 12,500 16,500 22,500 25,000 27,500 
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Table 3-4 City of San Diego Roadway Segment Daily Capacity and Level of Service Standards 

Roadway Functional Classification Lanes 
Level of Service 

A B C D E 

Major Arterial (one-way) 2 10,000 13,000 17,500 20,000 22,500 

Collector (w/ two-way Left-Turn lane) 4 10,000 14,000 20,000 25,000 30,000 

Collector (w/ two-way Left-Turn lane) 3 7,500 10,500 15,000 18,750 22,500 

Collector (w/ two-way Left-Turn lane) 2 5,000 7,000 10,000 13,000 15,000 

Collector (w/o two-way Left-Turn lane) 4 5,000 7,000 10,000 13,000 15,000 

Collector (w/o two-way Left-Turn lane) 3 4,000 5,000 7,500 10,000 11,000 

Collector (w/o two-way Left-Turn lane) 2 2,500 3,500 5,000 6,500 8,000 

Collector (w/o two-way Left-Turn lane) 
– no fronting property 

2 4,000 5,500 7,500 9,000 10,000 

Collector (one-way) 3 11,000 14,000 19,000 22,500 26,000 

Collector (one-way) 2 7,500 9,500 12,500 15,500 17,500 

Collector (one-way) 1 2,500 3,500 5,000 6,500 7,500 

Sub-Collector (single-family) 2 - - 2,200 - - 

Source: City of San Diego Traffic Impact Study Manual (1998) 
Updated with input from City of San Diego Planning Department Mobility Staff (2017) 

 

 
These standards are generally used as long-range planning guidelines to determine the functional 
classification of roadway segments. The actual capacity of a roadway facility varies according to its physical 
attributes. Typically, the performance and LOS of a roadway segment is heavily influenced by the ability of 
its intersections to accommodate peak hour traffic volumes. For the purposes of this traffic analysis, LOS D 
is considered acceptable for circulation element roadway segments. 
 

 Vehicular Safety 

Vehicular safety was evaluated using collision data from the SDPD’s Crossroads software for the period 
from January 2012 through September 2017. Vehicle collisions, excluding pedestrian- and bicycle-involved 
collisions, from SDPD were geocoded and mapped to display the locations of collisions within the study 
area. 
 
Several tables were also created to further understand safety issues and trends within the study area. These 
include: collision severity, most frequent collision locations, cause of collisions, collisions by party at fault, 
collision type, and collision location types. The collision location types are differentiated between 
intersection and midblock. Collisions that occurred within the footprint of the intersection were identified 
as intersection collisions. Collisions that occurred outside of the intersection and immediate intersection 
vicinity were identified as mid-block collisions. 
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4.0 Existing Conditions 

This chapter presents an analysis of existing conditions pertaining to the De Anza Cove study area and its 
general vicinity. 
 

4.1 Active Transportation Mobility 

This section describes pedestrian- and bicycle-oriented access, connectivity, and safety in the study area 
under existing conditions.   
 

 Access and Connectivity 

Site access to the De Anza Cove Area for pedestrians and bicyclists are currently provided via a combination 
of driveways with road and/or sidewalk coverage, as well as through Class I multi-use paths.  
 
Driveways are located along North Mission Bay Drive including at the intersections of Mission Bay Drive 
and De Anza Road east of Rose Creek. The driveways along North Mission Bay Drive provide access to the 
San Diego Mission Bay Boat & Ski Club, the Mission Bay Golf Course, and the Mission Bay recreational area 
and RV Resort. Despite direct access to key existing De Anza Cove uses, these driveways lack sidewalk 
connectivity on both sides of the road and lack dedicated bicycle facilities as bicyclists share the roadway 
with vehicles. The northern point of entry for the De Anza Cove Area is located on the south leg of the 
Grand Avenue and Bond Street intersection and provides direct access to the Mission Bay Athletic Area. 
This access point has sidewalk connectivity, as well as connectivity to bicycle lanes on Grand Avenue.   
 
The proposed project area will eventually include areas west of the Rose Creek Channel and south of Pacific 
Beach Drive, such as Campland. Access to Campland on the Bay is provided at Pacific Beach Drive and Olney 
Street west of the Rose Creek inlet. Sidewalk connectivity into Campland is limited as there are no sidewalks 
provided along both sides of Pacific Beach Drive east of Olney Street until right at the Campland driveway. 
There are also no dedicated bicycle facilities into Campland from the west.  
 
Furthermore, those arriving to De Anza using existing transit contend with large parcels that are difficult to 
cross.  However, the Rose Creek Trail offers a point of central connectivity to bicyclists and pedestrians 
either accessing from the north, or from nearby transit stops. 
 
Specifically, the Rose Creek Trail is a recreational pedestrian and bicycle connection from the Pacific Beach 
Community that provides direct access into the De Anza Cove recreational area and is also classified as a 
Class I multi-use path. The Rose Creek Trail extends from De Anza Cove and parallels Rose Creek to the 
north and terminates near the Damon Street/Mission Bay Drive intersection, with a planned extension to 
the north in the future to connect with the improved Rose Creek Trail alongside Interstate-5 leading to 
Rose Canyon. 

 
Rose Creek Bikeway and Pedestrian Bridge, also known as the Mike Goth Memorial Bridge, connects the 
De Anza Cove Area with the Pacific Beach Community along Pacific Beach Drive, including key destinations 
such as Campland on the Bay, Crown Point on Mission Bay and the Pacific Ocean. Pedestrians access the 
Rose Creek Bikeway and Pedestrian Bridge from the west along smaller roadways such as Olney Street.  In 
many cases, these local streets have sidewalk on only one side.  There are no sidewalks along Pacific Beach 
Drive from the Rose Creek Bikeway and Pedestrian Bridge up to the intersection of Crown Point Drive.   
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Along the perimeter of Mission Bay, a multi-use path is provided that serves pedestrians and bicyclists.  The 
path connects the De Anza Cove recreational area to activity centers within Mission Bay Park including 
Fiesta Island, picnic areas, restrooms and other facilities.  This path is heavily utilized throughout the year 
and attracts visitors from throughout the County.  However, the path terminates at the parking lot located 
within the De Anza Cove recreational area.  Currently, the path does not extend into the RV Park and does 
not directly connect with the Rose Creek Trail or Rose Creek Bikeway and Pedestrian Bridge.   

 
Walking 
Figure 4-1 displays the location of missing sidewalks along roadway segments in the vicinity of the study 
area. Sidewalk inventory was provided by City staff in Geographic Information System (GIS) format 
of the study area for review and analysis in the ArcGIS software. This information was used to provide an 
overview of where pedestrian connections is currently provided, areas that have missing pedestrian 
facilities, and barriers that may impede pedestrian connectivity. As shown, multiple roadways throughout 
the community are sidewalk deficient on one or both sides of the street.  Portions of Mission Bay Drive and 
existing internal circulation roadways in De Anza Cove and Campland on the Bay are missing sidewalks, 
although sections are paralleled by a series of Class I multi-use paths within the project site.  Missing 
sidewalks were also noted along residential streets in the study area. 
 
Figure 4-2 identifies existing permitted and prohibited pedestrian crossings at all study intersections.  As 
shown, most study intersections have one or more legs where pedestrian crossings are not permitted.  One 
exception is the western intersection of Mission Bay Drive and North Mission Bay Drive (study intersection 
#7), where all four legs are stop controlled, thus permitting pedestrian crossings. Although pedestrians are 
technically allowed to cross at this intersection, especially since there is no signage prohibiting them from 
doing so, there are no sidewalk facilities provided at the intersection and its immediate vicinity. 
 
A half-mile pedestrian travelshed analysis was used to assess the level of connectivity provided from each 
parcel within the study area, using the methodology described in Chapter 3.  Figure 4-3 displays the 
Walkshed Ratio results.  The higher the ratio, the better the overall connectivity is  at the parcel.  Greater 
pedestrian connectivity was generally identified along the Garnet/ Avenue corridor, with secondary 
connectivity found between Garnet and Grand Avenues, as well as the northwest portion of the study area.  
The remainder of the study area, such as parcels east of Mission Bay Drive, offer relatively less connectivity 
to other parcels. 
 

Biking 
Figure 4-4 displays the location of existing bicycle facilities within the study area.  The network is comprised 
of Class I multi-use paths, Class II bike lanes, and Class III bike routes.  Class I multi-use paths are found 
along Rose Creek, within the De Anza Cove recreational area, and along the shores of Mission Bay from the 
De Anza Cove recreational area to the Tecolote Shores-North Park located south of De Anza Cove.  Class II 
bike lanes are generally found along larger circulation element roadways that serve Mission Bay Park and 
the Pacific Beach Community, such as Grand Avenue, Morena Boulevard, and Soledad Mountain Road.  
Class III bike routes provide additional connectivity between gaps in the Class I and Class II network, in both 
the Pacific Beach Community and within Mission Bay Park. Class III bicycle routes are provided along North 
Mission Bay Drive, Mission Bay Drive, and sections of Garnet Avenue.  These facilities are denoted by Bike 
Route signage and may include sharrows in the roadway.   
 
Barriers to bicycle travel include a lack of connectivity across the I-5 freeway to the planned Balboa Avenue 
Station, as well as few opportunities to access Mission Bay Park from neighboring areas. 
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