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EXECUTIVE SUMMARY 

Linscott, Law & Greenspan, Engineers (LLG) and Urban Systems Associates (USA) have been 

retained to prepare the following Transportation Impact Analysis associated with the Riverwalk 

Master Plan. The Riverwalk Master Plan project (the Riverwalk Project) is located at 1150 Fashion 

Valley Road, in the area that abuts Friars Road on the north; Fashion Valley Road on the east; a 

portion of Hotel Circle North on south; and privately-owned residential property to the west. The 

San Diego River and the Green Line Trolley traverse the project site in an east-west direction. The 

Green Line Trolley provides transit connections through Mission Valley to the Old Town multi-

modal transit facility located in Old Town (west of the project site) and to San Diego State 

University, SDCCU Stadium, and the cities of La Mesa, El Cajon, and Santee located east of the 

project site. 

The 195-acre project site is currently occupied by a 27-hole Riverwalk Golf Course and clubhouse 

building. The golf course operates under an existing Conditional Use Permit (CUP No. 94-0563). 

The Riverwalk project proposes to redevelop the existing golf course as a modern live-work-play 

mixed-use neighborhood with a local and natural focus that showcases a large riverfront park. The 

intent is to create a sense of place both within the site boundaries and the surrounding community. 

Emphasis would be placed on mobility including a pedestrian focus, bicycle connectivity within and 

external to the project site, direct access to transit, and additional community roadways. The mix and 

quantity of land uses would change from what is approved in the existing Levi-Cushman Specific 

Plan to include 4,300 multi-family residential dwelling units; 152,000 square feet of neighborhood 

retail space; 1,000,000 square feet of office; 97 acres of park, open space, and trails that would serve 

the project and surrounding community and would implement the San Diego River Park Master 

Plan; adaptive reuse of the existing golf clubhouse into a community amenity; and a new Green Line 

Trolley stop/transit center within the development. The proposed project requires a Community Plan 

Amendment, Rezone, Specific Plan Amendment, Vesting Tentative Map, Planned Development 

Permit and Site Development Permit plus other discretionary approvals. 

Given the intensity and density of uses proposed, the project phasing includes a total of three (3) 

phases spread out over a period of 10 years with the ultimate buildout anticipated in Year 2035. 

These phases include Opening Day (Phase I) in Year 2025, Phase II in Year 2030 and Phase III in 

Year 2035. A Community Plan buildout analysis at Year 2050 is also included as the project requires 

a General Plan Amendment (GPA)/Community Plan Amendment (CPA). Table A summarizes the 

project phasing. Figure A illustrates the project phasing plan.  
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TABLE A 
PROJECT PHASING 

Phase Year Development Activity 

I 2025 
1,910 multi-family dwelling units; 110,300 SF Retail; 65,000 SF multi-tenant office; 

1.6-acre Developed Park; 3.11-acre Undeveloped Park. 

II 2030 

2,390 multi-family dwelling units; 13,100 SF Retail; construction of the Riverwalk 

trolley station; 26.27-acre Developed Park; 53.48-acre Undeveloped Park (including 

the River Park). 

III 2035 28,600 SF Retail; 935,000 SF multi-tenant office; 2.2-acre Undeveloped Park. 

Project Buildouta 

 4,300 multi-family dwelling units 

 152,000 SF Retail  

 1,000,000 SF Office 

 27.87-acres Developed Parkb 

 58.79-acres Undeveloped Parkc 

 28-acres Open Spaced  

Footnotes: 

a. Park acreage changes are due to changes in the project description and site plan that were made to ensure consistency with the 

2019 Mission Valley Community Plan (MVCP) Preferred Roadway Network, including Irrevocable Offer of Dedications 

(IOD’s) for Streets J and U. Additionally, a 50 ft no-use buffer surrounding the SD River and Multi-Habitat Planning Area 

(MHPA) has been subtracted from previous Undeveloped Park acreage.  

b. The total acreage for Developed Parks used in the trip generation calculations from an earlier project description equals 27.87 

acres. Per the current project description, the total Developed Parks acreage is 20 acres (Phase I: 0.9 acres and Phase II: 19.1 

acres) including a recreation center identified in the 2019 Mission Valley Community Plan. However, to be conservative, the 

27.87 acres was used in the trip generation calculations. 

c. The total acreage for Undeveloped Parks used in the trip generation calculations from an earlier project description equals 58.79 

acres. Per the current project description, the total Undeveloped Parks acreage is 42.3 acres (Phase I: 2.4 acres and Phase II: 39.9 

acres).  However, to be conservative, the 58.79 acres was used in the trip generation calculations. 

d. The total acreage for Open Space from an earlier project description totals 28 acres. Per the current project description, the total 

Open Space acreage is 35 acres. 

 

 

Trip Generation 

The Phase I Project is calculated to generate 14,932 net new cumulative ADT with 1,024 total AM 

peak hour trips (329 inbound/ 695 outbound) and 1,448 total PM peak hour trips (871 inbound/ 577 

outbound). The Phase I Project is calculated to generate 17,248 driveway ADT with 1,094 total AM 

peak hour trips (371 inbound/ 723 outbound) and 1,680 total PM peak hour trips (987 inbound/ 693 

outbound). 

The Phase II Project is calculated to generate 28,305 net new cumulative ADT with 1,988 total AM 

peak hour trips (528 inbound/ 1,460 outbound) and 2,627 total PM peak hour trips (1,682 inbound/ 

945 outbound). The Phase II Project is calculated to generate 30,896 driveway ADT with 2,066 total 

AM peak hour trips (575 inbound/ 1,491 outbound) and 2,886 total PM peak hour trips (1,811 

inbound/ 1,075 outbound). 

The Project Buildout (Phase I, II and III) is calculated to generate 37,222 net new cumulative ADT 

with 3,105 total AM peak hour trips (1,519 inbound/ 1,586 outbound) and 3,906 total PM peak hour 
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trips (1,973 inbound/ 1,933 outbound). The Project Buildout is calculated to generate 41,186 

driveway ADT with 3,224 total AM peak hour trips (1,591 inbound/ 1,633 outbound) and 4,302 total 

PM peak hour trips (2,171 inbound/ 2,131 outbound). 

Vehicles Miles Traveled (SB 743) 

In compliance with Senate Bill 743 (SB 743), this Transportation Impact Analysis evaluates 

Riverwalk’s potential vehicular impacts using a Vehicle Miles Traveled (VMT) metric, pursuant to 

direction from the Governor’s Office of Planning and Research (OPR) in December 2018 (Technical 

Advisory on Evaluating Transportation Impacts in CEQA). Public Resources Code section 20199, 

enacted pursuant to SB 743, identifies VMT as an appropriate metric for measuring transportation 

impacts along with the elimination of auto delay/Level of Service (LOS) for CEQA purposes 

statewide, to be effective prior to July 1, 2020.     

Since regulatory agencies such as the City of San Diego are in transition and have not yet formally 

adopted VMT guidelines and significance thresholds, a Project-Specific VMT analysis was 

conducted in accordance with OPR guidelines. Consistent with OPR guidelines, the Riverwalk 

project would be screened out and would be expected to cause a less than significant VMT impact 

given that the project is located within a Transit Priority Area (TPA). Nonetheless, a quantitative 

VMT analysis was conducted, which concluded that the project’s average resident VMT per capita 

and project’s average VMT per employee would be lower than 15% below the Regional 

VMT/Capita and Regional VMT/Employee respectively. Therefore, the Riverwalk Project is 

anticipated to have a less than significant transportation impact.  

The use of Intelligent Transportation Systems (ITS) provides many benefits to a mobility network, 

including improved travel time, providing transit bypass methods, helping relay valuable traffic-

related information to vehicular and non-vehicular / emergency users, and providing guidance to key 

destinations. In that regard, the project proposes ITS improvements, which include Adaptive Traffic 

Signals on Friars Road and Fashion Valley Road.   

As a part of this report, in addition to the VMT analyses, the multi-modal network in the influence of 

the Riverwalk project study area was also reviewed. This included Pedestrian, Bicycle and Transit 

mobility. In addition to Active Transportation review and improvements, Transportation Demand 

Management (TDM) measures will also be implemented to reduce reliance on automobile trips. 
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TRANSPORTATION IMPACT ANALYSIS 

RIVERWALK  
San Diego, California 

 March 20, 2020  

 
 

1.0 INTRODUCTION 

Linscott, Law & Greenspan, Engineers (LLG) and Urban Systems Associates, Inc. (USAI) have 

prepared this Transportation Impact Analysis Report for the Riverwalk Master Plan (the Riverwalk 

Project). The Riverwalk Master Plan project (the Riverwalk Project) is located at 1150 Fashion 

Valley Road, in the area that abuts Friars Road on the north; Fashion Valley Road on the east; a 

portion of Hotel Circle North on south; and privately-owned residential property to the west. The 

San Diego River and the Metropolitan Transit System (MTS) Green Line Trolley traverse the project 

site in an east-west direction. The Green Line Trolley provides transit connections through Mission 

Valley to the Old Town multi-modal transit facility located in Old Town (west of the project site) 

and to San Diego State University, SDCCU Stadium, and the cities of La Mesa, El Cajon, and 

Santee located east of the project site. 

The Riverwalk project proposes an amendment to the existing Levi-Cushman Specific Plan to 

replace the 195-acre Riverwalk property with the Riverwalk Specific Plan and redevelop the existing 

golf course as a walkable, transit-centric, and modern live-work-play mixed-use neighborhood that 

features an expansive River Park along the San Diego River. The mix and quantity of land uses 

would change from what is approved in the existing Levi-Cushman Specific Plan to include 4,300 

multi-family residential dwelling units; 152,000 square feet of commercial retail space; 1,000,000 

square feet of office and non-retail commercial; approximately 97 acres of park, open space, and 

trails; adaptive reuse of the existing golf clubhouse into a community amenity; and the construction 

of a new Metropolitan Transit System (MTS) Green Line Trolley stop within the 

development. Improvements to surrounding public infrastructure and roadways would be 

implemented as part of the Riverwalk project. 

A detailed project description, including phasing is included in Section 2.0. 

Figure 1–1 includes a project vicinity map.  

As a part of this report, in addition to the Vehicle Miles Traveled (VMT) analyses, the multi-modal 

network in the influence of the Riverwalk project study area was also reviewed. This included 

pedestrian, bicycle and transit mobility. Other mobility improvement strategies such as Intelligent 

Transportation Systems (ITS), Transportation Demand Management (TDM) measures were also 

reviewed.   
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2.0 PROJECT DESCRIPTION 

2.1 Existing Setting 

The project site encompasses approximately 195-acres and is currently developed with the 27-hole 

Riverwalk Golf Course and clubhouse building. The golf course operates under an existing 

Conditional Use Permit (CUP No. 94-0563). Situated in the western portion of central Mission 

Valley, the project site abuts Friars Road on the north; Fashion Valley Road on the east; a portion of 

Hotel Circle North on south; and privately-owned residential property to the west. The San Diego 

River and the MTS Green Line Trolley traverse the project site in an east-west direction. The Green 

Line Trolley provides transit connections through Mission Valley to the Old Town multi-modal 

transit facility located in Old Town (west of the project site) and to San Diego State University, 

SDCCU Stadium, and the cities of La Mesa, El Cajon, and Santee located east of the project site.  

Surrounding uses include commercial retail (Fashion Valley Mall) and hotel/convention center 

(Town & Country Resort) east of Fashion Valley Road. Single- and multi-family residential and 

commercial office developments are located on the north side of Friars Road within the Linda Vista 

Community Plan area. The properties west of the site include residential development in the form of 

condominium complexes and the Mission Valley YMCA. A mix of office, residential, hotel, and 

Interstate 8 (I-8) are located south of the project site. 

Regional access to the site is provided by I-8, located immediately south of the project site; State 

Route 163 (SR-163), located approximately one mile east of the project site; and Interstate 5 (I-5), 

located less than two miles west of the project site. Primary vehicle access to the project would occur 

at Fashion Valley Road from the east, Hotel Circle North from the south, and Friars Road from the 

north. 

The site is in the Mission Valley Community Planning Area and is zoned MVPD-MV-M/SP, 

indicating that there is a Specific Plan (SP) in effect on the project site. The project site is designated 

largely Multi-Use and a portion Open Space in the Mission Valley Community Plan; and Multiple 

Use; Commercial Employment, Retail, and Services; and Parks, Open Space, and Recreation in the 

City of San Diego General Plan. The approved Levi-Cushman Specific Plan identifies the site for a 

mix of residential, retail, office, hotel, and recreational use. 

2.2 Proposed Project 

The Riverwalk project proposes an amendment to the existing Levi-Cushman Specific Plan to 

replace the 195-acre Riverwalk property with the Riverwalk Specific Plan and redevelop the existing 

golf course as a walkable, transit-centric, and modern live-work-play mixed-use neighborhood that 

features an expansive River Park along the San Diego River. The mix and quantity of land uses 

would change from what is approved in the existing Levi-Cushman Specific Plan to include 4,300 

multi-family residential dwelling units; 152,000 square feet of commercial retail space; 1,000,000 

square feet of office and non-retail commercial; approximately 97 acres of park, open space, and 

trails; adaptive reuse of the existing golf clubhouse into a community amenity; and a new MTS 

Green Line Trolley stop within the development. Improvements to surrounding public infrastructure 
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and roadways would be implemented as part of the Riverwalk project, including improvements to 

the Fashion Valley Road crossing of the San Diego River as a 10- to 15-year storm event crossing. 

The project would also include a habitat restoration effort on-site to create and/or enhance 25.16 

acres of native habitats along the San Diego River, within and adjacent to the Multi-Habitat Planning 

Area (MHPA), and setting aside area for establishing a future wetland habitat mitigation bank. 

The project would establish Irrevocable Offers of Dedication (IOD) for two Community Plan 

Circulation Element roadways envisioned in the Mission Valley Community Plan Update: future 

Riverwalk Street “J,” which would cross the San Diego River in a north-south direction; and future 

Riverwalk Street “U,” which would travel approximately east-west along the southern project site 

boundary and connect to future Street “J.” Street “J” would be an elevated roadway crossing the 

river valley. Per the City’s Planning Department, these roads are regional facilities with uncertain 

funding, design, and construction timing. While these improvements would not be constructed as 

part of the project, the project would grant the City IODs for the required rights-of-way to construct 

these roads in the future. 

The project would require the following discretionary actions: General Plan/Mission Valley 

Community Plan Amendment; Amendment to the Levi-Cushman Specific Plan; Rezone; Vesting 

Tentative Map; Planned Development Permit and Site Development Permit; Conditional Use Permit 

Amendment; Amendment to the Mission Valley Public Facilities Financing Plan; General 

Development Plan for the future Regional Park; and Street and Public Easement Vacations. Figure 

2–1 shows the project land use plan. Figure 2–2 shows the project street layout plan and Figure 2–3 

shows the project lot plan.   

2.2.1 Trip Generation 

The Riverwalk project includes land uses (such as retail, residential and office) that promote 

interaction and synergy between the on-site land uses. In addition, the project will be in a Transit 

Priority Area with two trolley stations in close walking distance; an on-site Riverwalk trolley station 

which will be located in the Mixed-Use Core area and the adjacent Fashion Valley Transit Center. 

Mixed-use developments near high-quality transit such as the proposed project generally generate 

fewer vehicle trips as compared to conventional suburban developments due to the synergy of land 

uses and increased activity of transit, pedestrian and bicycle trips, which was quantified using a 

MXD model prepared by SANDAG.  

The Phase I Project is calculated to generate 14,932 net new cumulative ADT with 1,024 total AM 

peak hour trips (329 inbound/ 695 outbound) and 1,448 total PM peak hour trips (871 inbound/ 577 

outbound). The Phase I Project is calculated to generate 17,248 driveway ADT with 1,094 total AM 

peak hour trips (371 inbound/ 723 outbound) and 1,680 total PM peak hour trips (987 inbound/ 693 

outbound). 

The Phase II Project is calculated to generate 28,305 net new cumulative ADT with 1,988 total AM 

peak hour trips (528 inbound/ 1,460 outbound) and 2,627 total PM peak hour trips (1,682 inbound/ 

945 outbound). The Phase II Project is calculated to generate 30,896 driveway ADT with 2,066 total 
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AM peak hour trips (575 inbound/ 1,491 outbound) and 2,886 total PM peak hour trips (1,811 

inbound/ 1,075 outbound). 

The Project Buildout (Phase I, II and III) is calculated to generate 37,222 net new cumulative ADT 

with 3,105 total AM peak hour trips (1,519 inbound/ 1,586 outbound) and 3,906 total PM peak hour 

trips (1,973 inbound/ 1,933 outbound). The Project Buildout is calculated to generate 41,186 

driveway ADT with 3,224 total AM peak hour trips (1,591 inbound/ 1,633 outbound) and 4,302 total 

PM peak hour trips (2,171 inbound/ 2,131 outbound). 

2.3 Project Phasing 

The project site encompasses approximately 195-acres and is currently developed with the 27-hole 

Riverwalk Golf Course and clubhouse building. The golf course will continue to be in operation to 

the extent feasible as development begins in a phased manner.  

The Riverwalk project will be developed as an integrated community of land uses tied together by a 

network of parks, vehicular, bicycle, and pedestrian circulation. To ensure consistency with the 

Community Plan and provide improvements by the project, implementation of the Riverwalk project 

will require construction of new infrastructure and facilities, as well as improvements to existing 

infrastructure and facilities, as part of project implementation and included in the Mobility 

Assessment (MA) document. The Project-Specific MA was prepared under a separate cover and 

included as a part of the project technical studies that focuses on automobile delay/Level of Service 

within the Mission Valley Community Plan Area. Improvements will be necessary to the circulation 

network, drainage facilities, utilities (e.g. water, sewer, etc.), and other infrastructure. In addition, 

streetscape enhancement and pedestrian elements will occur as part of the overall design. 

To ensure consistency with the Community Plan, public streets and private drives associated with 

each phase of development will be constructed as discussed in the Transportation Improvement Plan 

(TIP) as included in Appendix A. This will ensure that the appropriate transportation improvements 

will be provided as the project develops over an extended period of time. Infrastructure 

improvements, including water, sewer, drainage, and dry utilities, will also be phased in logical 

progression to meet the development needs associated with each phase. 

Given the intensity and density of uses proposed, the project phasing includes a total of three (3) 

phases spread out over a period of 10 years with the ultimate buildout anticipated in Year 2035. 

These phases include Opening Day (Phase I) in Year 2025, Phase II in Year 2030 and Phase III in 

Year 2035. A Community Plan buildout analysis at Year 2050 is also included in the Mobility 

Assessment as the project requires a GPA/CPA. Table 2–1 summarizes the project phasing. Figure 

2–4 illustrates the project phasing plan. Figure 2–5 illustrates the project Parks plan.  



 

LINSCOTT, LAW & GREENSPAN, engineers and Urban Systems Associates  LLG Ref. 3-17-2750 

Riverwalk 

N:\2750\Report\VMT _AT May 2020_FINAL.docx 

14 

 

TABLE 2–1 
PROJECT PHASING 

Phase Year Development Activity 

I 2025 
1,910 multi-family dwelling units; 110,300 SF Retail; 65,000 SF multi-tenant office; 

1.6-acre Developed Park; 3.11-acre Undeveloped Park. 

II 2030 

2,390 multi-family dwelling units; 13,100 SF Retail; construction of the Riverwalk 

trolley station; 26.27-acre Developed Park; 53.48-acre Undeveloped Park (including 

the River Park). 

III 2035 28,600 SF Retail; 935,000 SF multi-tenant office; 2.2-acre Undeveloped Park. 

Project Buildouta 

 4,300 multi-family dwelling units 

 152,000 SF Retail  

 1,000,000 SF Office 

 27.87-acres Developed Parkb 

 58.79-acres Undeveloped Parkc 

 28-acres Open Spaced  

Footnotes: 

a. Park acreage changes are due to changes in the project description and site plan that were made to ensure consistency with the 

2019 Mission Valley Community Plan (MVCP) Preferred Roadway Network, including Irrevocable Offer of Dedications 

(IOD’s) for Streets J and U. Additionally, a 50’ no-use buffer surrounding the SD River and Multi-Habitat Planning Area 

(MHPA) has been subtracted from previous Undeveloped Park acreage.  

b. The total acreage for Developed Parks used in the trip generation calculations from an earlier project description equals 27.87 

acres. Per the current project description, the total Developed Parks acreage is 20 acres (Phase I: 0.9 acres and Phase II: 19.1 

acres) including a recreation center identified in the 2019 Mission Valley Community Plan. However, to be conservative, the 

27.87 acres was used in the trip generation calculations. 

c. The total acreage for Undeveloped Parks used in the trip generation calculations from an earlier project description equals 58.79 

acres. Per the current project description, the total Undeveloped Parks acreage is 42.3 acres (Phase I: 2.4 acres and Phase II: 39.9 

acres).  However, to be conservative, the 58.79 acres was used in the trip generation calculations. 

d. The total acreage for Open Space from an earlier project description totals 28 acres. Per the current project description, the total 

Open Space acreage is 35 acres. 
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Riverwalk

RIVERWALK

PHASE I
1,910 multi-family dwelling units; 
110,300 SF Retail;
65,000 SF multi-tenant Office;
1.6 acre Developed Park;
3.11 acre Undeveloped Park
PHASE II
2,390 multi-family dwelling units;
13,100 SF Retail;
Riverwalk Transit Station;
26.27 acre Developed Park;
53.48 Undeveloped Park (including the River Park)
PHASE III
28,600 SF Retail;
935,000 SF multi-tenant Office;
2.2 acre Undeveloped Park
PROJECT BUILDOUT a

4,300 multi-family dwelling units;
152,000 SF Retail;
1,000,000 SF multi-tenant Office;
27.87 acre Developed Park; b
58.79 acre Undeveloped Park c
23 acre Open Space and Trails d

For footnote details, see Table 2-1
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3.0 REPORT APPROACH 

3.1 Background on Senate Bill 743 

In conformance with Senate Bill 743 (SB 743), this Transportation Impact Analysis evaluates 

Riverwalk’s potential vehicular impacts using a Vehicle Miles Traveled (VMT) metric, pursuant to 

the latest direction from the Governor’s Office of Planning and Research (OPR) in December 2018 

(Technical Advisory on Evaluating Transportation Impacts in CEQA), and other local and regional 

documents (such as 2019 CEQA Statute and Guidelines, California Air Resource Board (CARB) 

2017 Scoping Plan-Identified VMT Reductions and Relationship to State Climate Goals) helpful in 

providing substantial evidence to support a VMT threshold and impact analysis. Public Resources 

Code section 20199, enacted pursuant to SB 743, identifies Vehicle Miles Traveled (VMT) as an 

appropriate metric for measuring transportation impacts along with the elimination of auto 

delay/Level of service (LOS) for CEQA purposes statewide prior to July 1, 2020. The justification 

for this paradigm shift is that auto delay/LOS impacts may lead to improvements that increase 

roadway capacity and therefore sometimes induce more traffic and greenhouse gas emissions. In 

contrast, constructing projects in VMT-efficient locations assists California in meeting greenhouse 

gas emissions targets.   

In January 2016, the OPR issued Draft Guidance, which provided recommendations for updating the 

State’s CEQA Guidelines in response to SB 743 and recommended options for conducting VMT 

analysis in an accompanying “Technical Advisory on Evaluating Transportation Impacts in CEQA, 

December 2018.” When using a threshold of significance, a lead agency may consider the thresholds 

of significance recommended by experts and supported by substantial evidence.  (CEQA Guidelines 

15064.7(c).)  In addition, lead agencies may use thresholds on a project-by-project or case-by-case 

basis not for general use where, based on careful judgment, project setting, and to the extent possible 

on scientific and factual data, the lead agency explains how compliance with the threshold means 

that the project’s impacts are less than significant.  (CEQA Guidelines 15064.7(b); 15064(b).)   

3.2 Riverwalk Project-Specific Analysis 

Riverwalk’s setting and circumstances are unique because within months of a July 1, 2020 statutory 

deadline for all lead agencies statewide to switch to a VMT-based significance threshold, Riverwalk 

is anticipated to process entitlements and CEQA analysis that proposes to construct a major transit 

facility (a trolley station at 3,386 Equivalent Dwelling Units or EDU’s per the TIP) as part of a large 

specific plan project that will provide service to the existing community and future residents and 

employees living and working in project’s proposed over 4,000 homes and one million square feet of 

new office space. Given the facts about this unique project feature and the policy benefits of 

encouraging investment in such VMT-reducing transit features that meet the goals of the SB 743, a 

project-specific VMT-based threshold is the suggested appropriate threshold to apply to this project.  

Where the case-by-case setting and circumstances of a particular project make it appropriate to use a 

VMT threshold, the City may evaluate a project under a project-specific threshold.   

In addition to the VMT analysis, a Project-Specific Mobility Assessment (MA) was also prepared 

under a separate cover and included as a part of the project technical studies that focuses on 
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automobile delay/Level of Service within the Mission Valley Community Plan Area. The LOS 

analysis was conducted to identify the project traffic’s effect in the project study area and 

recommends project improvements to ensure that the Riverwalk project is consistent with the 

Mission Valley Community Plan transportation improvements and that the improvements will be 

implemented by the project consistent with the TIP. However, consistent with SB 743 and CEQA 

Guidelines 15064.3, the CEQA significance determination for the Riverwalk project is suggested to 

be based only on VMT and not on LOS.  Project improvement to address the project traffic’s effect 

on area roadways is not proposed CEQA mitigation for a significant traffic impact. The 

improvements proposed by the project are included in a Transportation Improvement Plan (“TIP”), 

attached to this document as Appendix A. 

As a part of this report, in addition to the VMT analysis, the multi-modal network in the influence 

area of the Riverwalk project was also reviewed. This includes Pedestrian, Bicycle and Transit 

facilities. Intelligent Transportation Systems (ITS) such as Adaptive Signal Systems and Transit 

Signal Priority measures were also reviewed and proposed. Transportation Demand Management 

(TDM) measures were also reviewed and proposed. 

3.3 Report Organization  

The remainder of this report is divided into the following sections:  

VMT Analysis 

A background on VMT, significance criteria and methodology and a project-specific VMT analysis 

is presented in the sections as shown: 

  

Section 4.0 – Vehicle Miles Traveled (VMT) Background: This section presents background on 

VMT, SB 743, Proposed CEQA Guidelines and Proposed Technical Guidance.  

Section 5.0 – Riverwalk VMT Significance Criteria and Methodology: This section presents the 

Riverwalk’s VMT Significance Criteria and VMT Methodology to evaluate transportation impacts.  

Section 6.0 – Riverwalk VMT Analysis: This section presents the Riverwalk’s VMT Analysis and 

impact findings. This section presents a summary of the Riverwalk’s VMT Impacts, if any. 

Multi-Modal Review  

A detailed review of the Pedestrian, Bicycle and Transit facilities located in the influence area of the 

Riverwalk project study area was also performed. The Active Transportation study area was based 

on discussions with City staff and 1/2-mile driving distance from the project site. In addition to 

presenting existing conditions, the section discusses multi-modal improvements as proposed in the 

Community Plan and development projects that propose improvements to enhance pedestrian, 

bicycle and transit mobility. The active transportation improvements that the project will construct 

are presented in Sections 7 through 9. 
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Section 7.0 – Pedestrian Mobility: This section describes existing pedestrian mobility, future 

pedestrian mobility in the community, project pedestrian mobility and safety improvements in and 

around the Riverwalk project study area. 

Section 8.0 – Bicycle Mobility: This section describes existing bicycle mobility, future bicycle 

mobility in the community, project bicycle mobility and safety improvements in and around the 

Riverwalk project study area. 

Section 9.0 – Transit Mobility: This section describes existing transit mobility, future transit 

improvements proposed by the Riverwalk project and ridership projections at the Riverwalk transit 

station.  

ITS and TDM 

Section10.0 – Intelligent Transportation Systems (ITS): This section discusses various aspects of 

ITS and applications, which would be implemented by the Riverwalk project.  

Section 11.0 – Transportation Demand Management (TDM) Program: This section provides a 

discussion of the project’s proposed TDM measures for the following categories:  

Commuting/Alternative Transportation; Shuttle Service; Transportation Amenities, Parking Policies; 

Resources and Services. 
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4.0 VEHICLES MILES TRAVELED (VMT) BACKGROUND 

This section presents a background on VMT analysis as proposed by the California Governor’s 

Office of Planning and Research (OPR) to implement California State Law Senate Bill (SB) 743. 

OPR proposes that metrics based on Vehicle Miles Traveled (VMT) be used to evaluate a project’s 

transportation impacts, and that projects in proximity to high-quality transit are presumed to result in 

less-than-significant impacts. OPR has also suggested thresholds of significance and technical 

methodologies to calculate VMT.  

For the reasons discussed in Section 3.0, a Project-Specific VMT approach was developed based on 

the OPR latest Technical Advisory dated December 2018 and included as Appendix B.  

4.1 VMT Background and Induced Travel 

VMT is a metric that accounts for the number of vehicle trips generated and the length or distance of 

those trips. While VMT does not directly measure traffic operations, it is a measure of network use 

or efficiency, especially if expressed as a function of population or employment. It may also serve as 

a proxy for Greenhouse Gas (GHG) emissions. The shift from LOS to VMT is intended to combat 

unintended consequences of mitigation measures such as roadway widening that may cause induced 

demand on a facility. Each of the following effects has implications for the total miles of vehicle 

travel. 

 Changes in Mode Choice. When transportation investments are devoted to reducing 

automobile travel time, travelers may not shift away from automobile use, which 

potentially increases GHG. 

 Route Changes. Faster travel times on a route attract more drivers to that route from 

other routes, which can increase or decrease vehicle travel depending on whether it 

shortens or lengthens trips. 

 Newly Generated Trips. Increasing travel speeds can potentially induce additional 

vehicle trips.  

 Land Use Changes. Faster travel times along a corridor can potentially lead to land 

development farther along that corridor; that new development generates and attracts 

trips, which can increase or decrease vehicle travel depending on whether it shortens or 

lengthens trips. 
 

4.2 Senate Bill 743 

In September 2013, the Governor’s Office signed SB 743 into law, starting a process that 

fundamentally changes the way transportation impact analysis is conducted under CEQA. Within the 

State’s CEQA Guidelines, these changes include the elimination of auto delay and LOS, as the basis 

for determining significant impacts, except for transportation projects. The guidance identifies VMT 

as generally the most appropriate CEQA transportation metric, along with the elimination of auto 

delay/LOS for CEQA purposes statewide for land use projects by July 1, 2020. The justification for 

this paradigm shift is that auto delay/LOS impacts lead to improvements that increase roadway 

capacity and therefore may induce more traffic and greenhouse gas emissions.  
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In January 2016, the OPR issued Draft Guidance, which provided recommendations for updating the 

State’s CEQA Guidelines in response to SB 743 and recommended practice for VMT analysis in an 

accompanying “Technical Advisory on Evaluating Transportation Impacts in CEQA.” OPR’s most 

recent Technical Advisory is dated December 2018 excerpted in Appendix B. 

Per OPR’s proposed revisions to the CEQA guidelines, a lead agency may elect to be governed by 

the VMT guidelines immediately. However, beginning July 1, 2020, the VMT guidelines shall apply 

statewide. 

4.3 CEQA Guidelines 15064.3 

The bolded text (on pages 26 and 27) are an excerpt from the California Natural Resources Agency 

Final Statement of Reasons for New Section 15064.3 “Analyzing Transportation Impacts from the 

Proposed Updates to the CEQA Guidelines”, November 2018. This represents regulatory CEQA 

guidelines on evaluating transportation impacts using VMT.  

Explanation of Proposed New Section 15064.3   

New section 15064.3 contains several subdivisions, which are described below. In brief, 

these Guidelines provide that transportation impacts of projects are, in general, best measured 

by evaluating the project's vehicle miles traveled. Methodologies for evaluating such impacts 

are already in use for most land use projects, as well as many transit and active transportation 

projects. Methods for evaluating vehicle miles traveled for highway capacity projects 

continue to evolve, however, and so these Guidelines recognize a lead agency's discretion to 

analyze such highway capacity projects, provided such analysis is consistent with CEQA and 

applicable planning requirements.  

Subdivision (a): Purpose  

Subdivision (a) sets forth the purpose of the entire new section 15064.3. First, the subdivision 

clarifies that the primary consideration, in an environmental analysis, regarding 

transportation is the amount and distance that a project might cause people to drive. This 

captures two measures of transportation impacts: auto trips generated and vehicle miles 

traveled. These factors were identified by the legislature in SB 743. The last sentence 

clarifies that automobile delay is no longer considered a significant effect on the 

environment.  

Subdivision (b): Criteria for Analyzing Transportation Impacts  

Subdivision (b) focuses on specific criteria for determining the significance of transportation 

impacts.  It is further divided into four subdivisions: (1) land use projects, (2) transportation 

projects, (3) qualitative analysis, and (4) methodology.  

Subdivision (b)(1): Land Use Projects  

SB 743 did not authorize the Natural Resources Agency to set thresholds, but it did direct 

OPR and the Agency to develop Guidelines “for determining the significance of 

transportation impacts of projects[.]” (Pub. Resources Code § 21099(b)(2).) Therefore, to 
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provide guidance on determining the significance of impacts, subdivision (b)(1) describes 

factors that might indicate whether the amount of a project’s vehicle miles traveled may be 

significant, or not.  

Subdivision (b)(2): Transportation Projects  

While subdivision (b)(1) addresses vehicle miles traveled associated with land use projects, 

subdivision (b)(2) focuses on impacts of transportation projects. Subdivision (b)(2) clarifies 

that lead agencies should presume that projects that reduce vehicle miles traveled, such as 

pedestrian, bicycle and transit projects, will have a less than significant impact. This 

subdivision further provides that lead agencies have discretion in which measure to use to 

evaluate highway capacity projects, provided that any such analysis is consistent with the 

requirements of CEQA and any other applicable requirements (e.g., local planning rules).  

Importantly, this provision does not prohibit capacity expansion.  It also does not relieve 

agencies of the requirement to analyze any other potential impacts of such projects, 

including, but not limited to, greenhouse gas emissions and other air pollutants. Finally, 

recognizing that highway capacity projects may be analyzed at a programmatic level, 

subdivision (b)(2) states that lead agencies may be able to tier from a programmatic analysis 

that adequately addresses the effects of such capacity projects.  

Subdivision (b)(3): Qualitative Analysis  

Subdivision (b)(3) recognizes that lead agencies may not be able to quantitatively estimate 

vehicle miles traveled for every project type. In those circumstances, this subdivision 

encourages lead agencies to evaluate factors such as the availability of transit, proximity to 

other destinations, and other factors that may affect the amount of driving required by the 

project.   

Subdivision (b)(4): Methodology  

Lead agencies have the discretion to choose the most appropriate methodology to analyze a 

project’s vehicle miles traveled. Depending on the project, vehicle miles traveled may be best 

measured on a per person, per household or other similar unit of measurement.  Subdivision 

(b)(4) also recognizes the role for both models and professional judgment in estimating 

vehicle miles traveled.  

Subdivision (c): Applicability 

The new procedures may be used immediately upon the effective date of these Guidelines by 

lead agencies that are ready to begin evaluating vehicle miles traveled, but jurisdictions will 

have until 2020 to start analyzing vehicle miles traveled if they need that time to update their 

procedures.  In that case, those agencies would continue to evaluate transportation impacts by 

measuring congestion.  
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Text of the New CEQA Guidelines Section 15064.3  

 

15064.3. Determining the Significance of Transportation Impacts 

(a) Purpose: 

This section describes specific considerations for evaluating a project’s transportation impacts.  

Generally, vehicle miles traveled is the most appropriate measure of transportation impacts.  

For the purposes of this section, “vehicle miles traveled” refers to the amount and distance of 

automobile travel attributable to a project.  Other relevant considerations may include the 

effects of the project on transit and non-motorized travel.  Except as provided in subdivision 

(b)(2) below (regarding roadway capacity), a project’s effect on automobile delay does not 

constitute a significant environmental impact.    

(b) Criteria for Analyzing Transportation Impacts: 

(1) Land Use Projects:  Vehicle miles traveled exceeding an applicable threshold of significance 

may indicate a significant impact.  Generally, projects within one-half mile of either an existing 

major transit stop or a stop along an existing high-quality transit corridor should be presumed 

to cause a less than significant transportation impact.  Projects that decrease vehicle miles 

traveled in the project area compared to existing conditions should be considered to have a 

less than significant transportation impact.    

(2) Transportation Projects:   Transportation projects that reduce, or have no impact on, vehicle 

miles traveled should be presumed to cause a less than significant transportation impact.  For 

roadway capacity projects, agencies have discretion to determine the appropriate measure of 

transportation impact consistent with CEQA and other applicable requirements.  To the extent 

that such impacts have already been adequately addressed at a programmatic level, a lead 

agency may tier from that analysis as provided in Section 15152.  

(3) Qualitative Analysis: If existing models or methods are not available to estimate the vehicle 

miles traveled for the particular project being considered, a lead agency may analyze the 

project’s vehicle miles traveled qualitatively. Such a qualitative analysis would evaluate factors 

such as the availability of transit, proximity to other destinations, etc. For many projects, a 

qualitative analysis of construction traffic may be appropriate.   

(4) Methodology:  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.  Any assumptions used to estimate 

vehicle miles traveled and any revisions to model outputs should be documented and explained 

in the environmental document prepared for the project.  The standard of adequacy in Section 

15151 shall apply to the analysis described in this section. 
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c) Applicability:  

The provisions of this section shall apply prospectively as described in section 15007.  A lead 

agency may elect to be governed by the provisions of this section immediately.  Beginning on 

January 1, 20201, the provisions of this section shall apply statewide.     

4.4 Proposed Technical Guidance 

The following information is sourced from OPR’s Technical Advisory on Evaluating Transportation 

Impacts in CEQA, December 2018, which was represented as a non-regulatory technical advisory on 

evaluating transportation impacts using VMT, with emphasis on larger-scale land development 

projects.  

4.4.1 Recommendations Regarding Methodology 

The following section provides methodology recommendations to evaluate VMT for various 

technical areas and project types as excerpted from the 2018 Technical Advisory. 

 

Using Models to Estimate VMT 

Travel demand models, sketch models, spreadsheet models, research, and data can all be used to 

calculate and estimate VMT. To the extent possible, lead agencies should choose models that have 

sensitivity to features of the project that affect VMT. Those tools and resources can also assist in 

establishing thresholds of significance and estimating VMT reduction attributable to mitigation 

measures and project alternatives.  

Trip and Tour Based VMT 

Trip-based assessment of a project’s effect on travel behavior counts VMT from individual trips to 

and from the project. It is the most basic, and traditionally the most common, method of counting 

VMT. For residential projects, the sum of home-based trips is called home-based VMT.  

A Tour-based assessment counts the entire home-back-to-home tour that includes the project and any 

trips within the tour. Examples include Tour 1: Home → Coffee Shop → Work → Home; Tour 2: 

Home → Store → Home. Together, all tours comprise household VMT. A tour-based assessment of 

VMT is a more complete characterization of a project’s effect on VMT. In many cases, a project 

affects travel behavior beyond the first destination. The location and characteristics of the home and 

workplace will often be the main drivers of VMT. For example, a residential or office development 

located near high quality transit will likely lead to some commute trips utilizing transit, affecting 

mode choice on the rest of the tour.  

Vehicle Types   

Vehicle Miles Traveled refers to on-road passenger vehicles, specifically cars and light trucks.  

Heavy-duty truck VMT could be included for modeling convenience and ease of calculation. 

 

                                                 
1 This date was later changed to July 1, 2020.  
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Residential and Office Projects 

Tour- and trip-based approaches offer the best methods for assessing VMT from residential/office 

projects and for comparing those assessments to VMT thresholds. When available, tour-based 

assessment is ideal because it captures travel behavior more comprehensively.  But where tour-based 

tools or data are not available for all components of an analysis, a trip-based assessment of VMT 

serves as a reasonable proxy.    

When a trip-based method is used to analyze a residential project, the focus can be on home-based 

trips.  Similarly, when a trip-based method is used to analyze an office project, the focus can be on 

home-based work trips.    

When tour-based models are used to analyze an office project, either employee work tour VMT or 

VMT from all employee tours may be attributed to the project. This is because workplace location 

influences overall travel.  

Transit Priority Area (TPA) 

Any project that includes in its geographic bounds a portion of an existing or planned Transit 

Priority Area (i.e., the project is within a ½ mile of an existing or planned major transit stop or an 

existing stop along a high-quality transit corridor) may employ VMT as its primary metric of 

transportation impact for the entire project (see Pub. Resources Code, § 21099, subds. (a)(7), (b)(1).)   

4.4.2 Recommendations Regarding Significance Thresholds  

Lead agencies have the discretion to set or apply their own thresholds of significance.  However, the 

criteria for determining the significance of transportation impacts should promote:  

 Reduction of greenhouse gas emissions;  

 Development of multimodal transportation networks; and  

 A diversity of land uses.   

 

The OPR Advisory describes the analysis for the following circumstances, which was used for the 

project’s VMT analysis:  

Presumption of Less Than Significant Impact Near Transit Stops  

Proposed CEQA Guideline Section 15064.3, subdivision (b)(1), states that lead agencies 

generally should presume that certain projects (including residential, retail, and office 

projects, as well as projects that are a mix of these uses) proposed within ½ mile of an existing 

major transit stop or an existing stop along a high-quality transit corridor will have a less-

than-significant impact on VMT. For the purposes of this analysis, existing transit stop refers 

to the existing Fashion Valley Transit Center. 

Major Transit Stop refers to an existing rail transit station, a ferry terminal served by either a bus or 

rail transit service, or the intersection of two or more major bus routes with a frequency of service 

interval of 15 minutes or less during the morning and afternoon peak commute periods.   
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A High-Quality Transit Corridor refers to a corridor with fixed route bus service with service 

intervals no longer than 15 minutes during peak commute hours. 

This presumption would not apply, however, if project-specific or location-specific information 

indicates that the project will still generate significant levels of VMT.  Section 6.1 discusses the 

screening criteria as it relates to transit proximity in more detail.  

Recommended Numeric Thresholds for Residential, Office, and Retail Projects  

Residential Projects:  A proposed project exceeding a level of 15 percent below existing VMT 

per capita may indicate a significant transportation impact.  Existing VMT per capita may be 

measured as Regional VMT per capita or as City VMT per capita.  Proposed development 

referencing City VMT per capita must not cumulatively exceed the number of units specified 

in the SCS for that City and must be consistent with the SCS. 

 

Office Projects: A proposed project exceeding a level of 15 percent below existing regional 

VMT per employee may indicate a significant transportation impact. 

 

Consideration of Thresholds for Other Project Types  

Of land use projects, residential, office, and retail projects tend to have the greatest influence on 

VMT.  For that reason, OPR recommends the quantified thresholds described above for purposes of 

analysis and mitigation. Lead agencies, using more location-specific information, may develop their 

own more specific thresholds, which may include other land use types.    

Mixed-Use Projects  

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, office 

and retail). Alternatively, a lead agency may consider only the project’s dominant use.  

In the analysis of each use, a project should take credit for internal capture.  

Combining different land uses and applying one threshold to those land uses may result 

in an inaccurate impact assessment.   

Redevelopment Projects  

Where a project replaces existing VMT-generating land uses, if the replacement leads 

to a net overall decrease in VMT, the project would lead to a less-than-significant 

transportation impact.  If the project leads to a net overall increase in VMT, then the 

thresholds described above should apply.   
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Land Use Plans  

As with projects, agencies should analyze VMT outcomes of land use plans over the full 

area over which the plan may substantively affect travel patterns, including beyond the 

boundary of the plan or jurisdiction’s geography. Analysis of specific plans may employ 

the same thresholds described above for projects. A general plan, area plan, or 

community plan may have a significant impact on transportation if it is not consistent 

with the relevant RTP. 

 

Multimodal Transportation Network 

Because criteria for determining the significance of transportation impacts must promote “the 

development of multimodal transportation networks,” lead agencies should consider project impacts 

to transit systems and bicycle and pedestrian networks.  For example, a project that blocks access to 

a transit stop or blocks a transit route itself may interfere with transit functions.  

When evaluating impacts to multimodal transportation networks, lead agencies generally should not 

treat the addition of new transit users as an adverse impact.  An infill development may add riders to 

transit systems and the additional boarding and alighting may slow transit vehicles, but it also adds 

destinations, improving proximity and accessibility.  Such development also improves regional 

vehicle flow by adding less single occupant vehicle travel onto the regional network.  

Increased demand throughout a region may, however, cause a cumulative impact by requiring new 

or additional transit infrastructure.  Such impacts may be adequately addressed through a fee 

program that fairly allocates the cost of improvements not just to projects that happen to locate near 

transit, but rather across a region to all projects that impose burdens on the entire transportation 

system, since transit can broadly improve the function of the transportation system. 

Transportation Project Considerations (Induced Demand) 

Transportation projects may change travel patterns. If a project would likely lead to a measurable 

and substantial increase in vehicle travel, the lead agency should conduct an analysis assessing the 

amount of vehicle travel the project will induce. The Riverwalk Project’s transportation 

improvements as outlined in the Transportation Improvement Plan were reviewed as it relates the 

below guidance: 

Project types that would likely lead to a measurable and substantial increase in vehicle travel 

generally include the addition of through lanes on existing or new highways, including: 

o General purpose lanes, HOV lanes, peak period lanes, auxiliary lanes, or lanes through 

grade-separated interchanges.  

Projects that would not likely lead to a substantial or measurable increase in vehicle travel, and 

therefore generally should not require an induced travel analysis, include:  
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o Installation, removal, or reconfiguration of traffic lanes that are not for through traffic, 

such as left, right, and U-turn pockets, or emergency breakdown lanes that are not utilized 

as through lanes.  

o Addition of roadway capacity on local or collector streets provided the project also 

substantially improves conditions for pedestrians, cyclists, and, if applicable, transit as 

well.  

o Installation, removal, or reconfiguration of traffic control devices, including Transit Signal 

Priority (TSP) features.  

o Traffic metering systems 

o Timing of signals to optimize vehicle, bicycle, or pedestrian flow 
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5.0  VMT SIGNIFICANCE CRITERIA & METHODOLOGY  

5.1 Project-Specific Threshold 

After careful consideration and review of the available guidance documents, including CEQA 

Guidelines 15064.3 and the OPR Technical Advisory, the appropriate project-specific threshold for a 

large mixed-use project wherein residential and office components is suggested to be the following:   

The transportation impact is less than significant if it satisfies any one of the following criteria: 

 

 Consistent with the presumption of less than significant impact in CEQA Guidelines 

15064.3 (b)(1), the project is proposed within ½ mile of either an existing major transit 

stop or a stop along an existing high-quality transit corridor; or 

 

 Consistent with the presumption of less than significant impact in CEQA Guidelines 

15064.3 (b)(1), the project decreases vehicle miles traveled in the project area compared 

to existing condition; or  

 

 Consistent with the OPR Technical Advisory, the proposed project’s average Resident 

VMT/Capita is at least 15% below the San Diego average regional Resident VMT 

/Capita (i.e. 15% below 17.6 would equate to 14.96) and the proposed project’s average 

VMT/ Employee is at least 15% below the San Diego regional average VMT/Employee 

(i.e. 15% below 25.89 would equate to 22.01) 

 

5.2 Methodology – Significance Thresholds 

As noted above, lead agencies have the discretion to set or apply their own thresholds of 

significance. However, Section 21099 of the Public Resources Code states that the criteria for 

determining the significance of transportation impacts must promote: (1) reduction of greenhouse 

gas emissions; (2) development of multimodal transportation networks; and (3) a diversity of land 

uses.  

Proximity to Transit 

The methodology for determining if the proposed project is within ½ mile of either an existing major 

transit stop or along an existing high-quality transit corridor is to identify the location of existing 

major transit stops and existing high-quality transit corridors in the project vicinity and measure the 

distance to the project boundary.  Major transit stop means a site containing an existing rail transit 

station, a ferry terminal served by either a bus or rail transit service, or the intersection of two or 

more major bus routes with a frequency of service interval of 15 minutes or less during the morning 

and afternoon peak commute periods.  A high-quality transit corridor means a corridor with fixed 

route bus service with service intervals no longer than 15 minutes during peak commute hours.   
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It is noted that locating a proposed residential and office mixed use project within a half mile of 

major transit facilities represents a less than significant impact is because it promotes: (1) reduction 

of greenhouse gas emissions when residents and employees utilize the major transit facilities in lieu 

of single-occupant auto and light trucks that generate more VMT; (2) development of multimodal 

transportation networks because increased transit ridership increases the demand for investment in 

multimodal transportation networks; and (3) a diversity of land uses because that is the nature of a 

residential and office mixed use project.. (Pub. Resources Code, § 21099, subd. (b)(1).) 

Reduction in VMT 

The methodology for determining whether the proposed project decreases vehicle miles traveled 

compared to the project site’s existing conditions is to model the VMT generated by  the existing 

land uses on the project site using SANDAG’s Travel Demand Model and compare it to the 

proposed project’s estimated VMT generated by the proposed land uses to determine which is less. 

15% Below VMT Average 

The methodology for determining whether the proposed project’s average resident VMT per capita 

is at least 15% below the San Diego regional average Resident VMT /Capita (i.e. below 14.96) and 

the proposed project’s average VMT/Employee is at least 15% below the San Diego regional 

average VMT/Employee (i.e. below 22.01) is to do the following: 

 

1. Identify the San Diego regional average Resident VMT/Capita, which is 17.6 (per 2012 

Regional residential baseline per SANDAG Screening map) and multiply it by 85 percent to 

determine the average Resident VMT/Capita amount that the project must not exceed to 

avoid a significant impact, which is 14.96. 

 

2. Determine the proposed project’s average Resident VMT/Capita by running the project’s 

residential data through the Travel Demand Model and compare it to the regional average 

Resident VMT/Capita.  The project-specific average Resident VMT per capita is derived 

from the regional travel model that was prepared for the recently approved and adopted 

Mission Valley Community Plan (MVCP) prepared by the City of San Diego.  

 

3. Determine if the project’s average Resident VMT/Capita is less than 14.96. 

 

4. Identify the San Diego regional average VMT/Employee, which is 25.6 (per 2012 Regional 

employee baseline per SANDAG Screening map) and multiply it by 85 percent to determine 

the San Diego regional average VMT/Employee amount that the project must not exceed to 

avoid a significant impact, which is 22.01. 

 

5. Determine the proposed project’s average VMT/Employee by running the project’s office 

data through the SANDAG Travel Demand Model and compare it to the regional average 

VMT/Employee. The project-specific average VMT/Employee is derived from the regional 
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travel model that was prepared for the recently approved and adopted Mission Valley 

Community Plan (MVCP) prepared by the City of San Diego. 

 

6. Determine if the project’s average VMT/Employee is less than 22.01. 

 

The analytical path for understanding why locating a proposed project within a half mile of an 

existing major transit facility or reducing average VMT per capita or employee by at least 15% 

represents a less than significant impact is provided in a lengthy discussion in the OPR Technical 

Advisory Section E and is summarized as follows: 

As noted above, lead agencies have the discretion to set or apply their own thresholds of 

significance. However, Section 21099 of the Public Resources Code states that the criteria 

for determining the significance of transportation impacts must promote: (1) reduction of 

greenhouse gas emissions; (2) development of multimodal transportation networks; and (3) a 

diversity of land uses.  

 

The VMT metric can support the three statutory goals: “the reduction of greenhouse gas 

emissions, the development of multimodal transportation networks, and a diversity of land 

uses.” (Pub. Resources Code, § 21099, subd. (b)(1), emphasis added.). However, in order for 

it to promote and support all three, lead agencies should select a significance threshold that 

aligns with state law on all three.  The State has clear quantitative targets for GHG emissions 

reduction set forth in law and based on scientific consensus, and the depth of VMT reduction 

needed to achieve those targets has been quantified.  Tying VMT thresholds to GHG 

reduction also supports the two other statutory goals. Therefore, to ensure adequate analysis 

of transportation impacts, OPR recommends using quantitative VMT thresholds linked to 

GHG reduction targets when methods exist to do so. 

 

Meeting the State GHG targets will require substantial reductions in existing VMT per capita 

to curb GHG emissions and other pollutants. Public Resources Code section 21099 directs 

OPR to propose criteria for determining the significance of transportation impacts. In the 

Technical Advisory, OPR provides its recommendations to assist lead agencies in selecting a 

significance threshold that may be appropriate for their particular projects. While OPR’s 

Technical Advisory is not binding on public agencies, CEQA allows lead agencies to 

“consider thresholds of significance . . . recommended by other public agencies, provided the 

decision to adopt those thresholds is supported by substantial evidence.” (CEQA Guidelines, 

§ 15064.7, subd. (c).) Based on OPR’s review of the applicable research, and in light of an 

assessment by the California Air Resources Board quantifying the need for VMT 

reduction in order to meet the State’s long-term climate goals, OPR recommends that a per 

capita or per employee VMT that is fifteen percent below that of existing development may 

be a reasonable threshold.    
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CARB found per capita vehicle travel would need to be kept below what today’s policies and 

plans would achieve.    

 

CARB’s assessment (November 2017) is based on data in the 2017 Scoping Plan Update and 

2016 Mobile Source Strategy.  In those documents, CARB previously examined the 

relationship between VMT and the state’s GHG emissions reduction targets. The Scoping 

Plan found:   

 

“While the State can do more to accelerate and incentivize these local decisions, local 

actions that reduce VMT are also necessary to meet transportation sector-specific 

goals and achieve the 2030 target under SB 32. Through developing the Scoping 

Plan, CARB staff is more convinced than ever that, in addition to achieving GHG 

reductions from cleaner fuels and vehicles, California must also reduce VMT. 

Stronger SB 375 GHG reduction targets will enable the State to make significant 

progress toward needed reductions, but alone will not provide the VMT growth 

reductions needed; there is a gap between what SB 375 can provide and what is 

needed to meet the State’s 2030 and 2050 goals.”  

 

Regional Data 

As discussed above, 15% reduction amounts to different average VMT/capita and average 

VMT/Employee in different regions of the state; therefore, statewide average VMT/capita 

and VMT/employee is not used.  San Diego-area specific data on regional average 

VMT/capita and regional average VMT/Employee generated by San Diego’s regional 

metropolitan planning organization SANDAG, was used. Finally, the VMT outputs for the 

project were based on the Travel Demand Model, that is local to San Diego. The travel 

demand model estimates trip behavior for all San Diego residents and employees based on 

local San Diego data collected from surveys (such as the 2016 Household Travel Behavior 

Survey, 2015 Transit On-Board Survey) which collect travel information, includes trip 

origin, trip destination, mode of travel, number of residents per unit among several other trip 

attributes.  

 

Summary 

In summary, achieving 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. 
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6.0 PROJECT VMT ANALYSIS 

As discussed previously, the Riverwalk project was evaluated based on Significance Thresholds 

methodology described in Section 5.0. 

6.1 Screening Criteria 

TPA’s, in general, include areas within one-half mile of an existing major transit station or a stop 

along an existing high-quality transit corridor.  

Consistent with the presumption of less than significant impact in CEQA Guidelines 15064.3 (b)(1), 

the Riverwalk project is proposed within ½ mile of either an existing major transit stop or a stop 

along an existing high-quality transit corridor 

 

As shown in a figured labeled “Parking Standards TPA” in Appendix C, the Riverwalk project is 

located in a Transit Priority Area (TPA) per the City of San Diego TPA map. The project’s 

proximity to existing transit and proposed major transit stop and high-quality transit corridors is 

shown in Figure 6–1.   

The SANDAG 2050 Regional Transportation Plan (RTP) identify transit’s expanding role to meet 

local and regional mobility needs. Targets have been set in the City’s Climate Action Plan (CAP) to 

increase transit mode share within TPA’s. The Riverwalk project is within both a City of San 

Diego’s 2035 TPA and SANDAG identified TPA. Appendix C includes more information on TPA’s. 

 

Analysis 

In order to determine if a transportation impact is anticipated, existing and project proposed major 

transit stops and stops along high-quality transit corridors were identified within a ½ mile of the 

project site. 

The most prominent transit center is the Fashion Valley Transit Center, which is an existing major 

transit stop located within a half mile of the eastern portion of the project as it includes four  (4) bus 

routes (route 6 runs between Mission Valley and North Park, route 20 runs between Rancho 

Bernardo and Downtown, route 41 runs between UCSD and Fashion Valley and route 120 runs 

between Kearny Mesa and Downtown) with 15-minute headways during the peak commute periods. 

A ½ mile walkshed from the Fashion Valley Transit Center is shown in Figure 9-2. 

In regards to high-quality transit corridors, the following roadways were identified as they include 

fixed route bus service with 15-minute headways or less during the peak commute periods of 7 AM 

to 9 AM; and 4 PM to 6 PM within the TPA (within ½ mile of these stops); 

 Friars Road between Fashion Valley Road and SR 163 

 Fashion Valley Road between Friars Road and Hotel Circle North 

 Hotel Circle South between Camino De La Reina and I-EB ramps 
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 Camino De La Reina, east of Avenida Del Rio 

 

Figure 6–1 illustrates the proximity to transit per SB743, major/high-quality transit service and 

identifies the overall TPA for the Riverwalk project. The Riverwalk project site would be well 

served by the proposed Riverwalk Transit Station to be constructed in Phase II at 3,386 Equivalent 

Dwelling Units. Furthermore, the Riverwalk project site is also located within a 2035 City of San 

Diego TPA map. 

As noted, the Riverwalk project is proposing to construct a new transit station within its project site.  

 The new transit stop is proposed to be constructed in Phase II at 3,386 EDU and will be 

located at the intersection of Street J and Riverwalk Drive. This location was identified 

based upon MTS criteria relative to the separation between existing stations 

(approximately the mid-point between Morena Boulevard and Fashion Valley Mall 

stops), potential population served, flatness, and visibility. 

 The transit stop will serve as a mobility hub and provide access to and from the trolley, 

and paths, trails, and sidewalks that serve the neighborhood and the region. The facility 

will include bicycle lockers/racks and rentals, automobile drop-off/pick-up and, 

rideshare. The transit stop will be architecturally and functionally integrated into the 

design of the community. 

 This transit station is part of the 2050 Regional Transportation Plan and will be 

constructed 100% by the Riverwalk project.  

 

Besides light-rail service, the Riverwalk project site design also proposes to accommodate future bus 

services to access the site.  

As shown in Figure 6-1, the Riverwalk project is well served given its proximity to transit to an  

existing high-quality transit corridor on Fashion Valley Road (fixed bus route service with 15-

minute headways),  an existing major transit stop at Fashion Valley Transit Center (trolley 

stop with light-rail service) and a future trolley stop to be constructed by the project.  

 

Because a project needs to only comply with one of the thresholds of significance criteria, it is not 

necessary to provide further analysis of whether the project also creates a decrease in existing VMT 

or is at least 15% below average regional Resident VMT/Capita and average regional 

VMT/Employee.  Nevertheless, as shown in Section 6.2, a detailed and quantitative VMT analysis 

was conducted to demonstrate that the Riverwalk project is also at least 15% below average regional 

Residential VMT/Capita and average regional VMT/Employee. 

6.2 Project-Specific VMT Analysis 

Consistent with the OPR Technical Advisory, the Riverwalk project’s average Resident VMT/ Capita 

is at least 15% below the San Diego average regional Resident VMT /Capita (i.e. below 14.96) and 

the proposed project’s average VMT/Employee is at least 15% below the San Diego regional 

average VMT/Employee (i.e. below 22.01) 
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A VMT analysis was conducted for the Riverwalk project considering all population types (i.e. 

residents, office and retail employees). 

The project-level impact threshold for mixed-use transit-centric projects like the Riverwalk project is 

considered to be project-generated VMT for individual land uses (residential, office and retail) that 

is at least 15% below the existing regional VMT per service population. For this evaluation, 

Regional average Resident VMT per capita and Regional average VMT per employee were used.  

6.2.1 Proposed Project VMT – Travel Demand Model Based 

Tour-Based VMT information was extracted from the recently adopted SANDAG Series 13 Mission 

Valley Community Plan Travel Demand Model. Project-specific VMT information was extracted for 

the project Master Geographical Reference Area (MGRA’s) from the Year 2050 scenario, which 

assumes the buildout of the Riverwalk project.  

Table 6–1 shows the project VMT analysis. Based on the model outputs, the resident VMT per 

capita is calculated as 9.9 miles and VMT per employee is calculated as 19.57 miles. Appendix C 

contains the VMT model outputs. 

TABLE 6–1 
PROJECT VMT FINDINGS 

Scenario  
Regional Baseline 

(miles)  

Significance 

Threshold (85% 

of Regional 

Baseline 

(miles) 

Riverwalk 

Project VMT 

(miles) 

Transportation 

Impact? 

(Over 

Threshold)  

Resident VMT per capita  17.6 14.96 9.9 No 

VMT per employee  25.9 22.01 19.57 No 

 

6.2.2 Proposed Project VMT Summary 

As shown in the Table 6–1, the project average resident VMT per capita and project average VMT 

per employee is calculated to be lower than the 85% Regional VMT average respectively. Therefore, 

based on the suggested significance criteria, the Riverwalk Project VMT is calculated with a less-

than-significant transportation impact.  

 

6.3 Transportation Projects 

Pursuant to CEQA Guidelines 15064.3, Riverwalk is a land use project, not a transportation project.  

Nevertheless, we have reviewed whether the Riverwalk project’s implementation of identified 

improvements contribute to induced VMT.  OPR provides guidance on improvements that would 

lead to a measurable and substantial increase in vehicle travel. These auto-inducing improvements 

typically include new through lanes on highways or lanes through grade-separated interchanges.  
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Improvements not likely to lead to a measurable or substantial increases in vehicle travel include the 

installation or reconfiguration of traffic lanes that are not through lanes (such as a left/right turn 

lanes), installation or reconfiguration of traffic control devices including Adaptive Traffic Signals 

and/or Transit Signal Priority (TSP), timing of traffic signals to optimize vehicle / bicycle / 

pedestrian flow, and the addition of roadway capacity on local or collector streets (provided 

pedestrian, bicycle, and if applicable, transit conditions substantially improve as well).  

As it relates to the Riverwalk project, widening of Fashion Valley Road does not propose additional 

through lanes (4-through lanes currently exist) but rather provides additional left-turn lanes and 

right-turn lanes at intersections combined with a Class II bike lane and a Class IV cycle track on the 

west side to promote bicycle mobility.  Additional project features include ITS measures such as 

Adaptive Traffic Signals on Friars Road and Fashion Valley Road that are anticipated to provide 

congestion relief without adding physical roadway lanes. Therefore, given that the project proposes 

either roadway improvements such as left-turn/right-turn lanes improvements, bicycle improvements 

and/or ITS improvements, based on the above OPR guidance, it can be concluded that the project is 

not expected to induce additional auto travel.  

6.4 Impacts Conclusion 

Based on the suggested project-specific VMT significance thresholds, there is no significant project 

traffic impact demonstrated under CEQA. There are two grounds for this conclusion either one of 

which is sufficient to support this conclusion. First, the project does not have a significant traffic 

impact because it will be located within ½ mile of a major transit stop and high-quality transit 

corridors. Secondly, the project does not result in a transportation significant impact because the 

project residential average VMT per capita and average VMT per employee would not exceed the 

15% threshold below the regional average baseline VMT for residents and employees respectively.  

Therefore, no mitigation measures are required or proposed.  
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7.0 PEDESTRIAN MOBILITY 

This section presents the pedestrian conditions in the project study area and includes a walkshed 

analysis to ensure the project provides the appropriate pedestrian facilities. The City of San Diego 

Pedestrian Master Plan (2015) and the General Plan Mobility Element (2008) establish guidelines 

for a complete, functional, and interconnected pedestrian network, that is accessible to pedestrians of 

all abilities. The improvements to enhance pedestrian mobility that the project will construct are also 

presented. 

7.1 Existing Pedestrian Mobility 

A pedestrian network inventory was conducted along street segments, which included documenting 

missing sidewalks, pedestrian barriers and pedestrian pathways within the ½ mile driving distance of 

the project. Figure 7–1 shows the existing pedestrian network within the immediate vicinity of the 

project.  

 

7.1.1 Existing Pedestrian Activity 

Existing pedestrian activity (from the Mission Valley Community Plan Update (MVCPU), Mobility 

Existing Conditions Report (ECR), June 2017) was documented at intersections within the ½ mile 

driving distance of the project during the commuter AM/PM peak hours as shown in Appendix D. 

The average AM and PM pedestrian activity was documented and every intersection was categorized 

into the following pedestrian activity level categories. For the purposes of this analysis, low activity 

was assumed as less than 30 pedestrians/hour, medium activity was assumed as 31-59 

pedestrians/hour and high activity was assumed as greater than 60 pedestrians/hour. Figure 7–2 

shows the existing pedestrian activity in proximity of the Riverwalk project per the above categories. 

As shown in Figure 7–2, the following intersections were observed as having a medium or high 

pedestrian activity for locations within ½ mile driving distance of the project area: 

 Linda Vista Road/ Via Las Cumbres 

 Friars Road / Colusa Street 

 Friars Road / Fashion Valley Road 

 Fashion Valley Road / Riverwalk Drive 

 Hotel Circle South / Bachman Place 

A subset of intersections from the above list that are on the Riverwalk project frontage were 

reviewed and pedestrian improvements that will be constructed by the project are described in 

Section 7.9.  
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The existing pedestrian activity in the MVCPU was also evaluated using the City of San Diego 

Pedestrian Priority Model, US Census Bureau data, and peak period pedestrian counts. Appendix D 

includes the Figure 4-3: Pedestrian Priority Model from the MVCP Mobility Element ECR. In the 

vicinity of the Riverwalk project site, the Pedestrian Priority model shows medium to high 

pedestrian activity surrounding the Fashion Valley Transit Center and the Fashion Valley Mall, and 

low activity surrounding the Riverwalk Golf Course and Hotel Circle North. 

7.2 Future Pedestrian Mobility 

Several planning and project documents that include pedestrian improvements via a condition of 

approval from a nearby project or identified as improvements in the MVCPU were reviewed.  These 

documents include the Mission Valley Community Plan Update’s – Mobility Technical Report, 

Mission Valley Impact Fee Study (March 2020), Mission Valley Plan Public Facilities Financing 

Plan (PFFP) – Fiscal Year 2013, Linda Vista  (PFFP) – Fiscal Year 2006, , the 2050 Regional 

Transportation Plan (RTP) and the City of San Diego Pedestrian Master Plan (April 2015). In 

addition, other approved developer pedestrian improvements such as Union Tribune and Town and 

Country in the Mission Valley Community were also reviewed and identified. 

Table 7–1 shows the planned pedestrian improvements that were reviewed.   
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TABLE 7–1 
PLANNED IMPROVEMENTS - PEDESTRIAN 

Project Name Improvements Schedule/ Funding 

Hotel Circle North 

between Fashion Valley 

Road and Camino De La 

Reina 

This project provides a non-contiguous sidewalk 

on the north side of Hotel Circle North between 

Fashion Valley Road and Camino De La Reina    

This improvement is a condition of 

approval of the Town & Country 

Master Plan and is currently under 

construction.   

Camino De La Reina 

between Hotel Circle 

North and Town and 

Country project driveway 

This project provides a non-contiguous sidewalk 

on the north side of Camino De La Reina between 

Hotel Circle North and the Town and Country 

project driveway  

This improvement is a condition of 

approval of the Town & Country 

Master Plan and is currently under 

construction.   

San Diego River 

Pedestrian Improvements  

This project provides for the improvement of a 

dedicated pedestrian path along the SD River 

across Fashion Valley mall.  

This improvement is a condition of 

approval of the Town & Country 

Master Plan and Union Tribune 

projects. These improvements are 

under construction and expected to be 

complete by end of Year 2020. 

MV PFFP  

Priority Project 7 and IFS 

Project No P-14 

This project proposes pedestrian pathways along 

both sides of the San Diego River. 

Design and construction will be 

scheduled once funding is identified 

 

7.3 Pedestrian Mobility Review 

7.3.1 Walkshed Analysis 

As stated above, a walkshed analysis was performed to evaluate the pedestrian connectivity in the 

vicinity of the project site and to ensure the project provides the appropriate pedestrian facilities. 

The walkshed analysis was performed by identifying all access points to / from the Riverwalk 

project considering topography constraints. From each access point, areas outside the Riverwalk 

project site that could be reached by walking 0.25 miles were identified. Selected walking routes 

from each access point consider the existence of crosswalks, pedestrian bridges, etc. In this regard, 

while some areas are located within the 0.25-mile radius around the project site, they may not be 

reached by walking due to lack of facilities. After creating the walkshed network, the area that could 

be captured by walking was measured. A larger walkshed area (walkshed network) means higher 

connectivity between the project site and nearby areas. 

As shown in Figure 7–3, the Riverwalk project in general has good connectivity to the surrounding 

community.  

7.4 On-Site Project Pedestrian Improvements 

7.4.1 Pedestrian Improvements Along Fronting Streets 

The Riverwalk project site proposes substantial improvements to promote walkability. The section 

below discusses the frontage and on-site pedestrian improvements:     
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7.5 Pedestrian Improvements 

The project proposes to construct the following improvements on the fronting streets: 

 A non-contiguous sidewalk will be constructed along the entire project frontage on the 

south side of Friars Road. The sidewalk will be separated from the curb by a 17ft wide 

landscaped buffer to provide refuge for pedestrians. 

 Currently, a 5ft wide contiguous sidewalk exists only on the east side of Fashion Valley 

Road between Friars Road and Hotel Circle North. The 5ft wide contiguous sidewalk on 

the west side on Fashion Valley Road is provided for approximately 620 feet between 

Friars Road and proposed Private Drive T. The project will widen Fashion Valley Road 

and construct a 6ft wide non-contiguous sidewalk on the west side of Fashion Valley 

Road along the entire project frontage between proposed Private Drive T and Hotel 

Circle North. This will enhance pedestrian mobility and interaction between the Fashion 

Valley mall and surrounding community. 

 Currently there are no sidewalks on Riverwalk Drive, west of Fashion Valley Road. The 

project will construct a 7ft wide non-contiguous sidewalk along the south side of 

Riverwalk Drive between Fashion Valley Road to its on-site terminus. No sidewalk is 

proposed on the north side as it is fronting the trolley tracks. 

 A 7ft wide non-contiguous sidewalk will be constructed along the 840-foot project 

frontage on the north side of Hotel Circle North. The sidewalk will be separated by a  

7ft wide landscaped buffer to provide refuge for pedestrians. 

7.6 Pedestrian Improvements Within the Site 

The entirety of Riverwalk is designed to accommodate pedestrians, with linked walkways, paths, and 

sidewalks to permit access from one part of the project site to any other part. The following is a brief 

description of the pedestrian improvements that the project will construct: 

 SD River Pedestrian and Bicycle Path: A Class I pedestrian/bicycle path will be 

constructed on both sides of the San Diego River and will connect with multimodal paths 

on property east and west of Riverwalk. Sidewalks will also connect to the community-

wide pedestrian network. An existing golf cart tunnel will be utilized for pedestrian and 

bicycle access from the north to the south side of the trolley tracks. Figure 7–4 shows the 

proposed pedestrian circulation within the project site and Figure 7–5 shows the 

pedestrian network along the project frontages.  

 Pedestrian Bridges: The two (2) existing bridges across the San Diego River will 

function not only as a pedestrian link from the transportation center and urban core to the 

southern portions of Riverwalk, but also to activate the River Park. The travel way of the 

pedestrian bridges is approximately 11 feet in width. Paths will connect the pedestrian 

bridges to the river pathways, the various elements of the park system, and 

pedestrian/bicycle linkages to the development areas on both sides of the San Diego 

River. In addition to the two (2) existing bridges over the SD River, a new pedestrian 

bridge is proposed on Street J, north of Street P connecting to the Riverwalk trolley 

station. 
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 Pedestrian Tunnels: Two existing tunnels under the trolley tracks will be repurposed for 

use by pedestrians and bicyclists. The travel way of the tunnels is approximately eight) 

feet wide and ten feet high. The tunnels provide grade-separated pedestrian crossings of 

the trolley tracks  

 Sidewalks: All on-site roadways include sidewalks on both sides of the roadway (except 

Riverwalk Drive on the north side fronting the trolley tracks) and crosswalks on all 

approaches.  

 Open Space/Walkway: A 7-foot-wide open space/walkway for pedestrians is also 

proposed on the north side of the trolley tracks connecting Fashion Valley Road to the 

west end of the project site  

 

7.7 Pedestrian Design Elements  

The following is a brief description of the pedestrian design elements that are included as a part of 

the site design:   

 

Pedestrian Sidewalks/Pathways 

 The widths of pedestrian sidewalks located within a public street right-of-way shall be 

determined by the classification of the adjacent street and shall be separated from the street 

by a landscaped strip. The Riverwalk Specific Plan includes a range of fourteen- to 20-foot 

curb-to-property line distances for sidewalk and landscaping. 

 The widths of pedestrian paths which lie outside a public street right-of-way shall be no less 

than five feet wide and will include ADA compliant surface satisfactory to the City Engineer. 

 The Class I river pathway will be approximately 14 feet wide with 10 feet paved concrete 

surface, with two-foot shoulders on both sides. 

 The primary pedestrian paths shall have adequate security lighting and signage to provide for 

the safety of the users. 

 All pedestrian paths will provide adequate accommodations for disabled users. 

 Existing golf cart paths will be retained around the bridge areas; however, the remainder of 

the paths will be demolished.  

 

Pedestrian Access  

 Development oriented toward the river will be constructed to provide pedestrian access from 

public streets. 

 Active transportation internal circulation paths will be provided to minimize conflicts 

between pedestrians/bicyclists and automobile traffic.  
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Pedestrian Linkages 

 Safe and convenient pedestrian movement will be provided within, to, and from parking 

areas, as well as to surrounding existing commercial, residential, and office developments 

and the Mission Valley community-wide pedestrian and public transit systems. 

 Pedestrian paths will link the river bridges to the community-wide trail system. 

 The pedestrian path system will connect recreational uses to one another and link recreational 

areas to development areas. 

 Where residential, retail, recreational, and employment developments occur adjacent to open 

space parcels, pedestrian linkages will be provided from the development area to the 

designated pedestrian pathways or open space entries. 

 

Pedestrian Crossings and Intersections 

 Crosswalks will comply with the City’s design standards including directional curb ramps, 

pedestrian countdown timers, and continental (high-visibility) crosswalks. This will include 

upgrading crosswalks at all fronting intersections to the project  

 

7.8 Pedestrian Mobility Enhancements 

In addition to the above, the following pedestrian mobility enhancements will be considered where 

appropriate, satisfactory to the City Engineer: 

 

 Leading Pedestrian Intervals: Leading Pedestrian Intervals provide a “head-start” for 

pedestrians by advancing the “walk” sign and letting pedestrian and bicyclists to advance 

in the crosswalk to reduce conflicts with right turning vehicles. 

 

 Curb pop-outs or extensions: Curb extensions are a traffic calming measure to reduce 

vehicle speeds as the curbs are extended into the roadway to provide minimum travel lane 

widths. This, in turn, helps reduce pedestrian crossing distance and exposure. -Given the 

anticipated pedestrian activity in the Mixed-Use Core area, curb pop-outs are provided 

along Street D1 between Street A and Street M (see Figure 2-2).  

 

7.9 Pedestrian Improvement Recommendations 

The following pedestrian improvements will be constructed by the project, where appropriate 

satisfactory to the City Engineer: 

P-I-1: San Diego River Pathway 

 Construct bridges across the San Diego River to provide a new pedestrian connection 

between the north and south sides. This San Diego River pathway will be connected to 

the San Diego River Pathway on the northerly edge of the Town and Country Hotel.   
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P-I-2: Pedestrian Connections 

 Construct an open space /walkway to connect the west park to the existing Courtyards 

development to facilitate community access to/from the project site from the west.  

 

P-I-3: Pedestrian Curb Extensions 

 Install pedestrian curb extensions at the identified internal street intersections to reduce 

pedestrian crossing distances and slow vehicle speeds.    

 

P-I-4: Fashion Valley Road between Private Drive T and Hotel Circle North 

 Construct a 15ft parkway (6ft non-contiguous sidewalk and 9ft landscaped buffer) for 

approximately 2,170ft along this segment. 

 

P-I-5: Friars Road project frontage  

 Remove the existing sidewalk and construct a 23ft parkway (6ft non-contiguous sidewalk 

and 17ft landscaped buffer) for approximately 3,880ft along this segment. 

 

P-I-6: Hotel Circle North project frontage  

 Remove the existing sidewalk and construct a 14ft parkway (7ft non-contiguous sidewalk 

and 7ft landscaped buffer) for approximately 850ft along this segment. 

 

P-I-7: Friars Road / Goshen Street intersection 

 Install high visibility crosswalks on all the intersection legs with pedestrian crossings. 

 Install pedestrian countdown timers on all intersection legs with pedestrian crossings.  

 Consistent with the MVCP recommendations, lead pedestrian timing interval for the 

pedestrian crossing Friars Road should be considered. 

 

P-I-8: Friars Road / Via las Cumbres / Street F intersection 

 Install high visibility crosswalks at all the intersection legs with pedestrian crossings. 

 Install pedestrian countdown timers at all the intersection legs with pedestrian crossings.  

 Consistent with the MVCP recommendations, lead pedestrian timing interval for the 

pedestrian crossing Friars Road   should be considered. 

 

P-I-9: Friars Road / Street I intersection 

 Install high visibility crosswalks at all the intersection legs with pedestrian crossings. 

 Install pedestrian countdown timers at all the intersection legs with pedestrian crossings. 

 Consider installing leading pedestrian intervals for pedestrians crossing Friars Road. 
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P-I-10: Friars Road / Street M intersection  

 Install high visibility crosswalks at all the intersection legs with pedestrian crossings. 

 Consider installing pedestrian countdown timers at all the applicable intersection legs. 

with pedestrian crossings 

 Consider installing leading pedestrian intervals for pedestrians crossing Friars Road. 

 

P-I-11: Friars Road / Fashion Valley Road intersection  

 Install high visibility crosswalks at all the intersection legs with pedestrian crossings, if 

not already provided. 

 Install pedestrian countdown timers at all the intersection legs. 

 Consistent with the MVCP recommendations, lead pedestrian intervals should be 

considered on all legs. 

 

P-I-12: Fashion Valley Road / Riverwalk Drive intersection 

 Install high visibility crosswalks at all the intersection legs with pedestrian crossings. 

 Install pedestrian countdown timers at all the intersection legs. 

 Consistent with the MVCP recommendations, lead pedestrian intervals should be 

considered for pedestrians crossing Fashion Valley Road. 

 

P-I-13: Fashion Valley Road / Street U intersection 

 Install high visibility crosswalks at all the intersection legs with pedestrian crossings. 

 Install pedestrian countdown timers at all the intersection legs. 

 Consistent with the MVCP recommendations, lead pedestrian interval should be 

considered for pedestrians crossing Fashion Valley Road. 

 

P-I-14: Fashion Valley Road / Hotel Circle North intersection 

 Install high visibility crosswalks at all the intersection legs with pedestrian crossings. 

 Install pedestrian countdown timers at all the intersection legs. 

 Consistent with the MVCP recommendations, lead pedestrian interval should be 

considered for pedestrians crossing Fashion Valley Road. 

 

P-I-15: Hotel Circle North / I-8 WB Ramps / Street V intersection 

 As a part of a traffic signal installation by the proposed project at this intersection subject 

to Caltrans approval, install high visibility crosswalks at all the intersection legs with 

pedestrian crossings. 

 Install pedestrian countdown timers at all the intersection legs. 

 Consistent with the MVCP recommendations, lead pedestrian interval should be 

considered for pedestrians crossing Street V. 
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8.0  BICYCLE MOBILITY 

This section presents the bicycle network in the project study area and includes a bikeshed analysis 

to ensure the project provides the appropriate bicycle facilities. In addition, the section also 

summarizes recommended bike infrastructure projects proposed in the area based on the Mission 

Valley Community Plan Update – Mobility Technical Report (December 2018), City of San Diego 

Bicycle Master Plan (December 2013), San Diego Regional Bicycle Master Plan (April 2010) and 

Mission Valley Community Plan (September 2019).  Bicycle improvements that will be constructed 

by the project are also presented. 

8.1 Bicycle Facility Classifications 

There are four different existing and proposed bicycle facility classifications – Class I, Class II, 

Class III and Class IV as shown in Table 8–1.  

TABLE 8–1 
BICYCLE FACILITY CLASSIFICATIONS 

Class I refers to exclusive bike paths, also termed 

shared-use or multi-use paths, for exclusive use by 

bicyclists, pedestrians, and those using non-motorized 

modes of travel. 

They are 

physically 

separated from 

vehicular traffic 

and can be 

constructed in 

roadway right-

of-way or 

exclusive right-

of-way. Bike 

paths provide critical connections where roadways are 

absent or are not conducive to bicycle travel. 

Class II refers to bicycle lanes defined by pavement 

striping and signage used to allocate a portion of a 

roadway for 

bicycle travel. 

Bike lanes are 

one-way facilities 

on either side of a 

roadway. A 

painted buffer 

can separate 

bikes from 

vehicles or 

parking lanes. 

Green paint can identify conflict zones.  

Class III refers to bike routes that share use with motor 

vehicle traffic 

within the 

same travel 

lane., Bike 

routes are 

identified with 

signage and 

street 

markings 

known as 

“sharrows” or 

shared lane 

markings to delineate that the road is a shared-use 

facility. 

 

Class IV refers to a Cycle Track, which is a hybrid type 

bicycle facility 

that combines 

the experience 

of a separated 

path with the 

on-street 

infrastructure 

of a 

conventional 

bike lane. 

Cycle tracks 

are bikeways 

located in roadway right-of-way but separated from 

vehicle lanes by physical barriers, flexible posts, on-street 

parking curbs, or other objects. Cycle tracks provide for 

one-way or two-way bicycle travel and are exclusively for 

bicycle use. 

Class I Bike Path – along Riverwalk 

Drive 

Class II Bike Lane – along Friars Road 

Class IV Cycle Track – along Friars Road 

Class III Bike Route – along Camino De 

La Reina 
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8.2 Existing Bicycle Mobility 

A detailed bicycle network inventory was conducted for the surrounding study area. Table 8–2 

summarizes the existing and future bicycle classifications on the study street segments. Figure 8–1 

presents the existing bicycle network in the project study area. 

TABLE 8–2 
BICYCLE FACILITY 

Street Segment 
Existing  

Classification 

Future Classification 

per MVCP 

Friars Road   

Napa Street to Colusa Street Class II and Class IV3 Class II and Class IV2 

Colusa Street to Goshen Street Class II and Class IV3 Class II and Class IV2 

Goshen Street to Via las Cumbres Class II and Class IV3 Class II and Class IV2 

Via las Cumbres to Fashion Valley Road Class II4 Class II and Class IV2 

Fashion Valley Road to Via De La Moda  Class II Class IV1 

Via De La Moda to Avenida De Las Tiendas Class II Class IV1 

Avenida De La Tiendas to Ulric Street  Class II Class IV1 

Ulric Street to SR-163 NB Ramps Class II  Class II 

Hotel Circle North   

Hotel Circle Place to I-8 WB Ramps Class II Class IV2 

I-8 WB Ramps to Fashion Valley Road None Class IV2 

Fashion Valley Road to Camino De La Reina None Class IV2 

Camino de la Reina   

Hotel Circle North to Avenida del Rio  Class III Class IV2 

Avenida del Rio to Camino de la Siesta None Class I / Class II 

Taylor Street   

I-8 EB Ramps to Hotel Circle South Class II Class II 

Hotel Circle South to I-8 WB Hook Ramps None Class IV2 

Hotel Circle South   

Taylor Street to I-8 EB Ramps Class III Class IV2 

I-8 EB Ramps to Bachman Place Class II Class IV2 

Bachman Place to Camino de la Reina Class II Class IV2 

Fashion Valley Road   

Friars Road to Riverwalk Drive Class III Class IV2 

Riverwalk Drive to Hotel Circle North Class III Class IV2 

Footnotes: 

1. One-way cycle track. 

2. Two-way cycle track. 

3. Friars Road currently includes Class II bicycle lanes on both sides of the roadway. In addition, a Class IV two -way cycle 

track is provided on the south side. 

4. The cycle track terminates approximately 920 ft west of Fashion Valley Road 
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8.2.1 Existing Bicycle Activity 

Existing bicycle activity (from the Mission Valley Community Plan Update (MVCPU), Mobility 

Existing Conditions Report, June 2017) was documented at every intersection in the study area 

during the commuter AM/PM peak hours as shown in Appendix D. The average AM and PM bicycle 

activity level for the study area within ½ mile driving distance of the project was documented and 

every intersection was categorized as low activity, medium activity or high activity. For the purposes 

of this analysis, low activity was assumed as less than 5 bicyclists/hour, medium activity was 

assumed as 6-9 bicyclists/hour and high activity was assumed as greater than 10 bicyclists/hour. 

Figure 8–2 shows the existing bicycle activity in proximity of the Riverwalk project per these 

defined categories. 

As shown in Figure 8–2, the following intersections were observed as “medium” or “high” bicycle 

activity locations within ½ mile driving distance of the project area: 

 Linda Vista Road/ Via Las Cumbres 

 Friars Road / Goshen Street 

 Friars Road / Via De La Moda 

 Friars Road / Avenida De las Tiendas 

 Fashion Valley Road / Riverwalk Drive 

 Camino De La Reina / Avenida Del Rio 

 Hotel Circle North / I-8 WB Ramps 

 Hotel Circle North / Fashion Valley Road  

 Hotel Circle North / Camino De La Reina 

 

A subset of intersections from the above list that are on the Riverwalk project frontage were 

reviewed and bicycle improvements that will be constructed by the project are shown in Section 8.8.  

The existing bicycle activity in the MVCPU was also evaluated using the City of San Diego Bicycle 

Demand Model, US Census Bureau data, and peak period bicycle counts. Appendix D includes the 

Figure 4-4: Bicycle Demand Model (June 2017) from MVCPU Mobility Element ECR, June 2017. 

Along the frontage of the Riverwalk project site, the Bicycle Demand Model shows medium to high 

bicycle activity on Friars Road, Fashion Valley Road and Hotel Circle North. 

8.3 Bicycle Mobility Review 

8.3.1 Bikeshed Analysis 

In this study, a bikeshed analysis was conducted to evaluate bicycle connectivity in the vicinity of 

the project site. This analysis also identifies potential locations where providing bicycle access could 

improve project connectivity to surrounding area. 

The bikeshed analysis was performed by identifying all access points to / from the Riverwalk 

project. From each access point, areas outside the Riverwalk project site that could be reached by 

biking 1.0 mile (or approximately 10 minutes) were identified. Selected biking routes from each 
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access point consider the presence of bike routes, lanes, dedicated pathways, intersection crosswalks, 

bicycle/pedestrian bridges, etc. In this regard, while some areas are located within the one-mile 

buffer around the project site, they may not be reached by bike due to lack of facilities. A larger 

bikeshed area (bikeshed network) means higher connectivity between the project site and nearby 

areas. 

As shown in Figure 8–3 the Riverwalk project in general has good connectivity to the surrounding 

community.  

8.3.2 Bicycle Facility Quality 

Bicycle level of traffic stress (LTS) is a grading system to rate a transportation network's bicycling 

comfort. Developed at the Mineta Transportation Institute, bicycle Level of Traffic Stress (LTS) 

classifies the street network into categories according to the level of stress the environment causes 

cyclists. The assessment considers physical separation from vehicular traffic, vehicular traffic speeds 

along the roadway segment, number of travel lanes, and factors related to intersection approaches 

with dedicated right-turn lanes and unsignalized crossings. 

LTS scores range from 1 (lowest stress) to 4 (highest stress), and correspond to roadways offering 

varying quality environments to cyclists considering their stress tolerance. Each LTS classification is 

associated with a cyclist’s tolerance for traffic.  

In the Riverwalk project’s sphere of influence, the following roads were identified as LTS 3 and 4.  

 Friars Road – Class II bike lanes (LTS 4):  The segments of Class II bikes lanes on Friars 

Road are areas where bicyclists have to maneuver through high-speed through and 

turning traffic 

 Fashion Valley Road (LTS 4): There are no dedicated bike lanes on Fashion Valley Road 

and bicyclists currently have to share the road with vehicles. 

 Hotel Circle North between I-8 WB ramps and Fashion Valley Road (LTS 4):  There are 

no dedicated bike lanes on this segment of Hotel Circle North and bicyclists currently 

have to share the road with vehicles. 

 

Bike improvements along Friars Road, Fashion Valley Road and Hotel Circle North are proposed as 

a part of the project frontage improvements as shown in Section 8.8. With a Class IV cycle track on 

Fashion Valley Road and Class IV cycle track on Hotel Circle North as a part of the one-way 

couplet, the bicycle stress on these streets is expected to reduce to LTS-1 given the cycle track’s 

physical separation from vehicular traffic. 

 

8.4 Future Bicycle Mobility 

The implementation of a number of local improvements were reviewed based on information 

provided in the Mission Valley Plan Public Facilities Financing Plan (PFFP) – Fiscal Year 2013, 

Linda Vista  (PFFP) – Fiscal Year 2006, the Mission Valley Community Plan Update (2019), the 

2050 Regional Transportation Plan (RTP), the City of San Diego Bicycle Master Plan (2013) and 

https://transweb.sjsu.edu/research/low-stress-bicycling-and-network-connectivity
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San Diego Regional Bicycle Master Plan (2010). In addition, other approved developer bicycle 

improvements in the Mission Valley and Linda Vista Communities were also reviewed and 

identified. 

Table 8–3 shows the planned bicycle improvements that were reviewed.  
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TABLE 8–3 
PLANNED IMPROVEMENTS - BICYCLE 

Project Name Improvements Schedule/ Funding 

San Diego River Bicycle 

Improvements – Regional 

This improvement incudes a dedicated Class I 

path along the SD River from Voltaire Street in 

Mission Bay to SR 125 in Santee totaling 17.9 

miles.  

Design and construction is contingent 

on funding.  

San Diego River Bicycle 

Improvements – Local 

This project provides a dedicated Class I path 

along the SD River across Fashion Valley Mall 

frontage.  

This improvement is a condition of 

approval of the Town & Country 

Master Plan and Union Tribune 

projects. This improvement is 

expected to be complete by Year 

2020. 

Hotel Circle North 

widening to 4-lanes 

between Fashion Valley 

Road and Camino De La 

Reina 

This improvement proposes to widen Hotel Circle 

N. from Fashion Valley Road to Camino De La 

Reina and provide Class II bicycle lanes on both 

sides. 

This improvement is a condition of 

approval of the Town & Country 

Master Plan and is currently under 

construction. 

Camino De La Reina 

widening to 4-lanes 

This improvement includes the widening of 

Camino De La Reina to 4-lane Major between 

Hotel Circle North and Avenida Del Rio and 

provide Class II bicycle lanes on both sides.  

This improvement is a condition of 

approval of the Town and Country 

Master Plan (constructing Class II 

bicycle lanes), Union Tribune Master 

Plan and Alexan Fashion Valley 

projects. However, the MVCP 

recommends to maintain the existing 

classification of 2-lane Collector with 

center left turn lane and construct a 

Class IV two-way cycle track.       

Hotel Circle S. /  

I-8 EB Ramps Intersection 

Improvements  

This improvement includes the widening of Hotel 

Circle South to include Class II bicycle lanes both 

sides. 

This improvement is a condition of 

approval of the Legacy International 

Center project, which was recently 

opened.  

 

8.5 Bicycle Improvements 

8.5.1 Bicycle Improvements Along Fronting Streets 

To promote bicycle mobility, the project proposes to construct several bicycle improvements along 

all the major project fronting corridors of Friars Road, Fashion Valley Road and Hotel Circle North. 

The following is a brief description of the project bicycle improvements: 

Friars Road: The existing Class IV cycle track on Friars Road between Colusa Street and Street M 

will be reconstructed and the project will construct entrances into the Riverwalk project site at 

various points. The existing Class II buffered bike lanes on both sides of Friars Road between 

Colusa Street and Fashion Valley Road will remain. 

 

Fashion Valley Road: Consistent with MVCP Bicycle Plan, the project will construct a two-way 

Class IV Cycle Track on the west side of Fashion Valley Road between Riverwalk Drive and Hotel 
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Circle North along the project frontage and a southbound Class II bike lane between Private Drive T 

and Riverwalk Drive. A Class III bike route will be designated along southbound Fashion Valley 

Road for portions that are not along Riverwalk project frontage (which is approximately 660 ft).   

Hotel Circle North: Currently, Hotel Circle North along the project frontage includes no bike lanes. 

Consistent with the MVCP Bicycle Plan, the project will construct a two-way Class IV Cycle track 

on the north side of Hotel Circle North between Fashion Valley Road and I-8 WB Ramps. This 

assumes a one-way couplet is implemented on Hotel Circle North and Hotel Circle South per the 

MVCP.  

Street U: Consistent with the MVCP, the project will construct a two-way Class IV cycle track on 

the north side of Street U between Fashion Valley Road and Street V.  

Street V: The project will construct buffered Class II bicycle lanes on Street V between Hotel Circle 

North and Street U.  

8.6 Bicycle Improvements within the Site 

The project site design incorporates green street principles and elements that prioritize bicycle travel 

and encourage non-vehicular movement. A continuous pedestrian and bike path will be located on 

both sides of the San Diego River and will connect with pedestrian/bike paths on property east and 

west of the site.  

 

Bike facilities will link employment, residential, retail, and open space areas within Riverwalk, as 

well as to the community-wide bikeway system. Because bicycle facilities will connect with the 

City-wide system, a cyclist will be able to ride through and then beyond Riverwalk.  

 

The following is a brief description of the various internal streets and project bicycle improvements: 

 Street F, which is one of major project driveways (located on the south leg of the Via Las 

Cumbres intersection) off Friars Road, will include buffered Class II bike lanes on both 

sides. This will ensure bike connectivity between the major arterial (i.e. Friars Road) and 

appropriate entry into the Riverwalk project site for the bicyclists. 

 Street I, the primary project driveway off Friars Road that would serve the Riverwalk 

Transit Center, will include buffered Class II bike lanes on both sides. This will ensure a 

direct bike connection between the major arterial (i.e. Friars Road) and the Riverwalk 

transit station.  

 Streets D and E, the east-west on-site road, which parallels Friars Road and Riverwalk 

Drive will include Class II bicycle lanes between Street A and Street M.  

 Street M, the easterly project driveway, will include buffered Class II bike lanes on both 

sides. This provides a north-south connection on the Riverwalk project site to connect to 

the northerly Class I San Diego River Trail.  
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 The north-south linear park space (Section II and JJ) will include a Class I bike path on the 

west side of the linear park, labeled on Figure 2–5 This linear park design allows only 

pedestrian and bicycle travel. No vehicular traffic is allowed on the north-south linear park.  

 The project also proposes a San Diego River Class I path, which is designed on the north of 

the SD River in the River Park area. The northerly path is proposed between the buildings 

(south of the tracks) and the SD River. The northerly Class I path connects to Riverwalk 

Drive at the easterly end and terminates at the westerly pedestrian/bikeway bridge for future 

extensions as future projects develop to complete the connection to Mission Bay. The two 

existing bridges will provide pedestrian and bicycle connectivity between the two SD River 

paths. 

 A Class I bicycle path is also proposed on the linear park space connecting Friars Road to the 

northerly Class I San Diego River path.  The bicycle path will provide street access to the 

San Diego River with a tunnel under the trolley tracks. In addition to the San Diego River 

path, two additional Class I bicycle paths are proposed on the north side of the River as well. 

On the western edge of the project site, a north-south Class I path (west of Street A) is 

proposed to connect Friars Road to Street D. A second east-west Class I path is proposed at 

the northwest corner of Fashion Valley Road / Riverwalk Drive intersection to provide 

bicycle connectivity between Friars Road and Fashion Valley Road and will provide 

connection to the San Diego River Class I path.  

 

Figure 8–4 shows the project on-site bicycle circulation. 

8.7 Bicycle Design Elements  

The following is a brief description of the bicycle design elements included as a part of the site 

design:   

 

Bikeway Design 

A minimum two-foot horizontal and a minimum eight-foot vertical clearance to obstructions  

 All bikeways shall have adequate lighting and signage.  

 

 Commercial and residential buildings shall provide secure bike racks in well-lit areas to 

encourage bicycle use. 

 

 Bicycle lockers/racks, personal lockers, showers, and changing facilities shall be provided 

throughout the site in order to promote the use of bicycles and bikeways by employees. 

 

 All other private drives within Riverwalk will be signed “bikeways” shared with motor 

vehicles with no specially marked lane. Widths of routes vary based on vehicular traffic, road 

conditions, etc. Class I paths are proposed to connect both sides of the San Diego River to 

connect the River Park open space areas via the pedestrian bridges. 

8.8 Bicycle Improvement Recommendations  

The following bicycle improvements will be implemented by the project: 
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B-I-1: San Diego River Class I Path  

 Install a Class I path along the San Diego River within the Riverwalk project site to 

construct a portion of the San Diego River Bike Path. Provide bridges to facilitate bicycle 

crossing across the SD River to connect northbound and southbound bicycle travel.   

 

B-I-2: Friars Road between Colusa Street and Fashion Valley Road  

 Remove the existing Class IV cycle track on Friars Road and install a new Class IV cycle 

track between Colusa Street and easterly property line on Friars Road. The Class IV cycle 

track will terminate into a Class I bike path, east of Street M providing bicycle 

connectivity between Friars Road and Fashion Valley Road.  

 Consistent with City of San Diego roadway striping standards, install colored green 

pavement in areas of conflict as applicable to increase the visibility of the facility, 

identify potential areas of conflict, and reinforce priority to bicyclists in conflict areas. 

 

B-I-3: Friars Road between Colusa Street and Street M  

 Install bicycle crossing markings through the intersections to safely guide bicyclists. This 

would increase the visibility of the facility, identifies potential areas of conflict, and 

reinforces priority to bicyclists in conflict areas. 

 

 B-I-4: Fashion Valley Road between Private Drive T and Hotel Circle North  

 Install a southbound Class II bicycle lane between Private Drive T and Riverwalk Drive 

and provide a Class III sharrow marking on northbound Fashion Valley Road between 

Riverwalk Drive and Friars Road. 

 Install a two-way Class IV Cycle track on the west side of Fashion Valley Road between 

Riverwalk Drive and Hotel Circle North.  

 Consistent with City of San Diego roadway striping standards, install colored green 

pavement in conflict areas as applicable to increase the visibility of the facility, , and 

reinforces priority to bicyclists in conflict areas. 

 

B-I-5: Hotel Circle North between I-8 WB Ramps and Fashion Valley Road  

 Install a two-way Class IV Cycle track on the north side of Hotel Circle North between 

Fashion Valley Road and I-8 WB Ramps. 

 Consistent with City of San Diego roadway striping standards, install colored green 

pavement in conflict areas as applicable to increase the visibility of the facility, and 

reinforces priority to bicyclists in conflict areas. 
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B-I-6:  Street U between Fashion Valley Road and Street V  

 Install a two-way Class IV two-way cycle track on Street U between Fashion Valley 

Road and Street V.  

 Consistent with City of San Diego roadway striping standards, install colored green 

pavement in conflict areas as applicable to increase the visibility of the facility, and 

reinforces priority to bicyclists in conflict areas. 

 

B-I-7:  Street V between Hotel Circle North and Street U  

 Install Class II buffered bike lanes on Street V between Hotel Circle North and Street U.  

 Consistent with City of San Diego roadway striping standards, install colored green 

pavement in conflict areas as applicable to increase the visibility of the facility, and 

reinforces priority to bicyclists in conflict areas. 
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9.0 TRANSIT MOBILITY 

This section presents the existing and future transit conditions in the project study area. 

 

9.1 Light Rail 

Regional light rail transit service in the project 

study area is provided by the MTS Trolley Green 

Line, which runs between Santee and Downtown 

San Diego. The intermediate stops include 

Alvarado Medical Center, San Diego State 

University (SDSU), Fashion Valley, Mission 

Valley Center, Linda Vista, Old Town and 

Convention Center. There are 7 stations within the 

Mission Valley community located at Mission 

San Diego, Qualcomm Stadium, Fenton Parkway, 

Rio Vista, Mission Valley Center, Hazard Center, 

and Fashion Valley. The Green Line covers 23.6 

miles, with 15-minute service Mondays through 

Saturdays and 30-minute service during the late-

evenings, weekend mornings, and Sundays. The 

Green Line serves a total of 27 stations.  

The MTS Green Line Trolley will provide 

connection to the MTS Blue Line Trolley 

extension project (the Mid Coast Project). 

Currently, the Mid Coast project is under construction and will provide light-rail service between 

Old Town and the University Town Center (UTC) area such as the UTC mall and the University of 

California – San Diego. This trolley line is expected to be operational in late 2021, which is prior to 

the proposed project’s opening day. 

Within the Mission Valley community, the trolley Green Line tracks run parallel to Friars Road and 

the San Diego River. Within walking distance from a portion of Riverwalk project site, the Fashion 

Valley Transit Center serves as a convergence point for the Green Line Trolley and seven bus routes, 

including Route 6, 20, 25, 41, 88, 120, and 928. Access to the Fashion Valley Transit Center is 

provided via the local roadway network, dedicated transit center parking (63 spaces), the San Diego 

River Trail, and a pedestrian bridge crossing the San Diego River. Transfers between the Trolley and 

bus routes are possible at other locations as well. Figure 9–1 shows the existing transit network.  
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9.2 Bus Service 

Bus service is provided by the 

Metropolitan Transit System (MTS). The 

bus routes serving in the immediate 

project area include MTS Routes 6, 20, 

25, 41, 88, 120 and 928. A description of 

each of these routes is given below. 

Appendix E includes the timetable of 

these bus routes. 

Route 6 runs between Mission Valley 

(Fashion Valley Transit Station) to North 

Park (30th St. and University Avenue). 

The route runs along Camino De la Reina, 

Qualcomm Way, Texas Street, and El 

Cajon Boulevard to North Park. There are a total of nineteen (19) stops along this route. Weekday 

service begins at 6:01 AM with 15-minute headways and ends at 11:25 PM. Saturday service beings 

at 6:34 AM with 30-minute headways and ends at 10:25 PM. Sunday service begins at 9:37 AM with 

30-minute headways and ends at 8:31 PM. 

 

 

Route 20 is an Express Bus Service that runs from Rancho 

Bernardo Transit Station to Downtown San Diego. The route 

runs along Camino Del Norte, Interstate 15 (I-15), Carmel 

Mountain Road, Black Mountain Road, Kearny Villa Road, 

and State Route 163. There are thirty-eight (38) stops along 

this route, including the Fashion Valley Transit Center. 

Weekday service begins at 5:13 AM with 15-minute headways 

and ends at 10:17 PM. Saturday service begins at 5:41 AM 

with 30-minute headways and ends at 9:17 PM. Sunday 

service begins at 5:41 AM with 1-hour headways and ends at 

8:49 PM. 

Route 6 

Route 20 
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Route 25 runs from Fashion Valley to Kearny Mesa. The 

route runs along Clairemont Mesa Boulevard, Santo 

Road, Aero Drive, Kearny Villa Drive, Genesee Avenue, 

Ulric Street, and Friars Road. There is a total of thirty 

(30) stops along this route including destinations to 

Linda Vista Park and Recreation Center, Stone Crest 

Plaza, and Sharp Hospital. This route runs on weekdays 

starting at 6:30 AM with 1-hour headways and ends at 

6:51 PM. No weekend service is provided. 

Route 928 runs from Fashion Valley to Kearny Mesa. 

The route runs along Clairemont Mesa Boulevard, 

Ruffin Road, Aero Drive, Murray Ridge Road, Mission 

Center Road, and Friars Road. There is a total of thirty-

three (33) stops along this route including destinations to 

Hazard Center and Stone Crest Plaza. Weekday service begins at 4:47 AM with 30-minute headways 

and ends at 9:24 PM. Saturday service begins at 8:30 AM with 1-hour headways and ends at 6:29 

PM.  Sunday service begins at 6:30 AM with 1-hour headways and ends at 9:27 PM. 

Route 41 runs from Fashion Valley to UCSD. The route runs along La Jolla Village Drive, Genesee 

Avenue, State Route 163, and Fashion Valley Road. There 

is a total of thirty-four (34) stops including destinations to 

Costa Verde Center, Fashion Valley Mall, Genesee Plaza, 

Mesa College, and Westfield UTC. Weekday service 

begins at 5:21 AM with 15-minute headway and ends at 

11:41 PM. Weekend service is available from Fashion 

Valley to UTC Transit Center. Saturday service begins at 

6:07 AM with 30-minute headways and ends at 10:36 PM. 

Sunday service begins at 6:27 AM with 30-minute 

headways and ends at 9:53 PM. 

Route 41 

Route 25 

Route 928 
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Route 88 runs from Old Town to 

Fashion Valley Transit Center via 

Hotel Circle. There is a total of 

thirteen (13) stops along this route. 

Weekday and Saturday service 

begin at 5:55 AM with 30-minute 

headways and ends at 9:21 PM. 

Saturday service begins at 5:40 

AM with 30-minute headways and 

ends at 8:37 PM. No Sunday 

service is provided. 

Route 120 runs from Downtown (4th Avenue and Broadway) 

to Kearny Mesa The route runs along Kearny Mesa Road, 

Linda Vista Road, Ulric Street, Friars Road, Fashion Valley 

Road, State Route 163, and Fourth Avenue. There is a total 

of thirty-two (32) stops including destinations to Fashion 

Valley Mall, Horton Plaza, Sharp and Children’s Hospitals, 

Kearny Mesa Courthouse, and Juvenile Hall. Weekday 

service begins at 4:59 AM with 15-minute headways and 

ends at 11:54 PM. Weekend service begins at 5:43 AM on 

Saturdays with 30-minute headways and ends at 10:33 AM. 

Sunday service begins at 6:13 AM on Sundays with 30-

minute headways and ends at 9:59 PM. 

 

Route 120 

Route 88 
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9.2.1 Bus Stop Amenities 

Table 9–1 summarizes the existing transit stops within a ½ mile distance from the project’s access 

points and the amenities currently provided at each stop.  

 

TABLE 9–1 
EXISTING TRANSIT STOP AMENITIES 

Location Stop ID 

Amenities 

S
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Friars Rd & Avenida De Las Tiendas 13389 Yes Yes Yes Yes Yes Yes Yes 

Friars Rd & Via De La Moda 13390 Yes Yes Yes Yes Yes Yes Yes 

Fashion Valley Rd & Friars Rd 11995 No No No Yes No No Yes 

Fashion Valley Rd & Friars Rd 12400 No Yes No Yes No No Yes 

Fashion Valley Transit Center Multiple Yes Yes Yes Yes Yes Yes Yes 

Fashion Valley Road & Hotel Circle North 11623 No Yes No Yes No No Yes 

Fashion Valley Road & Hotel Circle North 11225 No Yes No Yes No No Yes 

Hotel Circle North & 1650 13096 No No No Yes No No Yes 

Hotel Circle North & 1550 13067 No Yes No Yes No No Yes 

Hotel Circle North & 950 13098 No Yes Yes Yes No No Yes 

Hotel Circle North & Camino De La Reina 99379 No Yes No Yes No No No 

Hotel Circle South & Bachman Place 13034 No Yes No Yes No No Yes 

Hotel Circle South & Bachman Place 13510 No No No Yes No No No 

General Notes: 

a. Bold indicates the bus stop located on project frontage.  
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9.3 Riverwalk Trolley Station 

The Riverwalk project will construct a new trolley station within the project site to promote transit 

mobility for all site users as well as residents in the neighboring communities. Figure 9–2 shows the 

walkshed buffer from the existing Fashion Valley Transit Center. Figure 9–3 shows the walkshed 

buffer from the existing Fashion Valley Transit Center and the proposed Riverwalk Transit Station. 

The new transit stop is proposed to be located at the intersection of Street J and Riverwalk Drive, 

which was selected based upon MTS criteria relative to the separation between existing trolley 

stations (approximately the mid-point between Linda Vista / Morena Station and Fashion Valley 

Transit Center stops).  

It is also important to note that a trolley station at the project site was envisioned as a part of the 

Levi-Cushman Specific Plan. Furthermore, based on past discussions with SANDAG staff, it is 

understood that the proposed trolley station is also a part of the Regional Transportation Plan (RTP) 

as evidenced by its inclusion in the Regionwide Traffic Forecasting Models (SANDAG Series 12 

and 13) and its subsequent inclusion in the Mission Valley Community Plan Update project.  

A few notable design elements of the transit station include: 

 The trolley stop will serve as a mobility center and will provide access to and from the 

trolley, and paths, trails, and sidewalks that serve the neighborhood and the region. The 

facility will include bicycle lockers/racks and rentals, automobile drop-off/pick-up and, 

rideshare. The transit stop will be architecturally and functionally integrated into the 

design of the community. The Riverwalk project site design also proposes to 

accommodate future bus services to access the site. 

 The plaza area adjoining the trolley stop will incorporate landscaping, kiosks, ticket 

booths, etc. 

 Shared parking for both site users and transit riders will be provided in the Mixed-Use 

core area.  

 Providing pedestrian walkways from the trolley stop to high activity areas such as Friars 

Road, commercial uses, and the River Park will increase use of the facilities. 

Considerations include reasonable walking distances, tree-shaded walks, etc. 

 

9.3.1 Trolley Ridership Projections 

Trolley ridership projections at the Riverwalk station were obtained as a part of the Mission Valley 

Community Plan (MVCP) project. The forecast traffic model (Series 13) that was used for the 

MVCP includes the buildout of the Mission Valley community, which also included the subject 

Riverwalk project.   

 

The ridership projections, which includes boarding’s and alighting’s, were provided by City 

Planning Department staff from the Series 13 model.  Table 9–1 shows the ridership projections at 

the Riverwalk station. 
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TABLE 9–1 
YEAR 2050 TROLLEY RIDERSHIP PROJECTIONS 

Station 

Weekday 

Daily 

Boardingsa 

Weekday 

Daily 

Alightingsb 

Total Weekday 

Daily Ridershipc 

Fashion Valley Transit Center 2,995 2,349 5,344 

Riverwalk Station  1,420 1,314 2,734 

Morena / Linda Vista Station 1,739 1,777 3,516 

Footnotes: 

a. Weekday daily boarding’s include boarding’s from both eastbound and westbound travel.  
b. Weekday daily alighting’s include alighting’s from both eastbound and westbound travel.  
c. Total Ridership = Daily boarding’s + Daily alighting’s. 

 

As shown in Table 9–1, the weekday daily ridership at the Riverwalk station is projected as 2,734 

passengers.  The Riverwalk station is calculated to handle approximately 78% of the trolley traffic at 

the Morena / Linda Vista station and 52% of the projected trolley traffic at Fashion Valley Center 

trolley stop. 

 

The projected ridership at the Riverwalk station was also compared with the existing ridership at 

other Mission Valley stations. Table 9–2 shows the existing ridership at eight (8) trolley stations in 

Mission Valley. 

TABLE 9–2 
EXISTING TROLLEY RIDERSHIP COMPARISON 

Station 

Weekday 

Daily 

Boardingsa 

Weekday 

Daily 

Alightingsb 

Total Weekday 

Daily Ridership 

Mission San Diego Station 480 417 897 

Qualcomm Stadium 264 247 511 

Fenton Parkway Station 700 695 1,395 

Rio Vista Station  686 657 1,343 

Mission Valley Center Station 1,099 1,111 2,210 

Hazard Center Station 916 926 1,842 

Fashion Valley Transit Center 2,908 3,145 6,048 

Morena / Linda Vista Station 1,016 938 1,954 

Footnotes: 

a. Weekday daily boarding’s referenced from FY 2014 Passenger Counting Program obtained from 

Mission Valley Community Plan Update Existing Conditions Report. This includes both eastbound and 

westbound travel. 
b. Weekday daily alighting’s referenced from FY 2014 Passenger Counting Program obtained from 

Mission Valley Community Plan Update Existing Conditions Report. This includes both eastbound and 

westbound travel. 
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9.4 Transit Improvement Recommendations 

The following transit access improvements will be provided by the project:   

T-I-1 Transit Priority Signals  

 Coordinate with SANDAG, City of San Diego and MTS to review opportunities to 

incorporate Transit Signal Priority system as a part of the Intelligent Transportation 

System improvements to reduce travel times for the MTS buses along Friars Road, 

Fashion Valley Road and Hotel Circle North. 

 As a part of the project frontage improvements, at the existing bus stop on Fashion Valley 

Road and Hotel Circle North (Stop Id 11623), the project will add a shelter, trash 

receptacle, maps/way finding signs and lighting.   

 Coordinate with SANDAG and MTS on the accommodation for future MTS buses on the 

project site as a part of the future Riverwalk trolley station. 
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10.0 INTELLIGENT TRANSPORTATION SYSTEMS (ITS) 

Achieving optimal and sustainable mobility for different modes of transportation requires a 

comprehensive traffic signal system that utilizes a variety of operations and Intelligent 

Transportation Systems (ITS) technologies. The use of ITS can provide many benefits to a mobility 

network, including improved travel time, providing transit bypass methods, helping relay valuable 

traffic-related information to vehicular and non-vehicular / emergency users, and providing guidance 

to key destinations. Some ITS applications include:  

 Traffic Signal Coordination 

 Emergency Vehicle Preemption (EVP) 

 Transit Signal Priority (TSP) 

 Adaptive Signal Control 

 Grade crossing preemption 

 

Each application is discussed in detail in the following section. 

 

10.1 ITS Applications 

10.1.1 Traffic Signal Coordination 

Coordinated traffic signals are an example of an ITS strategy that helps improve roadway operations 

and can be found in the Mission Valley community. Traffic signals have coordinated timing plans 

and information is relayed between traffic signals in real-time. The traffic signals typically 

communicate using underground copper or fiber optic interconnects. Having traffic signals 

coordinated helps to maximize the efficiency of the traffic signal system on that roadway.  

The following corridors currently have traffic signal coordination: 

 Friars Road 

 Mission Center Road 

 Qualcomm Way 

 

10.1.2 Emergency Vehicle Preemption (EVP) 

Emergency Vehicle Preemption technology is utilized to override signal operations and provide 

priority to approaching emergency responders. Standard intersection signal design includes the EVP. 

10.1.3 Transit signal priority (TSP) 

Transit Signal Priority is an ITS strategy that allows public transit vehicles, such as an MTS bus, to 

communicate with traffic signals to advance transition to a green phase for its approach. Objectives 

of TSP include improved schedule adherence and improved transit time efficiency while minimizing 

impacts to normal traffic operations. The TSP is implemented as a module as a part of the Adaptive 

Traffics Control System (ATCS). 
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Given the additional development by the Riverwalk project and the Community Plan, MTS buses, 

especially Rapid and Express Bus services (Bus Routes 20, 120,) to Downtown would benefit from 

the installation of TSP’s along the major arterials in the Mission Valley Community such as Friars 

Road, Fashion Valley Road and Hotel Circle North. 

10.1.4 Adaptive Signal Control  

Inefficient traffic signal timing can contribute to traffic congestion and delay. Conventional signal 

control technology uses pre-programmed signal timing schedules which are optimized for “typical” 

conditions.  When conditions differ somewhat from these “typical” conditions, inefficiency can 

occur and unnecessary delay results. An Adaptive Traffic Control System (ATCS) is a traffic 

management strategy in which traffic signal timing changes, or adapts, based on actual real-time 

traffic demand. This is accomplished using an adaptive traffic control system consisting of both 

hardware and software. Adaptive traffic signals or “Smart” traffic signals communicate with each 

other and dynamically adjust signal timings, memorize traffic patterns, and can improve traffic flow 

and reduce vehicle stops, especially in less than saturated traffic conditions.  

 

The City of San Diego has already implemented adaptive traffic signals on several corridors 

including Rosecrans Street, Mira Mesa Boulevard, Lusk Boulevard, Friars Road, La Jolla Parkway 

and Vista Sorrento Parkway. In 2014, City officials created a $163 million, 10-year master plan to 

install modern traffic signal timing and communication systems and other ITS strategies that combat 

gridlock. Additional information on adaptive signals is contained in Appendix F. Currently, in the 

Riverwalk project vicinity, Adaptive Signals are in operation at intersections on Friars Road at the 

Avenida De Las Tiendas and Via De La Moda intersections; however, given the buildout of the 

Community and the associated increase in traffic, several corridors such as Friars Road and Fashion 

Valley Road might be candidates for ATCS.  

 

10.1.5 Grade Crossing Preemption 

Signal operations at intersections with light-rail crossings involve complex signal timing that 

accommodates non‐conflicting movements of traffic. The Riverwalk project propose a new trolley 

station and an extension of Riverwalk Drive to the west. The project proposes a grade separated 

crossing at Riverwalk Drive and Street I / Street J and an at-grade crossing at Street O / Riverwalk 

Drive intersection. The at-grade crossing at the Street O will include grade crossing preemption 

infrastructure to ensure smooth and safe access for all travel modes and will be designed per 

California Public Utilities Commission (CPUC) and MTS requirements and standards. 

10.2 ITS Communication Systems 

The communication system is an integral part of ITS functionality and effectiveness. ITS 

communication occurs between traffic signals, transit / emergency vehicle preemptions and the 

City’s Traffic Management Center (TMC). Per the 2014 Traffic Signal Communications Master 

Plan, communication deficiencies were identified on Fashion Valley Road, Hotel Circle North, Hotel 

Circle South and Camino De La Reina at the following locations:  
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 Fashion Valley Road / Riverwalk Drive 

 Fashion Valley Road / Hotel Circle North 

 Hotel Circle North / Camino De La Reina 

 Hotel Circle South / Bachman Place 

 Camino De La Reina / Avenida Del Rio 

 Camino De La Reina / Camino De La Siesta 

 

The communication systems along a subset of these intersections that are along the Friars Road, 

Fashion Valley Road and Hotel Circle North are proposed to be improved as discussed in Section 

10.4 below. 

10.3 MVCP ITS Policies 

The MVCP includes ITS policies to improve mobility in Mission Valley. The two policies are ITS-1 

and ITS-2: 

ITS-1: New development should carefully evaluate Intelligent Transportation Systems (ITS) 

improvements, such as Adaptive Signals and improved coordination technologies and determine if 

they are feasible and suitable. 

ITS-2:  New development should coordinate with the City’s Transportation and Storm Water 

Department and Development Services Department to identify opportunities to incorporate ITS 

technologies as a means to improve transportation efficiency.      

Consistent with the MVCP policies and recommendations, the Riverwalk project proposes to 

implement Adaptive Signals with Transit Signal Priority to improve mobility in Mission Valley per 

the recommendations below.    

10.4 ITS Improvement Recommendations 

Several Intelligent Transportation Systems (ITS) strategies were reviewed including traffic signal 

coordination, EVP, detectors, Adaptive Traffic Control, and Transit Signal Priority for MTS bus 

service.   

Based on discussions with the City of San Diego traffic operations group, the Riverwalk project 

would implement Adaptive Traffic Signal Control and upgrade the communication deficiencies as 

on these major corridors: 

 Friars Road – Sea World Drive to Frazee Road  

 Fashion Valley Road – Friars Road to Hotel Circle North 

 Hotel Circle North – I-8 WB Ramps to Fashion Valley Road 

 

In addition, as a part of the adaptive traffic signal system, Transit Signal Priority features are 

included on the below corridors to improve transit performance: 
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 Friars Road – SR 163 to Fashion Valley Road 

 Fashion Valley Road – Friars Road to Hotel Circle North 

 Street U and Street V 

 

Implementation of ITS strategies will be according to the City of San Diego and Caltrans 

requirements and will require communications upgrades, (which may include wireless, fiber optic, 

cellular modem, communication hub or other pertinent items as needed) between the traffic signals, 

upgrades to vehicle detection and system implementation at the controller cabinets. Remote link to 

the City and Caltrans’ Traffic Management Center (TMC) may also be required.  
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11.0 TRANSPORTATION DEMAND MANAGEMENT (TDM) PROGRAM 

Transportation Demand Management (TDM) plans are comprised of measures, to encourage 

residents and employees to use alternative forms of transportation other than single occupancy 

vehicles. The goal of these plans is to reduce and/or remove single occupancy vehicle trips out of the 

peak hours, thereby relieving traffic congestion. A detailed description of the project’s TDM 

measures is provided below. 

11.1 Project TDM Measures  

The Project TDM measures can be broadly categorized as follows: 

  Management - measures in place to ensure the smooth running of a TDM plan such as a 

dedicated transportation coordinator 

  Education - measures intended to inform stakeholders and users about the existence and 

importance of a TDM plan as well as how it fits with their everyday lives 

 Promotion - measures necessary to provide reinforcement and reminders of the availability of 

TDM opportunities 

 Employee Incentives- measures intended to encourage stakeholder/employee use of TDM  

 Active Measures - measures which directly reduce travel during the peak hour 

 Parking - measures intended to disincentivize Single Occupancy Vehicle (SOV) travel 

through paid parking  

  
This project TDM measures include the following: 

Transit Station: 

 The project will construct a new MTS Trolley Stop in the Mixed-Use Core of the 

project.  The new trolley stop is proposed to be located at the intersection of Street J 

and Riverwalk Drive to promote transit mobility for all site users as well as residents 

in the neighboring communities and would be constructed at 3,386 EDU’s (at the 

beginning of Phase II) . 

 

Mobility Hub at the Transit Station 

 The project will construct a Mobility Hub in conjunction with the new Riverwalk 

Trolley Station.  The hub will provide for multi-modal connectivity with space for 

private vehicle drop-off, rideshare services, dockless bike and scooter sharing and 

intra-project shuttle services.  The community serving retail use proposed within the 

Mixed-Use Core will be conveniently located within walking distance to the Mobility 

Hub patrons. A bike repair station is also proposed as a part of Mobility Hub.  
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Transit, Subsidies 

 The project will provide transit subsidies to both residents and employees. For 

residents, the project will provide a 25% subsidy. The subsidy value will be limited to 

the equivalent value of 25% of the cost of an MTS “Regional Adult Monthly/30-Day 

Pass” (currently $72 for a subsidy value of $18 per month). Subsidies will be 

available on a per unit basis to residential tenants and will be offered from the 

completion of the first dwelling unit until ten years after the opening of the Riverwalk 

Transit Station.  The subsidy will be required of office and retail tenant employees as 

a lease condition. 

 

Last Mile Transportation Options (one of the following at Owner’s Discretion): 

 Up to one shuttle vehicle serving up to 12 passengers.  The shuttle will serve to 

connect office uses south of the river to the mobility hub at the Riverwalk Transit 

Station.  Additionally, the shuttle will connect to the Fashion Valley Transit Center.  

The shuttle will be implemented upon construction of Riverwalk Phase 3 (south of 

the river).  Hours of operation will be from 6:00 AM to 6:00 PM. 

 As an alternative, an Autonomous Transportation Service Option may be 

implemented serving the same equivalent number of passengers via one or multiple 

vehicles and running during the same hours of operations and same conditions as 

above. 

 As an alternative, on-demand Rideshare services may be utilized to serve the same 

goal via discount codes based on agreements between the employer and rideshare 

company which enable office tenants to reach the same destinations outlined above 

during the same hours of operation. 

 

Active Transportation 

 The project will construct bicycle facilities which include a combination of Class I 

paths, Class II buffered bike lanes and Class IV cycle tracks.  

 The project will construct the San Diego River pathway within the site.  

 

Marketing and Information 

 The project will install Transit Boards in the office and residential lobbies 

 The project will participate in the SANDAG iCommute Program (to be 

implemented through a lease provision) 

 The project will provide SANDAG/MTS Information at Leasing Centers 

 

Onsite Ride-Sharing, Car-Sharing and Bike or Scooter-Sharing Services 

 The project will coordinate with ride-sharing services such as Uber, Lyft; car-

sharing service providers such as Zip Car, Car2Go etc. and other providers for 

bike and scooter sharing on the project site and incentivize their use. The project 

will incorporate pick-up/drop-off zones into the site design to accommodate these 

ride-sharing services. 
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Curb Planning for Shared Mobility Vehicles 

 As a part of the project site design, the project will implement curb management 

to accommodate shared bicycles, shared scooters and drop-off zones at private 

drives.  

 

Parking Management Plan 

 The project will implement unbundled Parking for Residential 

 The project will implement paid parking for Retail Uses and Visitors to 

Residential 

 

Access to Services That Reduce The Need To Drive 

 The project is a mixed-use development that will include retail services. 

 

  

 




