






























































































































































































































































































































































The three routes that stop at these bus pads ar e:

A Route 130 (Regional ): San Rafael 0 Marin City 06 Sau
A Route 132 (Commute): San Ansel mo 6 San Rafael 0 San
A Route 150 (Regional ): San Rafael 0 Marin City o6 San

There is another set of pads to the south of the proje
Manzanita Park & Ride) which also acts as stops for Ro
traverses through Mill Valley with a terminus at E BI i"

the Tiburon Wye Bus Pad.

Local Bus Service by Marin Transit

Marin Transit provides a total of 19 fixed routes as o
shuttle routes, two rural fixed routes (a.k.a. West Ma
within Marin County. Marin Transit also offers Connec
miles around each SMART station in Marin County. Mar i
million passenger trips per year before 2020.

Marin Transit owns 113 transit vehicles including 13 c¢
paratransit vehicles, 4 Connect vans, 15 narrow-bodied
articulated buses, and 2 battery electric buses as of

Marin Transit sells 1-day and 31-day passes, each good

31-day pa

(7]
(7]
(¢]

osts $40 for adults and youth and $20 for



purchasable on a bus, costs $5 for adults and $2.50 for seniors, youth, and persons with disabilities. A
one-way cash fare costs $2 for adults and $1 for seniors, youth, and persons with disabilities. Transit is
free for children five and under (up to two per adult).

Marin Transit also offers an annual Youth Pass through Marin County schools such as Strawberry Point
School in the study area. With the pass, registered Marin County students and youth ages 18 and under
ride on local routes in Marin without paying any additional fare. The Youth Pass costs $325 per year.

Local transit routes that serve the study area include the following:

* Route 17 (Local): San Rafael — Strawberry — Mill Valley — Marin City — Sausalito

* Route 22 (Local): San Rafael — San Anselmo — Ross — College of Marin — Larkspur — Corte Madera —
Strawberry — Marin City

* Route 36 (Local): Canal — San Rafael - Hwy 101 — Marin City
* Route 71 (Local): Sausalito — Marin City — San Rafael — Ignacio — Novato

* Route 219 (Community Shuttle): Tiburon — Strawberry — Seminary

Routes 17, 22, 36, and 219 make notable stops around the Strawberry Village Shopping Center and also
have stops that are walkable to the Seminary Drive and Tiburon Wye bus pads where riders can transfer to
Route 71 or Golden Gate Transit regional routes.



The West Marin Stagecoach Route 61 also makes a stop at the Pohono Street Park & Ride and the
Manzanita Park & Ride to the south of the project area.

Both Marin Transit and Golden Gate Transit routes and stops are summarized in Figure 4.

Mobility Services and Programs

Shared Mobility Options

According to the Shared-Use Mobility Center, shared mobility is defined as transportation services and
resources that are shared among users, either concurrently or one after another. The services are grouped
into five different shared mobility typologies:

* Bike-sharing/Scooter-sharing
* Carsharing

* Ride-sharing/Ride-hailing

* Public Transit

*  Microtransit (e.g., shared scooters)/Shuttles

Bike-sharing, carsharing, scooter-sharing, or microtransit services are not currently provided in the study
area. They are, however, provided in many other Bay Area cities.

Traditional ride-sharing includes carpooling, vanpooling, and real-time matching of drivers and
passengers through mobile apps in which the passenger pays a share of the trip cost. Ride-hailing
providers such as Uber and Lyft use online platforms to connect passengers with drivers who use
personal, non-commercial, vehicles. UberPool and Lyft Line are ride-sharing options that allow drivers to
carry multiple passengers who split the cost of a trip. Uber has also partnered with the Transportation
Authority of Marin as part of the Connect2Transit program which includes the Marin Transit Connect
on-demand service.

Taxis and limos are regulated for-hire vehicles. Numerous companies provide these services in the
study area.

Emergency Vehicle Access

Southern Marin Fire Protection District (SMFD) Station 9 Strawberry is the fire station that serves the
project site and the surrounding Strawberry community. The station is located at 308 Reed Boulevard,
roughly in the center of the Strawberry community and a few hundred feet north of the intersection of
Reed Boulevard/Storer Drive and the northern boundary of the project site. In addition to the Strawberry
community, Station 9 Strawberry serves from Mill Valley to Tiburon to the Golden Gate Bridge. The station
serves portions of the Golden Gate National Recreational Area (GGNRA) and US 101 north to the Paradise
Drive interchange in Corte Madera.



Based on consultation with SMFD Chiefs,? the following are primary egress routes from the station based
on the call destination.

* Project Site: south on Reed Boulevard.

* Redwood Highway Frontage Road/US 101 South/US 101 North: north on Reed Boulevard, west
on Meda Lane, and west on Ricardo Road/Seminary Drive to Redwood Highway Frontage Road.

* Tiburon: north of Reed Boulevard, east on Ricardo Road/Ricardo Lane, and north on E Strawberry
Drive to Tiburon Boulevard (SR 131).

* Seminary Drive: south on Reed Boulevard, west on Storer Drive, south on Shuck Drive, and west
on Hodges Drive.

* South Strawberry Area: south on Reed Boulevard, east on Storer Drive, and east on Herring Drive
to E Strawberry Drive.

2 July 21, 2022, calls with Chief Ted Petersen and Adam Vollmer.



Transportation Safety

The 2018 Marin Travel Safety Plan was a collaborative effort between unincorporated Marin County and
all 11 incorporated cities and towns. The purpose was to provide a systemic safety analysis for motorists,
motorcyclists, bicyclists, and pedestrians on non-state arterial and collector roadways. The Plan was
funded through a Systemic Safety Program grant provided by Caltrans. The intent was to provide a
proactive collision analysis, identify high risk locations and collision patterns, develop a list of systemic
low-cost and longer-term countermeasures, and help secure funding to address key safety issues.

During the five-year period in which crashes were evaluated, 22.6% of all crashes in the county occurred in
Unincorporated Marin County, lower than the county's 26% share of the total county population. Notable
collision profiles in Unincorporated Marin County include high rates of bicycle collisions, pedestrian
collisions involving senior over the age of 65, speed related collisions, motorcycle collisions, and collisions
with vehicles hitting fixed objects. According to the California Office of Traffic Safety, in 2019 Marin
County ranked among the top 10 California counties for collisions where victims were killed and/or
injured involving pedestrians, pedestrians 65 or older, and bicyclists.

The 2018 Marin Travel Safety Plan identified safety countermeasures for 12 corridors and 13 intersections
in Unincorporated Marin County. This includes a corridor improvement to the Redwood Highway
Frontage Road from the US 101 ramp to De Silva Island Road. The corridor improvements included
improved signal timing and detection, enhanced pedestrian crossing improvements, guardrail, and bike
lanes (green pain through the intersection to delineate conflict zones). Intersection improvements were
identified at the East Blithedale Avenue/Tower Drive/Kipling Drive intersection including improved signal
timing and detection and enhanced pedestrian crossing improvements. Subsequent to completion of the
Plan, Marin County received $2.8 million in Highway Safety Improvement Program (HSIP) grant funds
from Caltrans to implement safety countermeasures identified in the plan at 51 signalized intersections in
unincorporated Marin County and within 11 incorporated cities.

Collision History

In the five years between 2015-2019, there were 168 collisions identified in the project study area from
California SWITRS data. 67% of collisions (113) only involved property damage primarily to vehicles while
33% (55) resulted in injury to vehicle occupants (45), pedestrians (3), or bicyclists (7).

A review of crash data from 2015-2019 reveals that certain intersections in the study area are more prone
to collisions and injuries than others. Table 3 below provides details for all intersections with more than
two collisions over that five-year period.



Table 3: Study Area Collision Data

Tiburon Blvd (SR-131) / Redwood Hwy Frontage Rd
Redwood Hwy Frontage Rd / De Silva Island
Tiburon Blvd (SR-131) / E Strawberry Dr
Redwood Hwy Frontage Rd / Belvedere Dr
Redwood Hwy Frontage Rd / Seminary Dr
Redwood Hwy Frontage Rd / Reed Blvd

E Strawberry Dr / Belvedere Dr

Tiburon Blvd (SR-131) / Knoll Ln

Reed Blvd / Belvedere Dr

E Strawberry Dr / Strawberry Dr

E Strawberry Dr / Harbor Cove

Redwood Hwy Frontage Rd / US-101

E Strawberry Dr / Cassidy Ln

Reed Blvd / Knoll Ln

Tiburon Blvd (SR-131) / US-101

Ricardo Rd / Richardson Dr

Seminary Dr / Hodges Dr

w W w w w M N U T OO

7 (30%)
8 (42%)
8 (57%)
1(8%)

2 (17%)
3 (27%)
3 (50%)
1 (17%)
3 (60%)
2 (40%)
1 (25%)
1(25%)
1(33%)
1(33%)
2 (67%)
0 (0%)

0 (0%)

11 Unsafe Speed (48%)
5 R-O-W Auto (26%)

6 Unsafe Speed (43%)
7 R-O-W Auto (54%)

3 R-O-W Auto (25%)

5 R-O-W Auto (27%)

2 Improper Turn, R-O-W Auto (33%)
3 Unsafe Speed (50%)
2 Improper Pass (40%)
Various

2 Improper Turn (50%)
Various

Various

2 Improper Turn (67%)
2 Unsafe Speed (67%)
Various

Various

Across all crashes, the most prominent collision factor was Unsafe Speed (41 out of the 168 total),
followed by R-O-W Auto (28) and Improper Turn (27). A total of 17 collisions (10.1%) involved drivers
under the influence of drugs or alcohol. The chart below shows the distribution of collision factors for the

most crash-prone intersections.
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25
WRONG SIDE
UNSAFE SPEED
20 UNKNOWN
Too Close
STRTNG|BCKNG
15
STOP SGN|SIG
R-O-W AUTO
10 PED VIOL
OTHER IMPROP DRV
OTHER HAZ
5 Not Driver
LANE CHANGE
0 IMPROP TURN
Tiburon/  Frontage/De  Tiburon/ Frontage / Frontage / Frontage / IMPROP PASS
Frontage Silva Strawberry Belvedere Seminary Reed

Other relevant statistics from the collision data include the following:
* 120/168 (71%) of collisions occurred during the daytime
*  41/168 (24%) of collisions involved a parked vehicle or other fixed object
Two collisions involved an animal

* 54 (32%) collisions were rear-ends, 41 (24%) were sideswipes, and 30 (18%) were
broadside collisions

Six collisions were head-on and two involved an overturned vehicle
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Figure 1: Existing Street System
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Figure 2: Pedestrian Facilities
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Figure 3: Bicycle Facilities
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Figure 4: Existing Transit Facilities and Network
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1. METHODOLOGY

Analysis Scenarios

The transportation modeling and analysis was conducted for the following scenarios.

* Existing Conditions — existing setting based on traffic counts collected in December 2021. This
scenario serves as the baseline or point of comparison for environmental impact significance
determinations related to the proposed project.

* 2040 No Project — conditions with 2040 land use forecasts and transportation infrastructure
assumptions for Unincorporated Marin County based on Plan Bay Area 2040 as developed
by MTC.

® 2040 Plus Project — conditions with 2040 land use forecasts and transportation infrastructure
assumptions for the proposed project.

2040 No Project Transportation System

The following roadway improvements or transportation programs, as provided by Transportation
Authority of Marin (TAM) staff, are incorporated in the 2040 No Project scenario.

*  Minor Highway Improvements — Highway Interchange Improvements, Bicycle/Pedestrian
Crossings, and Auxiliary Lanes

* Minor Roadway Projects — Highway Safety Improvement Program (HSIP) Projects and Sea Level
Rise Improvements

* Minor Transit Improvements — Fleet expansion/facilities, Access to Transit, and Transit
Service Expansion

* New Bicycle & Pedestrian Facilities including North South Greenway Projects, SMART Multi Use
Path, Cross Marin Bikeway, Approaches to Richmond San Rafael Bridge, Safe Pathways Projects,
Small Safety Projects, and Safe Route to Transit Projects

* Management Systems — Ramp Metering Phase 1 & 2, and Innovative Technology
¢ Safety and Security — Safe Routes to School Program and Crossing Guard Program

* Travel Demand Management — TDM Program, Alternative Fuels Program, and Traveler
Information Programs

* Multimodal Streetscape Improvements — Local Road Improvements

Project Trip Generation

The purpose of the vehicular trip generation estimate is to approximate the number of new vehicle trips
entering and exiting the site for various purposes (e.g., residential, employee, student, and visitor trips)
during a selected time period. The proposed Project will contain a mix of land uses including a new



daycare and fitness center, new residential care facility, upgrades to existing housing and construction of
new housing, and renovation of academic campus buildings. Table 4 presents the buildout development
program as of July, 2025.

Table 4: Project Land Use Program

Day Care Center Square Feet / Children 3,000 / 60
Fitness Center Square Feet 17,000
Residential Care Facility Square Feet / Residents 267,354 /170
Assisted Living and Memory Care Residences Units / Residents 50/ 40
Independent Living Residences Units / Residents 100 /130
Academic Campus Students / Faculty & Staff 1,000 / 240
Residential — Single Family Units Dwelling Units (DU) 11
Residential — Multi-Family Units (market) Dwelling Units (DU) 255
Residential — Multi-Family Units (affordable) Dwelling Units (DU) 70

Source: Ascent Environmental, 2022.

Trip Generation Methodology

The project site is currently occupied by academic and residential uses. The trip generation assessment
identifies the total number of external vehicle trips generated by the project site at build-out as well as
the net number of trips generated by subtracting the number of trips generated by project build-out from
trips generated by existing uses. The trip generation assessment also considers internal trip making
between the academic uses, residential uses, day care, and fitness center. Because the project description
does not include dedicated housing for the academic campus, the build-out trip generation assessment is
based on traditional travel relationships between the adjacent uses.

Current accepted methodologies, such as the Institute of Transportation Engineers’ (ITE) Trip Generation
methodology, are primarily based on data collected at suburban, single-use, freestanding sites. These
defining characteristics limit their applicability to mixed-use or multi-use development projects, such as
this project, which, given its land use mix, design features, and setting, would include characteristics that
influence travel behavior differently from typical single-use suburban developments. Thus, traditional data
and methodologies, such as ITE, would not accurately estimate the project vehicle trip generation.

In response to the limitations in the ITE methodology, and to provide a straightforward and empirically
validated method of estimating vehicle trip generation at mixed-use developments, the US Environmental
Protection Agency (EPA) sponsored a national study of trip generation characteristics of multi-use sites.
Travel survey data was gathered from 239 mixed-use developments (MXDs) in six major metropolitan
regions and correlated with characteristics of the sites and their surroundings. The findings indicate that the
amount of external traffic generated is affected by a wide variety of factors including the mix of employment
and residents, the overall size and density of the development, the internal connectivity for walking or
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driving among land uses, the availability of transit service, and the surrounding trip destinations within the
immediate area outside the project site.

These characteristics were related to trip behavior observed at the study development sites using
statistical techniques. These statistical relationships produced equations, known as the EPA MXD model,
which allow predicting external vehicle trip reduction as a function of the MXD characteristics. Applying
external vehicle trip reduction percentage to “raw trips,” as predicted by ITE, produces an estimate for the
number of vehicle trips traveling into or out of the site.

The MXD model has been approved for use by the EPA.? It has also been peer-reviewed in the ASCE
Journal of Urban Planning and Development,* peer-reviewed in a 2012 TRB paper evaluating various
smart growth trip generation methodologies,> recommended by SANDAG for use on mixed-use smart
growth developments,® promoted in an American Planning Association (APA) Planning Advisory Service
(PAS)” which recommended it for evaluating traffic generation of mixed-use and other forms of smart
growth. It has also been used successfully in multiple certified EIRs in California.

Internal Capture

Internal trips are responsible for an 8% reduction of daily external vehicle trips, a 16% reduction of AM
peak hour external vehicle trips, and a 17% reduction of PM peak hour external vehicle trips. Some
examples of an internal trip would be a parent living in one of the project dwelling units dropping off a
student at the day care center, a person living in one of the project dwelling units working at or attending
classes at the campus, or a student exercising at the fitness center. Some of these trips would potentially
still occur by vehicle, though they would remain internal to the larger project site.

Project Trip Generation

Input values were collected for the MXD model for use in application on the project trip generation. The
MXD model uses internal project information such as land use mix, project area, intersection density, and
transit stop placement as well as local and regional demographic data such as average household size and

3 Trip Generation Tool for Mixed-Use Developments (2012). www.epa.gov/dced/mxd_tripgeneration.html

4"Traffic Generated by Mixed-Use Developments—Six-Region Study Using Consistent Built Environmental
Measures.” Journal of Urban Planning and Development, 137(3), 248-261.

> Shafizadeh, Kevan et al. “Evaluation of the Operation and Accuracy of Available Smart Growth Trip Generation
Methodologies for Use in California.” Presented at 91st Annual Meeting of the Transportation Research Board,
Washington, D.C., 2012.

6 SANDAG Smart Growth Trip Generation and Parking Study.
http://www.sandag.org/index.asp?projectid=378&fuseaction=projects.detail

" Walters, Jerry et al. “Getting Trip Generation Right — Eliminating the Bias Against Mixed Use Development.” American
Planning Association. May 2013.
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vehicle ownership, employment within one mile of the site, and employment within a 30-minute
transit trip.

In addition, the MXD model was used to estimate the total number of trips generated by the existing land
uses, which include a day care center, 145 residential dwelling units, and a 66-bed dormitory, and the
existing academic campus. The total net trip generation for the project consists of the MXD estimated
project trips minus the MXD estimated existing trips.

Table 5 summarizes the estimated trip generation for the project using the MXD methodology for a
typical weekday. As shown in Table 5, the project is estimated to generate 2,570 net new daily vehicle
trips, with 178 net new trips during the AM peak hour, and 226 net new trips during the PM peak hour.



Table 5: Project Trip Generation

Build-out Trips Generated by Project Site

Day Care Center 3 ksf
Fitness Center 17 ksf
Residential Care Facility

Assisted Living/Memory Care

Residences 50 units
Independent Living Residences 100 units

Academic Campus stllggr?ts

Residential — Single Family Units 1

Residential — Multi-Family Units 265

(market)

Residential — Multi-Family Units 20

(affordable)
Total Gross Project Trips (Build-out)
Build-out Reductions
Internal Capture
External (Walk, Bike, and Transit)
Build-out External Trip Reduction

565
495

254

255

550

210

220

223

245
490

130
247
1,560

104

1,719

337

4,832

(396)
(198)
(594)

Existing Trips Generated by Project Site

Day Care Center 3 ksf

. 100
Academic Campus students
Residential — Single Family Units 3 units
Residential — Multi-Family Units 142 units
Residential — Student Dormitory 66 rooms

Total Gross Project Trips (Existing)
Existing Reductions
Internal Capture
External (Walk, Bike, and Transit)
Existing External Trip Reduction
EXTERNAL PROJECT TRIPS
NET NEW PROJECT TRIPS

Source: Fehr & Peers, Institute of Transportation Engineers Trip Generation (11 Edition), US EPA MXD Model.

565

550

210
220
223

245
156

28
986
408

1,823

(100)
(55)
(155)
4,238
2,570

25
21

10

117

24

211

34)
@)
(42)

25

12

16

61

©)
)
@)
169
115

22
11

33

78

18

51
12
89

()
©)
(10)
142
63

47
32

15

150

102

25

388

(62)
(15)
(77)

47

15

67
19
150

(12)
©)
a7)
311
178

22
35

48

82

19

52
14
95

®)
@)
11
180
96

25
40

12

102

48

13

251

(42)
8)
(50)

25

10

30
14
80

(6)

)

(®)
201
129

47
75

12

19
150
10

130

32

475

(80)
(14)
(94)

47

15

82
27
174

(14)
)
(19)
381
226



Project Parking Generation

The required parking supply for development projects in Marin County is specified in Section 24.04.340 of
the Marin County Municipal Code. The municipal code specifies parking requirements for the residential
components of the project but does not provide parking requirements for a college campus. According to
the municipal code, the project is required to provide a total of 695 parking spaces for the proposed
residential uses® as updated effective August 2025, which would be accommodated by the proposal to
provide 703 parking spaces. To supplement the above information on required parking supply per County
municipal code, because the municipal codes does not include parking requirements for a college
campus, the following is an assessment of estimated parking demand levels for the proposed project
uses.

The purpose of the parking generation estimate is to approximate the peak parking demand levels for
various purposes (e.g., residential, employee, student, and visitor trips) for a typical weekday. Parking
demand levels are estimated based on peak parking rates identified in ITE Parking Generation manuals
that are based on surveys conducted for individual land use categories throughout the US. This
assessment does not assume shared parking of facilities between the residential and academic campus
areas. Table 6 summarizes the estimated build-out parking demand for the project for a typical weekday.

Table 6: Project Peak Weekday Parking Demand

Day Care Center 565 5th KSF 3 245 7
Fitness Center 492 5th KSF 17 473 80
Assisted Living 254 5th UNITS 50 0.4 20
Independent Living 253 Sth UNITS 100 03 30
Academic Campus 550 5th TOTAL POP 1240 0.28 347
Residential — Single Family 210 4th UNITS 11 1.83 20
Residential — Multi-Family 221 5th UNITS 255 1.31 334
Residential — Affordable 223 5th UNITS 70 0.99 69

TOTAL 907

Source: ITE Parking Generation (5™ and 4" Editions); Fehr & Peers.
Notes: KSF=1,000 square feet; TOTAL POP=campus students, faculty, and staff.

The parking demand estimate of 907 spaces represents the number of parked vehicles during a weekday
peak period. The desired parking supply is based on providing additional parking such that occupancy

8 The project is proposed to provide an average of approximately 2.2 bedrooms per affordable housing unit. The
exact number of bedrooms would be described in the final Affordable Housing Plan at the time of the County's
merits review of the project.



levels do not exceed a threshold such as 90%. Application of a 90% threshold would result in a total
parking supply of about 1,008 parking spaces at build-out. This includes about 370 parking spaces for the
255 multi-family residential units, 385 parking spaces for the academic campus, 90 parking spaces for the
fitness center, and 77 parking spaces for the affordable multi-family residential units.

VMT Forecasts

This section describes the methodology for VMT forecasts developed for this transportation assessment
and as supporting data for other assessments in the CEQA document including the GHG assessment. The
new CEQA Guidelines Section 15064.3(b)(4) establishes that the lead agency has discretion to choose the
most appropriate methodology to evaluate a project’s vehicle miles traveled, including whether to express
the change in absolute terms, per capita, per household or in any other measure. A lead agency may use
models to estimate a project’s vehicle miles traveled and may revise those estimates to reflect
professional judgment based on substantial evidence.

The VMT forecasts generated for this CEQA assessment were produced using the Transportation Authority
of Marin Demand Model (TAMDM,). For this CEQA assessment, the 2015 base year for TAMDM was
updated and validated for a new 2019 base year for the City of San Rafael General Plan Update. A key
reason for applying the updated 2019 base year is that it includes the SMART rail system that was not in
place in 2015. This analysis includes a 2040 No Project scenario that is based on the TAMDM horizon year
and reflects land use changes and transportation improvements consistent with the San Rafael General
Plan 2040 adopted in 2021. The 2019 base year model developed for the San Rafael General Plan Update
was validated based on model confidence thresholds defined in the California Transportation Commission
2017 RTP guidelines.

For this project, the network and land use inputs for the study area for the model’s 2019 base year were
reviewed and enhanced to provide the level of detail necessary for the study. A model validation was
performed for the study sub-area and model validation measures in the RTP guidelines were met for the
2019 base year for 73 study road segments in the study area as shown in Table 7 below.

The VMT estimates were produced using the updated 2019 TAMDM model for all 1,400 analysis zones
within Marin County as well as for the entire Bay Area.



Table 7: Project Study Area Model Validation Results (2017 California RTP Guidelines)

Volume-to-Count Ratio (Sum of all
locations)! =

Percent of Links within Caltrans
Deviation Allowance' =

Percent Root Mean Square Error
(RMSE)" =

Correlation Coefficient! =

Number of Links/Validation
Locations =

Source: Fehr & Peers.
Notes:

0.96 1.07 0.98 None specified?
79.5% 75.3% 79.5% At Least 75%
30.5% 23.0% 19.3% Below 40%

0.98 0.99 0.99 At Least 0.88

73 73 73

1. Static Validation Criteria and Thresholds, 2017 California Regional Transportation Plan Guidelines, California

Transportation Commission.

2. Although no specific threshold is specified, a threshold of “within 10%" of the sum of all locations was applied.



Standards of Significance

The general standard applied for determining transportation impacts is whether a project conflicts with or
is inconsistent with CEQA Guidelines Section 15064.3(b) which provides the criteria for analyzing
transportation impacts. For land use projects, this involves assessing whether VMT exceeds an applicable
threshold of significance.

Vehicle Miles Traveled (VMT)

CEQA Guidelines section 15064.3, subdivision (b) identifies criteria for analyzing transportation impacts.
For land use projects, the section indicates that vehicle miles traveled (VMT) exceeding an applicable
threshold of significance may indicate a significant impact. The section indicates that projects that
decrease VMT in a project area compared to existing conditions should be presumed to have a less than
significant transportation impact. The section also indicates that projects within one-half mile of either an
existing major transit stop or a stop along an existing high quality transit corridor should generally be
presumed to cause a less than significant transportation impact.

CEQA section 15064.3 (b) also indicates that a lead agency has discretion to choose the most appropriate
methodology to evaluate a project’s vehicle miles traveled, including whether to express the change in
absolute terms, per capita, per household or in any other measure. A lead agency may use models to
estimate a project’s vehicle miles traveled and may revise those estimates to reflect professional judgment
based on substantial evidence.

Marin County has not adopted CEQA thresholds of significance to determine the significance of
transportation impacts of projects for VMT. As such, the VMT thresholds applied for this project are ad
hoc VMT thresholds developed in consultation with Marin County staff based on goals and policies in the
Marin Countywide Plan and informed by state and regional efforts.

The Marin Countywide Plan includes the following relevant goals and policy statements for VMT in the
Transportation and Circulation Element.

e TR-1.8: Reduce Vehicle Miles Traveled (VMT). Reduce the rate of increase for total vehicle
miles traveled by single-occupant automobile to not exceed the population growth rate.

The Countywide Plan contains the following Implementation Program regarding vehicle miles
traveled (VMT).

s TR-1.s: VMT Reduction Monitoring and Implementation and Transportation Demand
Management Program. Develop and implement a countywide program for monitoring and
reducing VMT consistent with state and regional efforts and based on information from state and
regional planning agencies. Identify and require in new developments specific transportation
demand management (TDM) strategies for reducing the VMT below levels that would otherwise
occur. Consider the following types of strategies for inclusion in the VMT Reduction Monitoring
and Implementation and Transportation Demand Management Program:



Increased transit.

All new residential projects consisting of 25 units or more should be located within 1/2 mile of a
transit node, shuttle service, or bus route with regularly scheduled, daily service.

New multi-family projects consisting of 25 units or more should include TDM measures, such as
reduced parking for affordable or senior projects, subsidized public transportation passes, or ride-
matching programs, based on site-specific review. For market-rate projects, consider TDM
programs such as charging parking fees separate from rent.

Safe, convenient connections should be provided to existing pedestrian and bicycle facilities, and
secure bicycle parking should be provided in new non-residential developments.

TDM should be required for new or expanded projects with 50 employees or more, including
programs such as parking cash out, subsidized transit passes, ride-sharing incentives, and bicycle
storage facilities.

The policies and programs identified in the Countywide Plan call for reducing the rate of VMT increase
and implementation of a countywide program for monitoring and reducing VMT consistent with state and
regional efforts and based on information from state and regional planning agencies. To help lead
agencies with implementation of updated CEQA guidelines related to analyzing transportation impacts,
the Governor's Office of Planning and Research (OPR) provides advice and recommendations in a
Technical Advisory.® The 2018 OPR Technical Advisory indicates that “achieving a 15 percent lower per
capita (residential) or per employee (office) VMT than existing development is both generally achievable
and is supported by evidence that connects this level of reduction to the State’s emissions goals”. The 15
percent threshold was originally tied to the 2017 Scoping Plan prepared by the California Air Resources
Board (ARB). That plan was updated by ARB in 2022 and now contains a 30 percent below 2019 level
recommendation for statewide VMT to achieve the state’s goal of carbon neutrality by 2045. The ad hoc
VMT threshold applied for this assessment is 30 percent below 2019 VMT levels and evaluates the
project’'s change in vehicle miles traveled on a per capita basis.

For mixed-use projects, the 2018 OPR Technical Advisory advises that lead agencies can evaluate each
component of a mixed-use project independently and apply the significance threshold for each project
type included (e.g., residential and retail). Because the project description does not include a permanent
dedication of project housing for campus students or employees, VMT impacts for this project are
determined separately for the residential uses and the academic campus uses.

For the assessment of residential uses, VMT impacts would be significant if the project exceeds the
following threshold:

Home-based VMT per resident exceeds 30% below average 2019 rate for full nine-county Bay
Area.

% Governor's Office of Planning and Research, Technical Advisory on Evaluating Transportation Impacts in CEQA, 2018.



Neither the Marin Countywide Plan nor the 2018 OPR Technical Advisory provides guidance on
developing a VMT significance threshold for academic campuses. Development of a VMT threshold for
the academic campus use considered the intent of the Countywide Plan, CEQA Guidelines, and OPR
guidance. The VMT significance threshold also considered thresholds applied for previous CEQA VMT
assessments of land use projects by University of California (UC) and California State University (CSU)
campuses. While the methodology and thresholds varied depending on the context of the land use
project being evaluated, a common approach for UC and CSU campuses is that the proposed project VMT
per service population (i.e., total students, faculty, and staff) rate was compared to a value of 15 percent
below baseline conditions, which in most cases was the current campus VMT per service population rate
but in a few cases were the overall regional or citywide VMT per service population rate. The 15 percent
value was based on the OPR Technical Advisory that was relevant at the time of those studies. The VMT
threshold applied for the proposed academic campus uses involves comparing the total VMT per service
population for build-out of the proposed campus uses to the VMT per service population of existing
campus uses and updating the threshold value to be consistent with the most current ARB VMT reduction
recommendations.

For the assessment of academic campus uses, VMT impacts would be significant if the project exceeds the
following threshold:

e Total Planned Campus VMT per service population (i.e., students, faculty, and staff) exceeds
30% below the 2019 Campus VMT per service population.

Bicycle/Pedestrian

Bicycle/pedestrian impacts would be significant if the project:

*  Would conflict with a program, plan, ordinance, or policy addressing bicycle and
pedestrian facilities

* Does not include provisions for pedestrian and bicycle circulation and bicycle and motorcycle
parking and security

Transit

Transit impacts would be significant if the project:

*  Would conflict with a program, plan, ordinance, or policy addressing transit services or facilities
Site Circulation

Site circulation impacts would be significant if the project:

* Conflicts with a program, project, ordinance, or policy addressing the circulation system

¢ Does not have adequate parking or internal circulation capacity to accommodate projected traffic
so that off-site areas are not adversely impacted
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Emergency Vehicle Access

Emergency access impacts would be significant if the project:

* Results in inadequate emergency access
Transportation Safety

Safety impacts would be significant if the project:

*  Would substantially increase hazards due to a geometric design feature (e.g., sharp curves or
dangerous intersections) or incompatible uses (e.g., farm equipment)?
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IV. IMPACT ASSESSMENT

The section addresses potential transportation impacts related to vehicle miles traveled (VMT), pedestrian
facilities, bicycle facilities, transit services, site circulation, emergency vehicle access, cumulative VMT, and
construction traffic.

Vehicle Miles Traveled

IMPACT TRAN-1 Implementation of the proposed project would generate an increase in
vehicle miles traveled (VMT) that may have a significant impact on the environment.

Implementation of the proposed project by 2040 would result in a total of up to about 850 residents (i.e.,
680 residents of the 336 single family and multi-family units, 170 new residents for the residential care
facility), 1,000 students, and 310 employees (240 campus employees, 36 new employees for the residential
care facility, and 34 new employees for the fitness center).

The following impact assessment separately evaluates VMT impacts for the residential uses (single family,
multi-family, and residential care facility residents) and the campus (students, faculty, and staff).

Existing plus Project VMT for Residential Uses

For this assessment of Existing plus Project VMT for residential uses, the 2015 baseline version and 2019
forecast year of the TAMDM countywide travel demand model were not applied to estimate existing plus
project VMT for residential uses because travel conditions for residential uses have changed since 2015
due to a number of factors, most notably the effects of the Covid Pandemic and shifts in travel patterns
including a significant increase in work from home levels, reduced commuting, and increased local travel.
A "post-Covid” version of the TAMDM model is not currently available.

In recent years, big data companies have expanded their capabilities and are able to estimate vehicle trip
rates and vehicle trip lengths for residents that can be used to estimate VMT per capita for discrete areas.
Recent post-Covid data from these big data companies more accurately represents actual travel activity
occurring today than the 2015 horizon year of the TAMDM model as it is based on contemporary data
collected from a large database of mobile devices over the course of a year and the VMT rates are
calculated based on trips from start to finish with no boundaries. Fehr & Peers developed specifications
and obtained data from big data provider StreetLight, and subsequently developed VMT per capita
estimates for residential uses by Census Block Group. StreetlLight uses a large database of location-based
service (LBS) data from GPS enabled devices and connected vehicle data to provide anonymized vehicle
trip rate and vehicle trip length data by census block group for designated time periods by trip purpose
and type of traveler. This data is available for 2019 and 2022.

The 2019 VMT per capita estimates are used to identify the baseline and applicable threshold, which is 30
percent below the regional average for 2019. The 2022 VMT per capita estimates were evaluated for four



census block groups that include the project site to identify estimates of project Home VMT per capita, as
future residents of the proposed project housing are anticipated to have similar VMT per capita rates as
existing residents in the surrounding neighborhoods. The following VMT per capita rates were identified.

e Existing plus Project Average Home VMT per capita (2022 data): 19.1
e Regional Average Home VMT per capita (2019 data): 19.6
e Threshold: 30 percent below Regional Average VMT per capita (2019 data): 13.7

The Existing plus Project Average Home-Based VMT per capita is estimated to be 19.1, which is 39 percent
higher than the regional VMT threshold of 13.7.

IMPACT 1a - VMT for Residential Uses

The effect of VMT generated by the proposed residential uses, under Existing plus Project conditions, is
considered a significant impact as the Home-Based VMT per capita for the residential units would not be
30 percent below the regional Home-Based VMT per capita threshold.

Mitigation Measure 1a: TDM Measures. As noted above, the Countywide Plan contains Implementation
Program TR-1.s: VMT Reduction Monitoring and Implementation and Transportation Demand
Management Program regarding vehicle miles traveled (VMT). The implementation program requires
that the County develop and implement a VMT Reduction Monitoring and Implementation and
Transportation Demand Management Program (TDM). This policy indicates that development of a TDM
program is the preferred VMT reduction method for Marin County. A countywide TDM program has not
yet been developed. Absent any countywide VMT reduction program, it likely would be infeasible for any
new residential project in high VMT generating areas such as the Strawberry community to achieve VMT
reductions of more than 30 percent through traditional transit, bike, or walk strategies, especially
considering the uncertainty about how work from home (which is resulting in increased non-work vehicle
trip making around residential areas) will play out over time.

Based on the remote location of the campus, the high incomes of residents of the market rate units, and
the distance to transit stops, it is not anticipated that traditional Transportation Demand Management
(TDM) measures to encourage increased use of transit, bicycle or pedestrian travel to the campus would
be effective in significantly reducing VMT. The establishment of a dedicated level of remote course work
and office hours may reduce VMT depending on how schedules are structured. It is anticipated that the
most effective VMT reduction measure would be a permanent dedication of a substantial share of the
market rate housing units for campus faculty and staff.

Prior to the issuance of the first building permit in the first phase of development, the project applicant
shall develop a Transportation Demand Management (TDM) program for the proposed market residential
units, including any anticipated phasing, and shall submit the TDM program to the County Planning
Department for review and approval. The TDM program shall achieve a 39% reduction in weekday home-



based VMT per resident generated by the proposed market single family and multi-family residential uses
to reduce impacts to a less-than-significant level.

The project applicant shall be responsible for preparing and implementing the TDM Program. The project
applicant shall be responsible for funding and overseeing the delivery of trip reduction/TDM proposed
programs and strategies to achieve the maximum feasible trip reduction as determined in collaboration
with County staff, which may include, but are not limited to, the following:

1. Permanent dedication of market residential units for use by academic campus
employees or students;

2. Dedicated shuttle for residents of market units and/or academic campus employees
and/or students;

3. Establishment of carpool, buspool, or vanpool programs in coordination with Marin
Transit;

4. Vanpool purchase incentives;

5. Cash allowances, passes or other public transit subsidies and purchase incentives;
6. Parking fees set at levels sufficient to incentivize alternative modes;

7. Full or partial parking subsidies for ride-sharing vehicles;

8. Bicycle programs including bike purchase incentives, storage, maintenance program,
and on-site education program;

9. On-site bike share program;
10. Dedicated employee or student housing for adjacent campus;
11. Designation of an on-site transportation coordinator for the project.

12. Coordination with Golden Gate Transit and Marin Transit to increase transit service in
the project area.

The project applicant shall be responsible for preparing and submitting annual monitoring reports to
the County in order to demonstrate the effectiveness of the approved TDM program.

Even with implementation of Mitigation Measure 1a, because the effectiveness of VMT reduction
strategies is not certain, the proposed residential uses may not achieve the overall VMT threshold
reduction level. Disruptive changes to transportation such as transportation network companies
(i.e., Uber, Lyft), increased delivery services (Amazon, UPS, FedEx, food, etc.), and autonomous
vehicles may increase VMT beyond current levels.



Significance after Mitigation: A VMT reduction of 39 percent would be required to reduce
Existing plus Project VMT rates to more than 30 percent below the existing regional average. The
total estimated VMT reduction for the residential uses with traditional TDM measures is 5 percent,
unless a significant level of housing is dedicated employee or student housing for the adjacent
campus, based on the surrounding community context for the project. As such, after mitigation,
the existing plus project VMT impact would be Significant and Unavoidable for the market
residential uses.

Existing plus Project VMT for Campus Uses

For this assessment of Existing plus Project VMT for campus uses, a 2019 version of the TAMDM
countywide travel demand model was applied to estimate existing plus project VMT per service
population (i.e., faculty, staff, and students). Given the small size of the existing campus and the remote
nature of classes in recent years, as well as the fact that mobile device travel data from providers such as
Streetlight is aggregated to zones and not available at the parcel level for privacy reasons, this data
cannot be used to estimate VMT for this project.

Table 8 provides a summary of the VMT forecasts for the campus elements of the proposed project
including the fitness center and day care center uses. OPR does not provide a VMT threshold for
university campuses. For the purposes of this assessment, Total VMT forecasts are prepared for both the
existing campus and future campus. The Total VMT forecasts are then divided by the service population
(i.e., students, faculty, and staff) to develop a VMT per capita value. The campus uses would be considered
to result in a significant VMT impact if the Existing plus Project campus VMT per capita exceeds a level of
30% below the existing campus VMT per capita. The VMT forecasts indicate that the proposed campus
uses would result in an Existing plus Project VMT per service population that is 30% below the VMT per
service population for existing campus uses.

Table 8: Daily Vehicle Miles Traveled (VMT) for Campus Uses

BASELINE (2019) 1,688 13.61
EXISTING PLUS PROJECT 11,883 9.58

PERCENT CHANGE - 2040 Plus Total VMT for Campus Uses per Service Population Rate Compared to Baseline
(2019) Rate for Existing Campus Uses

EXISTING PLUS PROJECT -30%

Notes:
1. Service population = campus students, faculty, and staff. The current estimated service population for campus uses is 124
and the proposed population for campus uses would be 1,240 at build-out.
Source: Fehr & Peers.



IMPACT 1b - VMT for Campus Uses

The effect of VMT generated by the proposed campus uses, under Existing plus Project conditions, is
considered a less-than-significant impact.



Pedestrian

IMPACT TRAN-2 Implementation of the proposed project would not result in potential
conflicts with adopted policies, plans or programs regarding pedestrian facilities that may have a
significant impact on the environment.

The current project site has pedestrian paths that link buildings within the academic campus area,
between the academic campus and the adjacent dormitory hill area, and between parking lots and
adjacent multi-family residential units. There are no sidewalks along the internal project streets, which
range from about 20 to 30 feet in width.

Goal 1 of the Marin County Bicycle and Pedestrian Master Plan is to expand bicycle and pedestrian
facilities and access in and between neighborhoods, employment centers, shopping areas, schools, and
recreational sites, in pursuit of the Marin Countywide Plan goal of having 20% of all trips made by walking
or biking by 2020 and add a 2030 goal of 25% bicycling and walking mode share. Goal 2 of the Plan is to
encourage walking as a daily form of transportation in Marin County by completing a pedestrian network
that services short trips and transit.

The proposed project includes the provision of new trails and walkways within the academic campus area
as well as within the residential planning areas. New pedestrian facilities would be provided along Gilbert
Drive, Hodges Drive, Mission Drive, Shuck Drive, and Storer Drive.

The bus hub located at the US 101/Seminary Drive interchange is a walking distance of about 0.75 miles
from the entrance to the project site and about 1.2 miles to the academic campus area. Bus routes serving
the Seminary Drive Bus Pad and bus stops at the US 101/Seminary Drive interchange include Marin Transit
routes 17 (Downtown San Rafael-Sausalito), 22 (Downtown San Rafael-Marin City), 36 (Canal-Marin City),
71 (Novato-Marin City), and 219 (Tiburon-Strawberry) as well as Golden Gate Transit routes 130 (San
Rafael-San Francisco), 132 (San Anselmo-San Francisco), and 150 (San Rafael-San Francisco). There are
currently pedestrian facilities between these bus stops along US 101 and the entrance to the project site.
The new trails and walkways described above within the project site would provide continuous pedestrian
facilities between the US 101 bus hub and the academic campus area as well as new residential units.

A bus stop located on Tiburon Boulevard just east of East Strawberry Drive, about a one mile walk from
the academic campus area, is served by Marin Transit 219 (Tiburon-Strawberry). There is no sidewalk on
East Strawberry Drive between Harbor Cove Way and Island Drive, a distance of about 0.3 miles. Most of
this roadway segment is split level, with the southbound travel lane at a higher elevation than the
northbound travel lane, with a shoulder that is used for parking.

Impact TRAN-2: Implementation of the proposed project would not result in conflicts with adopted
policies, plans, or programs or otherwise decrease the performance or safety of pedestrian facilities.

Significance without Mitigation: Less than Significant.



Bicycle

IMPACT TRAN-3 Implementation of the proposed project would not result in potential
conflicts with adopted policies, plans or programs regarding bicycle facilities that may have a
significant impact on the environment.

Relevant transportation goals and policy statements from the Transportation and Circulation Element of
the General Plan require new development to provide new bicycle and pedestrian facilities.

A Class Il bike lane is currently provided on Seminary Drive between Gilbert Drive and Weatherly Drive.
The remainder of Seminary Drive is designated in the Marin County Bicycle and Pedestrian Master Plan as
an existing Class Il route that is proposed to be a Class Il bike lane. The segment of the Redwood
Highway Frontage Road on the east side of US 101 is similarly designated in the Bicycle and Pedestrian
Master Plan as an existing Class Ill route that is proposed to be a Class Il bike lane. The segment of the
Redwood Highway Frontage Road on the west side of US 101 is designated as an existing Class Ill route
from Hamilton Drive to the south. East Strawberry Drive (from Tiburon Boulevard to Weatherly Drive) and
Belvedere Drive (from East Strawberry Drive to Redwood Highway Frontage Road) are designated as
existing Class Ill routes. Class Il bike lanes are dedicated facilities for bicyclists immediately adjacent to
automobile traffic and Class Ill routes are on-street routes where bicyclists and automobiles share the
road. There are currently no markings or signage of the Class Il routes in the study area.

The Bicycle and Pedestrian Master Plan shows the following planned bicycle facilities in the study area:

* C(Class Il bike lane on Tiburon Boulevard from US 101 to Trestle Glen Boulevard
* C(Class Il bike lane on the Redwood Highway Frontage Road on the east side of US 101 from

Tiburon Boulevard to just south of the signalized intersection of US 101 northbound
ramps/De Silva Island Drive

¢ Class Il bike lane on Seminary Drive from the Redwood Highway Frontage Road to Gilbert Drive

As mentioned earlier, Goal 1 of the Marin County Bicycle and Pedestrian Master Plan is to expand bicycle
and pedestrian facilities and access in and between neighborhoods, employment centers, shopping areas,
schools, and recreational sites. Goal 2 of the Plan is to make the bicycle an integral part of daily life in
Marin County, particularly for trips of less than five miles, by implementing and maintaining a bikeway
network, providing end-of-trip facilities, improving bicycle/transit integration, encouraging bicycle use,
and making bicycling safer and more convenient for people of all ages and abilities. County of Marin staff
have indicated that the project will be required to construct bike lanes along the project frontage on
Seminary Drive.

The proposed project includes the designation of Class Ill bike routes on internal streets including Chapel
Drive, Gilbert Drive, Hodges Drive, Shuck Drive, Storer Drive and Willis Drive. The most direct route for
future campus affiliates or residents wishing to access regional bike facilities would be to travel north
along East Strawberry Drive to planned new bike facilities along Tiburon Boulevard or travel west along
Seminary Drive to the Redwood Highway Frontage Road to Hamilton Drive to the North-South Greenway.



Impact TRAN-3: Implementation of the proposed project would not result in conflicts with adopted
policies, plans, or programs or otherwise decrease the performance or safety of bicycle facilities.

Significance without Mitigation: Less than Significant.



Transit

IMPACT TRAN-4 Implementation of the proposed project would not result in potential
conflicts with adopted policies, plans or programs regarding public transit that may have a
significant impact on the environment.

The bus hub located at the US 101/Seminary Drive interchange is a walking distance of about 0.75 miles
from the entrance to the project site and about 1.2 miles to the academic campus area. Bus routes serving
the Seminary Drive Bus Pad and bus stops at the US 101/Seminary Drive interchange include Marin Transit
routes 17 (Downtown San Rafael-Sausalito), 22 (Downtown San Rafael-Marin City), 36 (Canal-Marin City),
71 (Novato-Marin City), and 219 (Tiburon-Strawberry) as well as Golden Gate Transit routes 130 (San
Rafael-San Francisco), 132 (San Anselmo-San Francisco), and 150 (San Rafael-San Francisco). A bus stop
located on Tiburon Boulevard just east of East Strawberry Drive, about a one mile walk from the academic
campus area, is served by Marin Transit 219 (Tiburon-Strawberry).

In 2019, 66% of workers living in the Strawberry census designated place drove alone to work, 12.3%
worked from home, 8.4% carpooled, 8% took transit, 4.7% walked, and the balance commuted
via motorcycle.™

Transit agencies throughout the Bay Area have seen substantial declines in ridership due to COVID. The
monthly bus ridership for all Golden Gate transit routes was 105,347 in May 2022, about 39% of the pre-
COVID ridership level of 270,372 in May 2019. The monthly bus ridership for all Marin transit routes was
229,604 in March 2022, about 85% of the pre-COVID ridership level of 270,669 in March 2019.

Policy TR-3.1 in the Marin Countywide Plan calls for encouraging the expansion and improvement of local
bus and ferry services to all areas of the county.

Impact TRAN-4: Implementation of the proposed project would not result in conflicts with adopted
policies, plans, or programs or otherwise decrease the performance or safety of transit facilities
or services.

Significance without Mitigation: Less than Significant.

0 Data USA, Deloitte, Data Wheel, and Professor Cesar Hidalgo.



Safety

IMPACT TRAN-5 Implementation of the proposed project would substantially increase
hazards due to a geometric design feature (e.g., sharp curves or dangerous intersections) or
incompatible uses (e.g., farm equipment) that may have a significant impact on the environment..

As detailed in the project description, the project involves renovation of an existing academic campus,
relocation of an existing daycare center, construction of a new fitness center and residential care facility,
upgrades to existing housing and construction of new housing, retention and access improvements to
existing open space and recreation areas, and the provision of new bicycle and pedestrian paths within
the project site.

The project would be subject to review by County staff, thus ensuring all Federal and County standards
and regulations regarding design, accessibility, and safety would be met. Federal accessibility standards
and regulations are identified in ADA and PROWAG guidelines. The project would be required to comply
with County of Marin roadway design standards as identified in the Uniform Construction Standards
(Marin County 2018a) and Marin County Code (Marin County 2022), including those identified in Chapter
19.05, pertaining to regulations regarding streets improvements abutting building sites, and Title 24 of
the Marin County Code, which includes the County’s Development Standards. Section 24.04.110 sets forth
minimum widths, and Section 24.04.120 sets forth minimum grades for streets. The minimum paved width
for a limited residential road is 20 feet with shoulders or 24 feet with curbs. For a minor residential road,
the minimum paved road width is 28 feet; for a residential road it is 36 feet; and for a collector road it is
40 feet. Maximum grades are 6 percent for arterial and collector roads, 12 percent for residential roads,
and 18 percent for minor and limited residential roads.

Hodges Drive and Gilbert Drive would serve as the main access to Seminary Drive for residential and
campus uses, respectively, and would each carry more than 1,000 daily vehicle trips at build-out; thus,
both roadways would be classified as collector streets under the Marin County Code (Appendix Q). The
streets within the project site range in width from approximately 20 feet to 28 feet without shoulders;
thus, the existing roadways do not satisfy the minimum required width for collector and local streets (i.e.,
40 feet and 36 feet, respectively).

A total of 608 parking spaces are currently located throughout the project site including 311 residential
parking spaces and 297 parking spaces for the academic campus. The project would provide a total of 944
parking spaces in a three-tiered parking lot and in underground garages in residential structures and
garages in duplexes. This includes 51 existing residential spaces, 467 spaces for new residential
development, 185 spaces for the residential care facility, and 241 spaces for the academic campus. Table 6
in this TIS shows that a total of 907 parking stalls would be necessary to meet demand during a typical
weekday. Based on Marin County Municipal Code parking requirements as well as the estimated parking
demand based on ITE parking rates, the parking provided for residential uses would be adequate.
However, the 241 parking spaces for the academic campus would not be sufficient to meet demand at
build-out, thus resulting in a secondary impact would occur caused by overflow parking potentially



impacting emergency vehicle access and impacting cyclists using on-street bike lanes that could be
blocked illegally by parked campus vehicles. An additional 144 parking spaces would be required to meet
the estimated demand for the academic campus. Approximately 60 percent of the proposed academic
campus build-out could be accommodated with the proposed parking supply.

Given the location of academic uses on the eastern end of the project site, the most likely location for
spillover parking to occur would be on the west side of East Strawberry Drive, both north and south of
Herring Drive. The shoulder on the west side of East Strawberry Drive along this segment is about seven
feet wide, which is sufficient for a parked vehicle; however, there is no sidewalk on the west side of East
Strawberry Drive in this area. Students or employees parking on this portion of East Strawberry Drive
would either walk in the southbound travel lane or cross the street twice to use the sidewalk on the east
side of the roadway, creating potential conflicts between pedestrians and vehicles. Therefore, because
some of the internal roadways would not meet County roadway width requirements and the project
would not supply the necessary number of parking spaces to avoid parking spillover, the project could
potentially result in a substantial increase in transportation hazards related to operations.

Impact TRAN-5: Implementation of the proposed project would substantially increase hazards due to a
geometric design feature that would result in a significant impact.

Streets within the project site do not meet County design standards regarding roadway widths and may
not meet ADA or PROWAG accessibility guidelines. As planned, the project would not provide adequate
parking supply for the academic campus, which could result in parking spill over on surrounding streets
where sidewalks and crosswalks do not exist; thus resulting in potential conflicts between pedestrians and
vehicles. For these reasons, the project could substantially increase hazards due to a geometric design
feature or incompatible uses. Therefore, this impact would be potentially significant.

Mitigation Measure 5a: Meet ADA and PROWAG guidelines for transportation accessibility.
Widen Hodges Drive and Gilbert Drive to Meet County of Marin Roadway Standards The
project applicant shall provide roadway, parking, and pedestrian facilities that meet ADA and
PROWAG guidelines. The project applicant shall incorporate into the project the widening of
Hodges Drive and Gilbert Drive to meet County of Marin roadway design standards as identified
in Municipal Code Section 24.04.110. The project shall be subject to review by County of Marin
Public Works staff to ensure all County requirements and regulations are met and ensure the safe
movement of all modes of transportation navigating the project site. The project applicant shall
submit a waiver request for any existing or planned road, pedestrian, bicycle, transit, or parking
facilities or services on the site that will not meet County roadway, ADA, or PROWAG standards.

Mitigation Measure 5b: Implement Measures to Reduce Parking Demand and/or Increase
Supply for the Academic Campus At build-out of the academic campus, it is estimated that
there would be a parking deficit of 144 parking spaces. To address this deficit and the resulting
secondary impacts, the project applicant shall prioritize implementation of parking reduction
measures for faculty, staff, and students of the academic campus. Based on the remote location of
the campus, it is not anticipated that traditional Transportation Demand Management (TDM)



measures to encourage increased use of transit, bicycle or pedestrian travel to the campus would
be effective without substantial incentives and a dedicated shuttle service to campus. The
establishment of a dedicated level of remote course work and office hours may reduce parking
demand depending on how schedules are structured. It is anticipated that the most effective
parking demand reduction measure would be a permanent dedication of a share of the market
rate housing units for campus faculty and staff, which would also reduce VMT impacts for the
project housing uses. Prior to expanding the academic campus beyond 50 percent of the
proposed build-out, the project applicant shall submit a parking study that documents academic
campus parking usage and any parking overflow onto adjacent residential streets (based on
surveys and analysis conducted by an independent professional transportation consultant
approved by County staff) as well as the status of all parking demand reduction measures. The
study shall verify that campus parking occupancy levels do not exceed 90 percent. Should there
be excess parking occupancy and overflow conditions, the project applicant shall implement
additional parking reduction measures and/or new parking supply improvements to address
parking shortfalls before any additional campus expansion. All parking shall be located on the
project site and within the vicinity of the facility that it serves. Off-site overflow parking is not an
acceptable strategy.

Significance after Mitigation: Implementation of Mitigation Measure 5a requires the project
applicant to design internal roadways to meet County of Marin design standards, and Mitigation
Measure 5b requires the project applicant to implement parking reduction and/or supply
measures to meet anticipated demand of the academic campus. The implementation of the
mitigation measures identified above would reduce safety impacts exacerbated by the project.
Therefore, the impact would be less than significant with mitigation incorporated.



Emergency Vehicle Access

IMPACT TRAN-6 Implementation of the proposed project would not result in potential
conflicts with adopted policies, plans or programs regarding emergency vehicle access that may
have a significant impact on the environment.

Emergency vehicle access impacts would be significant if the project resulted in inadequate emergency
access. This assessment reviews both the ability of emergency vehicles to access the project site as well as
the effect of added vehicle trips on key egress routes through the Strawberry community for fire vehicles
from Southern Marin Fire Protection District (SMFD) Station 9 Strawberry.

Access to the project site for emergency vehicles is provided via multiple connections to Seminary Drive
on the west and south, Reed Avenue on the north and Herring Drive on the east. Fire Station 9
Strawberry is located about 400 feet north of the campus on Reed Avenue, providing a high level of
emergency vehicle access to the site. Other first responders would most likely access the campus via

US 101, the ramps onto the Redwood Highway Frontage Road, and Seminary Drive. The existing
connections to the project site provide adequate access for emergency vehicles.

As noted earlier, based on consultation with SMFD Chiefs, the following are the primary egress routes for
fire trucks from Station 9 Strawberry through the Strawberry community based on the call destination and
streets where the project would add vehicle trips.

* Redwood Highway Frontage Road/US 101 South/US 101 North: north on Reed Boulevard, west
on Meda Lane, and west on Ricardo Road/Seminary Drive to Redwood Highway Frontage Road.

¢ Tiburon: north of Reed Boulevard, east on Ricardo Road/Ricardo Lane, and north on E Strawberry
Drive to Tiburon Boulevard (SR 131).

As shown in Table 5, the project would result in a net addition of about 180 vehicle trips during a weekday
AM peak hour and 230 vehicle trips during a weekday PM peak hour. The following is an estimated trip
distribution of the added vehicles on key routes based on count data collected at the project site and
throughout the Strawberry community.

* TO WEST (via Seminary Drive to Redwood Frontage Road): 85% of housing trips, 80% of
campus trips

¢ TO NORTH (via E Strawberry Drive): 13% of housing trips, 18% of campus trips

* TO NORTH (via Reed Boulevard): 2% of housing trips, 2% of campus trips

The proposed project would add the following number of net new trips to the following key fire
egress routes.

* TO WEST (segment of Seminary Drive just east of Redwood Hwy Frontage Road)

o AM Peak Hour — adds 145 net peak trips



°©  PM Peak Hour — adds 185 net peak trips

* TO NORTH (segment of Reed Boulevard just north of Storer Drive)

°©  AM Peak Hour — adds 5 net peak trips
°© PM Peak Hour — adds 5 net peak trips

* TO NORTH (segment of E Strawberry Drive just south of Tiburon Boulevard)

o AM Peak Hour — adds 30 net peak trips
°© PM Peak Hour — adds 40 net peak trips

The proposed project would add the greatest level of net new peak hour trips to the segment of Seminary
Drive just east of Redwood Highway Frontage Road, with about 145 net new peak hour trips during the
AM peak hour and 185 net new trips during the PM peak hour. That represents an increase in existing
volumes of about 28% during the AM peak hour and 35% during the PM peak hour. Under Cumulative
plus Project conditions, the westbound delay during the AM peak hour at the Redwood Highway Frontage
Road/Seminary Drive intersection would increase from about 19 to 23 seconds per vehicle (westbound
approach during the AM peak hour changes from Level of Service B to C) with added project trips. This
level of added traffic is potentially significant to response times for fire trucks along this segment of
Seminary Drive from Station 9 Strawberry.

Impact TRAN-6: Implementation of the proposed project would potentially result in conflicts with
adopted policies, plans, or programs or otherwise decrease emergency vehicle access. This is due to the
potential impact of added vehicle trips on the segment of Seminary Drive, east of the Redwood Highway
Frontage Road, on response times for fire trucks from Station 9 Strawberry.

Mitigation Measure TRAN-6 (Install and Activate Emergency Vehicle Preemption Devices): The
project applicant shall be responsible for designing, obtaining permits, installing, and activating
emergency vehicle preemption equipment subject to agency approvals and oversight. This includes
emergency vehicle preemption detection technology in the traffic signals at the intersections of
Redwood Highway Frontage Road/Seminary Drive and Redwood Highway Frontage Road/US 101
northbound ramps/De Silva Island Drive. The project applicant shall also be responsible for
purchasing, installing, and activating emergency vehicle preemption emitting devices in seven fire
station vehicles housed at Strawberry Fire Station 9 (Southern Marin Fire District). The measures shall
be in place and activated prior to increasing the student enrollment above 100 or the number of
occupied residential units above 145. The emergency preemption vehicle technology shall be
reviewed and approved by the Southern Marin Fire Protection District, County Transportation
Division, and Caltrans prior to installation.

The implementation of Mitigation Measure TRAN-6 would require the project applicant to purchase,
install, and activate emergency vehicle preemption devices in the traffic signals at the intersections of
Redwood Highway Frontage Road/Seminary Drive and Redwood Highway Frontage Road/US 101
northbound ramps/De Silva Island Drive as well as seven fire station vehicles housed at Southern Marin
Fire District Strawberry Fire Station 9. Mitigation Measure 3.14-4 would help maintain vehicular flow



during emergency response by prioritizing right-of-way for emergency vehicles traveling from Fire Station
9 to US 101.

Significance after Mitigation: Less than Significant.



Construction Traffic

IMPACT TRAN-7 Implementation of the proposed project would generate construction traffic
that may have a significant impact on the environment.

Construction of the entire project would take approximately four years and would be initiated in 2023 and
completed by 2027. Buildout of the project is proposed to occur within several phases categorized by the
project components: residential development, academic uses, and landscaping and site improvements.
The construction labor force would fluctuate depending on the phase of work. The approximate number
of on-site workers could range from 10-160 people depending on project component and phase. All
construction staging would occur within the project site. The project would require approximately 220,000
cubic yards of cut and fill, which would be balanced on-site.

In conformance with Marin County Development Code Section 6.70.030, construction activities would
occur between the hours of 7:00 a.m. to 6:00 p.m., Monday through Friday, and from 9:00 a.m. to 5:00
p.m. on Saturdays. The operation of loud noise-generating construction equipment (e.g., backhoes,
generators, and jackhammers) would be limited to the hours of 8:00 a.m. to 5:00 p.m., Monday through
Friday. Construction activities would be prohibited on Sundays and holidays.

Construction of the proposed project, including site preparation and construction, and delivery activities,
would generate employee trips and a variety of construction-related vehicles. Construction activities
would include disruptions to the transportation network near the project site, including the possibility of
temporary lane closures, street closures, sidewalk closures, and bikeway closures. This may impact the
movement of agricultural vehicles and equipment during construction. Bicycle and transit access may also
be disrupted. These activities could result in degraded roadway conditions.

Impact TRAN-7: Implementation of the proposed project would result in the addition of construction
traffic that would result in a significant impact.

Mitigation Measure 7: Construction Traffic Control Plan. Prior to any construction activities for the
proposed project, the applicant shall prepare a detailed Construction Traffic Control Plan and submit
it for review and approval by the County Department of Public Works. The applicant and the county
shall consult with Caltrans, Golden Gate Transit, Marin Transit, Southern Marin Fire Protection District
(SMFD) Station 9 Strawberry staff, and other local emergency service providers for their input prior to
approving the Plan. The plan shall ensure that acceptable operating conditions on local roadways and
freeway facilities are maintained during construction. At a minimum, the plan shall include:

* The number of truck trips, time, and day of street closures
¢ Time of day of arrival and departure of trucks

* Limitations on the size and type of trucks, provision of a staging area with a limitation on the
number of trucks that can be waiting

* Provision of a truck circulation pattern



* Provision of a driveway access plan so that safe vehicular, pedestrian, and bicycle movements are
maintained (e.g., steel plates, minimum distances of open trenches, and private vehicle pick-up
and drop-off areas)

* Maintain safe and efficient access routes for emergency vehicles

* Maintain safe and efficient access routes for vehicles

* Manual traffic control when necessary

* Proper advance warning and posted signage concerning street closures

* Provisions for pedestrian safety

A copy of the construction traffic control plan shall be submitted to local emergency response
agencies and these agencies shall be notified at least 14 days before the commencement of
construction that would partially or fully obstruct roadways.

Mitigation Measure 7 would reduce the construction traffic impacts to a less-than-significant level.

Significance after Mitigation: Less than significant



Cumulative VMT
IMPACT TRAN-8 The change in VMT would be cumulatively considerable.

Cumulative plus Project VMT for Residential Uses

VMT forecasts'" generated from the TAMDM countywide travel demand model indicate that Home-based
VMT per resident is forecast to decline by about five percent at both the regional and Marin County levels
between 2015 and 2040. Because the long-term trend of VMT rates is forecast to decrease slightly, the
Existing plus Project VMT assessment described in IMPACT TRAN-1 is applicable to determining that the
project’s market residential uses would have a considerable contribution to cumulative VMT impacts and
the project's campus uses would have a less than considerable contribution to cumulative VMT impacts.

IMPACT 8a - VMT for Residential Uses

The cumulative effect of VMT generated by proposed project residential uses is considered a significant
impact.

Mitigation Measure 8a: Implement Mitigation Measure 1a.

Significance after Mitigation: The most effective VMT mitigation strategies for residential uses
would be a permanent dedication of a portion of the housing for campus employees or students.
A VMT reduction of more than 30 percent would be required to reduce Cumulative plus Project
VMT rates to more than 30 percent below the existing regional average. The total potential VMT
reduction for the market residential uses is 5 percent, unless a significant level of housing is
dedicated employee or student housing for the adjacent campus, based on the surrounding
community context for the project. As such, after mitigation, the cumulative project VMT impact
would be Significant and Unavoidable for the residential uses.

Cumulative plus Project VMT for Campus Uses
IMPACT 8b - VMT for Campus Uses

The effect of VMT generated by the proposed campus uses, under Cumulative plus Project conditions, is
considered a less-than-significant impact.

" Kevin Johnson to Derek McGill memorandum, November 2, 2020, “2015 & 2040 TAMDM Marin County VMT
Estimates”.
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FEHR PEERS

Memorandum

Date: August 29, 2025

To: John Neville - Marin County Transportation Division
Tammy Taylor and Rachel Reid — Marin County Community Development Agency
Brandon Halter — Marin County Chief Deputy County Counsel
Tanya Jones, Jazmin Amini, Tristan Evert, and Curtis Alling — Ascent Environmental

From: Bob Grandy, Erin Ferguson, and Nina Price, Fehr & Peers

Subject: Existing Intersections Review Memo

Introduction

The North Coast Land Holdings Project (Project) has applied for entitlements to renovate and
redevelop the former Golden Gate Baptist Theological Seminary property on the Strawberry
Peninsula in unincorporated Marin County. The proposed development would include renovation
of existing academic buildings, relocation of an existing daycare center, construction of a new
fitness center, construction of a new residential care facility, upgrades to existing housing and
construction of new housing, retention of and access improvements to existing open space and
recreation areas, and creation of new bicycle and pedestrian paths within the property (project).

During public review of the Draft Environmental Impact Report (DEIR), comments were received
related to existing intersection issues on roadways throughout the Strawberry Peninsula. The
comments described existing safety concerns and assertions that added traffic from the project
would create a safety impact. Regarding concerns that added traffic from the project would create
a safety impact, pursuant to Public Resources Code Section 21099 “Automobile congestion or
delay itself does not constitute a significant environmental impact (Public Resources Code,
§21099(b)(2)), and traffic safety should not be used as a proxy for road capacity”’. A review of the
2018 Marin County Travel Safety Plan: Systemic Safety Analysis for the DEIR indicated that no
street segments or intersections within the Strawberry community were located on the High
Collision Network Study Corridors & Intersections. The High Collision Network identified in the

" Local Development Review (LDR) Safety Review Practitioner’'s Guidance, page 8, Caltrans Division of Safety
Programs, February 2024.



plan includes 68 road segments and 93 intersections throughout the county that have a higher
potential risk for future fatal or severe injury collisions based on a blending of historic collision
data and systemic collision factors. The segment of Redwood Highway Frontage Road adjacent to
the intersection of US 101 NB Ramps/De Silva Island Road was an identified High Collision
Network corridor segment in the 2018 Plan, and the countermeasures identified in the plan have
since been implemented. A 2024 Marin County Local Road Safety Plan (LRSP) updated the 2018
Plan. Based on a review of updated collision data that was conducted for the recently completed
2024 LRSP, no street segments or intersections within the Strawberry community are located on
the 2024 High Collision Network Study Corridors & Intersections. The DEIR also reviewed collision
data for a five-year period between 2015 and 2019. Based on the above considerations, the DEIR
analysis determined that none of the intersections on the peninsula, including those identified in
public comments, would experience significant traffic safety changes and the topic of traffic delay
or congestion is no longer a consequence considered to be a significant adverse environmental
impact under CEQA.

Nonetheless, based on consultation with County staff, it was decided that a review of existing
intersection issues would be prepared to provide information in response to community concerns,
which can become part of the County’s consideration of the merits of the project and the
potential for defining conditions of approval.

Fehr & Peers conducted the review through field observations and collision analysis of eight
locations mentioned in the DEIR public comments, as well as three additional locations with the
highest collision frequency. Based on the review, Fehr & Peers identified potential measures at
several of the locations that are shown in Figure 1. The following memorandum provides a
summary of Fehr & Peers observations and potential approaches to addressing existing
intersection issues on the Strawberry Peninsula.
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Figure 1. Study Locations for Assessing Existing Intersection Conditions



Collision History

The Transportation Impact Study (April 2024) that supports the DEIR transportation assessment
includes transportation safety data. Collision history data is provided for the five-year window
between 2015 and 2019. The intersections with the greatest number of collisions over that period
are located on Tiburon Boulevard (SR-131) and the Redwood Highway Frontage Road where
traffic activity levels are considerably higher than on local residential streets within the Strawberry
community. The intersections with the most collisions reported within the Strawberry community
average about one collision reported per year. Across all collisions, the most prominent collision
factor was unsafe speed, followed by Right-of-Way (R-O-W) auto?, and improper turn. See
Appendix A of this memo for the full description of collision data for the 2015 through 2019
period from the DEIR transportation assessment.

Public comments received on the DEIR requested updated collision data, with a focus on fatal and
injury collisions. Figure 2 below shows a map of collision data from the Transportation Injury
Mapping System (TIMS)? — a geocoded database of all California fatal and injury collisions - for
the Strawberry Peninsula study area, bounded by the Redwood Highway Frontage Road on the
west, Tiburon Boulevard on the north, and the San Francisco Bay on the east and south for the
five-year period from September 2019 through September 2024. Data for 2023 and 2024 are
considered provisional, which means they are based on records provided by the California
Highway Patrol (CHP) up until March 6, 2025 and subject to change as new or modified records
are provided by the CHP.

No fatalities were among the reported collisions in the more recent five-year period. As with the
data from 2015 through 2019, most of the reported collisions involved vehicles and were located
along the Redwood Highway Frontage Road and Tiburon Boulevard.

Two collisions involved pedestrians, one at the intersection of Redwood Highway Frontage
Road/Reed Boulevard and one at the intersection of E. Strawberry Drive/Harbor Cove Way.

The pedestrian collision with a possible injury at the Redwood Highway Frontage
Road/Reed Boulevard intersection involved a vehicle (hit and run) traveling northbound
and a pedestrian traveling westbound.

The pedestrian collision with a suspected minor injury at the E. Strawberry Drive/Harbor
Cove Way intersection involved a vehicle (hit and run) making a southbound left turn and
a pedestrian traveling westbound.

2 Right-of-Way auto collision factor is where one of the vehicles involved failed to yield the right-of-way
(legal and practical right of one vehicle to proceed in a certain way over another), causing the collision.
3 https://tims.berkeley.edu/



Internal to the Strawberry community, four collisions involved bicycles on Seminary Way and E.
Strawberry Drive which was observed to be a popular route for recreational cyclists. The four
collisions involved suspected severe injuries and are summarized below. The last two collisions
listed below were located on Strawberry Drive south of the campus access at Herring Drive.

a
The bicycle collision at the Seminary Drive/Gilbert Drive intersection involved two

bicycles. Both cyclists were traveling southbound on Seminary Drive. No vehicles were
involved.

The bicycle collision on the south leg of the Tiburon Boulevard/E. Strawberry Drive
Intersection involved a youth cyclist traveling in the westbound direction on the south
side (i.e., traveling wrong way) of Tiburon Boulevard and a vehicle driver (hit and run)
traveling southbound.

The bicycle collision at the Seminary Drive/Harbor Point Drive intersection was a collision
with a vehicle (hit and run) and a cyclist, both traveling northbound. The violation
category was unsafe speed for the vehicle driver.

The bicycle collision at the Seminary Drive/Great Circle Drive intersection was a solo
collision with a youth cyclist traveling eastbound. No vehicles were involved.

A fifth collision involving a cyclist with a suspected minor injury occurred at the Richardson
Drive/Ricardo Road intersection involving a vehicle (hit and run) making a northbound left turn
and a cyclist making an eastbound right turn. Marin County recently received grant funding to
make improvements to the segment of Ricardo Lane between Richardson Drive and E. Strawberry
Drive that includes improvements at both intersections and construction of sidewalk
improvements between the intersections.

Current Relevant Conditions

The speed limit for all internal streets within the Strawberry Community is 25 miles per hour with
two exceptions. The speed limit for the segment of Seminary Drive south of Gilbert Drive is
posted at 35 miles per hour. The segment of E. Strawberry Drive adjacent to Strawberry Point
School was recently changed from 25 miles per hour to 15 miles per hour when children are
present.

Most of the study area outside of the immediate project site does not have dedicated walkways
for pedestrians in the form of sidewalks. Relevant exceptions near the study locations where
sidewalks are located include the east side of E. Strawberry Drive from Strawberry Point
Elementary School south to Harbor Cove Way, the south side of Belvedere Drive west of E.
Strawberry Drive, the east side of Redwood Highway Frontage Road, and Belvedere Drive and
Reed Boulevard adjacent to the Strawberry Village Shopping Center. There is also a path along



the south side of Seminary Drive and east of commercial uses along the Redwood Highway
Frontage Road that is used by pedestrians and cyclists traveling from the Seminary Drive/Ricardo

Lane intersection to the Redwood Highway Frontage Road/US 101 Northbound Ramps (Seminary
ramp) intersection.

Bicycle lanes are marked with pavement striping along Seminary Drive between approximately
Gilbert Drive and Chapel Drive.
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Figure 2. Injury Collisions* from September 2019 to September 2024

4 There were no fatal collisions in the five-year window.



Relevant Measures Implemented in Recent Years

The following is a summary of relevant traffic control or intersection improvement measures
implemented by Marin County or Caltrans at the study locations.

e Change in speed limit on segment of E. Strawberry Drive, adjacent to Strawberry Point
School, from 25 miles per hour to 15 miles per hour when children are present..

e School Zone signage and striping along E. Strawberry Drive between Belvedere Drive and
Harbor Cove Way adjacent to the Strawberry Point Elementary School and Strawberry
Recreation Center. This includes speed reduction flashing signs northbound (i.e., in the
downhill direction on E. Strawberry Drive, between Harbor Cove Way and Ricardo Lane,
approaching the school and recreation center.

e Crosswalk markings and Rectangular Rapid Flashing Beacon (RRFB) on E. Strawberry Drive
just north of the Strawberry Point Elementary School driveways.

e Intersection improvements and striping improvements along Belvedere Drive between
Redwood Highway Frontage Road and E. Strawberry Drive to manage travel speeds along
this cut-through route. This includes intersection improvements on Belvedere Drive at
Reed Boulevard and Bayview Terrace.

e Intersection improvements at Redwood Highway and US 101 Northbound Ramps
(Seminary ramps).

Planned Measures

The following is a summary of planned measures by Marin County or Caltrans at the study
locations.

e The Transportation Authority of Marin (TAM) Executive Committee, at its March 2025
meeting, recommended distribution of grant funding for Safe Routes to Schools projects
that includes grant funding to construct a sidewalk on Ricardo Lane (between East
Strawberry Drive and Richardson Drive) and make other improvements the intersections
of Ricardo Lane with East Strawberry Drive, Richardson Drive, and Ricardo Road. This
segment of Ricardo Lane is an active pedestrian route for students and parents walking to
the Strawberry Point Elementary School and the Strawberry Recreation Center.

e Caltrans is planning an improvement project along Tiburon Way (State Route 131)
between US 101 and the City of Tiburon that includes modifications to the intersection of
Tiburon Way and E. Strawberry Drive. The SR 131 Capital Preventive Maintenance Project
is in the design phase. The location is approximately 1,000 feet west of US-101
interchange to the Tiburon Boulevard/Main Street intersection. The project will enhance
and complete streets and support active modes of transportation by bridging a gap in
the transportation network and improve bicycle access throughout the area. The project
will address a major gap in the overall active transportation network on SR 131 between



East Strawberry Drive and Greenwood Cove Drive by constructing a Class | bikeway. It will
also provide a Class IV bikeway at the US 101/SR 131 interchange between Tower Drive
and Strawberry Drive. At the intersection of Tiburon Boulevard and E. Strawberry Drive,
the project will remove the free right turn lane from East Strawberry Drive onto
eastbound SR 131 (Tiburon Boulevard) that is in the southeast quadrant. The final design
is scheduled for the summer of 2025 and construction is set to be complete in the winter

of 2027.



Observations of Existing Intersection Issues and Potential
Measures

The following is a description of the review of existing intersection conditions that was conducted
based on field observations and collision analysis for eight locations mentioned in the DEIR public
comments. Based on the review, potential approaches to addressing existing intersection issues
are identified at several of the locations. It is recommended that Southern Marin Fire District
review, provide comment, and collaborate with the Marin County Transportation Division on final
design approvals for items #1, 6, and 10 below.

1. Reed Boulevard - Storer Drive to Richardson Drive

The segment of Reed Boulevard between Storer Drive and Richardson Drive is directly adjacent to
the project and provides access to Southern Marin Fire District Station No. 9. This segment of
Reed Boulevard is approximately 18' wide, does not have sidewalks, and is steeply graded at the
south end between Storer Drive and the Fire Station. Reed Boulevard also serves five private
residential driveways to the north of Green Lane. Public comments received on the DEIR express
concerns that project generated trips may affect pedestrian safety and operations associated with
the fire station driveway and vehicles pulling in and out of private driveways. No fatal or injury
collisions were reported on the segment of Reed Boulevard between Storer Drive and Ricardo
Road for the five-year period from September 2019 through September 2024.

Potential Measures

Potential measures to address the steep narrow section of Reed Boulevard include the following:

e Repave and widen Reed Boulevard between Storer Drive and north of the Fire Station
driveway which would provide more clearance for emergency vehicles and pedestrians
walking in the roadway.

e Eliminate the planned connection of the east end of Green Lane at Reed Boulevard and
provide a cul-de-sac or a vehicle turnaround at the east end of the new street extension,
which would direct vehicle traffic from the proposed new housing units on Green Lane to
Shuck Drive. [Note: The project site plan includes an extension of Green Lane, currently a
short (about 130 feet) dead-end street used for parked cars, to the west to connect with
Shuck Drive. The new segment of Green Drive would serve about 20 new housing units
and provide access from the new units to both Reed Boulevard and Shuck Drive.]

An illustration of a potential approach to gating the southern end of the segment of Reed
Boulevard and eliminating the planned connection of the east end of Green Lane to Reed
Boulevard is shown on the following page. The gate provided for southbound vehicles on Reed
Boulevard could be used by residents of private homes during an emergency to evacuate.
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2. Reed Boulevard and Redwood Highway Frontage Road

The intersection of Reed Boulevard and the Redwood Highway Frontage Road is a T-intersection
with side-street stop-control. Just east of the intersection along the Frontage Road, there are two
closely spaced driveways serving a small business center parking lot. There is a marked crosswalk
across the east leg to facilitate access to a bus stop along US-101. Public comments received on
the DEIR describe possible conflicts between vehicles exiting and entering the driveways,
pedestrians crossing at the east leg, and poor sight lines for the minor street under the existing
condition. Three vehicle injury collisions and one pedestrian injury collision were reported at the
intersection or the approaches for the five-year period from September 2019 through September
2024.

Potential Measures

Several approaches could be implemented to address the existing conditions.

¢ Install treatments for an uncontrolled crossing on the east leg, including advanced "Yield
Here to Pedestrians” signs and yield pavement markings, curb extensions, and a
Rectangular Rapid Flashing Beacon.

e Remove parking on the east of Reed from the Frontage Road to Knoll Lane and install a
sidewalk. Install an ADA ramp at the north end of the sidewalk where it connects to the
marked crossing.

e Install a barrier across the business center driveways along the Frontage Road to enforce
internal circulation in the parking lot and access to and from the parking lot via Knoll
Lane.

An illustration of the above potential measure for the business center driveways is shown below.



3. Ricardo Road east of Seminary Drive

Ricardo Road is a two-lane road with parking on both sides and no sidewalks. It is 52 feet wide
with 13-foot vehicles lanes and 13foot wide parking lanes. Public comments received on the DEIR
expressed concerns about speeds along Ricardo Road.. No fatal or injury collisions were reported
on the segment of Ricardo Road between Seminary Drive and Richardson Drive for the five-year
period from September 2019 through September 2024.

Potential Measures

Potential measures to address existing speeding concerns include the following:

e Radar flashing speed feedback signs at mid-segment locations in both directions

e Visually narrow the lanes by restriping the corridor with the following features in both
directions: 8" parking lane, 5' bike lane, 2’ buffer, 11’ drive lane

e At the intersection of Ricardo Road and Seminary Drive, install a high visibility crosswalk
on the east leg

4. Seminary Drive and Hodges Drive/Gilbert Drive

The intersections of Seminary Drive with Hodges Drive and Gilbert Drive are closely spaced T
intersections with side-street stop-control. Seminary Drive is a connector street through
Strawberry Point and serves heavy bicycle traffic; Public comments received on the DEIR
expressed concerns about existing speeds along Seminary and sight distance limitations for
vehicles exiting the project site on Hodges and Gilbert. One severe injury involving a bicycle was
reported on Seminary Drive at Gilbert Drive for the five-year period from September 2019
through September 2024.

Potential Measures

Potential measures to address existing speeding and sight distance limitation concerns include
the following:

e Prohibit parking on the east side (project frontage) of Seminary between Hodges and
Gilbert. Prohibit parking on the west side of Seminary for about 90 feet opposite Gilbert.
Install red curb and signage.

e Radar flashing speed feedback signs on northbound Seminary to the south of Gilbert in
the segment where speed limit reduction from 35 mph to 25 mph occurs.

5. Seminary Drive and Chapel Drive

The intersection of Seminary Drive and Chapel Drive is a T intersection with side-street stop-
control. Public comments received on the DEIR expressed concerns about existing speeds along



Seminary and sight line limitations. No fatal or injury collisions were reported on Seminary Drive
at Chapel Drive for the five-year period from September 2019 through September 2024.

Potential Measures

Potential measures to address existing speeding and sight line limitation concerns include the
following:

e Extend the red curb on the northeast corner to the east about 100 feet to the existing
driveway. Add bike lane icons and mark the bike lanes east of the intersection.

6. E. Strawberry Drive from Belvedere Drive to Ricardo Lane

The segment of E. Strawberry Drive from Belvedere Drive to Ricardo Lane serves heavy morning
and afternoon peak vehicle, bike, and pedestrian traffic for drop-off and pick-up operations of the
Strawberry Point School on the east side of the street and the Strawberry recreation center on the
west side of the street. There is a steep downhill grade on northbound E. Strawberry Drive
between Ricardo Lane and the school, in addition to roadway curvature which limits sight lines.
From 2019 to 2024, there were four injury collisions on this segment, two of which involved a
person biking.

Potential Measures

The County of Marin has developed concept plans and recently received grant funding to install
sidewalk improvements on Ricardo Lane between E. Strawberry Drive and Richardson Drive as
well as intersection improvements at either end of the one-block segment. The following are
additional potential measures for E. Strawberry Drive from Belvedere Drive to Ricardo Lane.

e Restripe pavement markings and installed new signs along E. Strawberry Drive from
Belvedere Drive to Harbor Cove Way.

e Install white flex posts along the west edge line adjacent to the crosswalk to prevent cars
from bypassing queued vehicles waiting to enter the school parking lots on the shoulder.

e Install yellow flex posts on the center line between the recreation center driveway and
Ricardo Lane to prevent pedestrians from crossing in this section.

e Install a raised crosswalk at the existing crosswalk and RRFP between the school and
recreation center. This raised crosswalk, along with the crosswalk on the south leg of the
E. Strawberry Drive/Belvedere intersection, would manage speeds along the segment of E.
Strawberry Drive between Tiburon Boulevard and Ricardo Lane. This measure, including
design plans, would require consultation and approval from the Southern Marin Fire
District.

Typical design details for a speed table, similar in plan and profile to a raised crosswalk, are
provided below.
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7. 300 block of E. Strawberry Drive

Strawberry Drive is a north-south, two-lane connector on the east side of Strawberry Point. The
300 block of Strawberry includes a 1,300-foot segment in which the northbound and southbound
lanes are split at separate elevations with a steeply graded hill between them. Public comments
received on the DEIR expressed concerns about the lack of guardrail on the southbound (uphill)
side, where the narrow roadway runs directly along the steep hillside. No fatal or injury collisions
were reported on the 300 block of E. Strawberry Drive for the five-year period from September
2019 through September 2024.

Potential Measures

A potential approach to address existing concerns regarding the lack of a guardrail on the
southbound side of Strawberry Drive where the narrow roadway runs directly along the steep
hillside includes the following

¢ Install metal beam guardrail along the east (left) side of the southbound vehicle lane.

8. Redwood Highway Frontage Road and US 101 Northbound Seminary Ramps

The interchange just north of the Richardson Bay Freeway Bridge intersects with the Redwood
Highway Frontage Road and provides ramps to and from US 101 northbound. North of the
interchange is a bicycle and pedestrian bridge across US 101 and a park and ride lot; a bus stop is
also located in a slip lane between ramps. Public comments received on the DEIR express
concerns related to hazards for students who use the bridge to bike and walk to Mill Valley
Middle School or Tamalpais High School. A school crossing guard was observed at the crosswalk
on the north leg of the intersection during morning and mid-afternoon school travel periods. Five
vehicle injury collisions were reported at the intersection or the approaches for the five-year
period from September 2019 through September 2024.

Potential Measures

The following strategies would help ameliorate existing limitations in visibility of people walking
and biking through the intersection and separate modes in time.

e High visibility cross walk on the north leg with advanced stop bar.

e Install a No-Right-Turn-on-red signal head or blank-out sign for the southbound right
turn that is activated when the pedestrian push button is activated on the north leg.

e Install bicycle conflict markings for southbound bikes through the intersection.

High-Collision Locations

The following is a description of a review that was based on field observations and collision
analysis for three locations with the highest collision frequency history that were not the specific



subject of comments received on the Draft EIR. Based on the review of existing intersection
conditions, potential measures are identified at one of the locations.

9. Redwood Highway Frontage Road and Seminary Drive

The intersection of the Frontage Road and Seminary Drive is a signalized T intersection. Between
2015 and 2019 there were 12 collisions at the intersection, two of which resulted in injury. From
2019 to 2024, there was only one injury collision just south of the intersection. The intersection
has a high visibility crosswalk on the east leg with pedestrian push buttons as well as separate left
turn lanes on the southbound and westbound approaches. One vehicle injury collision was
reported at the intersection for the five-year period from September 2019 through September
2024. No additional measures are suggested.

10. E. Strawberry Drive and Belvedere Drive

The intersection of E. Strawberry Drive and Belvedere Drive is a side street stop-controlled T-
intersection, which is about 50 feet south of the E. Strawberry and Tiburon Blvd signalized
intersection. From 2015 to 2019 there were 6 collisions at this location, 3 of which resulted in
injury. From 2019 to 2024, there were 2 injury collisions including a severe injury collision with a
bike. The close spacing of the two intersections along E. Strawberry Drive, the free right turn lane
from eastbound Tiburon Boulevard onto southbound E. Strawberry Drive that allows right turning
vehicles to make the movement at relatively high speeds, and the stop control on two of the
three legs of the E. Strawberry Drive/Belvedere Drive intersection creates potentially hazardous
conditions for eastbound vehicles turning from Belvedere Drive onto E. Strawberry Drive or
northbound vehicles making the left turn from E. Strawberry Drive onto Belvedere Drive who may
not have sufficient decision time given the limited sight distance to see conflicting vehicles on
southbound E. Strawberry Drive.

As noted previously, the SR 131 (Tiburon Boulevard) Capital Preventive Maintenance Project being
implemented by Caltrans between US 101 and the City of Tiburon will remove the free right turn
lane from northbound East Strawberry Drive onto eastbound SR 131 (Tiburon Boulevard) that is in
the southeast quadrant of the intersection of Tiburon Boulevard and E. Strawberry Drive.

Potential Measures

Strategies to address the existing potential sight-distance issues include the following:

e Remove the free right turn lane from eastbound Tiburon Boulevard (SR 131) onto
southbound East Strawberry Drive that is in the southwest quadrant, with new curb
extensions that reduce the right turn turning radii to 20-25'".

e Install a stop sign for northbound E. Strawberry at Belvedere Drive and a raised crosswalk
across the south leg of the intersection.



An illustration of the above potential measures, including the planned Caltrans measure on the
southeast quadrant of the intersection of Tiburon Boulevard and E. Strawberry Drive, is shown

below.

11. Reed Boulevard and Belvedere Drive

The all-way stop-controlled intersection of Reed Boulevard and Belvedere Drive was recently
improved in late 2019/early 2020. From 2015-2019 there were 5 collisions at the intersection,
three of which resulted in injury. From 2019-2024 (after intersection improvements were installed)
no fatal or injury collisions were reported. No additional measures are suggested.



Appendix A
DISCUSSION OF COLLISION DATA FOR 2015 THROUGH 2019
Excerpt from North Coast Land Holdings Transportation Impact Study (April 2024)

Note: the data described in this appendix includes property damage only collisions from 2015-2019.

The 2018 Marin Travel Safety Plan was a collaborative effort between unincorporated Marin
County and all 11 incorporated cities and towns. The purpose was to provide a systemic safety
analysis for motorists, motorcyclists, bicyclists, and pedestrians on non-state arterial and collector
roadways. The Plan was funded through a Systemic Safety Program grant provided by Caltrans.
The intent was to provide a proactive collision analysis, identify high risk locations and collision
patterns, develop a list of systemic low-cost and longer-term countermeasures, and help secure
funding to address key safety issues.

During the five-year period in which collisions were evaluated, 22.6% of all collisions in the county
occurred in Unincorporated Marin County, lower than the county’s 26% share of the total county
population. Notable collision profiles in Unincorporated Marin County include high rates of
bicycle collisions, pedestrian collisions involving senior over the age of 65, speed related
collisions, motorcycle collisions, and collisions with vehicles hitting fixed objects. According to the
California Office of Traffic Safety, in 2019 Marin County ranked among the top 10 California
counties for collisions where victims were killed and/or injured involving pedestrians, pedestrians
65 or older, and bicyclists.

The 2018 Marin Travel Safety Plan identified safety countermeasures for 12 corridors and 13
intersections in unincorporated Marin County. This includes a corridor improvement to the
Redwood Highway Frontage Road from the US 101 ramp to De Silva Island Road. The corridor
improvements included improved signal timing and detection, enhanced pedestrian crossing
improvements, guardrail, and bike lanes (green paint through the intersection to delineate
conflict zones). Intersection improvements were identified at the East Blithedale Avenue/Tower
Drive/Kipling Drive intersection including improved signal timing and detection and enhanced
pedestrian crossing improvements. Subsequent to completion of the Plan, Marin County received
$2.8 million in Highway Safety Improvement Program (HSIP) grant funds from Caltrans to
implement safety countermeasures identified in the plan at 51 signalized intersections in
unincorporated Marin County and within 11 incorporated cities.

Collision History

In the five years between 2015-2019, there were 168 collisions identified in the project study area
from California SWITRS® data. 67% of collisions (113) only involved property damage primarily to
vehicles while 33% (55) resulted in injury to vehicle occupants (45), pedestrians (3), or bicyclists

(7).

> SWITRS is the Statewide Integrated Traffic Records System, a database that collects and processes data
from traffic collisions in California.



A review of collision data from 2015-2019 reveals that certain intersections in the study area are
more prone to collisions and injuries than others. Table 1 below provides details for all
intersections with more than two collisions over that five-year period.



Table 1: Study Area Collision Data

Tiburon Blvd (SR-131) / Redwood Hwy Frontage Rd 23 7 (30%) 11 Unsafe Speed (48%)
Redwood Hwy Frontage Rd / De Silva Island 19 8 (42%) 5 R-O-W Auto (26%)
Tiburon Blvd (SR-131) / E Strawberry Dr 14 8 (57%) 6 Unsafe Speed (43%)
Redwood Hwy Frontage Rd / Belvedere Dr 13 1T (8%) 7 R-O-W Auto (54%)
Redwood Hwy Frontage Rd / Seminary Dr 12 2 (17%) 3 R-O-W Auto (25%)
Redwood Hwy Frontage Rd / Reed Blvd 11 3 (27%) 5 R-O-W Auto (27%)
E Strawberry Dr / Belvedere Dr 6 3 (50%) 2 Improper I;;;;)R_O_W Auto
Tiburon Blvd (SR-131) / Knoll Ln 6 1T (17%) 3 Unsafe Speed (50%)
Reed Blvd / Belvedere Dr 5 4  (60%) 2 Improper Pass (40%)
E Strawberry Dr / Strawberry Dr 5 2 (40%) Various

E Strawberry Dr / Harbor Cove 4 1T (25%) 2 Improper Turn (50%)
Redwood Hwy Frontage Rd / US-101 4 1 (25%) Various

E Strawberry Dr / Cassidy Ln 3 1 (33%) Various

Reed Blvd / Knoll Ln 3 1T (33%) 2 Improper Turn (67%)
Tiburon Blvd (SR-131) / US-101 3 2 (67%) 2 Unsafe Speed (67%)
Ricardo Rd / Richardson Dr 3 0 (0%) Various
Seminary Dr / Hodges Dr 3 0 (0%) Various



Across all collisions, the most prominent collision factor was Unsafe Speed (41 out of the 168
total), followed by R-O-W Auto (28) and Improper Turn (27). A total of 17 collisions (10.1%)
involved drivers under the influence of drugs or alcohol. The chart below shows the distribution of
collision factors for the most collision-prone intersections.
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Other relevant statistics from the collision data include the following:

120/168 (71%) of collisions occurred during the daytime
41/168 (24%) of collisions involved a parked vehicle or other fixed object
o Two collisions involved an animal
54 (32%) collisions were rear-ends, 41 (24%) were sideswipes, and 30 (18%) were
broadside collisions
o Six collisions were head-on and two involved an overturned vehicle



Appendix E

Maintenance Shed Site Visit,
May 15, 2025






Memo

455 Capitol Mall, Suite 300
Sacramento, CA 95814
916.444.7301

Date: May 20, 2025

To: Tammy Taylor
Marin County Community Development Agency

From: Kelley Kelso, CPESC, QSD/QSP, QISP
Ascent

Subject: North Coast Land Holdings, LLC, Project Environmental Impact Report
Maintenance Shed Site Visit, May 15, 2025

The proposed North Coast Land Holdings project includes the demolition of a maintenance shed that has been used
by the Baptist Seminary in years past and is currently being used to maintain the property. It is located near the
intersection of Shuck Drive and Oliver Lane. A Phase 1 Environmental Site Assessment (ESA) was performed for the
project in 2014 by The Consulting Group. The ESA concluded that there are no Recognized Environmental Conditions
on the site, in other words, no apparent substantial contamination. The ESA information supported a Draft
Environmental Impact Report (EIR) conclusion of a less-than-significant environmental impact related to hazardous
materials contamination that might potentially occur as a result of demolition and project construction.

There were public comments received on the Draft EIR regarding the lack of reference to the maintenance shed in
the Phase 1 ESA. Therefore, a Senior Environmental Scientist from Ascent with experience performing ESA fieldwork,
Kelley Kelso, CPESC, QSD/QSP, QISP, performed a site visit of the maintenance shed as part of the County of
Marin’s obligation to make a good faith effort in its environmental analysis and responses to public comment. This
memo summarizes for use in the EIR the observations made by a qualified professional during the site visit and
supplements substantial evidence provided in the Phase 1 ESA; however, it is not a Phase 1 or 2 ESA.

Ms. Kelso was shown the site by Bruce Jones, Applicant’s representative, and Robin Fies, County of Marin County CDA
representative, on May 15, 2025. Bruce expressed he was not aware of any hazardous substance contamination or
petroleum contamination of the soil around the maintenance shed area. The buildings in the project area have the
potential to include lead-based paint but no paint was observed flaking from the maintenance shed. Kelley walked
the entire maintenance shed site and focused on the hazardous materials stored within the maintenance shed, the
underground storage tank adjacent to the maintenance shed, and the hydraulic lift inside the maintenance shed.
These features were included in the public comments on the Draft EIR.

Chemicals Inside the Maintenance Shed

There are chemicals typically used in routine landscape maintenance and equipment maintenance, including oll,
lubricant, and gasoline, stored inside the maintenance shed (Photo 1). There is no evidence of any spills of these
chemicals or any evidence of contamination around the maintenance shed from these materials (Photo 2).
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Photo 1: Chemicals stored within maintenance shed

Photo 2: Front of maintenance shed; no evidence of spills

Underground Storage Tank

An underground storage tank (UST) was used by the seminary to provide fuel for landscaping equipment. According
to Mr. Jones, the tank has not been used and has remained empty for approximately 30 years. There is no stained soil
or odors of fuel or other chemicals at or surrounding the location of the tank that would indicate a spill, fuel leak, or
fuel fumes. Photos 3 through 6 show the tank location and surrounding area.
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Photo 3: View of UST area facing west; no evidence of contamination

Photo 4: View of UST area facing south; no evidence of contamination
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Photo 5: Area surrounding UST; no evidence of contamination

Photo 6: Close up of above ground component of UST; no stained soil or other contamination evidence.
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Hydraulic Lift Inside the Maintenance Shed

There is a hydraulic lift inside the maintenance shed; it is operated by compressed air pressure, not hydraulic fluid.
There is an enclosed subsurface cylindrical component of the lift. There is no evidence surrounding the maintenance
shed of any leak associated with the hydraulic lift. Photo 7 shows the lift inside the maintenance shed.

Photo 7: Hydraulic lift inside maintenance building; operated by compressed air; no evidence of contamination

Adjacent Food Garden

Notably, the operators of the maintenance shed are growing produce in a food garden down slope from the
maintenance shed (Photo 8). It demonstrates the operator’s confidence about the absence of harmful contamination
in soils around the shed.

Conclusion

No evidence of hazardous material spills; soil contamination from petroleum, oil, lubricants, or other chemicals; or
fuel or chemical odors or fumes were observed in the vicinity of the maintenance shed during the May 15, 2025 site
visit. The information from the site visit supports the Draft EIR conclusion that the proposed project would result in a
less-than-significant environmental impact related to hazardous materials.
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Photo 8: Garden down slope of the maintenance building





