The Navy office uses for Alternative D would be located in either the Business Core or the City
College subareas. Office uses are designated through a large portion of these subareas, although
more intensive office uses such as the offsite Navy office would generally be mere compatible in
the Business Core, where urban design guidelines suggest FARs of approximately 6, versus 3 i0
4 in the City College area. The Business Core has extended into the College Subarea, and this
is recognized by the 1989 Concept Plan.

Alternative C would be generally compatible with the Columbia Subarea, as it focuses Navy uses
on Blocks 1 and 2 and replaces Navy uses on Blocks 3 and 4 with waterfront-oriented uses. This
alternative would be beneficial with respect to achieving certain goals of the Columbia Subarza.
Howevez, this alternative would not be compatible with the goal of providing a plaza along
Broadway, and would, therefore, conflict with a locally adopted land use goal. Although this
would not be a change from existing conditions, the goals were created to guide future
development of the site. Therefore, this alternative would result in a significant effect related to
inconsistency with a locally adopted land use goal

Alternative E would be similarly incompatible with the goal of providing a plaza along Broadway.
This alternative would not meet other expressed goals of the Columbia Subarea since it would
limit public access between the downtown core and the waterfront by locating parking lots on the
eastern half of Blocks 1, 2, and 3, plus all of Block 4. Thus, this alternative would not be

* compatible with the stated goals of the Columbia Subarea, and would create a significant impact

related to inconsistency with a locally adopted land use goal.

Alternative G would not implement any of the stated goals of the Columbia Subarea. However,
because no new development is proposed with this alternative, local land use goals would not be
applicable. Therefore, no impact would result from this alternative.

Redevelopment Plan Compatibility

The development of Blocks 1 and 2 under each alternative would be compatible with the
Columbia Redevelopment Project, which includes “commercial/office/hotel’-designated land uses
directly northeast and "housing/commercial/office"-designated land uses directly to the east of these
blocks. Alternatives A, B, C, D, and F would provide a beneficial impact to land use
compatibility, in that they provide a logical and complementary transition between the uses to the
east and the waterfront. Although it does not provide the same type of transitional land uses,
Alternative E includes office development on Blocks 1 and 2 that would be compatible with
similarly designated land uses to the east.

Alternative G would neither enhance land use compatibility nor create any land use
incompatibilities related to designated land uses to the zast of Blocks 1 and 2. There are nc
current operations (which would be retained with Alternative G) that would be incompatible with
designated land uses to the east and northeast of these blocks.

None of the propesed alternatives include development on Blocks 3 and 4 that would be
potentially incompatible with the Marina Redevelopment Project. Alternatives A, B, C, D, and
F all include hotel uses on these blocks, with Alternative F also including commercial office uses
on Block 3. This would be compatible with the "residentiai/nonresidential mix" and the
"commercial recreation” mix iocated to the sast.
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Alternative E includes low-rise Navy office development in the western area of Block 3 and
surface parking in the eastern area of Block 3 and on the entire Block 4. It does not provide the
same level of compatibility as the alternatives discussed above, but would not create any
incompatibilities with the designated land uses to the east. Although it would not create a fand
use incompatibility, the Marina Redevelopment Plan specifies that all parking spaces should be
in enclosed parking structures.

Alternative G would neither eahance land use compatibility, nor would it create any land use
incompatibilities related to designated land uses to the east of Blocks 3 and 4. There are no
current operations (which would be retained with Alternative G) that would be incompatible with
designated land uses to the east of these blocks.

mpatibility With the Urban Desi 1)

Alternatives A, B, and F, and the onsite component of Alternative D would be compatible with
the Centre City Urban Design Program. Pedestrian-oriented streets would be provided along
Harbor Drive, Broadway, Pacific Highway, and Market Street. Development along the gateway
streets—-Market Street, Broadway, and Pacific Highway--would be designed to be visually attractive
at the street level as well as at a distance. Broadway would be made into an active pedestrian
area, with wide sidewalks and an open space area (Alternatives A and F) or plaza area
(Alternatives B and D) at Harbor Drive. The open space at the foot of Broadway shown in
Alternatives A and F could be extended to the north to create up to 10 acres of open space that
is compatible with the pianned pedestrian corridors and facilities, as shown in the urban design
program (Figure 4-5, page 4-11).

In addition to these features, these alternatives would open E, F, and G Streets, which are
currently closed through the Navy Broadway Complex, to pedestrians and vehicles and would
provide wide, pedestrian-oriented wallkways to encourage pedestrian flow through the site. This
would be a beneficial impact of the project with regard to urban design, especially as it relates to
G Street, where pedestrian access would be opened up through the site, connecting the Marina
residential area to the east to the G Street Mole and the waterfront to the west.

The location of the offsite Navy office development associated with Alternative D is east of the
Urban Design Program study area.

Alternative C would be generally compatible with the Urban Design Program, except that the
pedestrian orientation along Broadway would not be provided, primarily because no open space
would be established at the foot of Broadway. This would be a significant impact of this
alternative because it would not be compatible with a locally adopted goal.

Alternative E would not be compatible with the Urban Design Program. None of the design
features described in the Urban Design Program (e.g., pedestrian-oriented streets and an open
space at the foot of Broadway) would be implemented. As such, this alternative would have a
significant impact because it is not consistent with a locally adopied goal.

Alternative G would not implement any of the plans found in the Urban Design Program.

However, because no new development would result from this alternative, consistency with the
program is not applicable. Therefore, no significant impacts would result.
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MITIGATION MEASURES

. Significant adverse environmental effects related to compatibility with the Centre City Community
Plan and the Centre City Urban Design Program would result from implementation of
Alternatives C and E because they would not provide an open space or plaza at the oot of

Y- Broadway. Building 1 would need to be retained at the foot of Broadway with either alternative,

" so mitigation of this impact is not feasible and an unavoidable adverse impact would resuit.

ENDNOTES:

1 Centre City Development Corporaticn, 1983,

2 San Diego Unified Port District, 1980 (revised 1987).
3 Thid.

4 California Coastal Zone Conservation Commissicn, 1973.
5 San Diego Unified Port District, 1976.

6 City of San Diego, 1985.

7 City of San Diego, 1976a.

8 Tbid.

S Toid., page 105.

10 Ibid.

11 City of San Diego, 1588.

iz Centre City Development Corporation, 1983.
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4.2 SPORT,

The analysis presented herein is a summary of a traffic study prepared by Korve Engineering, Inc.
for the proposed project. A complete copy of the study is available for review at the Broadway
Complex Project office, 555 West Beech Street, Suite 161, San Diego, California 92101-2937.

4.2.1 AFFECTED ENVIRONMENT

The Navy Broadway Complex is served by a variety of transportation systems, and is located close
to a major freeway (I-5), an intercity and commuter rail line (AMTRAK), the San Diego Trolley
light rail transit {LRT) system, and-an extensive bus network. This system is described in detail
below. '

Lircylation Characteristics
Major Street System

The project vicinity is served by several major roadways within the jurisdiction of the City of San
Diego. Regional access 1o the project vicinity is provided by I-5, the principal regional north-
south route. Local access is depicted on Figure 4-9. I-5 runs northwest/southeast along the
perimeter of San Diego’s Centre City. Northbound access to I-5 is provided from the south via
ramps at the Grape/Hawthorn one-way couplet, First Street, the 5th/6th one-way couplet,
B Street, C Street, E Street, and J Sireet. Southbound access to I-5 is provided from ramps at
Hawthorn Street, the Front/First one-way couplet, the 10th/11th one-way couplet, B Street, and
Imperial Avenue. Pacific Highway, Ash Street, Broadway, Market Street and G Sireet are the
major corridors connecting the project area to the freeway system serving Centre City.

The local roadways affecting travel patterns in the project vicinity include Harbor Drive, Pacific
Highway, the Kettner/India couplet, the Front/First couplet, Laurel Street, the Hawthorn/Grape
couplet, Ash Street, Broadway, Market Street, and G Street. The most heavily traveled north-
south routes are Harbor Drive and Pacific Highway. Laurel Street and the Hawthorn/Grape
couplet, which provide access to I-5 ramps, are the most heavily used east-west routes. The
number of lanes on each of these routes is shown on Figure 4-9. Note that Figure 4-9 depicts the
planned realignment of Harbor Drive south of the project site.

Traffic Volumes

Traffic count glata from 1988 were provided by the Traffic Division of the City of San Diego (see
Figure 4-10). © These counts are the most current available, and are used as the basis for
modeling traffic conditions through the year 2010.

The largest traffic volumes in the project vicinity occur on Harbor Drive and Laurel Street north
of the project site. Most of this traffic is composed primarily of traffic traveling between I-5 and
the Airport/Point Loma area. Pacific Highway and the Hawthomn/Grape coupiet form a corridor
between the Central Bayfront and I-5 that caries heavy traffic volumes to the north of the project
site.
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Roadway Capacities

Traffic volumes are useful in understanding the general nature of traffic in an area but alone do
not indicate the ability of the street network to carry traffic. To provide a measure of the current
level of roadway use, the daily volumes on each roadway link are compared with the maximum
desirable daily volumes. The maximum desirable daﬂy volumes cited in the following analysis are
based on City of San Diego street design standards. 2 The comparison of current volumes to
roadway capacities results in the development of a volume-to-capacity (V/C) ratio for each of the
roadway segments evaluated. This V/C ratio is an indicator of the quality of traffic flow on each
route.

The V/C ratios for the major routes in the project vicinity are shown in Table 4.2-1. The Grape-
Hawthora couplet currently operates at 80 percent of its daily capacity and is the primary
connecter between I-3 and the Pacific Highway cortidor. It serves as a primary route to and from
the San Diego Airport (Lindbergh Field) and is heavily congested. The remaining roadway
segments have V/C ratios of less than 0.70.

Intersection Capacities

Levels of service referred 1o in this report are calculated by the "intersection capacity utilization
acuoy methodology as set forth by the Transportation Division of the City of San Diego. The
ICU analysis is the methodology used for traffic studies conducted for the City of San Diego.
The p.m. peak period is used for this analysis as it represents the time of the day with the highest
traffic volumes. The traffic conditions were evaluated for 13 signalized intersections in the project
vicinity for the evening peak period. Turning mcvement counts were conducted for these
intersections on October 25, 1988 and October 26, 1988. The peak hour for these intersections
occurs between 4:30 and 5:30 p.m. This is characteristic of downtown areas, where p.m. peak
volumes are higher than a.m. peak volumes due to the concentration of retail uses, which generate
much lower traffic levels during the a.m. peak hour. The service levels are shown in Table 4.2-2.

During the p.m. peak bour, the intersections of Grape/Harbor and Grape/Pacific operate ai
service level B, which indicates good operating conditions. Surveys indicated that long queues
exist on Grape Street during the evening peak pericd. This queueing of vehicles occurs because
of capacity constraints at the on-ramps to I-5 and are not related to capacity limitations at
adjacent intersections. The remaining intersections operate at service level A. This indicates very
good intersection operations with little delay to vehicles.

nblic Transit/Tran tion

The transit needs in the project vicinity are served by the San Diego Transit Corporation, Strand
Express, the San Diego Trolley, Inc., and AMTRAK. Surveys of travel modes tc Centre City
indicate that transit use represents approximately 7 percent of all daily trips. * The local transit
routes are shown on Figure 4-11,

The 14 SDTCT bus routes operating in the project area carry a total of approximately 12.6 million
passengers annually. " Tne highest vclume transit lines are routes 2, 4, 7, 29, and 34. The two
Strand Express bus routes serve 1.7 million passengers annually. The San Diego Trolley, which
carries the highest ridership of any single transit line, served 9.3 mdhon passengers in 1986. The
San Diego tine of AMTRAK carried 1.4 millicn passengers in 1986.°
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‘TABLE 4.2-1

COMPARISON OF CURRENT VOLUMES

Approximate
Max. Desirable Existing Conditicns Volume/

Street Segment Daily Volumes Daily Traffic Capacity
Ash Street

w/Pacific Highway 46,000 8,200 0.16

w/India 46,000 8,500 0.16
Broadway

wiPacific Highway 30,000 10,000 0.30

w/India 30,000 15,200 0.45
G Street

w/Kettner 23,000 1,500 0.06

w/india 23,000 _ 2,800 0.11
Grape .

w/Pacific Highway 23,000 20,200 - 078

w/India 23,060 21,000 0.81
Hawthorn
" wfPacific Highway - 258,060 ' 18,6400 0.70

w/India 23,000 20,800 0.80
Harbor ,

n/Grape 46,000 32,200 - 0.62

nfAsh 46,000 18,200 0.35

n/Broadway 30,600 15,500 0.46

s/Broadway 15,000 12,0060 0.71

¢/Pacific Highway 30,000 9,400 0.28
India :

n/Hawthorn 23,060 4,800 0.19

n/Ash 23,000 - 5,000 - 019

n/Broadway 23,000 4,000 0.15

Note: The notation accompanying each segment indicates a directional reference. For exampie,
“w/Pacific Highway" signifies a location west of Pacific Highway.
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TABLE 4.2-1 {continued)

f . Approximate
Max. Desirable Existing Conditions Volume/

Street Segment Daily Volumes Datly Traffic Capacity
Ketiner

n/Hawthomn 23,000 6,700 0.26

n/Ash 23,000 5,200 0.20

n/Broadway 23,000 5,900 0.23
Laurel

w/Pacific Highway 30,000 30,400 0.50
Pacifie Highway ‘

n/Hawthorn 46,060 14,300 0.29

n/Ash 46,000 18,100 0.35

n/Broadway 46,000 14,400 0.28

n/G Street 46,000 11,100 0.21
Market Street

wiFifth 30,000 11,500 £.34

Source: SANDAG, City of San Diego.

.; . ' TABLE 4.2-2

INTERSECTION SERVICE LEVELS
Existing P.M. Peak Hour Conditicns

Intersection Icw?  Service Level
Hawthorn/Harbor ' 0.48 A
Grape/Harbor 0.61 B
Grape/Pacific 0.64 B
Broadway/Kettner 0.51 A
Ash/Pacific 0.45 A
N. Harbor/Pacific 0.52 A
Ash/Harbor 0.41 A
N. Harbor/Kettner .53 A
Broadway/Kettner 0.44 A
Broadway/Pacific 0.45 A
Hawthorn/Pacific .41 A
Broadway/Front 0.40 A
Ash/Front .34 A

a Intersection Capacity Utilization

Source: Korve Engineering, Inc. 1986,
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The SDTC operates approximately twenty bus lines into Centre City area and ten of these lines
provide service within two blocks of the project site. The midday frequencies for most of these
routes are about 30 minutes. Evening peak-hour frequencies are generally in the 10- to 15-minute
range. Lines 2, 4, 7, 20, 29, and 34 are the high-volume bus routes in the project vicinity. These
bus routes operate along Harbor Drive, Pacific Highway, or Broadway. Route 27 provides express
service from Tierrasanta to the County Administrative Center through one morning and one
evening run. :

The Strand Express provides regional bus service from the Centre City to both Imperial Beach
and the San Ysidro Iniernational Border. Both routes approach the project area on Broadway
and make their turnarcund on Kettner at the Santa Fe Station.

The San Diego Trolley bas the highest daily ridership levels for any single transit line in the
Centre City area. The "South Line" runs from the Santa Fe Station (Kettner/C Street) to the east
along C Street into the core of Centre City. It then travels south along a 15.9-mile route to the
Mexican berder. The South Line operates at 30-minute intervals during early morning and late
evening hours, and 15-minute intervals between 7:00 a.m. and 7:00 p.m.

The recently expanded "East Line” of the San Diego Troiley runs from the Centre City transier
station at Imperial and 12th Street cast to El Cajon. It spans over 17.3 miies and operates at
30 minute intervals during off-peak hours. It runs at 15 minute intervals in each direction during
peak hours.

AMTRAK provides service into the Centre City at the Santa Fe Station via the Atcheson, Topeka
and Santa Fe (AT&SF) Railroad line. AMTRAK provides intercity and commuter rail service
between San Diego and the Los Angeles area. The Los Angeles-San Diego AMTRAK line
currently serves well over 1 million passengers annually.

Parking

There are approximately 15,550 parking spaces within 15 minutes walking distaace of the project
site. ® This includes 13,220 off-street spaces and 2,330 on-street spaces. The Navy Broadway
Complex has 425 dedicated on- and off-sireet parking spaces (see Figure 4-12).

The largest off-street parking areas in the project vicinity are the lots at the County Administrative
Center and the Lane Field site, both to the north, with 1,232 and 1,195 spaces, respectively. The
county site is bounded by Hawthorn Street, Harbor Drive, Ash Street, and Pacific Highway. The
Lane Field site is located just north of the project site. The parking lots adjacent to the Santa
Fe Station, iccated on the east side of Pacific Highway between Broadway and Ash Sireet, contain
1,020 spaces. Parking facilities near Seaport Village provide 843 spaces.

The overall cccupancy of the on-sireet and off-street parking facilities located within a 15-minuie
walking distance of the project site {depicted on Figure 4-13), is 75 percent. The peak use of on-
street spaces averages 83 percent, with off-stzeet lots and structures averaging 74 perceni. This
includes the two major parking facilities at Lane Field and the county site.
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Several blocks in the project vicinity exhibit high occupancy rates during peak-demand periods.
In commercial areas such as the Centre City, parking cccupancy rates of 100 percent are not
obtained except in isolated areas (single lots or street sections) due to continuous inflow and
cutflow from large jots and garages. Motorists looking for parking spaces begin to experience
difficulty at occupancy rates of 80 to 90 percent. At occupancy rates of more than 90 percent,
a parking deficiency occurs. For purposes of this report, a parking area is considered to be fully
utilized when it is S0 percent or greater occupied.

The public parking (1,020 spaces) that is currently available at the lots adjacent to the Santa Fe
Station will eventually be removed when the area is developed {projected to begin in 1992). A
substantial number of parking spaces would likely be constructed for the Santa Fe project in
structured facilities and designated specifically for employees and guests during weekday working
bours. As a result, a substantial quantity of the public parking spaces in the area will be lest.

The parking occupancy levels generally increase as motorists travel east from the project site to

the core of the downtown area. Higher occupancy levels typically occur on the east side of the
railroad line. The heaviest parking use occurs near the Civic Center (at Second and C Streets), |
where occupancy levels exceed 90 percent. This occupancy level represents the effective capacity

of larger parking facilities.

ikewa

The existing system of bicycle routes in the central bayfront area is depicted on Figure 4-14. !
There are bicycle routes along Harbor Drive, Market Street, Ash Street, and the Kettner/India
couplet. A bicycle fitted-bus is provided on Routes 9 and 910 in the Cenire City. All bikeways
in the Centre City area and near the project site are Class [II facilities.

Planned ortatio vements

The [ollowing section describes roadway, transit, parking, and bikeway improvements that have
been programmed for the City Centre area by the City of San Diego, the MTDB, or Caltrans.

Roadway Improvements

The City of San Diego has designated funds in their 1989 Capital Improvement Program (CIP)
for the extension of Front Street/First Street one-way couplet and Eighth Avenue to Harbor
Drive.® The Front Street project will involve the extension of the Front-First one-way couplet.
The connection to Harbor Drive will be provided along Front Street and First Street, where two
one-way streets will be constructed to cross the railroad tracks.

The Eighth Avenue project provides an upgraded connection to Harbor Drive south of the Navy
Broadway Complex. Eighth Avenue will be widened at its connection with Harbor Drive to
provide adequate intersection capacity. In conjunction with these projects, the City of San Diego
will be elimipating railroad crossings on E Street and F Sireet between Pacific Highway and
Kettner Boulevard. ° Access to these short, one-block long roadway sections will be restricted to
adjacent parking lots only,
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The California Department of Transportation {Caltrans) has programmed a number of freeway
improvements along I-5, SR 163, and I-8 that could provide additional capacity for commuter
traffic to the Centre City area. ° This includes a project to widen I-5 for awxliary lanes and ramp
improvements between Imperial Avenue and SR 163. This project is programmed for
implementation in fiscal year 1991 at a cost of approximately $3.9 million.

Transit Improvements

The most significant transit impravement in the project vicinity is the planned construction of the
Bayside Line of the San Diego Trolley. The MTDB has adopted a Ipreferred alignment that wiil
be constructed along a 1.6-mile route for an estimated $40 million. *~ Beginning at Grape Street,
the Bayside line will travel south along the AT&SF railroad right-of-way to its junction with
Commercial Street, where it will travel east to a transfer station that connects with the existing
South and Euclid lines. The Bayside line is scheduled to begin operation in June 1990. ¥ Future
trolley lines are planned that would extend the Bayside line to communities north of Centre City.

Based on recommendations made by the Los Angeles-San Diego State Rail (LOSSAN) Corridor
Study Group in 1987, the State of California is in the process of implementing a 3246-million
improvement program for AMTRAK commuter service along the corridor. This two-phase
program includes an initial program of low cost time reduction projects, track upgrades, and
implementation of commuter rail service. Subsequently, the program will involve station and track
improvements, the addition of more AMTRAK trains and cars, and additional time-saving projects.

Parking Improvements

The City of San Diego does not currently have any plans for the construction of public surface
lots or parking structures in the vicinity of the Navy Broadway Compiex, although a 1,550-space
parking garage is currently planned at Seaport Village to serve existing and planned retail uses
at that location. In addition, a parking garage with 1,270 spaces is planned in conjunction with
the proposed Hyatt Hotel adjacent to Seaport Village. The Parking Management Plan currently
being prepared for the Centre City area calls for the establishment of parking interceptor sites at
the periphery of the downtown area. These sites would be located in proximity to I:5 and other
major freeways that access the Centre City. The objective of the program is to reduce the relative
proportion of long-term parking within the downtown and the related traffic congestion created
by employee traffic.

Bikeway Improvements
The developmcnt of bikeways along the full ]ength of the Pacific Highway is planned by the City

of San Diego. A linear park, currently in the design stage, will link Seaport Village tc the
Gaslamp Quarter and will include a bicycle lane.

4.2.2 ENVIRONMENTAL CONSEQUENCES OF THE PROPOSED ALTERNATIVES
The transportation impacts of each project aliernative are assessed for both a shert-term and long-
ierm horizon pericd. The short-term scenario involves an analysis of projected conditions in 1595.

The long-term assessment addresses the impacts of a build-out scenario for the Centre City area
as identified by the City of San Diego and CCDC.
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The impact of each project alternative is-established by forecasting traffic volumes to indicate
roadway and intersection conditions. For roadway volumes, a significant impact occurs when the
projected daily volume exceeds the capacity identified in the City of San Diego’s street design
standards by more than 10 percent and the project alternative contributes substantially to this over

capacity.

The baseline analysis for the short-term scenario assumes the construction and occupation of 19
new projects in the Centre City area as identified by the Czty of San Diego. ** A list of the
projects, and their trip generation characteristics, is shown in Table 4.2-3. It is assumed that
appmxlmately 75 percent of the 2.8 million square fzet of new office space would be occupled by
1995. 1 The location of the short-term projects, as referenced in Table 4.2-3, is shown in
Figure 4-15.

The bascline scenario assumes completion and partial occupation of the projects described in
Table 4.2-3 and no change in existing land use for the Navy Broadway Complex. The short-term
baseline, therefore, includes the implementation of cumulative development through 1995.

The assessment of the short-tenn project impacts is based on a determinaticn of the level of
traffic generated by each of the project alternatives. A comparison of the various project options
to the baseline scenario provides the measure of the impact of each alternative in the short-term
pericd.

Shaort- Project Traffic Generation {19305

The short-term alternatives represent the level of development that would cceur on the Navy
Broadway Complex by 1995. The land use type and intemsity for each alternative, based on
expected phasing would be:

Alternative A: 500 hotel rooms
Alternative B: 500 hotel rooms
Alternative C: 500 hotel rooms
Alternative D: 500 hotel rooms
Alternative E: No change
Alternative F: 1,000 hotel rooms
Alternative G: No change

The trip generation levels for the seven project alternatives are shown in Table 4.2-4.
Altematives A, B, C, D, and F would involve demolition of the existing buildings on Elock 4,
which would result in 2 reduction of 785 daily trips and 100 evening peak hour trips. As a result,
the net increase in trips generated by Alternatives A through D would be approximately 2,720
daily trips and 180 evening peak hour trips. Alternative F would generate a nei increase of
approximately 6,220 daily ané 460 p.m. peak hour irips. Alternatives E and G would result in no
addiiional trips on the roadway network through the vear 1995. The completion of construction
for Alternative E would ceour after 1995, The ac-action alternative, Alternative G, would also
generate no additional trips by 1995,
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TABLE 4.2-3
SHORT-TERM CUMULATIVE PROJECTS

Net Trip Generation Levels (By 1995)

P.M.

Daily _Pgak Trips
Project Description Land Use Intensity Trips In Out
1. Santa Fe Office 500,000 sf 4,880 140 550
Hotel 435 rcoms 3,050 120 120
2. 7 on Kettner Townhouses 7 units 50 4 2
3.  Seapor Village Retail 180,60C sf 3,780 190 180
4.  Emerald Sbapery Office 375,000 st 3,660 100 4190
Hotel 435 rooms 3,050 120 120
5. Koll Center I Office 325,000 sf 3,170 86 360
Apartments 8 units 60 4 2
6. Koll Center I Office 185,000 sf 1,800 5C 260
Retail 180,000 sf 3,780 190 196
Townhouse 24 units 170 15 5
7. 500 G Street Condominium 96 units 670 50 20
8.  Columbia Place Condominium 103 units 720 55 25
S.  Bristol Square Office 60,000 st 720 20 75
10.  Courtyard Apartments 400 uniis 2,800 215 S0
Retail 80,000 sf 2,160 120 120
11. 800 Fourth Apartments 34 units 240 20 10
Office 18,500 sf 220 5 25
Retail 13,500 sf 370 20 20
12.  Convention Cenier Public 655,060 sf 7.300 370 370
13.  Hyatt Regency Hotel 875 rooms 6,125 243 245
14.  One Harbor Drive Retail 50,000 sf 1,350 75 75
Condominium 198 units 1,390 105 45
15. Great American Office 530,000 sf 5170 145 580
Hotel 276 rooms 1,930 75 75
16. Symphony Towers Office 620,000 sf 6,050 170 680
Hotel 262 units 1,800 75 . 75
17. Peach Tree Inn Hotel® 301 units 1,200 50 50
18  Civic Center Office 750,000 sf 7,300 205 820
Library 275,000 sf 5,600 330 330
19. CCE Maisons Apartments 40 units 280 20 10

a The proposed Peach Tree Inn is 2 low income hotel facility, so the trip generation rates were

decreased as shown.

Source: City of San Diego Transportation Division 1989.
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TABLE 4.2-4

SHORT-TERM ALTERNATIVES (1995)
Net Trip Generation Characteristics

P.ME

Daily gak Trips

Alternative Land Use Intensity Trips In Out
A Hotel 500 rooms 2,715 120 60

B Hotel 500 rooms 2,715 120 60

C Hotel 500 rocoms 2,715 120 60

D Hotel 500 roorms 2,715 120 60

E NA - - . -

F Hotel 1,000 rocms 6,215 260 200

G NA - - - -

a The demolition of office and industrial uses on Block 4 (Alternatives A, B, C, D, and F) would
result in a net reduction of 785 daily trips, 20 inbound p.m. peak trips, and 80 cutbound p.m.
peak trips. ‘

Source: Korve Engineering, Inc. 1989.

ort- i istributi

The distribution of project traffic on the roadway network is based or data provided by the City
of San Diego.“s The distribution is based on projected short-term patterns that reflect exdsting
travel characteristics in the Centre City area. The same distribution is used for all project
alternatives. This distribution assumes that 91 percent of the evening peak trips are made tc
destinations that are cutside of the Centre City area. A substantial proportion of these trips are
assigned to adjacent freeways such as I-5, SR-94, and SR-163.

Approximately nine percent of the trips are assigned to internal destinations such as the Civic
Center, Convention Center, Horton Plaza, etc. The project distribution is described in
Table 4.2-5.

Short-Term Inte ion Conditions (19

The short-term traffic conditions are described for both the baseline scenarios and the project
alternatives on the basis of the levels of service for the thirteen study intersections. The service
levels, and ICU ratios, are shown in Table 4.2-6 for the seven project alternatives. The analysis
indicates that all of the intersections would operate at service level D or better in the short-term
scenario.
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TABLE 4.2-5

SHORT-TERM ALTERNATIVES
Trip Distribution Characteristics

Route Direction Percent
Freeways -
-3 To/From North 17%
I-5 To/From South 8%
SR-153 To/From North 28%
SR-94 To/From East 20%
Major Streets
Harbor Drive To/From North 2.5%
Pacific Highway To/From North 3.5%
Fifth/Sixth Couplet To/From North 3%
Park Boulevard To/From North 2%
Pershing Drive To/From North . 1%
Broadway To/From East 2.5%
. Market Street To/From East 2.5%
Harbor Drive To/From South 1%
External to Centre City : : 91%
Internal to Centre City 9%
Total Distribution - 100%

The intersections of Harbor/Kettner, Broadway/Kettner, and Broadway/Front would operate at
service level D under all of the alternatives, including the No Action Alternative (Alt. G). In
addition, the intersections of Grape/Pacific and Market/Pacific would operate at service level C
with all the alternatives. The remaining intersections would operate at service level A or B with
these alternatives. None of the alternatives would cause any intersections to significantly degrade
in the short term.

ne-Te aseline Scenario (Buildout

The baseline assessment for the long-term scenario is derived from the adopted land use plan for
the Centre City area. The most recent changes to cumulative development assumptions in the
City Centre land use plan were made in the Sixth Amendment to the Columbia Redevelopment
Plan, which identifies long-term growih in the project area. For regional planning purpeses, land
use assumpiions for the Navy Broadway Compiex are assumed to be consisient with the Ceniral
Bayfront Design Principles (SANDAG 1989) (see Section 4.1.4, page 4-23), which identifies
densities for the downtown waterfront area. An average FAR of 6.13 is identified for the Navy
Broadway Complex. Based on a buildable area of 13.67 acres, this FAR wouid result in
approximately 3.59 million square feet of development on the site.
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" TABLE 4.2-6
SHORT-TERM INTERSECTION SERVICE LEVELS (1995)

Baseline LOS/ACU by Alternative
Intersection Scenario

LOSACU" AlLA AltB A C ALD ALE ARF ARG
Hawthorn/Harbor ~ A/50 A/S0 A/S0 A/S0 A/SC AMSD AMSG AJSO
Grape/Harbor B/65 B/.65 B/65 B/.65 B/.65 B/.&5 B/.65 B/&S
Grape/Pacific CL12 C/.72 CL72 ClL12 CiL72 a2 CL.73 CL.72
Broadway/Harbor Al54 Al54 AlS54 AlS54 Al.54 A/S53 A/lS54 A/33
Ash/Pacific B/.62 B/E2  B/62 Bl.62 B/.62 B/60 B/L66 B/.60
N. Harbor/Pacific ClL74 ClL.74 Cl.74 Cl74 Cl74 CL74 CL75 Cl.74
Ash/Harbor Ald6 Al.46 AJ46 Al46 Al46 A47 Al.46 Al47
N. Harbor/Kettner D/.80 D/.80 D180 D/.80 D/80 /.80 D/80 /R0
Broadway/Kettner D/.85 D/8S D/85 D/85 D/.85 D/.84 D/.85 D/84
Broadway/Pacific ALST AlS7 AlST AlST AlLST ALS5 AJ57 A/SS
Hawthorn/Pacific Ald4 Ald4 Al44 Ald44 Ald4 Ald4 Al44 Al44
Broadway/Front D/81 D/&1 D/81 D/81 D/81 /.80 D/.84 D/.20
Ash/Front Al33 A/S3 Al53 AJS53 ALS3 AJ31 AJSS ALS]

a Level of Service (LOS)/intersection capacity utilization (ICU).

Source: Korve Engineering, Inc. 1989.

A tota] of 3.59 million square feet is more than any of the seven project alternatives. The greatest
level of development on the Navy Broadway Complex assumed for any project altematwc is a total
of 3.55 million square feet—-Aiternative B.

ng-Te adwa nditions (Buildout

Traffic projections for the long-term baseline scenario and the project alternatives were prepared
by the City of San Diego using the Centre City Transportation Action Plan (CCTAP) model for
the study area. These forecasts provided daily traffic volumes along the major roadways accessing
the Centre City area. The circulation element incorporated in the Sixth Amendment to the
Columbia Redevelopment Area, adopted February 28, 1989, includes the designation of Harbor
Drive as a six-lane major street. The Central Bayfront Desi inciples identifies the conversion
of Harbor Drive, between Pacific Highway and Broadway, to a pedestrian-oriented two-lane street.
The project alternatives designate this section of Harbor Drive as a two-lane facility {two through
lanes and a center left-turn lane). As such, the project is consistent with the Design Principles.

Traffic volume projections along 14 of the individual roadway segments would exczsed the

designated capacity of the route under the long-term scenario with development of all the
alternatives, unless otherwise noted. These routes are listed as follows:
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®  Ash Street east of Columbia | ® Harbor Drive south of Laurel
e  Ash Street east of Front ® Harbor Drive south of Hawthorn

®  Ash Street east of Second e Pacific Highway south of Broadway {(except
Alternatives D and G)
® Breadway east of Ketter :
e Pacific Highway south of Grape
® Broadway east of Fifth
® Pacific Highway south of Laurel
e Eleventh Avenue south of I-5
® Tenih Avenue south of I-5
e  First Street south of Ash
Street (except Alternatives D and G)

®  Grape Street east of Kettner

The baseline condition under which long-term traffic improvements are planned by the City of San
Diego shows all of the 14 segments would exceed their capacity. Of the 14 roadway segments that
would exceed their capacity, 12 segments would exceed the capacity without new development
(i.e., Alternatives A through F) on the Navy Brcadway Complex.

The proposed Alternatives A through F (except where noted) would contribute substantially to
the exceedance of the capacity at 2 of the 14 roadway segments, so these alternatives would
significantly affect the operation of the subject segments. These segments are:

. Pacific Highway south of Broadway (Alternatives A, B, C, E, and F)
] First Avenue south of Ash (Alternatives A, B, C, E, and F}

The Pacific Highway segment, which is immediately east of the Navy Broadway Complex, would
be improved as a result of the project t¢ accommedate additional capacity through the installation
of a median with left turn pockets and traffic signals. The First Avenue segment would be
mitigated through improvements that are planned by the City of San Diego through the Centre
City Transportation Action Program (CCTAP) and Centre City Development Corporation
(CCDC). These improvements are described in Secticn 4.2.3, page 4-63.

Traffic projections at the four freeway interchanges serving the Centre City area indicate that
there is adequate capacity to serve anticipated demand under the long-term scenario. This
includes the ramp junctions of I-3 with Front/Second and Hawthorn, I-5 with J Street, Staie
Route 163, and State Route 94. The most heavily congested interchange would be the ramps
conpecting the City Centre to State Route 94. The onr- and off-ramps tc SR-94 would operate
at approximately 50 percent of capacity under the long-term projections.

The southbound off-ramp from State Route 163 would also be heavily utilized under the long-
ierm scenario, with the projected peak hour demands approximately equalling the capacity. The
off-ramp from scuthbound 1.5 to Front/Second would operate at approximately 80 percent of
capacity under the long-term scenaric. The remaining interchange ramps would operate at less
than 80 percent of capacity. '
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< Te te i nditions (Buildont :

The assessment of Jong-term conditions at the intersections in the project v:cxmty is a two-step
process. The first step involves the conversion of daily roadway volumes tc peak hour turning
movement counts. This was accomplished by applying adjustment factors (2.g., the percent of daily
traffic that occurs in evening peak hour) to develop peak roadway volumes. These roadway
volumes were then adjusted, based on the short-term intersection analysis, to establish projected
turning movement volumes. The long-term service levels are calculated for each intersection on
the basis of these forecast volumes. The service levels are shown in Table 4.2-7, anng with an
identification of which intersections would be significantly affected.

All of the intersections in the project vicinity would operate within the baseline condition for all
alternatives. The intersection of Broadway/Pacific would operate at service level F under
Alternatives A, B, and D and at service level E under altematives C and G. Under Alternative F,
Broadway would be closed and would form a T-intersection at Pacific Highway which would
operate at service level F. The intersection of Pacific/Broadway would be significantly affected
by Alternatives A, B, D, and F.

The Grape/Pacific intersection would operate at service level E for Alternatives A, B, C, D, E,
and F, and would, therefars, be significantly affected by the project.

The intersection of Broadway/Front would operate at service level E for Alternatives A, B, C, D,
E, and F. The intersection of Broadway/Harbor would operate at service level F for Alternative B
and service level E for Alternatives C and E. These two intersections would ’De significantly
affected by these aiternatives.

The remaining intersections of Hawthorn/Harbor, Grape/Harbor, Ash/Pacific, N. Harbor/Pacific,
Ash/Harbor, N. Harbor/Kettner, Hawthorn/Pacific, and Front/Ash would operate at service level D
or better under all alternatives, so there would be no significant impact.

The development of the open space at the foot of Broadway, as identifled in Alternatives A
and F, would result in a closure of Broadway between Pacific Highway and Harbor Drive.
Alternative A provides an internal route through the open space that would connect the inter-
section of Broadway/Pacific Highway to Harbor Drive via a new connection to Harbor Drive
north of Broadway {e.g., B Street or C Street) and E Street, and would require a partial vacation
of Broadway. This would maintain a somewhat direct connection from Broadway to Harbor
Drive and thereby result in a moderate change in travel patterns. The segment of Broadway
located west of Pacific Highway would be shortened to provide open space. If the length of this
segment is less than the estimated queue length, the roadway segment would be significantly
affected. Based on an analysis of the queues generated by projected traffic volumes, this segment
should be a minimum of 200 feet in length. The intersection of Harbor Drive and the new con-
nection to Harbor Drive north of Broadway would be adversely affected, as it would serve the
function of controlling traffic currently provided at the intersection of Harbor Drive/Broadway and
require the installation of a traffic signal. With the instailation of a signal, the intersection wouid
operate at service level B conditions under Alternative A. The intersection of Broadway/Pacific
Highway would operate at service level F.
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TABLE 4.2-7
LONG-TERM INTERSECTION SERVICE LEVELS (BUILDOUT)
VOLUME/CAPACITY RATIOS

. Baseline Alt. Al Al Al Alt. Alt, Al
Intersection Scenario A L B L. C . D . E F o G
Hawthorn/Harbor A 058 A a5 N A 058 N A 0.58 N A 057 N A 058 N A 057 N A 049 N
Grape/Harbor D 0BS5S D 0B7 N D 0BS N D 083 N C 478 N D 083 N D G87 N C a7 N
Grape/Pacific E 035 E 098 Y E 095 h § E 0954 Y E 09 Y E 0% Y E 09 Y C 07 N
B!’oadwa¥_1’Hi'.ul.'am‘c F 107 B 66 N F 107 Y E 098 Y D 089 N E 098 Y B 068 N C oM N
Ash/Pacific E 092 C 079 N E 092 N D 0.80 N D 081 N D 080 N c o079 N D 089 N
N. Harbor/Pacific D 08 D 083 N D 085 N D 0.82 N D 083 N D as2 N D 083 N A 056 N
AshHarbor D 089 C Q79 N D age N D Q.80 N C 079 N D aBks N Cc a7 N B (66 N
N. Harbor/Kettner D 085 D 084 N D 085 N D 0.83 N D 084 N D 083 N D 084 N B 068 N
Broadway/Kettneyr E 09 D 0B8 N E o9 N D Q87 N D 087 N D 087 N D 088 N C o7 N
Broadway/Pacific® F 119 F 121 Y F 119 Y E 096 N F 118 Y E 09 N E 099 Y E 0% N
Hawthorn/Pacific D 08 C Aai9 N D 085 N C 0.74 N c 079 N C 07 N CcC 0m N C on N
Broadway/Front E 092 E 093 Y E 492 Y E 0.94 Y E 093 Y E 094 Y E 09 Y D 082 N
Ash/Front B 066 B 066 N B 066 N B 069 N B N B 069 N B (66 N B 082 N

G.66

a LOS-.levei of service.

b 1CU--intersection capacity utilization.

¢ Under Alternatives A and F, the service Jevel is shown for the intersection of Harbor Drive/C Streel due to the esiablishment of the park and the realignment of Broadway.
d Under Alternative F, the service level reflects changes in travel patterns due to the closure of Broadway between Pacific Highway and Harbor Drive.

Source: Korve Engineering, Inc, 1989,
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The open space shown in Alternative F is bounded by Pacific Highway, E Stireet, Harbor Drive,
and the new connection to Harbor Drive north of Broadway (e.g., B Street or C Street).
Alternative F would require the full vacation of Broadway, between Pacific Highway and Harbor
Drive, and would not provide any internal streets. Existing and future traffic on Broadway
destined for Harbor Drive would be diverted onto Pacific Highway and use either the new
conpection to Harbor Drive north of Broadway or E Street for access. The intersection of Harbor
Drive and the new connection to Harbor Drive north of Broadway would operate at service
leve] B with the instailation of a traffic signal. The intersection is projected to operate at service
level C under Alternative F; these operating conditions would be better than for the remaining
alternatives due to its conversicn to a T-intersection,

Vehicular Aecess to the

The primary access to the site for all seven alternatives is provided via Pacific Highway. The
intersections of Pacific Highway with E Street, F Street, and G Street wouid be signalized to
pravide for the primary movements into and out of the designated parking facilities. Each of the
alternatives would alsc have a secondary access via connections to Harbor Drive. If the distance
between the parking facility access driveway and the adjacent major street is less than the
estimated queue length, the roadway segment would be significanily affected. Access to individual
parking facilities would, therefore, be located between Pacific Highway and Harbor Drive to
provide sufficient queueing space. The lane configuraticns along E Street, F Street, and G Street
are shown in Figure 4-16.

The segments of E Street, F Sireet, and G Street located between Harbor Drive and Pacific
Highway would have a three lane section. This would allow for two outbound lanes at Pacific
Highway which would include one exclusive left turn lane and a shared lefi/right lane. In order
to maintain an adequate queueing area for outbound vehicles in these lanes, the parking garage
access points should be located a2 minimum distance from the traffic signals at Pacific Highway.
This distance is established on the basis of a queucing analiysis for outbound traffic from the
parking facilities during the p.m. peak hour. The following queucing analysis is conducted for
each of the project alternatives.

The estimated queue lengths are summarized for each alternative in Table 4.2-8. This table
indicates the peak outbound traffic demand, the adjusted volume per cycle, and the resulting
queue lengths.

The signing plan for the parking facilities would be designed to direct site traffic to the signalized
intersections along Pacific Highway. The access points along Harbor Drive, which would be a two-
lane facxhty along the western boundary of the project site, would be controlled by stop signs on
the minor street approach. :

Alternative E would provide driveways on Pacific Highway at E Street, F Street, and G Stireet.
These driveways would access surface parking lots that would serve the Navy office uses on the
site. The lots would be open for public pedestrian circulation from Pacific Highway to the
waterfront arsa,

4-57

JB/6640C01.4A




g
£ a 8
s (€4
§ .
T 9 INLE
s 553 3o —_
. cE" =5 0
2 EF-5 n Th 4
i _ 53t o o ]
3 5 %55 5t b
3 385 - C
? 2 Ed: (&
£ 5§z ¢ o 2
@ =0 s
= : 52
-~ (Y Y s

Jilm
A\~

J&‘S][”n.d@e]l’.!hﬂl:
B =n]

(158 WA
FRED e’
% Sl el
ol D@mmﬁﬁaﬁmtﬂﬁﬁgﬂﬂgﬂ
%:e‘.,lﬂéﬂ LTJ HHEI%HvEHUHH'BEE‘!EED._}LEE:

e (3 R B T 8 P R T
[ S T N gEﬁ‘]E}jﬁﬁa%"ﬂjmmﬁ%%M {
JL]DE]GDDCMBE—‘-‘”&EE[I Ik -%E}P«%mmmm@
L O OO CIIRES R B eI E; 08 BEH .f’-'.'
TR n:][:n:n:?m T ERF R0 CAIoiiED)] '

f _JI:JL]L
N §.‘1 r—.us;

Bl

- 139 ,,@@
mﬁmamm“‘ ”’j’nu'm% = Iy;mjs/jzg;z,ﬁ
@zﬂmmmemﬁmm e N /,,:

_’ﬂg‘;]_f?{]‘i_dlitﬁ o r"‘LP ol I
= Pa] SIS L Jﬂ ‘Qg o
R ‘,' Y

4-58

Sourca: CODG

Navy Broadway Complex Project



TABLE 4.2-8

PROJECT ACCESS QUEUE LENGTHS

P.M. Peak Hour
At Pacific Highwav At Harbor Drive
Adjusted® Adjusted®
Access Outbound Volume  Quese® Outbound Volume Queue’
Alternative  Street Volume per Cycle Length _Volume per Cycle length
A E Street 400 12 120 £t 300 10 100 fi
F Street 320 10 100 ft 130 4 40 ft
G Street 300 10 100 ft 160 6 60 fi
B E Street 490 14 140 ft 180 6 60 ft
F Street 320 10 100 fi 136 4 40 ft
G Street 300 10 100 ft 160 6 60 fi
C E Street 230 8 80 ft 100 4 40 £t
F Street 270 8 80 fi 120 4 40 f
G Street 300 10 100 ft 160 6 60 ft
D E Street 400 12 120 180 6 60 §
F Street 230 8 80 ft 110 4 40 ft
G Street 300 10 100 it 160 6 60 fr
E E Street 145 4 40 it 55 2 20 ft
F Street 90 4 40 fi 40 2 20 ft
G Sireet 160 6 60 ft 60 2 20 fi
F E Street 305 10 100 fi 270 8 80 fi
F Street 370 12 120 ft 160 6 60 ft
G Street 400 12 120 £t 200 6 , 60ft
G E Street 75 4 40 ft - - -
F Street . - - - - -
G Street 120 4 40 ft -~ - -

a The adjusted volume per cycle is based on a 160 second cycle length and a peaking factor of
0.8.

b The gqueue length dimensions are based on two cutbound lanes on ail of the access streets
at both Pacific Highway and Harbor Drive. Tt is also based on a car length of 20 feet per
vehicle,
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Alternative G would maintain the existing building structures on the site and the gated security area
around the project boundary. It would allow vehicular access to the site by Navy personnel only and
would prohibit pedestrian movements {0 the waterfront. Alternative G results in no change to the
existing circulation system around the site.

The railroad spur located on E Street would be maintained with each of the designated alternatives.
1t presently receives infrequent use (e.g., three to four trains per year) and is designated for Navy
operational purposes. The rail spur would be located in the left-turn lane for joint use by vehicles
and rail.

Long-Term Parking Conditions

The following assessment of future parking conditions related to the project is based on the
" identification of the proposed parking supply, the parking demand, and a Transportation Demand
Management {TDM) plan. The purpose of a TDM plan is to provide programs t¢ encourage the
use of alternative modes of transportation, thereby reducing the demand for onsite parking for use
by single occupant vehicles. This parking assessment utilizes recent data developed in the ongoing
Parki% Management Study developed by the City of San Diego for the Centre City and Balboa Park
areas.

The proposed onsite parking supply for the project alternatives was established through the
application of parking ratios for the different land use types. The base parking ratic for Navy office
uses is 1.0 per 1,000 square feet; an additional allotment of073 spates per 1,000 square feet is made
to accommodate the storage of fleet vehicles for officiah-business Tse.

Office (private).  1.00 spaces per 1,000 SF
Cffice (Navy): 1.00 spaces per 1,000 SF

Hotel: 0.75 spaces per room
Retail: 4.00 spaces per 1,000 SF

The use of these parking rates results in an onsite parking supply for each alternative as shown in
Table 4.2-9, page 4-62. The onsite supply ranges from 425 spaces for Alternative G (no acticn) tc
3,355 spaces for Alternative B. Alternative D would have 2,905 onsite spaces and 1,205 spaces at
the alternative Navy office site. Alternatives A and F would each have 3,105 spaces and
Alternative C would have 2,455 spaces. -

The City of San Diego has no minimum or maximum parking requirements for development in the
Centre City area.  The parking supply ratios applied to the various land uses in the project are based
on surveys of typical supply levels provided in recent Centre City projects. The development of a
parking management plan for the Centre City area is the primary objective of the ongoing Parking
Management Study for the Centre City and Balboa Park areas.

The parking demand for the various project aiternatives determines the level of parking that must
be accommodated by the project. The initial parking demand calculations are based on demand rates
for typical suburban projects that do not consider the increased use of alternative fransportation
medes (transit, carpocling, shared parking, etc.) that occurs in downtown areas. As such, the demand
rates are not meant to indicate a minimum level of cnsite parking that would be required for the
project alternatives. Rather, the initial parking demand levels are used primarily to establish how
much of the parking demand is met by the onsite supply and what proportion of the demand would
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be met by other transportation modes. The parking demand rates used in this assessment, based on
an ongoing survey being conducted in Centre City, are as follows:

. Office uses: 2.5 per 1,000 S.F.

® Retail uses: 1.0 per 1,000 S.F.

) Hotel uses: 1.0 per room
The parking demand projections shown in Table 4.2-9 indicate that the onsite supply provided for
the various project alternatives would serve between 20 and 55 percent of the total demand.
Alternatives A, B, C, D, and F would provide a parking supply that would satisfy between 50 and
35 percent of the projected demand onsite. Alternative Ewould serve 4¢ percent of its total demand
onsite. Finally, Alternative G, the no build option, would provide an onsite supply that serves 21
percent of the estimated demand.

The future parking needs of each alternative will be met through a combination of onsite parking,
transit, other modes, and onsite Travel Demand Management measures. This would include the
application of such Travel Demand Management (TDM) programs as improved transit use through
better service and accessibility, increased ridesharing through provision of reserved carpool spaces,
and development of shared parking through a mix of land uses. It would be provided through the
application of three primary programs. ‘

* Trapsit: based on the proximity of the project to two LRT stations on the
Bayside LRT line, as well as the provision of transit information to future office
and hotel employees.

° Ridesharing: provisior{ of reserved carpocling spaces at desirable locations
within the parking facilities. ‘

) Mixed Use: development of shared used of the parking facilities through the
close proximity of the office and hotel uses, which have substantially different
peaking characteristics.

Table 4.2-10 indicates the level of parking that would be accommodated by the project alternatives
both without and with TDM. Altematives A, B, D, E, and F would accommodate 80 percent of the
parking demand, without TDM, and would require that 20 percent of the demand be met by off-site
parking. Alternative C would meet 85 percent of its parking demand without TDM, thus requiring
that 15 percent of the demand be met by offsite parking. Alternative G, the no build scenario,
would meet only 50 percent of its parking demand without TDM. This would require that 5¢ percent
of its demand be met by offsite parking.

The addition of TDM to the seven project alternatives incorporates a mix of measures designed to
meet the full parking needs of the project. The successful application of TDM measures to reduce
the level of vehicular traffic by increasing transit and ridesharing use has been documented in San
Diego through surveys of major downiown empioyers. There would be no reliance on offsite facilities
to meet the parking demand for Alternatives A, B, C, D, and F. Alternative E would experience a
parking short-fall of 14 percent that would have to be met by the use of offsite parking facilities.
Approximately 50 percent of the total demand for Alternative G (no action) would be met by offsite
facilities.
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TABLE 4.2-9
PROJECT PARKING DATA

Alternative Land Use Intensity Supply Demand
A Office (privaic) 650,000 SF 650 1,625
Cffice (Navy) 1,600,000 SF 1,000° 2,560
Hotel 1,500 rooms 1,125 1,500
Retail 25,000 SF _100 25
Total 2,375 5,650
B Office {private) 900,000 SF 900 2,250
Office (Navy) 1,000,000 SF 1,000 2,560
Hotel 1,500 roocms 1,125 1,500
Retail 25,600 SF 100 25
Total 3,125 $275
C Office (Navy) 1,000,000 SF 1,00¢° 2,500
Hotel 1,500 rocms 1,125 1,500
Retail 25,000 SF 100 -2
Tatal 2,225 4,925
D Office (private) 1,430,000 SF 1,430 3,575
Office (Navy) 20,000 SF 2¢° 50
Hotel 1,700 rocoms 1,350 1,700
Retail 25,000 SF 100 25
Onsite Subtota) 2,900° 5350
Offsite Navy 980,000 SF 98¢ 2.45¢
Total 3,38¢° 7,800
E Office (Navy) 1,000,000 SF 1006 2.500
Total 1,000° 2,500
F Office (private) 650,060 SF 650 1,625
Office (Navy) 1,000,000 SF 1,00¢° 2,500
Hotel 1,500 rooms 1,125 1,500
Retail 25,006 SF 100 25
Totai 2,379 3,550
G No new buildings - 425 2,029

a Tnis dces not inciude spaces used for storage of Navy fleet vehicles (230 spaces with each

alternatiive).

TB/6640C01.4A
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TABLE 4.2-10

PARKING NEEDS ASSESSMENT
Modal Distribution by Land Use Type
{Percentage)
Without TDM ) With TOM
On- Shared On- Shared

Alternatives site Parking Transit Othe”® Total  TDM site Parking Transit Cther® Total
Alt. A

Offics 40 18 15 5 76 24 40 16 13 5 100

Hotel 75 16 15 - 100+ 15 75 16 15 - 100+

Retail 85 - 5 - 100 15 85 - 135 - 100+
Alt. B

Office 40 16 15 5 76 24 40 15 15 5 100

Hotel 75 16 15 - 100+ 15 75 16 15 - 106+

Retail a5 - 15 - 100 15 85 - 15 - 100+
Alt. C -

Office 40 24 15 5 84 16 40 24 15 5 100

Hotel 75 24 15 - 100+ 15 75 24 15 - 160+

Retail 85 - 13 - 100 15 85 - 15 - 100+
Alt. D _

Cffice 40 20 15 5 80 20 40 20 15 5 160

Hotel 75 20 15 - 100+ 19 75 20 15 - 160+

Retail 85 - 13 - 100 15 85 - 15 - 100+
Alt. E ‘

Office 40 - - 13 3 60 25 40 - 15 5 85
Alt. F

Office 40 16 15 5 76 24 40 16 15 5 160

Hotel 75 16 15 - 106+ 15 75 16 i5 - 160+

Retail 85 - 15 - 100 15 & - 15 - 160+
Alt. G

Nobuild 20 .15 15 50 . 20 .15 15 50

a  The "other” category includes a 5 percent allowance for office uses located within the core area of
the Centre City.
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A substantial portion of the parking facilities designated for the commercial office and the Navy
office uses would be available during the weekday evening and weekend periods for public use,
The provision of these parking spaces would assist in alleviating projected parking shortages for
tourists in the Central Bayfront area.

Long- n ition -

The project alternatives would generate a substantial number of transit trips due to the proximity
of the project site to the Bayside Light Rail Trapsit (LRT) line and the level cf bus service
provided to the study areca. The project site is within two blocks of the Santa Fe and Seaport
Village stations on the proposed Bayside LRT Line, scheduled to begin operation in late 1990,

The project provides pedestrian corridors that can be linked through other planned pedestrian
corridors to the LRT stations. In addition, a total of 10 bus routes provide service within walking
distance of the project site.

The level of daily transit riders that are estimated for the project alternatives are based on a
25 percent utilization by office employees and 20 percent by hotel employees. These patronage
levels are based on the future travel demand profiles established in the parking management
program for the Centre City area.

The future transit demand is allocated between LRT and bus patrons on the basis of existing
ridership levels. The Bayside LRT line is estimated to attract approximately 10 percent of the
employees from the future project site. Other transit facilities, such as bus, express bus, and
AMTRAX commuter trains, are estimated to carry between 10 percent {hotel) and 15 percent
{office) of the employees. The projected number of daily person trips on transit facilities is shown
in Table 4.2-11.

TABLE 4.2-11

LONG-TERM TRANSIT USE
Daily Person Trips

Alternative ' Bayside LRT Line Bus/Gther Transit

A 1,760 2,400
B 1,500 2,800
C 1,100 1,600
D (Navy Broadway Complex site) 1,600 2,200

{Centre City east sit2) 300 1,360
E 900 1,3C0
F 1,760 2,4C0
G 500 760
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4.23 MITIGATION MEASURES

The following improvement programs are suggested to mitigate the impacts on the transportation
infrastructure created by both project-related and cumulative development.

hort- veme

-

The assessment of short-term traffic conditions on the roadway network indicates that there are

no significant impacts under any of the seven project alternatives. The 13 study intersections

would operate at service level B or better under all options. As no significant impacts were

identified in the short-term analysis, this section will focus on mitigations for the jong-term
. scenario.

- YEIme
Alternatives A, B, C, D, E, and F
Intersections

The long-term intersection assessment indicates that with development of either of these six
alternatives, up to four intersections would be significantly affected as listed below:

Grape/Pacific Highway (All six alternatives)

L ]
®  Broadway/Harbor (Alternatives B, C, and E)
e  Broadway/Pacific Highway (All six alternatives)
®  Broadway/Front (All six alternatives)
_l_amgd_lmpr_mg The long-term network for the Centre City area is based on a series of

recommendations in the CCTAP (1985) and, more recently, by CCDC in the Sixth Amendment
of the Columbia Redcvc10pment Plan (1989). These recommendations indicate suggested lane
configurations for the major roadways in the Centre City. The [ollowing intersection
improvements are planned by CCTAP and CCDC and would reduce the project’s contribution to
intersection impacts to a leve! that is Jess than significant. These improvements, and others to be
implemented as a result of the project alternatives, are depicted in Figure 4-17.

In addition, the proposed alignments of Harbor Drive, Pacific Highway, and the new connection
to Harbor Drive north of Broadway are shown in Figures 4-18 and 4-19. The improvements
shown on these figures would be required to provide adequate operating conditions with the
closure of Broadway under Alternatives A and F.

e  Pacific/Grape: Pacific Highway currently provides three through lanes in 2ach
direction and a southbound left-turn pocket. Grape Street has three eastbound
lanes and an eastbound right-turn pocket. The suggested improvement is the
restriping and reconfiguration of Grape Street to provide for a 4-lane section, as
recommended in CCTAP. These improvements would result in service level D
conditions under the long-term scenario. This improvement, o be installed by
the City of San Diego, should be implementsd when the service levels at this
intersection exceed acceptable levels based on current traific counts.
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¢  Broadway/Front: Broadway provides two through lanes in each direction and a
westbound left-turn lane. Front Sireet has three through lanes in the southbound
direction. The suggested improvement is the restriping and reconfiguration of
Front Street to provide for a 4-lane section, as recommended in CCTAP. These
improvements would result in service level D conditions under the long-term
scenario. This improvement, to be installed by the City of San Diego, should-be
implemented when the service levels at this intersection exceed acceptable levels
based on current traffic counts.

Improvements Associated With the Project -- The following mitigation measures are not included
in the CCTAP or by CCDC, and would be required to mitigate the impacts of Alternatives A

through F, as noted. These improvements would result in service level D c¢onditicns for
Alternatives A, B, D, and F, and service ievel C conditicns for Alternatives C and E.

e  Broadway/Pacific: Pacific Highway currently provides three through lanes in each
direction and a southbound left-turn lane. Broadway has two through lanes in
each direction and a westbound left-turn lane. The improvements include the
provision of additional turn lanes in the northbound, eastbound, and westbound
directions. They would be constructed by the City of San Diego upon initiation
of development of any block on the Navy Broadway Complex. These are
summarized as follows:

- Exclusive northbound left-turn lane
- Exclusive northbound right-turn lane
- Exclusive eastbound right-turn lane
- Second westbound left-turn lane

®  Broadway/Harbor: Harbor Drive currently provides one through lane and left-
turn pockets in each direction. Broadway has two westbound through lanes and
one castbound through lane. The Sixth Amendment to the Columbia
Redevelopment Plan includes a recommendation that Harbor Drive be widened
io a six-lane section along this section of the waterfront. This recommendation
would severely limit the amount of open space that could be provided 2long the
waterfront. In addition, the widening of Harbor Drive is not consistent with
recently adopted design principals by BCCG and CCPC, and as such, this
improvement is not recommended. The suggested improvement for Alterna-
tives B, C, D, and E is the widening of the immediate intersection of Broadway/
Harbor to provide a second northbound through lane and a second southbound
left-turn pocket. No mitigation measures are required at this intersection for
Alternatives A, F, and G. Improvements to Broadway and Harbor Drive would
"be installed by the City of San Diego upon completion of the open space area
at the foot of Broadway.

® A traffic signal at the intersecticn of Harbor Drive and the new connection 10
Harbor Drive north of Broadway would aileviate traffic impacts that result from
the redirection of traffic around the proposed open space area {Alternatives A
and F). Improvements to this intersection would be installed by the City of San
Diego upon compietion of the cpen space area at the foot of Broadway.
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® A traffic signal at the intersection of Pacific Highway and the new connection to
Harbor Drive north of Broadway would alleviate traffic impacts that would result
from redirection of traffic around the proposed open space that entirely covers
Block 1 (Alternative F). Improvements to this intersection would be installed by
the City of San Diego upon completicn of the open space area at the foot of
Broadway. -

The above mitigation measures would be implemented in a phased manner in conjunction with
the development of individual blecks on the project site. The phasing plan for each stage of
developmert is identified in a Development Agreement between the Navy and the City of San
Diego. The phasing plan requires that associated mitigation measurss be implemented in
conjunction with the development of any individual bicck on the project site. This would include
the installation of access-related improvements to Pacific Highway as well as the extensicn of
E Street, F Street, or G Street from Harbor Drive to Pacific Highway. Table 4.2-12 provides a
description of the improvement phasing plan as currently outlined in the development agreement.

The service levels at the four intersections are shown with the addition of the above mitigations
in Table 4.2-13.

In addition, the following measure will reduce trip generation from the Navy Broadway Complex,
and would be implemented by the project upon compietion of each phase.

] Program: The alternative
pro;ects will mcorporate a TDM program demgned to reduce the number of
vehicular trips, thereby reducing associated traffic impacts and parking needs.
The TDM program will be put in place pricr o the occupancy of any uses and
will be incorporated into all commercial uses. As described earlier in the impacts
secticn, this program could include 2 number of measures such as:

- Opsite iransit amenities

- Transit pass sale and information area

- Coordination of a rideshare matching system

- Preferential carpool and/or vanpool parking

- Onsite bike lockers

- Development of pedestrian corriders to transit stops/stations
- Shared parking arrangement through mix of land uses

navoidable Intersection Impacts -- There are no intersections where unavoidable adverse impacts
would occur after implementation of the mitigation measures listed above.

Roadway Segments

As discussed in Secticn 4.2.2, page 4-47, 14 roadway segments wouid 2xceed their capacity in the
long-term scenario. The segments are located along Ash Sireet, Broadway, Eleventh Avenue,
Grape Street, Harbor Drive, Tenth Avenue and Pacific Highway. Although the development of
Alternatives A through F would result in additional traffic at each of these segments, oaly
substantial {and, therefors, significant) project contributions would occur along the following
segments:

#®  Pacific Highway south of Broadway (ail six alternatives)
®  First Avenue south of Ash (Altemnatives A, B, C, E, and F}
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TABLE 4.2-12

TRANSPORTATION IMPROVEMENT PHASING PLAN
Navy Broadway Complex Project Alternatives

Development Increment

-

Facilities to Be Constructed

A. Development of any block

B. Development of Block 3 and/or 4

C. Development of Block 2 and/or 3

D. Development of Block 1 and/or 2

E. Development of Open Space

Widen Pacific Highway to create exclusive left-
turn lapes in northbound and scuthbound directions
at E, F, and G Streets.

Widen Pacific Highway to create exclusive
northbound left- and right-turn lanes at Broadway
and Pacific Highway.

Restripe Broadway to create second left-turn
pocket in westbound direction and new eastbound
left-turn lape at Pacific Highway (except
Alternative F). For Alternative F, restripe
westbound Broadway to two right-turn and two left-
turn lanes. Modify traffic signal, as needed.

Construct new G Street between North Harbor
Drive and Pacific Highway (40 feet curb-to-curb
width).

Install traffic signal at G Sireet and Pacific
Highway.

Censtruct new F Street between North Harbor
Drive and Pacific Highway {40 feet curb-to-curb
width).

Install traffic signal at F Street and Pacific
Highway.

Construct new E Street between North Harbor
Drive and Pacific Highway (52 feet curb-to-curb
width). Install rubber railroad crossing on new E
Street and across Pacific Highway and North
Harbor Drive at E Street.

Install traffic signal at E Street and Pacific
Highway.

Install traffic signal at E Street on North Harbor
Drive (Alternatives A & F).

Construct new C Street (or B Street, as needed)
between North Harbor Drive and Pacific Highway
{52 feet curb-to-curb width). '

a rFor 2il alternatives, except as otherwise noted.

JB/6640001.4A
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TABLE 4.2-13

LONG-TERM INTERSECTION SERVICE LEVELS WITH MITIGATIONS .
P.M. Peak-Hour Conditions
- Alt. A Alt. B Alt. C Ait. D Alt. E Ait F
Intersection LOSICU I1OSICU LOSICYU LOSICYU I1OSICU LOS ICU
Pacific/Grape D 088 D 08 D 085 D 08 D085 D 088
Harbor/Broadway NA D031 C 073 NA C 073 NA
Pacific/Broadway D 089 D 0.87 Cc 0.77 D 089 C 0.77 D 0287
Front/Broadway D 086 D 085 D 089 D 08 D 08 D 086

Scurce: Kcrve Engineering, Inc.
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Plapned Improvements ~ CCTAP and CCDC have programmed improvements that would
mitigate roadway capacity exceedances at several of the 14 segments in the project vicinity.
Programmed improvements are proposed for both of the segments for which the proposed
alternatives would contribute to significant increases in traffic levels.

®  First Avepue: The restriping and reconfiguration of First Avenue to provide for
~ a 4-lane section, as recommended in CCTAP and CCDC plans. This
improvement, to be installed by the City of San Diego, should be implemented
when roadway volumes on this segment exceed acceptable levels based on current
traffic counts.

e  Pacific Highway: The proposed widening of Pacific Highway weuld mitigate
future roadway conditions along this corridor. The improvement would be
censtructed by the City of San Diego in a phased mananer upen development of
individual blocks in the Navy Broadway Complex.

Unavgidable Roadway Segment Impacts -- There are no roadway segments where unavcidable

adverse impacts would occur after implementation of the mitigation measures listed above.
ENDNOTES:

San Diego Associaticn of Governments, 1987b.

City of San Diego, 1987¢.

PRC Engineering, 1985.

Metropelitan Transit Development Board, 1987,

Wilbur Smith and Associates, 1987.

San Diego Association of Governmeants, 1988,
Commuter Computer.

Stave, City of San Diego, personal communication, 1988.
Berg, City of San Diego, personal communication, 1988.

OG- hth bR

10 San Diego Association of Governments, 1986.

11 Metropolitan Transit Development Board, op. cit.

12 Raobenheimer, Metropolitan Transit Develcpment Board, personal communication,
1988.

13 Stave, op. cit.

14 Pazargadi, City of San Diego, April 25, 1989.

15 Pazargadi, op. cit.

16 Pazargadi, op. cit.

17 Wilbur Smith Associates, 1988,
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43 AESTHETICS AND VIEWSHED
43.1 AFFECTED ENVIRONMENT

ject Si earan

The Navy Broadway Complex is a fully developed site with 16 buildings that range in height from
approximately 20 feet to 100 feet. Figure 4-20 is an aerial photograph of the site. Buildings 1
and 12, at 100-feet high, are the two most visually prominent buildings on the site. Both buildings
are located on the northwestern two blocks of the site (see Figure 4-1, page 4-2), with Building
1 located adjacent to and south of Broadway and Building 12 located south of Building 1. No

. other buildings on the site are higher ihan 40 feet. Because of this size variation, Buiidings 1 and
12 are visible from some of the more distant range viewsheds, whereas the remaining buildings
on the site are generally visible only from nearby streets.

Structures on the project site, particularly Buildings 1 and 12, are well-maintained. The buildings
are rectangular with minimal architectural variation. Buildings 1 and 12 are built to the property
line along Harbor Drive, and Building 1 is built to the property line along Broadway. Fences and
buildings on the project site block certain views from streets leading from the downtown core to
the waterfront.

blic Views l-'ne. i

The project site is in a visually important area because of its proximity lo the waterfront and its
visibility from several key viewpoints. The project site is visible from three types of views:

®  Panoramic views from Coronado and Harbor Islands across the bay.

®  Gateway views from Harbor Drive at Laurel Street and I-5 at Olive Street
looking south, and from Harbor Drive near the Convention Center Jocking north.

®  Street-end views from the downtown along Broadway, E, F (Pantoja Park), G,
and Market streets.

Photographs were taken of the project site and surrounding area from each of these viewpoints.
The photograph viewpoint locations are depicted on Figure 4-21. Each photograph is followed
by a visual simulation of Alternative A and Alternative F. Alternatives A and F were selected for
visual simulations because they include the tallest proposed bmldmgs of ail the alternatlve.s The
project site is discussed below in the context of these public views.

Panoramic Views

Figures 4-22 and 4-25 depict panoramic views of the site and surrounding arza from Harbor Island
and Coronado, respectively. The sxisting buildings on the project site are visually subordinate to
several high-rise buildings in the nearby downtown core that are also visible from these viewpoints.
Buildings 1 and 12 are the two most visible buildings on the site, with the remaining 14 buildings
barely visible.
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Major proposed buildings in the vicinity include the Santa Fe, Emerald Shapery, Koli Center,
Great American, and the Hyatt Hotel projects. All include high-rise structures, with some up to
500 feet. Once developed, the skyline would fill in and appear more densely developed than it
does currently.

Gateway Views

Figure 4-28 depicts the view of the site and surrounding area from Harbor Drive at Laurel Street,
a "gateway” into the project area from the north. The high-rise buildings in the downtown cere
are visually less dominant in this view than in the views from Harbor Island and Coronadc due
to the view angle. The most dominant features are the bay and the beats docked in the marina,
Buildings on the project site, though visible from this viewpoint (particularly Buildings 1 and 12},
are in the background of the viewshed and are not prominent.

The gateway view along I-5 at Olive Street (see Figure 4-31) is dominated by structures in the
foreground and by the high-rise buildings in the downtown core. The project site is in the distant
background from this viewpeint, and is not visuaily prominent.

Figure 4-34 depicts the view toward the site {from the southern pateway at Harber Drive and Fifth
Avenue near the Conventicn Center. Buildings 1 and 12 are the only buildings visually evident
on the site from this point. The Embassy Suvites Hotel and other structures in the foreground
dominate the viewshed from this viewpoint, with Buildings 1 and 12 in the background of the
viewshed.

Street-End Views

Street-end wews toward the site are depicted from Broadway (Figure 4-37), E Sireet
{Figure 4-40), F Street (at Pantoja Park, Figure 4-43), G Street (Figure 4-46), and Market Street
{Figurs 4-49). Views of the site from these locations are described below:

®  Broadway: Project site buildings are almost entirely obstructed by other buildings
in the viewshed (Figure 4-37). Within two blocks of the site, the project
structures, particularly Building 1, become more prominent in the viewshed,
although other facilities, such as the Broadway Pier and B Street Pier, aiso
become visually prominent.

® E Street: As shown in Figure 4-40, existing buildings on tbe project site are
visible in the background of the viewshed. The view from E Street toward the
bayfront is obstructed by a chain link fence on the site and by the Navy Pier.
The bay is not visible from E Street.

®  FStreet: The view from F Street (Figure 4-43) is shown from Pantoja Park. The
view of the site from this point is largely obstructed by vegetation and residential
development, although Building 12 is visible. At F Street adjacent to the site,
the view through the site of the bayfront is obstructed by chain link fences.

® G Street: The view ajlong G Street toward the bayfront is largely unobstructed.
Buildings on the project site in this viewshed are one to two foors high and are
not visually prominent in the viewshed (see Figurs 4-46). Adjacent to the site,
the view through the site toward the bayfront is largely cbstructed by Building 3.
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e  Market Street--Project site buildings are not visible in the view along Market

Street, as depicted in Figure 4-49, page 4-36. Buildings on the project site near

- Market Street are ope to two floors high and are obstructed by intervening
buildings located along Market.

Eg'angeg View Corridors

As previously discussed in Section 4.1, page 4-30, Broadway, Pacific Highway, and Market Street
are all identified as "Gateway Streets" in the Centre City Urban Design F‘rc:gr.am.1 "Gateway
Streets” link the most intensively developed areas of Centre City with the waterfront and are
intended to be major visual corridors, with increased pedestrian use as redevelopment occurs.
Private development along these comdors should, according to the program, be designed to
enhance the visual quality of the corridor

Shade/Shadows

Climate in the City of San Diego Centre City is characterized as moderate year-round. The
influence of shade from building is not as crtical an issue as it is in arcas with temperature
extremes, where shade can moderate extremely high temperatures and reduce already cool or cold
weather.

The primary area of shading from existing project structures is towards the north and northeast,
where shadows are cast during the warmest part of the day on the winter solstice. The winter
solstice is considered important because it is the day when shadows are at their longest, and it
occurs during the cooler part of the year. Due to the current low height of project structures,
with no building higher than 150 feet, no substantial shadows are created during the winter
solstice.

4.3.2 ENVIRONMENTAL CONSEQUENCES OF THE PROPOSED ALTERNATIVES

Development of any of the proposed alternatives, except the ne-action alternative (Alternative G),
would substantially alter the visual characteristics of the Navy Broadway Complex. Existing
buildings would be replaced by new or rehabilitated structures. Several currently proposed
buildings in the vicinity of the proposed project are anticipated to be completed by the time any
of the proposed alternatives are built out (by around 2003), so this analysis assumes buildcut of
these buildings. Specifically, it is assumed that the Santa Fe Development, Emerald-Shapery
Center, Great American Plaza, Koll Center, The Courtyard, One Harbor Drive, and the Hyatt
Regency will have been completed, and they are depicted in visual simulations presented herein.

Draft urban design guidelines have been established so that the project will not only complement
but also enhance the visual conditions of the project area and create a visually pleasing transiticn
between the downtown core and the Bayfront to the west and south. The draft design guidelines
are provided in Appendix D and are subject to minor refinement between the Navy and the City.
Alternatives A, B, and the onsite component of Alternative D are all generally consistent with the
draft guidelines. Alternatives C and F are partially consistent. Alternatives E and G are not
consistent.
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Effects on Public Views of the Site
Effects or Panoramic Views

Figure 4-23, page 4-78, depicts a simulated view of Alternative A, as seen from Harbor Island.
For comparison, Figure 4-22, page 4-77, depicts the existing view. Figure 4-26, page 4-82, depicts
the simulated view of Alternative A from Coronado, compared with the existing view in Figure
4-235, page 4-80. As shown in Figures 4-23, page 4-78, and 4-26, page 4-81, Alternative A provides
a smooth visual transition between the downtown core and the waterfront, with buildings stepping
down to the scuth. The Hyatt Regency will become a focal point of the skyline, with the buildings
decreasing in height toward the site. Alternative A would not adversely affect the viewshed from
this viewpoint; rather, it would compiement the existing/planned viewshed and would "complete”
the skyline between the downtown core and the proposed Hyatt Regency.

Alternative B and the onsite component of Alternative D would appear the same as Alternative A
from this viewpoint, because the buildings would be nearly the same height.

Alternative C would not adversely affect the viewshed from this viewpoint, although it would not
provide that same level of visual transition as Alternative A between the downtown core and the
area to the south. Rather, this alternative would appear to step down from the downtown, rising
2s it approaches the southerly area of the site, then stepping down again to the south.

Alternatives E and G would appear visually similar to each other from these viewpoints, and
would not substantially alter the viewshed (except that the surtounding skyline would be altered
by planned development). Because neither of these alternatives would alter the viewsheds, they
would have no adverse visual effect.

Figures 4-24, page 4-79, and 4-27, page 4-82, depict a simulation of Altemmative F from Harbor
Island and Coronado, respectively. This alternative would provide a contrast in the skyline, with
a cluster of higher buildings on Blocks 2, 3, and 4. Both figures show that this aiternative would
create a second focal point in the viewshed. Compliance with the intent of the draft urban design
guidelines for the project (Appendix D) would create a development visually compatible with the
skyline.

Effects on Gateway Views

Figures 4-29 (page 4-85), 4-32 (page 4-88), and 4-35 (page 4-91), depict simulated views of
Alternative A from Harbor Drive at Laurel Sireet, Interstate 5 at Olive Street, and Harbor Drive
at Sth Avenue, respectively. Figures 4-28 (page 4-84), 4-31 (page 4-87), and 4-33 (page 4-89),
depict the existing views. The views of Alternative A from these viewpoints show visual
compatibility with the intensity and form of adjacent and surrounding land uses. The greatest
visual contrast created is the view from Harbor Drive at 5th Avenue (see Figure 4-35, page 4-91),
but smooth visual transition is provided between the existing Embassy Suites Hotel (adjacent to
Block 3 in the figure} and the proposed alternative. Alternative A would remain visually
subservient to the Hyatt Regency, One Harber Drive, as well as several other existing and planned
buildings that would also be in the viewshed. Thus, it would not adversely affect gateway views.

Alternative B and the onsite component of Alternative D would appear visually similar 10
Alternative A from these viewpeints, so would also not adversely affect the viewshed.

4-109

JB/6640001.4A



LR

Alternatives C and E would be less visible than Alternative A. Thus, neither of these alternatives
would adversely affect the viewshed. '

Figures 4-30 (page 4-86), 4-33 (page 4-89), and 4-36 (page 4-92), depict visual simulations of
Alternative F from the same viewpoints as shown in Figures 4-29 (page 4-85), 4-32 (page 4-88),
and 4-35 (page 4-91). This alternative would be more visually prominent than either the existing
condition or Alternative A. However, it would remain visuvally compatible with adjacent
development, and, therefore, is not considered to have a significant adverse effect on gateway
viewsheds.

Effects on Street-End Views

Figures 4-38 (page 4-94), 4-41 (page 4-97), 4-44 (page 4-100), 447 (page 4-103), and 4-49
(page 4-105), depict simulated views of Alternative A from Broadway at Front Street, E Street
at Union Street, F Street at Pantoja Park, G Street at Front Street, and Market Street at Front
Street, respectively. The view along Broadway (Figure 4-38, page 4-94) shows a progression of
buildings stepping down to the waterfront, with development on Block 1 of the Navy Broadway
Complex providing a smooth transition. The view from E Street (Figure 4-41, page 4-97) shows
a corridor framed by the Santa Fe development and buildings on Block 2 of the Navy Broadway
Complex. The buildings step down toward the street. Block 1 buildings, which are less visible
from this viewpoint, nevertheless step down from the Sznta Fe development. The existing Navy
Pier would continue to delineate the extension of E Street at the water{ront. :

The view from Pantoja Park at F Street (see Figure 4-44, page 4-100) would be of a more
intensive development than seen today, with the view of Building 12 blocked by a substantially
taller building on Block 2. However, the project would be visually compatible with other buildings
in the viewshed. The view along F Street, when closer to the Navy Broadway Complex, would
be opened up to provide views of the waterfront, where such views are currently occluded by
existing onsite development. This would be a benefit of Alternative A. The view from G Street
(Figure 4-47, page 4-103) would also be opened up to the waterfront, another visual benefit of
this alternative. Building heights would provide a smooth visual transition from other buildings
on the street to the waterfront. Buildings on Alternative A would not be substantially visible from
Market Street (see Figure 4-50, page 4-106).

In summary, Alternative A would be generally more visible from street-end views than the existing
onsite development. Development would be designed to be visually compatible with surrounding
development, and would open up view corridors to the waterfront, from F Street and G Street,
where views are currently obstructed by existing Navy Broadway Complex development.
Alternative A would not adversely, but would beneficially, affect street-end views.

Alternative B and the onsite component of Alternative D would provide the same level of visual
compatibility as Alternative A from these view points, due to the similarity in scale and layout of
these alternatives, so they also beneficially affect the street-end views,

Alternative C, with its lower buildings on Blocks 1 and 2, would be less visible than Alternative A,
so would also not adversely affect the subject viewsheds. Alternative C would instead appear
similar to the existing condition. Alternative E would also have lower buildings than
Alternative A, and would have a similar appearance from the subject viewsheds as it currently
appears. Thus, it would not adversely alter the current views of the site.
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Figures 4-39 (page 4-95), 4-42 (page 4-98), 4-45 (page 4-101), 4-48 (page 4-104), and 4-51
(page 4-107) provide visual simulations cf Alternative F from the same viewpoinis as depicted with
Alternative A. Unlike Alternative A, no development of the Navy Broadway Complex would be
seen from Broadway at Front Street (Figure 4-39, page 4-95) because a park would be developed
on Block 1, the only block visible from this viewpoint. The view from E Street at Union Street
shows a tall building on Block 2 rising well above intervening buildings (see Figure 4-42,
page 4-98). This view shows a substantial contrast between the Navy Broadway Complex and
other area development. The view from Pantoja Park down F Street would be of intensive
development (see Figure 4-45, page 4-101), with no intervening buildings of similar scale. From
G Street at Front Street, Alternative F would be larger than the scale of other area development,
but the contrast would be less than the view from E Street and from Pantoja Park (Figure 4-48,
page 4-104). As with Alternative A, the views of the waterfront down G Street would be opened
up with this alternative. The view down Market Street (Figure 4-51, page 4-107) would be similar
between this alternative and Alternative A, with existing develcpment dominating the viewshed.

The changes to the views {rom E Street and Pantoja Park caused by Alternative ¥ would be
considered significant aesthetic impacts. This alternative contrasts substantially with surrounding
structures seen from these view points. Nonetheless, aesthetic considerations are highly subjective,
and this alternative would be required to comply with draft design guidelines that would be
adopted by the City and the Navy. Moreover, the view corridors to the bay down F Stzeet and
G Street, which are currently blocked by existing Navy Broadway Complex development, would
be opened, thereby providing a benefit.

The viewshed of the Ajternative G would remain unchanged from current conditions. Although
no adverse changes in the viewshed would occur with this alternative, the opportunity to upgrade
the appearance of the Navy Broadway Complex and open view corridors through the site would
aot be created.

ects entre City Fast Views

The offsite Navy development associated with Alternative D would be in character with the visual
resources in the Centre City East area, in the context of the propesed City Hall and the general
intensification of land uses planned for this area. However, because a specific iccation for this
alternative has not been established, the effect of this alternative on its surrounding viewshed has
not been determined.

ects apned View Corridor

Please refer to Section 4.1.2 (page 4-33) for a discussion of the consistency of each of the
alternatives with the Centre City Urban Design Program.

ects B adows
Figures 4-32 and 4-53 depict the shadews that would be cast at the winter scistice for
Alternatives A and F, respectively. These alternatives cast the longest shadcws of any alternatives.

These shadews are indicative of the largest shadcwing between the noon and 2 p.m. that would
result from any of the alternatives. The mid-morning shadow (at 10 a.m.) is aisc shown. As
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shown, the shadows would extend north to cover a portion of the Block 1 proposed open space
areas at noon for each of these alternatives, moving northeast in the afternoon to cast on
primarily office development proposed across Pacific Highway. Shadows would cnly touch, but
would not substantially cover the Santa Fe Condominiums proposed east of Block 3. This is the
only residential use that would be affected by shadows from Navy Broadway Complex
development, and with the longest possible shadows (Alternative F) would not be substantially
covered.

The casting of shadows in moderate climate areas such as in the project area is not necessarily
adverse. In fact, shading can provide a moderating effect on hotter summer temperatures, so
would be considered beneficial to public uses in the warmer times of the year. During the cooler
times, temperatures are moderate enough that shading would not be considered substantially
adverse. Therefore, no significant adverse effects from shading would result from any of the
alternatives.

433 MITIGATION MEASURES

Compliance with the draft urban design guidelines (Appendix D) would mitigate aesthetic impacts
associated with development of Alternative A, Alternative B, Alternative C, the onsite component
of Alternative I, and from most viewpoints, Alternative F.

A significant unavoidable adverse change in the visual environment would occur with respect to .
views of Alternative F, as seen from E Street and Pantoja Park. -

No significant adverse visual changes would result from either Alternative E or Alternative G, so
no mitigation is necessary for either of these alternatives.

ENDNOTES:
1 Centre City Development Corporation, 1983.
2. Ibid. :
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4.4 PUBLIC SERVICES AND UTILITIES

apfelit

The following asalysis is based on consultation with purveyers of public services and utilities that
. may be affected by the proposed altermatives. A majer component of the project invelves

reiccation of personnel from one area of San Diego to the project arsa.

4.4.1 POLICE PROTECTION
AFFECTED ENVIRONMENT
The City of San Diege Police Depariment provides police protection o the preject arsa. The

department’s main station is at Broadway and Fourteenth Street. The response distancs o th

preject site is approximately 1 mile. The preject area is lccated within the Central Division
Cemmand, which is cne of seven area commands. The Central Division staif currently includes
3 captain, four patrol Heutenants, 16 sergeants, 140 cfficers, and 15 detectives. Thers are 59
patrol vehicles assigned to the Central Division. The Central Division services a population of
ovar 67,000 residents and is respensible for 113 miles (3 percent) of the Cify's 33C.7-squars-
mile jurisdictiog.l The City of San Diego Police Department is adeguately stefizd (o provide

pclice protection o the project region and vicinity.
ENVIRONMENTAL CONSEQUENCES OF THE PROPOSED ALTERNATIVES

B H S T - T Ty - A ai ot tiy et 2ryeann
Tae City of San Diego Police Department has expressed that any of the alternatives that increase
T frpamen tremyien - 33 P ¢ 3 e ] e — ol ol P v &
vehicular traffic on surrcunding streets and arierials may increase the risk of traffic accidenis.
i b —ﬂ‘.'if-nv-w Frum {1 ey f7d ey gFemargia e affart Tirnrige TUQIGTY I AT AT AP G @
LJL'LL;T Adtarnanve 5 woulg act FENCrateg 1815 SNect, LIArCuiaton -_“w;JS';i.,u.a. zm'fi:._ﬁ TOMEnE i_.'-_:.ri::‘CaLn;

) . e .. = . e el o P
o mitigate impacis from this and other arza development, as discussed in Section 4.2.3, page 4-83,
wounld recduce this potential adverse effact 1o 2 level that i less thar sigmificant.

L . Bl e id - - 3 N il A

In additicn, the Police Department has identified car prowis on.parked wvebicles as another
. | £ F-d 7, | 3 M -- - i T H 1 at o - -

netential adverse effect of the higher density uses voroposed Ty ail the aitermatives excect
; o 7 I Z Z

Alternative G. The sxisting poiice {acilities, manpower, and available squipment ars adequaie
ic provide the project site and surrounding area with a sufficient level of pclice protection in

7 Try 27 i1 - x - & ] 1 nolice me IOV O
cases of emergency. Mo sigonificant adverse effects on the ability to provide police protection or
public safety are anticipated from developmernt of any of the alternatives,

MITIGATION MEASURES
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fizcts ars expected from any of the altermatives, no mitization
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TABLE 4.4-1

FIRE STATIONS IN THE

VICINITY OF

THE BROADWAY COMPLEX

Staticn Location Zguipment
1 1222 1st Sireet Two engine companies, chernical fire-fighting rig,

light air rig, truck company, and paramedic

3 725 W. Kalamia Engine company

4 404 8th Avenue Engine company and rescue unit

Engine company and truck company

ot
s

345 25th Street

Mzval Station
San Diego

32nd Strest Three engine comparnies

Source: Sumler, City of San Diego Fire Depariment, personal communication, 1988,

Station 1 is within 0.5 mile of the project site and is the nearsst City fre station. The avera
raspense time to the project arsa from City stations is ap-pro;amatow 4 to & minuiss. The it
stations that serve the project area are fc”r"PntEy adeguately staffed’ The Faderal firs station
at the 32nd Street M avai Station is 3.7 miles from the project site. It provides fire protecticn t0
toth federal and nonfederal facilities, pursuant to the San Diego Cou'lf'f Mutual Ald Plan. Tae
Federal fire station at 32nd Sireet is adecuately staffed to raspond ic emergencies in the project
vicinity. The average response time 10 the project area is & minutes.

“:.'l

l:a:

The project site is currently served with a fire flow of 2,500 gallons per minute {gom).
ENVIRONMENTAL CONSEQUENCES OF THE PROPOSED ALTERNMATIVES

Redevelopment of the proiect site with Aldternatives A, B2 C, D, E, or F would 25 ult in
construction of new buildings, and underground pars{mo Eacilities (i.e., Alternatives A, B,
and Iy that would be susceptible to fre hazards. However, the project wouid include sprir Hers
and cther {ire safety measures that would avoid firs hazard impacts. Firs flow of 2,580 gpm would
: a sprinkler fire system fo adeguaiely serve the siie. The current flow of

-~ =% LT Lot
se reguirad with

ol 1 PR . e - ; T g
2,500 gom, therefors, would be sulficient to serve Alternatives A, B, C, D, E, and

Trimtam~= o g o EE azt ) E " i B A FAREN

Zxisting structurss would be retained with Alternaiive G in their current condition. Many of the

cider buildings do not coniain fire safety squipment such as roof Spr“ﬂ lers. These bulldings are
] 3 - -~ o~ A the g

2xsting and would ot iniroduce any new hazards to Mavy cersopnel on ine site

4 an . o~ “+ " i .

Acscmmc 1o fre gepariment pers sonnel, the azasi&ng facilities, o anppower and seguipment at ne

fir y =
city and Federal fire departments ars adequate fo mainiain 2 sufﬁcien’z level of firs protection
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service to the project site if any of the alternatives are developed. Therefore, nc significant
impacts to fire protecticn services are anticipated with implementation of any of the alternaiives.

MITIGATION MEASURES

No impacts would result from develcpment of the alternatives; therefore, no mitigation measures
are necessary. :

4.4.3 SCHOOLS
AFFECTED ENVIRONMENT

The project area is within the boundaries of the San Diego Unified Scheol District (SDUSD).
The SDUSD provides public school facilities for grades K through 12, As of October 1987, the
SDUSD had 107 elementary scheals (grades K-6), 8 mldale schools (grades 6-8), 12 junicr high
scheols (grades 7-G), and 15 high schools7(;rrades 10-12)% A majority of SDUSD schools are
currently operating near or over capacity. The SDUSD is levying schocl impact fzes for the
leng-range planning and construction of new facilities. The fees, authorized through California
Government Code Secticn 53680, are $1.50 per squars foot for newly constructed residential
ictures and $0.25 per square footf for newly copsiructed commercial structures

ENVIRONMENTAL CONSEQUENCES OF THE PROPOSED ALTERNATIVES

None of the proposed alternatives would directly contribute students o the elerhentary and

econdarj! schools within the San Diego Unified Scheol District, since residential uses are not

being proposed by any alternative. In general, Ajternatives A, B, C, D, E, and ¥ would' result

in the relocation and centralization of outls _,ring Navy admi“istrahve personh& already lccated in

the region, so would pot result in the introduction of new Navy personnel to the area. However,

=nmrf=ct impacts could potentially occur from the in- mlgfatzozz of civilian personnel and their
milies as a result of private development assceiated with Alternatives A, B, C, D, an

The density of uses proposed by Alternaiive E would be similar o that which currently exists
onsite, and would not create the need {or additional military employment or ¢ivilian employment.

" This alternative would centralize existing military employees within the region. Thus, the amount
of Navy personnel and family members within the region would not increase with Alternative E,
and no indirect impacts to city schools are anticipated with this alternative.

With Alicrnative G (no action), all offsite administratiVe uses would remain in their exisiing
locations tnroughout the county. There would be no increase in Navy personnel or influx of
military families to the region. Therefore, impacts o schools within the district would not ceeur
with implementation of Alternative G.

Since Alternatives A, B, C, D, and F propo e ap incrzase in land use density, and zropese bo ’1

military and private development, in-migration of non-miiitary personnei and tr_ ir families coun

ocour with these five alternatives. 'Ihe influx of civilian families with slefhe entary schocl age

children could potentially resuit in indirsct adverse impacts 10 elementary schools, since the

combined capacity of these schools (e, 63,990) has air=ady been excesded by over 2, 3:;0 srudents,

as shown in Table 4.4-2. 4 te"ﬂatw es A, B, C, D, and F could, therefors, coniribute incrementally

to a cumulatively significant impact. Secondary scheols wittun the Disirict ars below thelr .

LD
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combined maximum capacity (Table 4.4-2), and they could accommodate approximately 6,700 more
secondary grade students.

TABLE 4.4-2
MAXTMUM CAPACITY AND CURRENT ENROLLMENT OF

ELEMENTARY AND SECONDARY SCHOOLS
WITHIN SAN DIEGO UNIFIED SCHOOL DISTRICT

Current Enrcilment Mazmum Capacity
Grade {Octcber 1988} Capacity Remaining
Elementary 66,309 63,990 -2,319
Seccndary 50,748 574350 +6,702

Source: San Diege Unified Schoel District, 1989,

MITIGATION MEASURES

. The Navy cffice compeonent of any of the alternatives would a0t :esui‘; in iﬂc:eased Mavy

verscnnel in the regicn, so no mitigation measures for Navy offfices are ne essary. Private
development has the potential to cause regicnal imngrabcn, so the & ii wing ;t‘{ran on measure

is proposed for the orivate development component of Alternasives A, B, C, D, and Fah

@  As authorized by California Covernment Code Section 53080, the develope
of private uses on the Navy Broadway Cﬁmple will be assessed a fee of $C 23
square foot of private commercial and office uses, but excluding aarknc
structures. The fee will be paid tc the San Diego City Scheol District.

P

[

03
=]

4.4.4 RECREATIONAL FACILITIES
AFFECTED ENVIRONMENT

The City of San Diego has 13,776 acres of neighborhoed, community, and regional parks. Ninety
nercent of the Qaﬂdard within the L;ty is concentrated in a few regional parks, such as Balboa
Zark, Mission Bay Park, Mission Trails ngwna‘ Park, and the La Joila Underwaier Park. The
remaining 10 percent {1,272 acres) is lecated within numerocus ue*guoer cod and community

3 . . :
parks.” The Q\aw Diege Unified Port District also provides park facilities, such as,the Bayfron:

) 3 1
Promerade and the 3 Sirest Mele, :

Thae City of San Disgo Park and Recrsation Deparment has esiablished standards for
aeighborhood and community parks. Neighborhood parks vary in size from S to 10 acres and
re intended to serve approximately 3,500 to 5,000 peﬂpL Community parks vary from 13 1o

2
. 20 acres and serve approximately 18,000 to 25,000 residents. The City dees not have a standar
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for regiopal parks. The majority of the parkland in Balboa Park (including the San Diego Zoo) .
and the La Jolla Underwater Park are tourist-oriented and serve both residents and visitors. 1

g

The Port District has established a beardwalk along the bay that connects a aumber cof recreation-
oriented uses in the project vicinity, such as the G Street Mole and the 3 Street and Broadway
Piers. The boardwalk and asscciated facilities provide a high level of recreation amenity in the
project vicinity. L

ENVIRONMENTAL CONSEQUENCES OF THE PROPOSED ALTERNATIVES

The City of San Diego determines the amount of park land necessary for recreational activities
by the number of peanla anticipated from proacsed ssidential developments. Mone of the
alternatives include residential uses, so thers would be no new demands on park facilities. These
facilities would, thersfors, not be affected by project development. ‘

Four of the seven alternatives are proposed to include significant active and/or passive recreation
opportunities at the foct of Broadway. Most notably, the Navy is proposing o provide 1.9 acres
of open space area at the foot of Broadway as part of Alternative A and 3.5 acres as part of
Alternative F. This could be combined with adjacent oroperty {not under the control of the Navy)
to the north of the site to create even larger open space areas {see Figure 3-4, page 3-7).

Alterpatives B and D would provide 0.5 acrs of open space plazas at the foot of Broadway (see
H gurcs 3-10 and 3-12, pagss 3-16 and 3-21). In addmon Alernatives A, B, C, D, and ¥ propese
wide sidewalks along, and the opening up of, B, F, and & Streets through the site. Thersfore,
- cach of these alternatives would provide substantial recrzaticnal benefits, *

Alternatives E and G would not provide any new recreational amenities on the Mavy Broadway
Complex. Thersfore, no beneficial recreational effects would result from these alternatives.

MITIGATION MEASURES

P

Mene of the alternatives would generate any significant adverse recreation impacts, so no
mitigaticn measures are pecessary. '

4.4.5 WATER
AFFECTED ENVIRONMENT
Water for the project area is supplied by the City of San Diego under the administration of the

Water Utilities Department. City water is supplied by the Colorado River and the California
State Water Project, and is stored in numerous reservoirs. The UB;VEIS;L] Heights Reservoir,

iocated approximately 5 miles northeast of the ;, roiect site, provides water IC the f‘ °'1-w= City
and the Navy Broadway C\.mclex. Waier conveyed from ihis resérvolr is controlled with n pressurs
iy

ragulating valves. One of these vaives is located at Pacific Highway and F Sirset adj acent 10 the

project site. Water pressurs in the project area is adegquate o serve exisiin;

Uq
i
14
¢!
K.'!..
[ 2]

* -

'_f,

The primary water facilities adjacent to the project sits include 30-inch, is-inch, a:’c’ iz- irc
mains in Pacific Highway; a 16-inch main in Harbor Drive; and 2 10-inch main in Broadway
(Figure 4-54). In addition, &- and 8-inch mains bisect the site from Broadway o Marke: e
The water facilities in the project area currently operate within their capacity. 12

ﬁ
M o
-
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ENVIRONMENTAL CONSEQUENCES OF THE PROPOSED ALTERNATIVES

The City of San Diego Water Utilities Department applies daily consumption fates for water
usage by land use categories. Table 4.4-3 lists the consumption rates and the amount of water
projected o be consumed by each alternative. Alternatives A, B, C, D, and F would consume
greater quantities of water per day than the existing uses, Alternative G. Alternative E would
consume less water than Alternative G.

The uses proposed [or Alternative A, B, and T would consume similar amounts of water (3C8,171
galions, 334,171 gallons, and 309,171 gallons of water per day, respectively). Alternative D would
consume the largest amount of water (436,221 gallons per day), whereas Alternative E would

consume approximately 51 percent less water than the exdsting uses (Alternative (3), or 59,425
gallons per day.

Since the existing water facilities in the project vicinity are currently operating well within their
service capacity, there wouild be no significant impacts tc water service from the reduced density
uses of Alternative E, or the continued cnsite uses of Alternative (5. These factlities alsc have
sufficient capacity io serve the additicnal uses oroposed by Alternatives A, B, C, D, and F without
resulting in significant impacts to water service.

Although the proposed alternatives would not adversely affect axisting water facilities, the City
of San Diege Water Utilities Department has expressed the nesd for upgrading the exisiing cast
iron mains near the project site. The Water Utilities Department has an ongeing capital
improvement program tc upgrade the cast ircn water mains within the City, and recommends
replacement of all such mains with new mains ranging from 12 (¢ 15 inches. The City specifically
recommends upgrading the mains in those portions of Breadway and F Street onsite, which ars
currently 10-inch and 12-inch mains, respectively, 1o 16-inch diameter mains. These would connest
to existing 16-inch malns in Broadway, I Street, and Harber Drive (Figure 4-34, page 4-120). The
(ity plans to change the Harber Drive main from a high pressure wansmissicn main o 2
dewntcwn pressure disiribution main.

MITIGATION MEASURES

None of the alternatives would significantly affect the ability of the City io provide water service;
therefore, o mitigation measures are necsssary.

445 WASTEWATER .

AFFECTED ENVIRONMENT
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TABLE 4.43

WATER CONSUMPTION RATES FOR THE PROPOSED LAND USES
{Net Increases)

Water pticipatad
Consumption Daily Water
Alternative Proposed Uses Rate Per Day Requirements
A 1,244,247 SF office” 100 gal./1,000 SF 124,425 gallons
1,500 hotel rooms 180 gal/room 276,06C gallens
55,600 SF museum S0 gal./1,000 SF 4,950 gallons
(601,360 SF industrial) (150 gal./1,000 SF) (90,204 galions)’
Total . 309,171 callens
B 1,494,247 SF office’ 100 gal./1,000 SF 149,425 gallons
1,500 hotel rcoms 180 gal/room 270,600 gallons
55,000 SF museum S0 gal./1,600 SF 4,95C gallons
(601,360 SF industrial) (150 gal/1,000 SF) (90,204 galions)’
Total 334,171 pallons
cC 594,247 SF offics® 100 gal/1,000 SF 39,425 gallons
1,500 hotel rocms 180 gal./room 276,000 gallons
(601,360 SF industrial) (150 gal./1,060 5EF) (80,204 galions)’
Total 239,221 gallons
D 1,044,247 SF office’ 100 gal/1,000 SF 104,425 gallens
1,800 hotel rooms 18¢ gal./room 324,300 gallens
980,000 SF cffica 100 gal./1,000 SF 58,000 galions
{offsite) _
(601,360 S ;ndush_az) {150 gal/1,000 S5 {30,204 gailonsY
Total 438,221 galions
E 334,247 SF office® 100 gal./1,000 SF 59,425 galions
(601,360 SF industrial) (150 gal./1,000 SE) {60,204 gallons}b
Total {36,779} gallons
“F 1,244 247 8F office? 100 gal /1,000 SF 124,425 gailens
L,50C hotel rcoms 180 gal/room 270,000 gallons
55,000 SF museum 90 gal./1,000°SF 4,950 gallons
(601,360 SF industrial) (150 gal/1,000 SF) (50,204 gallons)
‘ Total 369,171 gallons
G Mo New Uses NA O gaidons
Total % s=lions
a Reflects proposed uses in excess of the existing 405,753 square lee’" of office space onsite.
=xis *L_g square footage has been subiracted from proposed uses to reflect fas potential net
incrzase in watsr consumption
b Reflects the reduction in wate‘: consumption associated with removal of Hsting indusirial
e | o
Source: Jim Wagemag, City of San Diego Water Utlities Derzartment, 1989, and Michaei

Brandman Associates, 1985.
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Numerous sewer facilities serve the project site (Figure 4-55). Wastewater from the site is
conveyed south to Market Street via a 15-inch sewer main in Pacific Highway. Ancther 15-inch
sewer line in Market Street conveys wastewater to a 36-inch regicnal trunk sewer in Kettner
Boulevard, which then transporis wastewater north to the Point Loma Treatment Plant. An
abandcne"— 24-inch line crosses the scuthwesterly area of the site; thers are no current plans i

mave this line. Wastewater flows in the project area are currently within the capacity of existing
nes; however, approved development in the project arsa wouid require unq;ading of the 15-
;n.,; sewer Hnes in Pacific Highway and Markst Sireet to Ketiner Boulevard

o "i

According to the Cu] of San Diego, Point Lema Plant has capacity 0 ‘Leat 223 million gallons
rer day {mgd) and has a flow rate of 190 mgd, indicating safficient capacity”. It provides advauc\,d
orimary treatment, then discharges treated wastewater io the ocean through an cutfall. However,

zhe Federal Clean Water Act uf 1975 and the National Polluticn Discharge Elimination System -

{(NPDES) permit for the PLWTP require that wastewater receive secondary treatment.
Therefere, the City does not comply with the Clean Water Act and with the NPDES permit for

T A

tais plant.

The United Siates Environmental Protection ’&geqcy {EPA) and the Regional Water Qualirs
Control Board (RWQCB) are joint plaintiffs suing the Cit _,J of San Dzeco for noncompliance

with the Clean Water Act and the NPDES permit, and has issued to the Cry a cease and desist

order reguiring compliance by 1996. The City has indi catad Mt may not be able o meet this date
and is zzemtzang an agreement with ZPA and RY WOCRE

'7

L, rertheless, the City has committed to providing secondary treatment at the Peint Lem

w!..-
Vastewater Treatment Plani, ai*:asug:z the timeline has not "\een ﬁﬂa’ubed The City is plannin
expand capacity at the piant to0 246 mgd ! by 1992 and to 340 mgd by 2030, Secondary trzatme

-3
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of ali this wastewater would be nrovzc:eu. Wastewater il ow projecticns threugh 2018 ar
247 mgd, so adeguale plant capacity is projected at least through 201018

The Point Loma Plant 5 also subjected ic the California State Ocean Plan, which provides water
quality standards for wastewater outf:axis tar the purpese of maintaining beneficial uses of the
ccean. Ceompliance with ihe plan is monitcred by the California Department of Health Services
(DHES). DES has indicated that thers are no toxicity problems at the plant’s outfall, but that
there are pericdic coliform problems 2t the cuter edges of some kzip beds. The City of San
Diego is considering an outf a“. extension or 2 chlorination/dechlotination/dischargs program ¢
resolve this probiem.w

Cﬂ']

ENVIROMNMENTAL CONSEQUENCES OF THE PRUOPOSED ALTERNATIVE
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The Regicnal Water Quality Contzol Board (RWQCR) has indicated thers 5 some
gusstion concerning plant capacity, a 1@1 s requesting ad itionai mmmaim\ from the
city. Nevertheless, RWQCE has also indicatzd that the system is not capacity
Ameatanined
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TABLE 4.4-4

WASTEWATER GENERATION RATES FOR THE PROPOSED LAND USES .
(Net Increases)
Wastewater Aniicipatad
Generation Wastewater
Alternative Propesed Uses Rate Per Day Generation _
A 1,244,247 SF office® RS gal/1,000 SF 105,760 zallons
1,500 hotel rooms 140 gal./room 210,000 gallons
55,000 SF museum 70 gal./1,000 5F 3,850 gailens
(601,360 ST industrial) (115 gal/1,000 S5} (69,115 gallons)’
Total 250,495 galions
B 1,494,247 SF offics” 85 gal./1,000 SF 127,011 gallens
1,500 hctel rocms 140 gal./room 219,060 gallons
53,000 SF museum 70 gal./1,000 SF 3,850 gallons
(601,360 SF industrial) (115 gal./1,000 SF (63,115 galions)’
Total 271,746 gallens
C 594,247 SF office’. 85 gal./1,000 SF 50,510 galions
1,500 hotel rooms 146 galjroom’ 210,000 gallons
(601,360 SF industrial) (115 gal/1,000 SF) (69,115 gallons)’
: Total 181,395 gallons
D 1,044,247 SF offics® 85 gal/1,000 5F 88,760 gallons
1,860 hotel rooms 140 gal/room 252,000 galions
980,000 SF cifice 85 2al./1,000 SF 83,300 gallons
{cfisite) _
{661,360 ST industrial) {115 zal./1,000 SF) (69,115 gations)’
Tatal 354,345 gallons
E 594,247 SF office 100 gal/1,900 SF 50,510 gallons
(601,360 SF indusirial) (115 gal/1,000 SF) (69,115 gallonsy
Total {18,605) gallons
F 1,244 247 SF office® 85 gal/1,000 SF 105,760 gallons
1,500 hotel rcoms 140 galjroom 210,000 gailons
535,000 SF museum 76 gai./l,OGOﬂ'SF 3,850 gallons
{601,360 SF industrial) {115 gal/1,00C ST} . (69,115 gallons)’
Total 250,435 galions
G Mo New Lses NA § gailons
Total 0 gailens
2 Refiects nroposed uses in excess of the sxisting 405,753 squars fest of office space onsits
Exdsting square footage has been subtracted to identify the net increase or decrease in
wastewater generation.
5 Reflects the reduction in wastewater generation associated with the removal of existing

Sourcs Jim Wageman, City of San Diego Water Utilities Department, 1985 and Michael
Brandman Associates, 1989,
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of wastewater generation (354,945 gallons/day, Alternative D), the project would increase tlows
at the Point Loma Plant by less than 0.2 percent. Both the City of San Diego and the RWQCB
have expressed that this additicnal wastewater would not significantly affect the quality of water
discharged from the outfall, aor would it affect the ability of the City to provide secondary
treatment of wastewater. It would also not significantly affect the capacity of the treatment
system.zg’21 The EPA has concurred with this conclusion.

The density of uses propesed by Alternatives A, B, C, D, and F would significantly incrsase the
amount of wastewater ccnveyed through =sting sewer facilities. Each of these alternatives
would represent a substantial increase over the existing uses (ie., Alternative ), and would

result in significant impacts to sewer conveyance facilities.

The uses propesed for Aitemaf‘ ve E would result in a decrease in the amount of wastewatier
currently being generated at the site, so it would net cause any significant impacts. The existing
sewer facilities curreatly provide adequate service to the project site. Tlcrefcre, nc significant
impacts would occur with Alternative G.

MITIGATION MEASURES

The following measurss are proposed fo mitigate significant impacts from Alternatives A, B, C,
D, and F to sanitary sewer facilities:

® he existing 15-inch diameter mains located in Pacific I-_igﬁw"‘r and in Market
et (Tigure 4-5.,, page 4-124) wiil be upgraded by the project developer, in

cordination with the Ciry of San Diegs, to 1 capacity sufficient io serve futurs

ESLtC deveiopment, as well as future upsiceam and tributary developments that
would pe linked 1o them. Asrecommendedina SEWET | iaeme capacity a.;a}ysis,
1,860 linear feet of sewer line will be repiaced from ihe intersection of Pacific
Highway and E Sirest t© the intersection of Marku: Strest ..\ud Ketiner
Bculevafd The sewer line will be constructed upcn demand for a new line
created by the project. Upen implementaticn of these measurss, adverse impacts
from Alternatives A, B, C, D, and F related to sewer facilities would be avoided

U]Sj

4,4.7 SOLID WASTE
AFTECTED ENVIROMMENT

Sciid waste dispesal in the project area is prov?ded by the combined services of the City of San
Diego and private coniractors. Refuse collected f‘om the project site is currently taken to the
West Miramar Landfill, a Class I facility - opera ted by the City of San Diego Disposal Divisicn.
Tne landfill currently receives 1.6 million cubic yards of refuse per year and hes 3 remaining
ca-ﬂac:r‘:j of 26 million cubic yards. The Ciiy has sstimated that ihe land#iif wiil r=ach capacity in

1895; cemsequently, the City s in the process E identifying a replacement landfil site. The Ciry

ot

: ES + ar .‘.-.';‘ 2 e ey = £
nas zntered into 2 }cz_g_ powers agreement with the Couu..j of San Diego io determine the
>

lecaticn of new sites within the City. In addidion, the City is considering expandin
Miramar site”’
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ENVIRONMENTAL CONSEQUENCES OF THE PROPOSED ALTERNATIVES

Alternatives A through F would generate graater quantities of sclid waste than the existing onsite
uses (Alternative G). In addition to typical daily solid waste production during project operations,
Alternatives A through F would require demolition of most existing omnsite structures. The
increase of daily solid wastes, and disposal of demolished censtruction materials, would-
incrementally decrease the life expectancy of landfills serving the area.

The City of San Diego Waste Management Department has indicated thart the current capacity
¢f the West Miramar landfll will provide sufficient solid waste disposal through the year 1595,
after which an alternative arrangement will be needed to provide the necessary capacity for future
sciid waste dispesal.

Tae San Diego County Department of Public Worls Solid Waste Division uses a generation .
factor of 1.6 tons per person per year to determine the guantity of solid waste produced by land
uses.”’ Table 4.4-5 lists the quantity of solid waste expected to be generated by future employees
of the propesed project alternatives (A through G, ~

TABLE 4.4-5

ANTICIPATED SOLID WASTE GENERATION
FOR PROPOSED ALTERNATIVES

Solid Wasta Sclid Wasta
Increase in {Generation Generation
Alernatives Employaes” Factor’ (zonshT)

A R.548 1.6 tonsfyr/employes 13,806
B 9,759 1.5 tonsfyr/employee 15,606
c 5,745 1.6 tonsfyr/employee 2,20
D 12,340 1.6 tons/yr/employes 19,700
E 4,545 1.8 tonsfyr/emplovee 7,300
F 8,648 1.5 tonsfyr/employee 13,800
.G O 1.6 toms/yr/employee G

RS

a Assumes net increase in employment on Navy Broadway Compiex over current estimate
level of 2,122 employess {Alternative G).

b (eneration factor represenis average annual per capita trash generation for residential,
commercial, and indusiriat uses, and demolition activities, for 19283 population {Eric Swansen,
perscnal communication, San Diego County Department of Pubiic Worlss Sclid Waste Division,
2

1585, E
Scurce: Michae! Brandman Asscciates, 1885,
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The largest increase of solid waste would occur with the Alternative A, the Alternative B, the
Alternative I, and Alternative F, from which an anticipated 13,200, 15,600, 19,700, and 13,800
cns, respectively, would be generated per year. Alternative C and Alternative E would result in
lesser increase to solid wasie generation (ie., 9,200 and 7,300 additicnal toms per year over
existing uses, respectively). The West Miramar landfill will provide adequate sclid waste disposal
through 1995, and the City of San Diego is currently pianning to develop new landfills, or expand
existing ones, (o serve the city’s future disposal requirements, so no significant impacts to sclid
waste disposal are anticipated with implementation of any of the alternatives.

With Alternative G, the site would not be redeveloped, no demclition would take place, and no
increase in solid waste generation would cccur. Thersfore, there would be no mgmgcamﬁ impacis.

MITIGATION MEASURES

As 10 significant impacts to solid waste would rssult from any of the alternatives, no mitigation
MSasures are necessary. .

ENDNOTES:

City of San Diege, 1987c.
Hagman, San Diego Police Department, perscenal communication, 1988,
Inman, San Dzem Fire Department, personal communication, 1988
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Sumier, San Diego Fire Deuarﬁmezt, personal communication, 1988,
San Diego Unified Scheol District, perscnal communication, 1988.
Cherry, San Diego Unified School DISL“Ct, perscnal communication, 1588,
City of San Diego, op. it
Smith, San Diege Parﬁ and Recreation Depariment, perscnal communication, 1988
Thid. ‘
Jacoby, San Diege Water Conservation Depariment, personal communication, 1988
Thid.
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Child, San Diego Water Utllities Department, personal communication, 1989.
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4.5 SOCIOECONOMICS ' , .

The socioeconomic analysm is based primarily on local and regional growth projections that are
provided by the City of San Diego and the regional pianning agency for San Diego, the San
Diego Asscciation of Gove*nmeqts {SANDAGS. Statistics are generally provided by geographic
area. The largest area is the "Major Statistical Area” (MSA), which covers the entire Saa Diego
Bay area o several miles infand; next is the "Sub-Regional Area” (aRA) which . includes the~
north-central area of the bay; and the smallest geographic area for which statistics are provided
is Centre City, which includes the downtown core and waterfront. The boundaries of the areas
are depicted on Figure 4-56. The SRA Is a statistical subarea of the MSA, and tae Centre City
is a siatistical subarea of the SRA.

4.5.1 AFFECTED ENVIRONMEMT

Regipnal Porulation, Honsins, and Emplovment

Existing Regional Population

San Diege County has an estimated 1988 pepulation of 2,320, 7=JO "nak.r_g it ‘r’ l‘uth largest
metropolitan area in the couniry. 3San Dzego County is cne of the fast s* growin s i
f“ahforma with a 71-percent population increase between 1970 and 1983°

da
[}
4
[l
=
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1
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The City of San Diege comprises almest half of the coun *cjf 5 nopulation an 1d 5 now the secend

largest city in Califor mia’ The 1988 porulation is esiim at 1,058,700 Although the City’s

rate of gmwt’* is not as high as the county’s, the City's pop ulatzon has increased 51 percent since .
1570 and 4.5 percent since 1986,

Existimg Regional Housing

San Dlege County had an estimated 855,545 housing units {as of January ;,15&8’“, an increase
of nearly 19 percent since 1580 and neariy 4 percent since 1986, Single-family units have
dominated the regional housing inventory, constituting over 57 percent of the total housing. The
countywide vacancy rate is 5.6 percent. There are ap estimated 10,411 military housing units in
the county.

The City of San Diego had an estimated 401,579 %*ousing units {as of January 1, 1987), an incicase
of over 17 percent since 1980 and aearly 4 percent since 1986. Single-family residences constitute
appreximately 55 percent of all units. There are an estimated 5,745 military housing units in the
City, which is more than half the county total. Tae City’s housing vacancy rate is 4.9 percent.”

Existing Regional Employment

San Diege County’s civilian labor force numbered 233,300 as of 1986, the most recent year o

which data were available. For the third cousecutive year, the county’s 2mployment showed

significapt growth rate of 5.5 nercent and 2 drop in the unemployvment rate. The largest growth

was in tne servicss secior, which inciudes an expanding tourism industry and *N*C%esae-rstah trade.
tle 4.5-1 depicts the iabor forcs by occrupation.
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Cceupaticon

TABLE 4.5-1

EMPLOYMENT BY OCCUPATION
COUNTY OF SAN DIEGO

1986,
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nufacturing
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Manufacturing

Wholesale Trade
Retail Trade

Finance, Insurance,
Real Estate
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Government
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Projecied Regionzl Population

Population forecast data prepared by SANDAG in 1987 indicate that "long-term forecasts show
2 slight decline of population growth; however, San Diego will nevertheless maintain its status
as one of the fastest growing counties in California." ® The county is forscast to gain 444,726
persons by the year 2000, as shown in Table 4.5-2.

e

TABLE 4.53-2

REGIONAL GROWTH PROJECTIONS

City of San Diego County of San Diego
- . sl T : =
Yzar Popuiation Zousing Employment Population Housing  Employment

592,562 2,326,700 765262 1,026,761

198& 415,390
385,600 534,500 2,424,240 865,800 $30,200
446385

199¢°+°¢

-

= D 6o
o

1,85
1,02
1995” 1,360,234 383 659,448 2,567,193 958,023 1,263,391
2060° 1,238,738 484941 707,915 2,765,421 1,851,006 1,366,140
2000°7 1375232 543,437 812,583 3,133,851 1,204,859 1,589,260
3 1988 estimates from City of San Diege Planning Depariment.
b SANDAG, 1587c. .

Current (1588} population empiovment ané housing estimates suceed the orojected 1960
asiimates by approxzimately 30,000,

O

Scurce: Michsel Brandman Associaies, Inc., 1989, '

The average annual projected growth rate in San Diege County is 2.2 percent, which is greater
than both California’s (1.1 percent) and the United States (0.8 percent).” The estimated average
annual increase of 41,000 pecple is not as large as the recent growth of 9,000 persons betweer
1585 and 1987. Most growth is expected north of I-8. By the year 2019, the majority of the
region’s population is expected to reside in north city and north county MSAs.

Toe City of San Diego is also expected to grow at a reduced rate over the next decade. The
growth rate is expected o remain steady and average approximately 1 percent annuaily through
2060, with an anticipated overall increase of approdmaiely 180,000 persons over 1988 estimates
(Table 4.5-2). The mest current {as of 1988) population estimates for the ity exceed, by 30,000
peopie, the projected (in 1587) city population by 155€, indicaiing a more rapid rate of
than expected.

growwth
grd WG

7 2ondard TP gl 3 B
Projecied Regional Housing

The county is anticipated 1o increase its housing inveniory by 37 percent, or nearly 286,000 urnits,
{0 reach approgmately 1,051,000 units by 2000 (Tabie 4.5-2). A majority of the growth is
e noricern region whers mere land is considersd avallable for

4-132
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The City of San Diepo’s recent building boom is expected to slow to a degreﬁ: and the neorth
should continue to grow faster than the scuth. By the year 2000, 59,000 new houses are projected
to ae built, cmng%ng the mjrw'ce total 1o 484,941 uniis.”” As with pepulation, however, the City's

stimated housing stock in 1988 exceeds by 30,000 units the total projected (in 1987) for 195G,
sug@ﬁstmg a more rapid growth raie ihan projected.

Projected Regional Employment

The county is expected to gain 339,379 civilian jobs by 2000, a civilian employment increase of
33 percent over 1988 ¢ Tabie 45-2). The mgnest rate of growth is expected in the wholesale,

retail, and services sectors {including tourism), with high technology, manufacturing, transportation,
communication, uztiiifies, Enance, insurance, 2nd real estate alsc showing growth. Aleng with

agriculture, foresiry, and {sheries, censtruction and gevemmem jobs wiil decline in g:efcwtacre
of tctal regional employment. Little change is anticipated in the number of military ships, aircraft,

L . < . 7
and personnel assigned to San Diego.

The City of San Diego is expected o superience slower employment growth than the reg ’cn as
a whele. By 2006, it is projected that thers wz:! se 115,253 new jcbs—a 19 percent increase over
1988 levels, However, the current estimate of city employment u=>,cueds the projected employment
for 1990 by 58,000, suggesting a more "amd than proiected rate of employment growth.

o

nlztion, Housing, and Emplovment

Local Pop

Existing Local Population

The populaticn of the Central MSA (whers the project site is located) {Figure 4-30), page 4-86)
grew 11 percent between 1980 and 3986, reaching a total 1986 ﬂowuraizon ::ﬂ@ 722. Thesmaller
statistical area—-Centrai San Diego SRA--reprasented approximatel j roent of the ragion’s
198G population, with a total of 117,400 persons.

1ne SRA population has increased 23 percent since 1980 and is currenuiy (1988) 1448057 The
Centre City substatistical area had a 1987 population of 12,132

Existing Local Housing
The 1986 bousing invenicry for the MSA was 199,105 units; a 7-percent increase from ;980

The SRA’s housing inventory grew 9 percent during the same time pericd to 60,560 in 19861
trz City had a housing inventory of 7,709 units in 15871

& &

Existing Loca]l Employment

» T 7 mrmdeam LT 1 :' = . ﬂ w I e - oo

Zmployment 1otaled 255,722 in the Cenirai MSA in 1386, a growth of 5 percent berween 1980
M - PR .

aad 1986, The SRA A.ad an incrsase o em:ioymen. of 20 ﬂewm-L for she samé iime vericd,

17 . 1 e
reaching 151,000 in 1886, Cantre City had £0,300 jobs in 1986
Propjected Local Growth

, and cm‘-_:aioymeni growth projections ars provided by MEA and SRA, butnot

a2t f
for the smaller Centrs City siatistical arsa, whers only current data ars available {except with

FB/6640001.48



regard to employment). Estimates of current (1586/1987) population, housing, and employment
exceed 1550 projections for the Central MSA and Central San Diege SRA, indicating a greater
than expected level of growth. Table 4.5.3 depicts projected local popuiation, housing, and
employment growth. ;

Projected Local Population

Central MSA population is projected to increase by approximately 28,40C betwsen 1986 and
2000, which is an overall increase of 5.2 percent. At this rate, the Central MSA is projected to
be San Dxegos slowest growing MSA. Thae smaller Central San Diege SRA is projected to
increase by 3,100 peepie between 1986 and 2000, a 2-percent increase. However, as ncted in
Table 4.5-3, the current (1986) population for the b’:{A already exceeds the projected 1990
nopulation by nearly 21,000 pecple (or 17 percent). Given this, it is reasonable to assume that
actual growth will exceed projected growth in 2C0C. '

Projecied Local Housing

Most housing growth in the region between 1986 and 2000 is prejected to sccur outside the
Central MSA. The housing inventory in the MSA is anticipated to increase 12 percent between
1986 and 2000, to 222,134 vpits. The SRAis proiec*ed to increase by 14 percent during this

vericd, bringing the ictal housing inveniory 1© 69,329 for the SRA. *

Projected Local Employment

’Z{‘f‘tai emplovment for Central MSA is projected to incrsase by 23 ‘ae cent (r"r aDprcximatf:?y
3,000 iobs) between the yeass 1986 and 2000. The largest projecied growth in employment in
the MSA is anticipated tc coccur south of [-8. Employment in the Centrai San Diege SRA is
expected to increase by 44 percent (or 36,776 jobs) over the same pericd. Omne-third of the
orojected increase s enpected io occur in Centre City, with a pn;ge\.., d increase of 19,8CC
jobs--a 32-percent growih—between 1986 and 2000,

4.5.2 ENVIRONMENTAL CONSEQUENCES OF THE PROPOSED ALTERNATIVES

Direct Effects an Porulation, Hous

Nene of the alternatives include the development of residential uses, and therefcre, they would
aot directly contribute fo local or regicnal growth in pcpuiatéon— or housing. hmy1cy'ﬁeqt growth
associated with development of Alternatives A, B, C, DY and F could rusuit in indirect housing
demands and population growth through project-induced in-migration to the region. However,
given the substantial housing and pepulation base in San Diego (413,550 housing units and a
population of over 1 millicn in 1588}, new emplovess to the ragion asscciated with the project
would be absorbed withoui notable secondary effecis. Alternative E {military construction),
which consolidates exdsting Navy ad*mmsz:azzve staif located in San Diego on the proiect site and
ﬂreviaes no cther employment, and Alternative I {20 action) would aot generate any substantial
long-term smplovment opoortunities and, thersfore, would not result in-migration o the region.
Table 4.5-4 shows the anticipated employment levels for cach 2iternaiive and Table fi
compares these levels with the ex pioymmt growtn projected for the Central M3A, Central

Diege SRA, and the Cenirz City arsa ifor 1995 and 2000. Empl f”‘ ent ieveis depicted i
Tabies 4.5-4 and 4.3-3 ;°presant the jobs in 2xcess of the approsimately 2,100 jobs currently hel
by Navy and civilian administrative personnel onsite.

(J\
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TABLE 4.5-3

. GROWTH PROJECTIONS I.l‘AT ISTICAL AREA .

Central MSA Central San Diego SRA Centre City Statistical Area
Year Population Housing  Employroent Population Housing  Employment Population Housing Employment
198(° 492,500 180,800 247,600 117,400 55,700 126,100 - -- -
Current’"* 548,721 199,105 259,772 144,806 60,560 128,233 12,132 7,709 60,300
1990™ 521,900 196,100 251,900 123,900 61,100 152,200 -- - -
1995° 559,763 212,554 303,112 150,733 65,645 176,422 - -- 76,740
2000° 577,118 222,134 319,311 157,212 69,329 185,009 - 79,344

a  Unmarked SANDAG Series 6; 1980, 1990, 2000,
1987 (i.e., "curreni”) population and Centre City housing provided by the City of San Diego.

¢ SANDAG Series 7; 1986, 1995, 2000. (The "curreni” year for housing and employment outside of Centre City is assumed to be 1986, the most
recent data year available.)

d Mote that current (1986) population, housing, and employment exceeds the 1990 projected levels in the Central MSA. Current (1986)
population also excoeds the projected 1990 population in the Central San Diego SRA.

Source: SANDAG,



TABLE 4.5-4
NET EMPLOYMENT LEVEL--ALTERNATIVES A THROUGH &

Propesed Land Use Employment
© Alternative Assumptions Levels® .
Alternative A 1,000,0C0 SF Navy office 6,667
" 653,000 SE commercial offics 2,839
1,5G0 hotel rocms 1,260
55,000 SF museum 15
25,060 SF retail 30
Subtotal 16,821
Net Imerease 3,609°
Alternative B 1,600,660 SF Navy office : - 6,667
900,000 SF commercial office 4,006
1,300 hotel mooms . 1,200
55,000 SF museum 13
25,000 SF retail : 50
Subiatal - 11,932
et Increase 9981‘@}’
Alternative T 1,000,000 ST Navy office 5,567
1,500 hotel rocms 1,200
25,8000 55 retail . _ 58
Subtotal 7,317
Net Increase 5,?9§
Alternative D 20,000 SF Navy office 133
1,430,000 SF commercial office 5,355
1,800 hotel rooms 1,440
25,000 SF retail 50
980,3C0 SF Navy office ,
(Oinﬁxte) : 6,5d'4
Subtotal 14,522
Met Increase lzgéi}ﬁh
Alternative & 1,060,000 3¢ Navy office 5567
Suntoial 687
Net Increase 4,345
4-136
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TABLE 4.5-4 (comtinued)

Proresed Land Use Employment
Alternative Assumptions Levels®
vJternative F 1,600,900 SE Navy office 5,667
€30,000 SF commercial offics 2,889
1,300 hotel rocms 1,200
55,000 SE museum 1

25,000 SF retail 56

Subtotal 14,821

Met Increase 8,699h

Alternative G 405,753 SF Navy office e
601,360 SF industrial —-

Subtotal 2,322

Net Inerease B

a2 Emplcyment eves assume 150 gross square fest (gsf) of Navy office use per emricyes, 22
gsf of commercial office use per empicvee, 1.23 hotel rocims per empicyes, and 4,660 gsi o
museun use Der empioyee.

b Net iotal assumes future smployment level in excess of existing 2,122 smpicyess casite.

¢ EDstimated ezsting onsite employment.

Source: Xorve Engineering, Inc. and Michael Brandman Asscciates, 1983
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TABLE 4.5-5

RELATIONSHIF OF ANTICIPATED EMPLOYMENT LEVELS
TO EMPLOYMENT GROWTII PROJECTIONS FOR 1995 AND 2000

Anticipated Central Centre City
Emp. Level Central MSA San Diego SRA Statistical Area
Project For Project N 1995 2000 1995 2000 1995 2000
Alternative  Aliernative Employ. Proj. % Employ. Proj. % Employ. Proj. % Employ. Proj. % Employ. Proj. % Employ. Proj. %
A 8,648° 307,485 28% 324,753 2.6% 176,473 4.9% 180,100 4.8% 76,140 1% 79344  11%
B 9 759° 307,485 3.2% 324,153 3.09% 176,473  5.5% 180,100  5.4% 76,740 13% 79344  13%
C 5,745° 307,485 1.8% 324,733 1.8% 176,473 3.3% 180,100 3.2% 76,740 1% 79,344 7%
i\i D 10,899 307485 3.5% 324,753 3.4% 176,473 62% 180,100 6.0% 16,740 14% 79344 14%
W8]
o0
E 4,545 307485 1.5% 324753 1.4% 176,473 2.6% 180,100 2.5% 76,740 6% 79,344 6%
F 8 648 307485 2.8% - 324,753  2.6% 176,473 4.9% 18(},100 4.8% 76,740 11% 79344 11%
G o 307,485 0.0% 324,753 0.0% 176,473 0.0% 180,10 0.0% 76,740 0.0% 79344 0.0%
a Anticipated employment tevel assumes future employment in excess of existing 2,122 employees onsite.

source: SANDAG, Series 7 Regional Growth Forecasts, July 1988 and Michael Brandman Associates 1989,




Alternatives A, B, C, D, E, and F would provide employment opportunities that vary according
to the uses proposed (see Tables 4.5-4, page 4-136 and 4.5-5, page 4-138). Alternatives C and E
propose 1 million square feet of Navy office uses and would result in similar employment levels
(3,745 and 4,545, rsspectively). In addition to the proposed cifice uses, Alternative C aisc
includes 1,500 hotel rooms, resulting in an additional 1,200 jobs. Alternatives A, B, and F propose
similar land uses (i.e., office, kotel, and museum uses) and intensities, and would generate similar
employment levels (8,699, 5,810, and 8,699, respectively). The uses proposed by Alternative D
would generate the highest net employment level (12,400 employees). Approximately 980,000
square feet of Navy office uses would be develeped at an offsite location in the Centre City Zast

rea, supporting 8,544 empleyees, and 7,978 employees would be on the Navy Broadway Complex.

Long-term employment generated by Alternatives A throcugh G would represent a minor
percentage (averaging 2 percent) of the projected employment within the Central MSA by the
vear 2000 (Table 4.5-3, page 4-138). Thae largest percent contribution to empicyment growth
would be experiencaed within the Cenire City Census Tract, the smailest statistical arsa. Long
term employment levels asscclated with Alternatives A, B, D, and E (Le., 11, 13, 14, and 11
percent, respectively) would represent a substantial contribution of empioyment cpportunities for
the Centre City arsa by 2C00, which would be a beneficial affect of these alternatives.

Employment opportunities asscciated with Alternatives C, B, and G would represent a relatively
mincr percentage of the predicted employment within the Central MSA (1 to 2 percent), Central
San Diego SRA (1 to 3 percent), and Centre City area (7, 6, and 3 percent, raspectively). Tae
additicnal employment asscciated with Alternative © and Alternative E would alse beneficially

affect employment levels.

o)

Fiseal Impact Assessment

rcsed alternatives and is on fle at the Breadway

Complex Office, 555 West Beech Street, Suite 101, San Diego, California, 92101-2927. Provided
below is a summary of the raport’s conclusions.

o i o - 2 - A £ w1
A fscal impact report was preparsd for the pro

Me&hadaﬁegy

Thae fiscal impact assessment evaluates the pubiic {governmental} cost and revenue immplications
derived from changes in employment asscciated with the project. Unly the primary cosis that
would be incurred and the immediate ravenues which would be generated from the proposed
development altematives have been evaluated. Indirect impacts were not addressed due ic the
difficulty in accurately predicting the secondary consequences of growth, and the potential for
double counting when primary and secondary impacts are viewed simultanecusly, Tarse
methcdolegical approaches ars used: (1) application of municipal tax rates for property, sales, and
transient occupancy tax reveaues; (2) per capita multipliers for anticipated police and fire
protection cosis; and (3) ver acre multipliers for other revenues and municival erpenditures such
as planning, enginesring, and other support services. The orejected otal empicyment generated
= S b

[~ ) T e e 7
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TABLE 4.5-6

PROJECTED TOTAL EMPLOYMENT BY PHASE'

Stabilized
Phase 1 Phase 2 Phase 3 Phase 4 Occupancy
Alternative 1962-19%4 1995-1997  1998-2000 2601-2063 2004-2066 ___

>

2,122 2,572 3,349 16,021 13,221

2,122 2,572 3,349 11,143 o 11,532

O 0 W
[\
\;r..x
hee)
D
&
[¥]]
~J
3
N
)
<
preb
>
=
N
(¢ 4]
o~
D
et
~J

E 2,122 2,122 6,667 6,667 - 5,867
F 2,i12Z 2,922 3,565¢% 2,215 16,82

ICI 2,122 2,122 2,122 2,122 o222

Total emplevment includes exsting 2,122 Navy petsonnel currently on the site. Years refer:
mate years reguired o reach siapiized cecupancy by phase. Based on employment

£

apore

o
assumptions presented in WX&A {scal impact assessmeni report.

Source: Korve Engineering, Inc. and Willlam-Kuebelbeck & Associates, inc. 1985,

:

The per acre and per capita revenue and expense wmultiphiers were calculated based upen the
current land use distribution and daytime population of the City of San Diege. These muitiplier
were then applied i emplovment estimaizs skown in Table 4.5-6 and the acreage from the project

site o derive fiscal impacts from development on the Navy Broadway Complex

Conclusions

The annual tax revenues generated to the City of San Diego at project buildout (for property
- taxes) and stabilized occupancy (for retail sales tax and botel occupancy tax) are summarized in

Table 4.5-7. The fiscal impacts of the respective development alternatives are presented in

= 1288 Tha ! B Aimge ~f tha Senal ] : . 1 ead T
Izhic 45-8. The kay fzndings of the fscal impact assessment ars lstad below,

Cayy
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PROJECTED ANNUAL TAX REVENUES TO CITY OF SAN DIEGO AT
PROJECT BUILDOUT?

.
1

(in Thousands of Dollars)

Annual Annual Annual
Propery Sales Transient
Tax Tax Occupancy
Alternative Ravenue Revenue’ Tax
A $2,115 $365 $9,28¢6
B 5,371 343 3,285
c 3,193 365 2,286
o 7,264 532 11,246
E Y 0 H
) 4 /55 565 9,285

) y
Lo
[we)
&

2 "chne“ taxes based on project buildeut in 2003. Retail sales and transient occupancy tax
:J.UL,S baseu n project stabilized cecupancy in 2065.
> Ihc‘mdes 1 percent property tax increment o ity as well as zoological exhibits tax at 58
per 5100 assessed value. Based on estimated construction cost value of private deve opment
at project buildout in 2003. Increases 2 percent annually, per Propcszhon 13.
¢ Based on 1 percent of taxable retail sales tax at project stabilized occupancy in 2005.
Increases annually at estimated 5 percent inflation rate.

LY

¢ Based on 9 percent of gross hotel rocm revenues at ﬂrﬁ;ect stabilized occcupancy in 2065,
Increases annually at estimated 3 percent inflation rate.
e After deduction of estimated annual $2.55 million t allocation bend payments for city-

funded public improvement.

Sourcsr Willlams-Kuebelbeck & Associaies, Inc. 1982

4-141
JB/EE40001.43



TABLE 4.5-8 : ‘ .

PROJECTED NET AND CUMULATIVE FISCAL IMPACTS OF PROJECT
(in Thousands of Dollars)

Net Annual Cumulative Net Annuai Cumulative -
Fiscal Fiscal Fisca 30-Year ‘

Development Impact Impact Impact Fiscal
Alternative i 2005 in 2005° in ‘(ear 20 Impact

A $15,383 $100,926 $41.31 $576,154

B 23,691 120,275 47,188 586,206

C 18,743 101,552 38,224 547827

D 30,708 176,476 60,825 894 620

E 2,138 -18,325 4687 -72,435

F 21,29 129,806 42,371 £28,4C8

G -£37 -%,248 -1,521 -25,554
a At full development stabilized occunancy.

Scurce: Wiliiams-Kuebelbeck & Asscciates, Inc., 1589,

®  Alternatives A, B, C, D, and F all generate significant property tax increment,
as well as retail sales fax and hotel transient occupancy tax revenues to the City
of San Diego from the proposed private development on the site. Altematives
E and I do not generate tax revenues to the city, as they include cnly Navy
facilities.

®  Transient cccupancy tax is the most significant component of the tax revenues
that would be generaied from private development of the Navy Broadway
Complex. Annual transieni occupancy tax at stabilized cecupancy (2005) ranges
from $9.3 mi¥ton under the A B, C, 2nd ¥ Alernatives 1o $11.2 millic

—-:irl (21

Alterpative T,

. 5 £
{ San Diego by 1594, while the Ait
id 13 +

1
N T
ting deficits throughc

-
o]
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m
D
‘4'
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o

b o
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® DRy year 30 of the propesed project (2021}, Alternatives A, B, C, D, and F would
generate cumulative surpluses to the City of San Diego of $576.1 miilion,
$686.2 million, $547.8 millicn, $394.5 millicn, and $528.4 million, respectively.
Conversely, Alternatives E and G would vield cumulative deficits of $72.4 million
and $25.6 million, respectively.

4.5.3 MITIGATION MEASURES

Aldternatives A through T would provice pesitive economic and employment effects to the project
area and would not result in any significant impacts. Thersfore, no mitigation measures are
necessary. Even though Alternative G would nct generate ap incrzase in employment
cpperounities, and Alternatives £ and & would not generate positive fiscal effecs, no significant
envircomental impacts would result.
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4.5 PHYSICAL ENVIRONMENT

4.6.1 GEOLOGY AND SEISMICITY

The following discussicn summarizes a geotechnical invest gation conducted for the project site
by Hirsch and Company in February 1982

AFFECTED ENVIRONMENT

Geglogic Sefting

The project site lies in an area of low relief within the coastal plain adjacent to San Diego Bay.
The project area is located west of the histcrical high tide line in 21 arsa that was praviocusly
characterized by the tidal flats and marshes that naturally existed around the margins of San
Diego Bay. Holocene-age lagoon and bay sediments accumulated in these areas over a gently
sloping surface of older Pleistocene-age depesits. The site has subsequeatly been reclaimed by
*bc hydravlic fil placed between 1920 and the late 1930s. The Gl was placed cver the
depcsiticnal surface of the bay depcsits to form the existing land surface.

Sails

T'se urcject site is covered with surface pavement. Below the surface pavement the site is

underlain by a layer of Sll soils thai was placed over the natural bay d Acnosi& The bay dencsits

re in turn underlain by older Pleistocens seaimefltary deposits of the Bay P rv* Fcrmaticon.
1858 gﬂol@g c units ars described below in the order of increasing age. ‘

[ih}

F

il

Hydraulic 811 soils derived from kay urw'g: g operaticns are located cn the project site. The
average £l depth is about 10 fzei north of F Street. South of F Street, the &l ranges from 7
toc 10 feet with an average of approxmaiely 8 feet. The hydraulic Hil soils consist of light brown

¢
L
5 )
jie

ta gray silty and ?*ocny ;r'atie" fine sands which contain abundant shell fragments,
layers, and occasiornal clay balls and pocksis.

w stit and clay

The upper few feet of the hvdraulic £ll scils have been locally reworkad. Imported &l (up t0 3
PP } ¥ I

feet) has been placed on the hydraulic £ill in the northwestern and eastern port ons of the site.
The observed imported fill soils are generally similar to the hydraulic Gl soils and consist of

brown silty sands with some clay layers and balls.

Bay Deposits

ate Queternar)-: age smbayment denosits underie the 8l soils
of very v locse to medium dense M}‘g‘j and ¢ y SV 385 ds with some
4 4 I, . i '®
&vez—“ge depih of bay deposits Is appro azaw & feet morth of
- — =

¥ Street. The bay deposits south © of 3 “% ¢ generally thicksn ios

Bay Point Formation

Pleisiocene-age terrace flef:,osi;‘:s 0

JB/664C001.48



dense clayey and silty sands, poerly graded sands, sandy silts, and very stiff to hard sandy lean
clays, with clay interbeds and zones within the granular strata. The deposits transition from clayey
sands to peorly graded sands and from medium dense to dense or very dense conditions with
depth below the top of the Bay Peint Formation seils. The depth of dense to very dense portions
of the deposits varies across the site and appears o range from approxmately 15 tc 40 feet below
the em’stmg ground surfacs.

The project site, like much of downtown San Diego, is within the Rose Canyen Fault zone. The
onsherz pertion of the Rose Canyon Fault zone extends alcng the ncrtheast "'lal-:a of Mount
oledad and continues southward along the eastern portion of Mission Bay. The zone widens
and diverges between Missicn Bay and San Diego Bay as it continues across to Coronado and
beyond to the scuth. The most significant traces of the Reose Canyen Fault zone generally trend
north o north-northwest near downtown San Diego.

UJ

ol

ne Rose Canyon Fault zone is considered ¢o present a significant seismic hazard to the coastal
an Diego area; recent earthquake activity within the general area of scuthern San Diego Bay
further demcnsiraies the seismic activity of this zone of faults. During July 1585 2 series of
earthquaks:s up to Richter magnitude 4.2 were recorded in the vicinity of San Diego Bay. Th

surface rupture poteniial associated with faults in ti:e Rose Canycn Fault zeone is not well
understeed. In downtown San Diego, fault traces within the Rose Canyen Fault zone have been

U]l--

o

- difficult to lecate due to development uahng back many decades which may cbscure or cbliterate

urface gesolegic sxprassion of fauits. In many arsas, shaliow groundwater conditions alsc lmit

eoicgic studies 1o shallow sxposures. Recent studies in ihe easiern downtown are have found
a.nts that show Hoiocene (last 10,060 vears) displacements, and many ©of the offshore faults in
aﬂd around San Dzegc Bey are also believed o Jls*lacu Hoiocens sediments. Thrersfors, at least
some sortions of the fault zone are considered "active.”

"'2 ()\;} 153

In addition to the Rose Canyen Fault zone, other major active lathS \wmcn have produced
recurring earthguakes having 2 magnitude greater ihan 4.0 'f‘} re the Elsinore Fault zone and the
sronado Ranks Fault zone, which are approgmimately 45 miles northeast and 13 miles southwest
of the site, respectively.

)

0

Licuefaction Potential

The scils on the site, especially the lcose sands, could be subject to liquefaction. Liguefaction

is a phenomenocn known o occur when loose, sandy, water-saturaied soils are subjected to strong

seismic ground moticn of signification duration. The soil loses its normal cohesive properties and
chaves more like a liquid than a solid.

Tae very locse (o medium dense sands and nenpiasiic silis of the & jd- iic fills 2 “_c "oay deposits
ceiow the g“uhﬁcwaaer ievel represent a poiential zluefacet:?on hazard 0 the project site during
significant ground shaking. The comseguences of liquefaciion, should it occur 2t ] :
would be seen as localize d sand boils, ground cracks, and ground settiements.

E i‘ £, e

iateral movement of soils into the bay could cecur 28 3 resuit of soil liquefact
fiense sands and silts of ormation have a low potential for liguefaction. The
EOEEY, £

,3
f?}‘
[¢]
o)
w

R
b
o
.
o]
24
rTJ

£

iect site would 2ot be subject to a greater tisk of lguefaction Totential than other adiacent

Lx’ T }

r=3s along the San Diego Bay.
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ENVIRONMENTAL CONSEQUENCES OF THE PRGPOSED ALTERNATIVES

Effects on Seils and Erosio

Constructicn of Alternatives A through F would result in the potential short-term exposurs of
scils to wind and rain, resulting in two potential environmental impacts:
1. Erosicn and hydraulic conveyance of sediments downstream of the site intc San
Diego Bay, which cculd affect marine life.

2. Contribution of particulates to the air stream, which could degrade air quality.
This is discussed in Section 4.8, page 4-163.

iternative D, with #ts additional offsite component, couid add sedimentation to storm drains in
the sasterly Centre City area (in addition to the ercsion that could occur at the Navy Broadway
Compley site). This sedimentation, if it were to occur, would eventuaily be conveyed to San
Piego Ray. If large arsas of the project site(s) were left with expesed scils during storms, the
envircnmental impact from erosion could be significant, because sedimentation of the Bay could
adversely affect marine biological rescurces.
“Alternative & would retain the site in its current condition, which is maostly coversd with pavement
and buildings, with few areas of expcsed scils. Therefore, no significant ercsion impacts would
resuli. ‘

Effects from Geolosic Hazards

Faulting and Seismicity
The precise location of the Rose Canyon TFault and its asscciated branches is not known. Thus,
it is unkaown if there is any faulting within the boundaries of the project sitz or the Centre City
site for Alternative D. If the fault dces bisect the project or alternative site, seismic activity could
cause surface rupture and substantia] damage 1o structurss, which would be a significant impact
to all of the alternpatives.

Since the project site and alternative site are lccated in a seismically active region, sirong seismic
activity would be expected to occur within the lifetime of the project. Seismic groundshaking
could result in substantial damage to structurss and is comsidersd 2 sigmificant impact to
Alternatives A through F. ;- '
Additicnal damage to the Navy Breadway Complex could occur if liquefaction is realized during
a seismic event. This is considerad a significant impact to Alternatives A through F. It is
nknown if 2 liguefaction hazard is prasent at the alternative site for Altemnative D However,
ue t0 its inland lecation, the liquefaction potential at this site s likely i0 be iower than 2t the
Navy Broadway Complen. ) '

[ P v

;ge

e A 1 L . o1 Tz Pty [ 4 . gt 1
1t 4 L o oy i = [ Aokt Qimoo e pearsie e + Tt Ol i eyt far Tra
WItR AUL2TR2UYE SQIBMNC 3fakonyg ool aZect SIUsUng SruCTurss Onsis. wud ol
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excepiion of a portion of Building Mo. 1, nore of the =xdsting bulldings comply with sarthquaks
L1 1 L¥ag ~ 2y 4 —~ : & - " ~ — Foill
safsty standards set by the Uniform Buiiding Code. This does not zeprasent a change from

g, . ~ . Eh -
gurrent conditions, so oo impact would rasult.
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MITIGATION MEASURES

The Regional Water Quality Control Board (RWQCR) was consulted ragardl 12 specific mitigaticn
measures for erosion control. RWQCB dees not generally develep ercsion co ntr:al measures.
The following measure would mitigate any impacts from soil ercsion during construction:

® An ercsion contrel plan will be implemented during construction cf new
structures at the Navy Broadway Complex site and (if it is selected) at the
alternative site. The plan will be prepared by the project develeper and will
receive appropriate approvals pricr io the initiation of constructicn. Majer

.v-“l

cecmpenents of the plan would include {but not be limited o) the fcllowing:

- Regular watering of expesed soil.

- Hydroseeding of large {1-acre-plus} areas of exposed 50 Is that will remain.
exposed and uzd;sturhed oy «Opsm..ct cn for 3 or mere months at a time.

- Draining any areas whers ponding ccours.

. Placi ing sandbags in gutters and near storm drains wherever construction

activities occour,

Upcn imﬂieme'l ation of this measure, adverse impacts from soils erosion weuld
te avoided {Alterzatives A through ).

Compliance with building codes would mitigate significant impacts from geciogic harards
4.6.2 EXTRACTABLE RESOURCES
AFFECTED ENVIRONMENT

Az apalysis was conducted of the pctemlax for extractable resources ¢ be located on or beneaih
the site. Based on information available from the U.S. Bureau cf Land Manacﬁ-ment and the
California Divisicn of Oil and Gas, the project site is aof knOWf} toc have any extractable
resources such as oil, gas, ¢r aggregats, and no resources are currently or are kaown to have been
extracted from the site.

ENVIRONMENTAL CONSEQUENCES OF THE PRGP@SED ALTERNATIVES

The project site and the second site iccaticn for Alterpative D are not known o contain any
extractable resources, and thers is no evidence io suggest any would be found during the

ey o fame

-
13
2

oL L‘M tolhAL

sxcavation and grading phases es A through 1. ‘inersfore, consitruction of

Yol
i)
Altarmotivan A thempash T oo cul 14 # mmanalts e alomifipamE cmermoate e pereeeadoinio . Y
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Since the project sitz does not coniain sxiractable resources, fhe sxisting

A P EPS . Fan I -1 b omem ) - bl ol
associated with &‘e*vzaawe G wouid act oreclude the mining of sssential

Thus, no significant impacts 10 extractable resources would ocour.
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MITIGATION MEASURES

Because no significant impacts {0 extractable resources would occur, 00 mitigation measurss are
necessary. ’

4.6.3 IYDROLOGY
AFFECTED ENVIRONMENT

¥

Surfece Hydrelosy/Drainage

The project site is level, at sireet grade, and coversd with impervicus surfaces. During rain
sterms, surface water flows to existing subsurface storm drains located cn and adjacent to the
project site. Five storm drains (one 3é-inch, one 24-inch, two 18-inch, and cne 16-inch} convey

storm water to the San Diego Bay (see Figure 4—57).4

The project site is west ¢f the hisioric mean high tide iine of San Diego Bay. However, according

10 the MNaticnal Flood Insurance Program, it is within flocd hazard Fone C, which denctes minimal
&

ficeding. ' :

Croundwater i
Groundwater was encountersd at depths ranging from aporoximately 7.5 to 11 fzet below the
project site (approxmately 2.5 to 2.5 feet above mean sea level). The proximity of the site io the.
San Diiego Bay causes groundwater level variations due to tidal fuciuations.” :

ENVIRONMENTAL CONSEQUENCES OF THE PROPOGSED ALTERNATIVES

Implemeniation of Alternatives A through ¥ would result in increased sedimentation during
demoliticn and constructicn activiiies as subsurface scils are exposed o runcif (see Secticn 4.6.13,
page 4-146). No long-term increases in runcff would cccur since the Navy Broadway Complex

site is already fully developed with impervicus surfaces.

Cne additicnal concern, expressed by the Environmental Protection Agency (EPA) with respect
to water quality, is associated with the potential for nonpeint source pollution from an accidental
fuel spill from construction vehicles during project construction or from runoff from the site. In
the unlikely event that 2 large spill were 1o ccour, hydrecarbens could be released dirsctly o the
storm-drain system and fow to the bay. The EPA also expressed concern with regard to nonpeint
scurce water contamination from runoff acrcss parking lots. The RWQCB was consulted on this
issue and indicated it has not adopted siandards or programs for accidental spill respense or for
control of runoif water quality. RWQCB is developing a runoff control program that would be
implemented by municipalities and include standards for water quality in storm-drain systems pricr

1o release into receiving watlers. This would have no effect on tze proiect, as the standards would
not be directed toward individusl develonments.”

.
of

- - n
PR,

P S Ao 7 0 - - Ly B T e e ey
Alternatives A, B, C, D, and & wou 2 paricng. Comsimuciion a2d operziion
FaE! 3 nm oy . 1 3 — L I T o] ; o d
of these alternatives would reguire temporary ané permanent groundwater dewatsring, There is

.
c
f
= . + 7 i oeanT =y E o B2 - P a4 Ay - atar Tade Tomes
a peiential for contaminated groundwaier to e drawn io the site during dewatering, This issus

is discussed in Section 4.11, pags 4-220.
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NOTES:
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Lt

The erosion control plan, described in Section 4.6.1, page 4-147, includes the
placement of aandbaos in gutters and arcund storm drains during grading. If fuel
was accidentally released during construction, it weuld ccliect near the sandbags
before it enters the storm. drain. The construction personnel will be required
to notify local health officials immediately to clean up spilled fuel in order to

minimize the amount entering the sterm-drain system.

Hirsch and Company, 1588
rtiz, Bureau of Haud Management, perscnal communication, 1388,

uerard, Califcrnia Division of Oif and Cas, perscnal communication, 1988,
ch and Company, op. cif.

sch and Company, Ibid.

1

Pos t‘mmﬁus ‘Q_og"ona? Water Quality Contocl Beard, persoral communication, 1389,
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4.7 BIOLOGICAL RESOURCES

471 AFFECTED ENVIRONMENT
Regional Setting

The project site is located in a highly urbanized regicn that fronts San Diego Bay. Because of this-
urbanization, the diversity of native biological species is generally low. However, the adjacent San
Diego Bay displays a rich variety of biclogic rescurces. There are thrzz major areas in which
significant levels of environmental pellution are found in the bay: heavy metals associated with
ship anticorrosion activities near the entrance io the bay, PCBs asscciated with runcff from
activities near Harbor Island, and copper cre residuals associated with ship loading in National

City.

T ocal Seitine

The project site is fully deveioped with urban uses and has been for several decades. As such

L

there are no areas of the site where biclogical rescurces are located that are not substantially
disturbed. ‘

Vegetaticn is confined to a number of invasive weedy species, with a limited amcunt of landscape
material at the periphery Of the site. Typical fiora found on the site includes mustard (Brassica
sp.), Russian thistle {Salscla iberica}, horseweed {Conyza canadenis), and sow thistle {Sgnchus sp.).
Nere of these species is indigenous o the area and none is considerasd threatsned or eadangered
by either Federal or state rasource agencies.

Wildlife is fimited to those species typically associated with highly disturbed urban environments.
Species that could be found on the site inciude the side-blotched lizard (1Jia stanshuriana}, house
finch (Carcpdacus mewicana), mourning dove {Zenaida macrours}, American crow {({orvus
brachyrnches), and European starling {Sturnus vulgaris). As with vegetation, none of these species
is comsidersd threatened or endangersd by cither Federal or state rescurce agencies.

The San Diego Bay wateriront is located one block west of the site. A monitoring program near
the Broadway Pier was conducted in the 1970s to determine if the San Diego Gas and Electric
rlant, located adjacent to the Navy Broadway Complex, was tausing any degradation of marine
wildlife habitat. The monitoring program found a rich and diverse marine habitat in this area, and
found no sigas of substantial deterioration. No other studies are kaown to have been conducted
in the project area sincel? The project site contributes Grban runoff to this area through storm
water Hows that exit the site via storm drains that empty inio the bay. Although not conclusive,
it can be sssumed that runcif from the site does not substantially affect the marine habitat of San
Diego Bay because the habitat vaiue in this area is considersd rich and diverse.

e Pl 1 : o) T hagiaeed A3 P T - 1A 1 Tt PR 1 N

The oiisits lccation for Mavy offces under Alternative D would te in ihe highly urbanized Cenirs

Ty Dot ara A meninh 2 smacifie 2ite hae neb hese 2alentad 16 de nr~Rahle thaf thae kinloeien

iLLY oAby arsa. ALI0UZD 2 SDECNC Sild nas noL Deen SCIECIEn, 1 1§ PIolable,inal e JIGICEICal
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- . ) H 14 1 atrme 4 ) S S & RNt E - ' 17 ayi

resources on the site would be similar 10 those found on the Mavy Broadway {ompiex site.

4.7.2 EMVIRONMENTAL CONSEQUENCES OF THE PROPOSED AL TERNATIVES

o, S - i . £ a1 E : iy Fars s = o 1o o1
None of the aliernatives would alter the biciogical naturs of the Navy Broadway Compiex site,

H < 5
which would ¢ontinue 1o function as 2 developed, urban site. Taers would be no dirset offect
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on terrestrial biclogical rescurces associated with any of the alternatives because there are ne
known threatened cr endangered biclogical rescuirces on the Navy Broadway Complex site.

The offsite Navy ofifices asscciated with Alternative D would aiso be iccated in an urbanized ars
Although a specific site has nct been selected, it is ?mprcbabie that any sensitive 1010g1ca1
rescurces would be affected due to the urban nature of the area.

Thrse primary concerns to biclogical rescurces have been raised through the environmental
sccping srocess. The first issue raised was that if any over-water structures were developed, they
could shade the marine envircnment and reduce producﬁivit;z cf nearshere plants and animals.
Such structures could alse eliminate foraging habitat for such birds as the Federal- and state-
lsted endangered Califcrnia least fern (Sterna aptiilarum hr”W‘f‘I\ None of the alternatives
includes cver-water structures. Representatives of the United States Fish and Wildlife Service
{USEF'WS) and the Naticnal Mar.ne Fisheries Servics {NMIS) wers informed of this and agresd
that the nroject weuld not have a significant shading 1muact on marine habitat’"

A second concern is the vetertial for bird str:kes if reflective materials ars uvsed on project

stracturss. The design guidelines provosed for the project (Appendix D) prohibit the use of large
areas of reflective glass. Taus, complisnce with ’:hew ’:r"zde 25 would resclve "‘ﬂzs -ﬂcLe‘mm
concern. I nonrsCective glass s used, USTWS agrees thers would te no olg:um ant impact”

alternatives inc‘n 2 any c:ns*t:uc icn in, over, or within 1 et _,f_‘ i‘;:e waie rt:cno An
i

a-»-n fa)
i
(D

investigation of shading effects of the ﬂft srnatives found that the hi ghest propesed buildings, 2
4GG-ioet-high building on Bicck 1 and 2 50 f:; t-high ouiiding on 1 lcc1= 2 {Alternatives A and T,

respectively}, would not cast a shadow over the waterfront when the sun is "nr‘st giract, betwesn
10 a.m. and 2 p.m., during the winter scistice, ?ﬂ en shadows are longer than at any other time of
the vear {(see Figures 4-32, pagse 4-112 and 4-33, page 4-113). Under this car:c"‘i’: ion, shadows

een sunrise and

m
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wouid be cast over the near-ahore area in the immediat
approximately 9:00 1o 930 am. Eowever, an exdistin seawaﬂ facipg the same dir-ection aiready
casts shacdows over this area during the same tdme pe Thus, shadews from development of
any cf the alternatives wouid not cause any apparent adﬂf e eifects o bay Uotwm : D tats. After

-
o 8,7

reviewing this issue, both USEWS and NMFS agree tueLe womd be no adverse effects.

An additicnal concern that was addressed with USFWS and NMFS, but not expressed riv ning
environmental scoping, is the discharge of gfoundwaier that would result from construction and
cperation of Alternatives A, B, C, I, and F, all of which would have subsurface pa-:king that is
below the groundwas,er table. As discussed in Section 4.11 (page 4-212), groundwater beneath the
site was tested for contaminaticn and was found to contain no hazardous or toxic substances.
Given its proximity io the waterfront and the fact that groundwater beneath the site is near sea
level, it is probable that groundwater beneath the site s of simiiar compesition as San Diege Bav.
Co

S i '—‘n ~ra T - =S 4o no T ey Y | 15 aAvercai
Tiven these factors, USE *JS and NMIS do not fesi fhat discharge 1o the occean would adversely

et nd wd
Flant mamne racsipeo
2ffect marine rescurces.
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4.7.3 MITIGATION MEASURES : ‘ .

. Design guidelines adopted by the Navy and City of San Diege will specify that
ne reflective glass will be used in development of new buildings {Alternatives
A B, C D, and E).

ENDNOTES: -
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4.8 ' DALITY
4.8.1 AFFECTED ENYVIRONMENT

Climate

San Diego’s climate is largely determined by the pesiticn of the semi-permanent mid-Pacific nigh
pressure system and the nrc,amlty of the moderating effects of the nearby ccean. The resulting
Mediterr rancan-type climate is characterized by cool, dry summers and mild winters. Limited
rainfall coours in winter while summers are often compietely dry. Rainfall averages oaly 10 inches
per year and falis mainly from November to fate March from the fringes of mid-latit

*empe*aturs:s average 62 degrees Fahrenheit with wintsr lows arcund 48 degrzes Fahrenheit.
Temperatures cver 100 degrees Fakrenheil or below 32 degress Fahrenheit almost never occur
in the coastal arsa hecause the oczan and the cnshors brzezss moderate any femperaturs

emes.
Meteorology

Alr noilution transpert is primarily aifected by prevailing wind patierns. The dominant wi ds ara
cnshore except in the winter. Fagure 4-5% indicates the wind direction freq juencies at Lindbergh
Beld, 1.5 mdes north of the project site. Onshore flow dominates *-mt wide Hls“"bu&ch of
directions from scuth-southwest tc north- qcnhwest Offshore fow is less q_ at and blows from
sorth-northeast. Tae onshore dow has moderate average wind speeds f gic 1 miles per hour
{mph) while the cffshere fow is weaksr ‘mx:; average spesds of 210 4 mph. The onshors fow

coming off the oczan is wsually unpoilute

Laocal air pellution scurcss coniribute to 2ir guality 4egradaiion that can become significant when
the onshore fiow affects the foothi 'ﬂ comrmuniiies sast of the metropciitan area. Whersas ipe
mederate onshore fow rapidly ventilates the coastal corridor by day, a siow acciurnal return fow
may allow for localized stagration o f potlutants, PSD@"" ?'y on cool, clear winter nighis. "f‘,:e may

be isclated carbon moncmide "hot spots” in traffic-intensive arsas in the downtown area.”

in conjuncticn with the winds that control horizontal dispersion, there are two characteristic
temperature inversions that affect the vertical depth through wh:cu any jocally generated air
poilutanis are mixed. When the cocl, onshere fow of marine air undercuts a large dcme of warm,

sinking air over the ocean, a marine/subsidence inversion is fo r"ned- that creates an impermeable
barrier that traps all poilutants within the marine air layer.. As this layer moves iniand and

ponu;am’ are added from urban activities without any dilution from at}ove, the shallew laver

ECOomes ﬂrogressivelv more polluted. Hydrocarbons and oxides of nitrogen emitied mmv‘-l y by
ehicular scurczs i coastal areas react under sunlight, forming E,hOz.uc“e”l cai smog (mainly
Loy i

o-:er'e\ that can or2ate unheaithiv! levels of 2ir gualin

H YT Tt
in foot hm sommurities,

A = 3 Fe 7 31 s ——
A second cheracterisiic inversion forms when the alr near the ground cools at

3 T -
while the ungisiurped air zloft TEmaing Warm.

o
8 Towy hun(‘!?nﬂ Tﬁg‘}

2 R = 5 - : -
g surface-based emissions INYSISICns may

1 — -
ular poiletanis such 2s carboa monoxide {COY or oxdes
23 fresways, major intersections, or larze Tarking facilities,
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Both inversions occur throughout the year, but their maximum effectiveness and impact are well
separated seascnally. About 70 percent of all summer afterncons have marine/subsidence
inversions that may cause degraded air gquality in inland areas such as El Cajon or Alpine, while
50 percent of all winter nigiits have racdiation inversions that may cause elevated CO levels around
the project site.”

Alr Ouality
Ambient Alr Quality Standards

Ambient air quality standards (AAQS) are the levels of air pollutant concentration considered
safz to protect the public bealth and welfere. They are designed to protect pecnle most
susceptible tc respiratory distrsss, such as asthmatics, the elderly, very young children, peopl
already weakened by other disease or illness, and persons engaged in strenuous work or exercise.
Collectively, these are called “sensitive receptors.” Naticnal AAQS were established by the
Environmental Protection Agency {ZPA} in 1971 for six air poiluticn constituents. States have
the cption to add other pollutants, to regquirs more siringent compliance, or to include different
exposure periods.ﬁ Standards applicable in California are shown in Figure 4-39.

Ambient Afr Quality

Ambient air quality is described in terms of compliance with staie and Federal standards. One
requirement of the Califernia Clean Air Act {1988) is for the California Air Resources Board
(CARE) to astablish criteria and designate areas of the staie as attainment, nonattainment, or
unclassified for any state standard. In June 1989, CARE adopted criteria and desigrnations for
sach area based on those criteria. An atizinmest designation {or an area signifies that poilutant
coneentrations did not viclate the state standard for that pollutant in that arsa. A nonattainment
designation indicates that a pollutant concentration viclated the state standard at least once,
exciuding those cccasions when a viclation(s) was caused by an sxcepticnal event, as defined in
the criteria. The designation cf attainment or nonattainment for each poilutant with respect (o
national standards is based on similar criteria as required by the Clean Air Act Amendments

Tt
{1877

The San Drego Air Basin is designated nonatiainment for several pollutants. The entire Basin is
designated nompattainment of statz and national ozone standards, and state PM,, (particulate
matter iess than 10 microns in diameter) standards. The western half of the Basin is designated
as nonaifainment of state and naticnal carbon merexde standards and state nitrogen dicxide
standards. i

Baseline levels of air quality near the project site have been monitorsd by the San Diego Adr
o

STt 1 N Iat ADITY § oy ot g FN PP G S ake et ~m Tl A :
Peliution Conirol District (APCD) for many years at the menitoring station on Island Avenue in
T e T Mol R g gl . Sy UYL . L F U shhig mrnd]
Zowniown San Diego. Taole 4.8-1 summacizes the air quallly monitoring resuiis from this station

IS 21 P Q 20 A I s Alenna 1 .
fzr the past 5 years. Specific AAQS exceedances are discussed below.

JB/6640001.48



AMBIENT AIR QUALITY STANDARDS

CALIFORNIA

FEDERAL

AlR POLLUTANT

COMCENTRATION

PRIMARY {>)

SECONDARY {>)

0.08 ppm, i-hr. avg, >=~

. 0.12 ppm, i-hr. avg.

0.12 ppm, 1-hr. avgl ™

Carson Monoxide

8.0 ppm, 8-hr. avg. > @
20 ppm, 1-hr. avg. >

2 ppm, 3-hr. avg. @
35 ppm, 1-hr. avg.

8 ppm, 8-hr, avg.
35 ppm, 1-hr ave.

Mitrogen Dicxide

£.25 ppm, 1-hr. avg. > 1)

0.053 ppm, annual avg, @

0.053 ppm, annual avg. ©

v

Sulfur Dioxide

3.05 ppm, 24-hr. avg. >= with
ozone >»=0.10 ppm, t-hr. avg.
or TSP >»= ug/m3 24-hr. avg.

0.25 ppm, 1-hr. avg. > 9

£.03 opm, annual avg.
0.14 ppm, 24-hr. avg.

0.50 ppm, 3-hr. avg.

|

Suspended
Particulaie
Matter {(PM1I0)

530 ug/mS anpual gecmetric
mean > .
50 ug/m3, 24-hr. avg. > 9

50 ug/m3 annual 9
arithmetic mean
150 ug/m3 24-hr. avg.

30 ug/m3, annual 3
arithmetic mean
130 ug/ms, 24-hr. avg,

Sulfates 25 ug/ms3, 24-hr. avg. >=

Laad 1.5 ug/m3 30-day avg. >= 1.5 ug/mS calendar 1.5 ug/m3 caiendar
Juarier quarier

Hydregen 0.03 opm, 1-hr avg. >=

Suifide

Yinyl Shicride

2.070 ppm, 24-0t. avg. >=

Visibility
Reducing
Particles

in sufficient amount 10 recduce
the prevailing visibility to less
than 10 miles at relative

~ humidity less than 70%, 1 obs.

z) Effactive Decamber 15, 1982, The standards were previously 10 ppm, 12-hour avarage and 40 ppm, i"'-’nour average,

b} Effective Octobaer 5, 1984, The standard was previously .5 ppm, 1-haur avarage,

cl THactive August 13, 1982, The standards wera previous!y 80 ug/m? TSP, annusl geometric mean, and 100 up/m?® TSP, 24-hour avarage.
d) Effective Septamber 12, 1985, standard changed from 2> 10 ug/m? {>>= 9.3 opm) %o > 9 ppm {>>= 8.5 ppm).
@) Elfective July 1, 19B5, stancdard ghangad from > 100 ug/m? (> 0532 ppm} to > 053 ppm {>.0534 ppm}. —
{} EMective March 9, 1887, standard changed irom = .25 ppm 10 > .25 opm.
2} SHagtive July 1, 1887 The standards were arevicusly:
Primary - Annual ggometric mean TSP > 75 ug/m? and 24-hour average TSP > 260 ug/m?
Zacendary - Apnual geometric mean TSP > 50 ug/m3, and 24-nour average T3P > 150 ug/mi

T apm ¥ pants per Mmillion sy volume.
** ygfmd = MICTCOAMmS Der sukic metar,

National & State Ambient Air Quality Standards | . ®

Mavy Broadway Complex Project

‘Figurs 4-332

£
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AMBIENT AIR QUALITY STANDARDS {continusd)

NMOTES:

1. California standards, other than carbon monoxice, sulfur dioxide (1 hour}, nitrogen

dioxide and particulate matter — PMyg, are values that are not to be equaled or
exceeded. The carbon mongexide, sulfur dicide (1

particulate matter — PN4q standards are not to be 2xcesded.

A

standard

. Naticnal standards, sther than czons and those based
geomeﬁréc means, ara not 1o be excesded mors than once a year.
is attzined when the expecied number of days per calendar year with

The ozone

heur), nitrogen dioxide and

on annual averages or annual

maximum hourly average concentrations above the standard is squai 1o or less than

one.

3. Ceonecen
g:vem r
rafere

cars‘ected i*o a reference temperatura of 25°C and a

tration °~<3rﬂssed first I units

in which

it was promulgated. Equivalent units
aranthases ars based upon a reference temperature i 25°C and 2
ce pressure of 780 mm of mercury. All measurements of air guelity are
a refersnce pressure of 760 mm of

o e

mercury {1,013.2 miltibar}; opm in this table refers o pom by volume, or micromoies
of poliutant per mole of gas.

4, Any equivalent procadure which can be shown to uhe

Resourcas Beard (o give =

standard mavy be used.

(1}

margir of safety ¢ orote
standards no fatar ihar %hree years after that

¢t ihe public healtl

by the Environmental Protection Agency.

(8]

oublic walfare

state must 2itain the s

impiementation pian is approved by the EPA,

=)

ﬁ'\‘ T.""H

guivalent resulls st or near th

atisfaction of the Air
2 level of the air gualit

. Reference method as described by the EFPA. An “equivalent method” o
measurament may be u%d out must have a “consistant reiati

method” and must bs a2 Dy the ERA.

8. Provailing visidlitly is detined as the graatest visibility which 13 attainads
around at Jeasf ha’f of the horizon tirzle, but not nacessarily N continuo

9. Al ioc;ai:ions whers the stale standards for oxidant and/or suspended pariiculas

. Mational siandards apply slsewhsars

10. Measurad as ozone,

A e

onship ‘=to the rekh

Ty
by

ﬂ)

. Naticnal F‘vémawj Stancarce: The levels of alr guality necessary, with an adeguate
. Each state must aiain the primary
tate’s implementation plan is approved

. Maticnal Secondary Standards: The leveis of air quality necessary {0 protect the
from any known or anticipated adverse effects of a pollutant, Each
econcary standards within 2 “reascnable Hime” afiar the

3840001 1420

Figurs 4-35¢



TABLE 4.3-1

DOWNTOWN SAN DIEGO AIR QUALITY MONITORING
SUMMARY 1982-1985
{(Number of days standards were exceeded, and maximums for periods indicated;

Poliutant/Standard 1983 1984 1585 1586 1587
{Jzone
i-HR > 0.10 pprd’ is 17 23 12 i
1-HR > 0.12 prm 5 3 5 2 1
1-HR > 0.20 ppm i 0 G G g
Max. 1-HR (ppm) 0.23 0.16 0.18 0.1 0.4
1
Carpon Monoxide
1-HR > 20 ppm G 0 ) G 2
8HR > S ppm G ] 0 J
Max. 1-ER (ppm} 160 12.0 15.0 16.0 12.6
Max. 8-HR (ppm) 8.0 7.6 5.4 9.0 9.4
Mitrogen Dioxide :
1-HR > 025 ppm 0 0 0 9 5
Mazx. 1-HR (ppm) 0.20 0.17 0.21 0.18 0.22
Salfur Dioxide
1-HR > 0.25 ppm 0 tH 0 O 0
24-HR > 0035 ppm 2 & t ¥ 3
Max. 1-ER (ppm) 0.04 0.09 0.05 0.05 0.05
Max. 24-HR (ppm} 5.017 0.038 2025 0.027  0.011
Total Suspended Particulates . ‘
24-HR > 100 ug/e? 58 1161 14463 13/55° 1260
24-HR > 260 ug/m’ /58 61 0/63° 058 o6
Maz. 24-HR (ug/m’) 150 164 176 214 194
Lead Particulates I
1-MO > 15 ugfmt’ o g/12° 012 o ol
Max. 1-MO (ug/n’) 0.82 0.50 . 038 0.28 15
Sulfate Particuiates ] , '
24-FR > 25 ug/m’ 1/58° a/61° /54 o/6¢° NI
Maz. 24-HR (ag/m’) 25.3 18.0 15.4 17.5 :
5 Changsd o G.0% in 1588
b Number of days standard was excesded/number of days sampie was takza.s
¢ Mo Data,
Source:  California Adr Resources Board, Summary of Air Qualicy Dasa, 1983-1587. San Diego
APCD Tsland Awenue Staticn. .

4-155%
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Ozone

During summer’s longer daytime hours, pleatiful sunshire provides the energy nesded tc fuel
photcchemical reactions setween nitrogen dioxide and reactive Grcamc compounds. Levels of
ozone, a colorless toxic gas that irritates the jungs and damages materials and vegetat-bﬂ gxceed
Federal and state standards throughcut the Basin. The state standard (0.09 parts per million
[ppm], 1 bour) was exceeded an average of 12 days each year at the Island Avenue Station. The
ess restrictive Federal standard (£.12 ppm, 1 hcur) was exceeded an average of 3 days each
earduring 1983 i hrough 1987. Tae stage cne episode {or stage cne ‘smeg alert™) {over (.20
pm/kr ;,durgncr which hazards to persons with seasitive health can cccur, was exce bea onecs
uring the S-year pericd in 1983. The highest i-hour ozone level was 0.23 ppm in 1983

] s

1

Cl, *u N

Carbon Moenoexide

Carben monexide (CO\ is a cclerless gas, produced almost entirely from autcmobiles, that
interferes with the transfer of oxygen to the brain. From 1983 o 1986, the state and Federal

" 8-heur CO standard {over 9.0 prmﬁ was excesded only cuce, in 1985, The staie and :sderal

1-heur CO standards (20.0 ppm and 35.6 ppm, respectivels _;\ wers ot exceeded from 1983 through
1987. The mgma t 1-hour CO level recorded during this period at the downtown San 3 ego

E
monitering station was 9.4 pom in 1685 and 18987, well within Federal and state standard

Nitrogen Dicxide

Nitrogen dicxide is 2 reddish-brown gas that can cause breathing difficuities at nigh ievels. The
¥

,
b
1-hour state standard for nitrogen é‘cmda {over 0.25 pom, 1 hour} was Dot ex maed at the Island
P ram b

venue Station from 1583 through 1987, The maxdimum daily nitrogen dioxide concentration
. g
“.easaruci during the last § years was 9.22 ppm in 1987,

Total Suspended Particuiates/Particulate Matter

‘23

The Z4-hour standard for total suspended particulates (TSP) was excesded on approxdimately
13 percent of the days menitored between 1583 and 1987. The madmum conceniration during
this pericd was approximately twice the standard. On July 1, 1587, the Environmental Protection
Agency (ZPA) replaced the TSP Standard with a new particulate standard known as PM, ;. PM,,
includes oniv particulate matter 10 microns or less in diameter.. PM,, is nct monitored at the
Island Avenue Station. Fowever, the entire air basin is designated as nonattainment for PM,
standards, 30 exceedances at this station would be expected.

State Implementation Plan

Tae California Alr Resources Board (CARB) is the agency rasponsible for ‘J-:a:-afing and
impiementing an Alr Quaiity 'ﬁazazsme at Plan (AQMP). To do this, the CARR has compiled
ihe State Implementation Plan (5IP), which cutiines air quality conditd cns {a each of ihe slaie™s
i4 2ir basins and details measurss 10 achieve the National : e T
addition, the CARDB has established mors sirict standards

;

circumsiances in California.

-Ur s2ch iy basin oy es*gn ted iocal

The 312 s compiled [rom alr quality plaa revisions prepared
i ution Control District (APCD) is

agencies. In the San Diego Air Basin (8DAB), the Alr ]
responsible for preparing and revising the tasin’s placs.

e £
9... [t}
sv-
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The current SIP for the San Diego Alr Basin was adopted in 1982, The purpose of the SI? is to .
develop implementation strategies that will lead to attainment of Federai ¢lean air standards.
Tae San Diegoe Air Basin continues to be a nonaitainment area for ¢zone and carbon moncxide.
However, the SIP for San Diego acknowledged that the region would not likely become an
attainment area by the target year, 1987, because of atmospheric conditions that draw polluted
air from the South Coast Air Basin to the north into the San Diego Air Basin.'! .

Nevertheless, the SIP contained a number of strategies to reduce air pollutant emissicns
originating in the San Diego Air Basin. The SIP based its strategies on growth projections for
population, employment, and housing. These prcjections are derived, in part, from adopied
general plans. The projections used for the SIP are the San Diego Association of Governments
(SANDAG) "Series V" growth projections prepared in 1980. The forecast projected a rPg*'cnwide
population of 2,454,060 in the year 1295, Based on the 1989 population level of 2,418,000, it is
anticipated that the 1995 forscast level 'will be achieved by 195G. The SIP is in the process of

being updatﬂd to reflect current and expected growth projections. Sﬁu’\TDAG Series VII growth
projecticns, which have notf yet teen adopiea, are expected to be the basis for the updated
STp 13-14.15

SANDAG is the agency responsible for planning transporiation conirol measures aimed at
improving air quality apd cocrdinating the implementation of these measures by Iocal
governments. Tabie 4.8-2 describes four transportaticn tactics develeped by %A._N 3AG that were
included in the 1982 SIP for the San Diege Air Basin.

The pew SIP is due to CARB in 18917 According o bANDAG and the { .,ARB the primary
means that would be used 16 reduce emissions within the Szn Diego Air Basin would be ic
sncourage a reduction in single-cccupancy vehicles through ridesharing and public transit.

17.18

4.3.2 ENVIRONMENTAL CONSEQUENCES OF THE PROPOSED ALTERNATIVES

A preject will normally have a significant effect on the environment if it will viclate any ambient
£ ¥

air quality standard, contribute substantially to an existing or projected air guaiity viclation cr
expose sensitive receptors to substantial pollutant concentrations.”

The approval of the proposed project would result in increased stationary and mchbile scurces in
the basin. Stationary sources include short-term emissions onsite from construction activities and
long-ierm stationary-scurce emissions resuliting from offsite electrical power generation, natural
gas consumption onsite and equipment and materials required by the land uses asscciated with the
completed preject. Mobile source consideraticns include short-term construction activities and
long-term traffic generation. The propesed commercial land uses impact air quality almost
exclusively through vehicular iraffic generated by the development. Gen ‘aﬂy, such impacts ceccur
both regionally 2nd on 2 local scaL,. Regicnally, zermsonal commuting, hots! visiter traffic and
commercial service irips will add 1o regional .-,p seneration and increase the n.‘}.'c;e miles traveled
{VMT) within the 3an Dilego Air Basin. Locally, iraffic within the ES oject v icinity, 2speciaily
uu;_ﬁg peak hour traffic, will be added to the local roadway system. The mdst adverse scenario
would be with a congesied traific conditicn occurning during pe"lc'CS GF Docr atmoespheric

ventilation. 1f this Wudltion ocours thers will be 2 definite potential for the formation of micro-
scaie air polluticn "hot spois” within the project vicinify.

B/6GACC01.43



TABLE 4.8-2

1982 STATE IMPLEMENTATION PLAN
TRANSPORTATION TACTICS (T1-T4)

T-1. Ridesharing

Increase Level of Rideshare Matching Service
Expand Employer Promotion

Emyana Vanpocls

Expand Subscription Bus Service

Taxipool

@ @ 0 09

T.2 Trapsit

Increase Freguency of Service

Increase Service Area Coverage

Decrease Transit Travel Tzr';es

Reduce Transit Fares

Increase Express Bus Servi

Construct Light Rail Transit

Besiructure Transit Rouie

increase Transit A ractivsness and Conveniencs

@ @ % & ® 8 0w

L4 Bicycle Lanes and Paths

* Bicycle Pariing

L Showers and Lockers for Bicyclisis
» Bicycle Racks on Buses

® Direct Subsidy to Bicycle Commuter

T-4 Intercity Bus and Rail

> Increase Freguency of Rail Service
» Decrease Rail Travel Time
» Increase Frequency of Inisreity Bus Schedule

The foilowing impact discussion is organized into two general categories for zase of Q?.‘ sentation:
£ acts {fugitive dust and consiruction 2guipment smissions) and long-term impacis

3 o
(statiopary and mceue sources).

_s;"‘l

Shor-Term Emissions ’
The preparation of the project site for building consiruciion would produce two tvpes of air
contaminants: sxhausi ¢ £

missions from consiruction equipment and moLoT 3 °PF1 =35 ir2 aveling ic the
sitz, and fugliive dust generatzd as a resuit of scii movement. These consiruction impac ;
be e;rgecs.?.d during each phase of development. The emissions preduced 4 uuhug grading and

4-162
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construction activities, although of short-term duration, could be troublesome to workers and .
adjacent developments, even if prescribed wetting procedures are followed.

Exhaast Emissions From Construction Equipment and Vehicles

Heavy-duty equipment emissions are variable because of day-to-day differences in constructicn
P 7
activities and equipment used. Typical emissions for construction equipment were obtained from:
9 kY GLipIIe . ,
the Environmental Protection Agency, "Compilation of Air Pellution Emissicn Facters, ¥Volume L
Mobile Scurces,” September 1583, Assumptions regarding the type of copstructicn equipment
! y ¥ g 1
to be used during each phase of construction were based zon an environmental impact report
P . P A .ttge - A + o] . et b
prepared for a 700,00C-square-foot building in Los Angeles.”” Appendix E contains the heavy-
duty eguipment emissicn factors. Air poilutant emissions for each alternative are given in
Table 4.8-3. The amouni of pollutants generated by construction equipment indicated in
p g i 1ulp
Table 4.8-3 assumes equipment is operating 8 hours each day and all equipment is assumed tc be
operating at the same time. Also, the phases would occur independent of ooe ancther and the
total amount of emissicns generated for each alterpative would oecur over several years. Because
the emissions would be temporary and would not likely contribute substantially o the exceedance
of any air quality standards, the impact would not be sigrificant. Alternative D would generats
the greatest amount of construction equipment emissions, followed by Alternative 3,
Alternatives A and F, Alternative C, and Alternative E. Alternative G weuld not generate any
comstruction equipment smissions.

Fugitive Dust Emissions

Construction activities are a source of fugitive dust that may have a substantial temporary impact
on lccal air quality,. Emissions are assoclated with demolition, ground excavation and site
preparation. Dust emissions vary subsiantially from day 1o day, depending on the level of activity,
the specific operations, and the trevailing weather. The guantity of fugitive dust generated is
propertional to the silt content of the soil {that i, particles smaller than 75 microns in diameter)
and inversely proportional fo the square of the scil moisture. Based on the U.S. EPA-42 emission
factor, typical dust lofting rates are 1.2 tons of fugitive dust per menth per acrs disturbed -
Hewever, this factor dees not take inio account the relatively high water fable at the Navy
Broadway Complex, which results in moister soil and less dust generation. Dust contfol through
regular watering and other fugitive dust abatement measures required by the San Diege Air
Pcllution Control District {APCD) can reduce levels from 50 to 75 percent. Dust emission rates
therefore depend on the length of the construction activities and the care with which dust
abatement procedures are implemented.

If the uncontrolied dust emission factor is applied to the 15.5-acte site for Alternatives A, B, E,
and ¥, an estimated 18.7 tons of fugitive dust could be generated for each month of constructicn
activity. However, this amount assumes the entire site would be under construction simultaneously

arT Rt o % Aypet HEPTY v <gmi7 3 - A T Tibmr gt Lompypsd F et
and ne watering or other dust-pailiative measurss will be used. In rzality, only cne-fourth of the

LA Rt

: =il ¥ < Pl in] —~ £3 = e T . 1 g
site wouid be under comsiruction at any one time, 50 the mammum dust generation {not
- : e n a1 Nirtham . . . PR, Tia meattal P e 3 ¥ o ~
considering the higher meisiure zontent of onsite soiis) would be approwimately 4.7 ifons per
1 T
I

— ye 4 . P 1 . F - 2 2
month., With dust control measures, e fotel is reduced 1o about 2 {ons per month ©
construciion activity. Alternative T would generate substantially less dust thag Alistnatives AL B,
and E since the rwo major buiidings on Blocks 1 and Z would be rehabilitated and not demolished.

by

Alternative D would generaie additional fugitive dust at the offsite location. Alternative G would
net generate any copstruction-rzlated fugitive dust.  While the overall dust generation is
substantial for Alternatives A, B, T, D and T, the daily rate of fugitive dust generation is well

4-183
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TABLE 4.8-3

. ESTIMATED HEAVY-DUTY CONSTRUCTION EQUIPMENT EMISSICNS
Pollutant (Ih/dav)
Carben Exhaust Nitrogen Sulfur
Monexide  Hydrecarbens Crades Gxddes Particulates
Alternative A
Phase 1 (1952-1594; 386 NES 229 G0 £0
Phase 2 / {1995 139'.’} 149 15 257 25 17
Phase 3 (‘f 998-2G00) 933 141 2,183 215 146
Phase 4 {2001-2003; 604 91 1417 142 25
Total 2,026 308 4,758 477 313
Alternative B
Phase 1 (1592-155%4; 380 58 259 0 50
Phase 2 {1593-1397) 109 158 257 25 i7
Phase 3 (1998-2000) 1,098 166 2,5¢8 258 172
Phase 4 (2001-2003) - 504 a1 1412 147 g3
Tatal 2,131 331 5,136 515 344
Alternative C
Phase 1 {i992- ‘:9941} 386 38 855 a0 &0
‘ 2 (i995-19 77 iz 180 18 12
e3 (1998 ZGC{;) 115 17 270 27 ig
Phase 4 (2001-2003) &nd o1 1412 1472 85
Total L,17¢ 178 2,761 277 185
Altermative D
Phase 1 ¢ 1992—1994) 380 58 RGO a0 &0
Phase 2 {1595-19%7) 380 58 899 50 60
Phase 3 {1998-2000) 1,687 252 3,858 392 261
Phase 4 {2001-2003) &0d 21 1,412 142 _85
Total 3,031 459 7,108 714 476
Al‘l*i rnative E
Phase 1 (1996-1968) 194 29 455 46 30
Altermative F
Phase 1 (15992-19%4) 38G 58 835 5G 50
Phase 2 (1995-1397) 106 16 257 25 17
Phase 3 (1998-2000) 323 141 2,193 215, 148
Phase 4 {2001-200%) 04 S 1412 147 95
Total 2,026 3% 4,751 477 318
Al ‘ati% G B b ki3 i ki
ST U.S. EPA.42 1985 and Michael Brandman Associates 1988,
4-164
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within the dispersive capacity of the air basin without any adverse air quality impacts. It should
also be noted that much of this dust is comprised of large particles that are easily filtered by
human breathing passages and settle out rapidly on nearby foliage, parked cars and other
ncrizontal surfaces. The dust thus comprises more of 2 nuisance rather than any potentially
unbeatthful air quality impact.

In addition to dust, demolition of onsite structures could result in the release to the airstream of
asbestes particles. This issue 15 addressed in Secticn 4.11. '

~

Lono-Term Mobile-Sonrce Emissions

Regional Air Quality

Emissicns from vehicle usage for all the alternatives were calculated in this study with the
California Air Resources Board {CARB} computer model The Urbemis 2 program was
specificaily designed fc guantify the number of vehicles generated by a given land use and the
associated emissions. Input variables include the types and extent of the land uses, trip generation
rates, wind speed, and temperaturz. Rased on the proposed land uses, as well as other data
pravided by the traffic consultant, the number of vebicle trips and pollutant emissions werz
calcaiated. The projected vehicle irips and emissions are summarized in Table 4.8-4,

TABLE 4.3-4

NET MOBILE SOCURCE POLLUTANT EMISSIONS AT PROJECT BUILDOUT .
Total
Vehicle Nzt Emissions (ibs/dav) 1
Alternative Trips TOG CoF N
A 23,000 275 2,405 | 445
B 25,100 315 2,810 525
C 17,800 120 1,556 280
D 29,200 425 3,3GC - 725
E 9,406 20 190 50
F 23,000 276 2,465 445
G 10,700 9 o 0

a Net vehicle emissions are based on aiterpative land uses’ vehicle-related emiszions less the

R EIEPREIN Ry

sxisting {Alternative G) land uses’ vehicle-tzlated emissions. #
o Total orgamie gases.
¢ Carbon Mcnexide,
d Nitrogen oxides. |
Source: URBEMIS 2 {CARS 1987) and Michae! Brandman Associates Analysis 1982 .

JB/6640001.4B



Alternative A would have the potential o generate 270 pounds per day of total organic gases,
Rl ge P y ! X
2,406 pounds per day of carbon monoxide and 445 pounds per day of nifrogen ocmdes.
Alternative D would generate more total vehicle irips and vehicle-related emissions than
=] by
Alternatives A, B, C, E and F. Alternative G (ac nroject) would not senerate any additional
b ’ Projecy) g 5

vehicle-related emissions. Reactive crganic gases are a component in the formation of ozone.
The model slightly overestimates the quantity of reactive crzanic gases generated by the project,
since total organic gases (TOG) is the categery that is quantified by the computer model, and
reactive crganic gases is a subset of TOG. Ozone measurements taken cver the past 5 years at
the Island Street Station in Downtown Sap Diege have exceeded both the state and federal
standards for ozcne. The project would contribute to an already existing viclation of the ozone
standard; however, the significance of its impact must be considered in the context of air quality
planring, discussed on pages 4-170 through 4-172.

dimy

Local Alr {usality

The impact of the propcsed project alternatives on local air quality with resgect to carben
mencxide was assessed through the use of Caltrans Caline 4 Air Quality Model, which allows
microscale carbon moncxide concentrations G be estimated z2leng a roadway corrider of
intersection. Figure 4-50 shows the lccations for which the Caline 4 model was ccmpleted. The
locaticns were selected because they were the areas with ihe highest concentration of traffic near
the project site and adjacent to sensitive receptors. Arsas along the waterfront were nct medeled
because traffic volumes are less and, as explained belew, the loccations selected with higher
volumes did not excesd Federal or state standards for carben mencxide,

Computer teadours for the Caline 4 model appear in Aprendix E, znd Tavle 4.83-3 prasenis e
rasulis of the analysis for the worst-case wind angle and windspeed condition. Input o the model

was based on the ollewing assumptions 2nd methodelegn

® The calculaticns assume a metecrological condition of aimost ac wind
{1.0 meters/second), a flat iopographkical condition berween the source and
receptor and a mixing height cf 1,000 meters.

» CO concentrations are calculated for the i-bour averaging pericd, and then
compared (o ibe state and Federal I-hour standards.

[{]
]

* Conceniraticns ars giver in par's per million {ppm) at gach of th oior
- ,

o
locaticns indicated in Figure 4-60. The redeptor locations indicate sensitive
racepters (L.e., condominiums, hetel, park, etc.).

? The average iravel spezd (most adverse-case assumption) was assumed to be
2G miles per acur oo the roadways anaivzed. Emission factors provided by the
CARE for 1585 were used for existing conditions and emission T

fod o 8 Taty)
raciors for 2002
- 1 - = ni - T -~ Iial Paed Wl S an b Fan JENE an ; s
were used for 2l alternative conditions (EMTACTC, CARE 1987).

LONE AR Tedr WLl il L g3 A7

E N R T 2N s F R S 3 N ey oo 3 o 3 -
2 Ambient {backgrouna) UO concenirations thai reoresent ine second worsi-
faal T~ PR PR o 3 sl
case OO conceniration af fhe Sz and i

wereg added 12 the model resulis.
for the i-hour average (CARB 15

4-165
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° g ®

MAXIMUM CARBON MONOXIDE CONCENTRATIONS
(lParts per Million)

Carbon_Monozide Coicentrations (1 hr_f_ﬂ

Recepior
Locaiion Allernative Allernaiive  Alternative  Alternative  Alternative  Allernative  Alternative
lutersection on Figure 4-60  Existing A B C D E F G .
Broadway/Pacilic
Coast Iighway
Receplor 1 A 121 12.5 12.5 12.5 123 12.5 12.5 12.4
7 B 11.7 11.9 11.9 11.9 i1.8 11.9 11.9 119
3 C 12.1 12.5 12.5 12.5 123 12.5 12.5 12.4
4 D 11.7 119 11.9 11.9 114 119 11.9 11.9
& Sireet/Ketiner St.
Receptor 1 I 11.8 2.1 12,1 12.1 12.0 12.1 12.1 12.0
2 ¥ 11.5 11.7 1LY 11.7 11.6 11.7 11.7 11.7
Pacitic Const Tighway/
Markei Street
Recepior i Cr 12.5 12.5 12.5 12.5 12.3 12.5 12.5 121
2 H 12.0 i2.0 12.0 12.0 11.9 12.0 12.0 11.7
3 ! 12.4 12.5 12.4 12.5 12.3 12.5 12.4 12.1
4 . 119 12.0 12.0 12.0 1.8 12.0 12.0 11.7



TABLE 4.8-5 (continued)

Carbon Mopoxide Concentrations (1 hr)b

Receptor _
Location Alternaiive  Alternative Allernative  Alternative  Allernative Alternative Alternative
Intersection on Figure 4-60  Existing A B ' C D E F G
Market/Front Street
Receptor t k. 12.3 12.5 12.4 12.4 123 12.4 124 12.3
y) 1. 11.9 11.9 119 119 11.8 it9 11.9 11.8
3 M 123 12.5 12.4 12.4 23 124 12.4 12.3
4 N 11.9 11.9 119 119 11.8 11.9 119 11.8
5 O 12.3 12.5 124 12.4 123 12.3 12.4 123
6 [ 11.9 11.9 11.9 119 11.8 11.9 11.9 11.8

a  The federal standards are 35 ppm (1-hour average) and state standards are 20 ppms (1-hour average).
» b Concentrations of carbon monoxide in ppm. Background CO levels of 11.0 ppm have been added 1o the 1-hout average concentralions.

1
[

&9

¥ Source: Korve Ingineering, Inc. and Michael Brandman Associates, Inc. 1989,

i

o
bl
=

HTODOPos/g




As indicated in Table 4.8-5, carbon monoxide concentrations at the 16 receptor locations for all
of the alternatives would pot violate state or Federal 1-hour standards. Thereforz, none of the

project alternatives would have a significant impact on local air quality.

Long-Term Stationary Seurce Emissions

Stationary source emissions were quantified based on the various proposed land uses and gas and
electric consumption rates provided by the San Diego Gas and Hlectric Company (Sigman 1588

and Schiu 12

83).

Emission factors were cobtained from the U.S. Envircnmental Protection

Agency’s Compilation of Air Pollutant Smission Factors, AP-42. Appendix F contains the

computer runs for these emissions. The staticnary emissions for the proposed project alternatives
re summarized in Table 4.8-€.

Consisteney With the State Implementation Plan

According to the San Diego A“?C%), the CARDB will be responsible for determining whether the
project is consistent with the SIP.”" CARB indicates that measures tc substantially raduce the
number cf sipgle-cccupancy vehicles would be the primary measure of consisiency. This is the
orimary means by which the updated SiP will reduce emissions, so incorporation of such measurss
would-determine conformance with not only the 1382 SIP, but alsc with the updated SI2 currently

in pregaration.

23

T_‘

The U.S. Envircnmental Protection Agency {EPA) has indicated that because the San Diego Air
Basin is a nonattainment area for air guality, 2il reascnable =fforts should be made to nct increase
vehicular air emissions.
. emissions is a desirablie goal, but may act be feasible; pevertheless, 2 reduction in poiential
emissicns o the madimum exient practical is stzengly encoura%ed. ZPA acknowledged that

conformancs wiin the SIP is a decisicn made on the local level”

The oropesed

generate appresi

In discussions with the EPA, it was agreed that no net increase in vehicle

Z

mixed-use alternatives {&, B, C, D, F) would generate, without mitigation, betwean
28,000 (Alternative C) and 42,000 {Alternative B) daily vekicle trivs, with Altematives A, D, and
T each generating approximately 38,000 trips. Including offsite Navy offices, Alternative D would

mately 52,000 daily trips. Approximately 40 percent of these trips (16,000) weuld

be associated with Navy-perscnnel relccated to the site {except Alternative D, in which 30 percent
would be Mavy personnel selated). These personnel are already located in the San Diego Air
Basin, and weuld simply be relccaied fo the Navy Broadway Complex. This consclidation provides
substantial cpportunities to reduce regicnal 2missions loads asscciated with commute {rips by these
personnel, as discussed belcw. '

Vehicle trips that are new tc the San Diegc Alr Basin would consiitute the remaining

v
2
-~

o

rlan {ses Secticn 4.2.3, page 4-7

scuce single-occup
a
2

iyl

7

0y will be impiemented as part of the project io smbstantial

2 V) WAL OC IMDICIICHISs as part o WA Droiech 1o gnsstapually

zcy vehicle wsage at the site. In addition, the site is locaied within walldng

Alqas [ 4 Tiom I .

distanc i transit lines {one is under

L . P ni *3 . - :<_—’- JE: S 3

develcpment). This provides 2 su ransit’and reducing

single-occupancy vehicle use. B3 dating Navy personpel oM 3 nDurmber Of smaller,
s A 1

dispersed faci
. reducticns of
reductions.

JB/Ee4UE01.43

g T
1543 ~ ngla famih o - : St Iyl -
iities 1o a singie facility prommaie 1o fnese fransit opporiuniiies, singie-octupancy

= : : T 1 21 G grtegtm i rards 3 a1 i +% E E
vehicle usage by Navy personnel would te substantially reduced in the air basin, with estimated

iy
o
40 perce

ni. Please see Secticn 4.2.3, page 4-60, for a discussion of TDM-relate



TABLE 4.8-8

PROJECTED STATIONARY SOURCE EMISSIONS®

{Yos/day)
Pollutant ,
Alternative CO NOx SOx Particulates =C
A 30.04 (1432} 161.30 (7483 1410 {(6.08) 474 (2.04; 2.56 (1.60)
B 22,72 (17.00) 17610 (39.830) 1550 (748 522 (2.52; 312 (1.82)
C 23.08 (7.36) 122,82 (36.52) 1044 (242) 352 (0.22; 233 {1.08)
D 31.50 (15.78} 166.60  (80.3) 13.82 (590G) 470 (2.006) 3.36 (2.06)
B 15706 (-3.02) 59.22 (-27.08) 5.62 (-2.40) 1.88 (-0.82) 0.82(-0.48)
F 3272 (17.00; 176.10 {(89.80) 15.50 (748) 322 (2.52) 312 (1.82)
G 1372 (G 8630 O 802 (O 2.7¢ (5 1.30 (O)
a Numbers in parentheses indicate the net emissicns over Alternative & {no action). _ | .

FJ
:r.-
.[}.
(]
[y
O

Scurce: U.S. El 85 and San Diego Gas and Electric 1988 and 1585, '

Based onp ity of San Diego estimates of TDM effectiveness, the TDM measures propesed for
this project and the preject’s proximity to mass {rapsit are estimated to reduce dany vehicle trips
from each of the proposed land uses by the following amounts:

Estimated

[and Use Trip Reduction by THM
Office 60 percent
Hotel o 25 percent
etail 15 percent

Impiemeniation of the TDM plan would reduce the number of irips by aperoximately 40 percent,
which would result in a su osa.a“hal educiion in potentiai =’f1 ular uTJISS’OI:S Afrer ar‘ahcanon

,f the TDM olan, trips asscciated with the mized-use alternatives (A, B, C, D, and F) would rangs
fom 17,860 (Aitemative C) o 25,160 {Alternative B), with &Lenawcﬁ A D, and & oat
approximatsly 23,0600, Altsrnative D (including its offzite component) would ¢ ;e:.:aste a iotal of
35, 00 trips. If the ewsting 15,0C0 vehicles that are assocﬂat d with Mavy perscanel lccated
-.ﬁr.-aug:mut the air basin are discountad, the net increase in daily vehicle trips wonld be raduced

2,800 and 7,100 at Nﬂ‘.@r Broadway Compiex, and up 20 14,200 with the onsite and second site
component of Alternative D {see Table 4.8-7). These net trip levels assume that aH of the

4-171
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remaining vehicles are new 1o the air basin, a premise which probably overstates the new vehicle
travel.

TABW 1!" 4 3_

NET INCREASE IN VEEICULAR TRAFFIf

Less Trips
Mixed-Use Daﬁy ip Associated With Net New
Aljternative After TDOM Navy Perscanel rips

A 23,600 16,000 7,106
3 S 25100 15,000 9,100

C 17,800 16,600 2,860

D (omnsite 21,700 15,000 3,766
only ) ‘
{onsite and 303,206 15,000 14,280
offsite}

F 23,600 15,060 7,066

a Does not include oifsite Navy offices.
Scurce: Michael Brandman Associates 1590 and Xorve Engineers 1990,

According to the CARE, the incorporation of measures into the project which substantially reduce
single-cccupancy vehicles weuld demonsirate sonsts*ency with the SIP?  As with the CARR and
as stated Drywousiy, the EPA strongly encourages a reduction in single-cccupancy vehicles 1o the
maZmun extent jracac:ai ‘Tae reduction in vehicle trips achieved by xmplementing the TDM 'oian
would be considerable. Thers ars no koown measurss t¢ cause a further reduction. Since &

Mavy Broadway Compiex Project would be consistent with the current {1582) and propesed S”—’

n0 significant impacts to air quality wouid be caused by the project.

4.3.3 MITIGATION MEASURES

T Y an i a 1: mis 3 e q a0 e d - P
The iolicwing mitigation measurs would e appliicabie 0 Aliernatives A, B, C, D, &, and 7.
=% s ; 2 2
Shert-Term {(Construetion) Emissions
- Pl k J . : - L
®  TFugitive dust will b ing a5 requirsg

nd through erosion carz? and sirest wash mé io reduce dirt scii;age
>
a,

~

L L
j:-v-avpier‘{ nadwgvr neaar the anpatTetlon aite ] his me ara Al R m~lamentrard
L35 dTo ay¥s e 00 CONsLILLLIOE BI0E, ;5 measurs wil ce 1{'“_v,g_,11.;_,._1_;,,_,u

by ine project developer and will be included in consiruction bid nackages.

o
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L@ng-’ﬁ‘em Tmissions

The primary means by which long-term emissions will be reducad is through a Travel Demand
Management {(TDM) program. Tae TDM program for the propesed alternatives is cutlined in
detail in Section 4.2.3, page 4-60.

1
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Ihid.
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19, State of Califormia, California Environmental Ouality Act, Statutes znd Guidelines,
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20. Michael Brandman Associates, Draft Environmental Impact Report for the California

Recgptor Center - Tos Anoeles County, July 1988,
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24. Tomsavic, Environmental Protection Agency, personal communication, 1989.
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4.9 NOISE
4.3.1 AFFECTED ENVIRONMENT
Background

People are ofien subjected to a multitude of scunds in the urban envircrment. Many of these
scunds are by-products of desirable and necessary day-to-day activities. Scome of these sounds,
‘"{:b as from cars and frucks, jet aircraft, and air con drmonem, are undesuabze and may be
detrimental to health. These scunds are generally referred to as ncise.”
The human ear is 2ot squelly sensitive to sound at all frequencies, sc a specific frequency-
dependent rating scale was devised ic relate nocise 0 human sensitivity. An A-weighted decibel
{ dBA“ scale performs this compe*-sation 'oy discriminating against {requencies not d cernible ic
the human ear. The basis for ccmparvsk,n is the f"'agn st sound audible to the average, young male,
human ear at the frequency of maximum sensitivity”

Using the dBA scale as a base, ncise metrics have been developed that atiempt not ozly to
measure noise levels but alsc to adjust those levels according to their duraticn, fraguency, and
time between single roise svents, A number of Federal agencies, including the Department of
Defense, have adopted the day-night average noise level or Ldn as their noise metric io evaluate
noise compatibility. The Ldn weights noise events cccurting during the nighttime (1000 p

7:0C a.m.) hours by 10 dBA, tc account for increased sensitivity to noise during that per ’Gd
While the Federal government has acopted the Ldn metric for aroject evaluation, '=‘zhe State of
Caiifornia and the City of San Diego have adepied the Cummumhy Moise Eguivalent Level
{CNEL) as their noise metric.” CNEL applies an additional 3 4B penalty 1o scunds oce &::'izzg
the zvering (7:00 p.m. ic 13:00 p.m.). However, the two metrics are essentially equal 2nd used

-

interchangeably. The ndise analysis for the Navy Broadway Complex uses the C; ZL metric.

Moise Standards

State of California Standards and Guidelines

The State of California has adopted noise standards in arzas of regulation not p -=e“1p'-‘ed by the
Federal government. Siate standards regulate noise levels of motor vwwxes, freeway noise
affecting classrocmns, noise insulation, cccupational noise control, and airport acise. The state has
alsc develoned land use compatibility guidelines for r‘omrﬂumty ncise en wronments.5 MNone of
these state standards would aﬂpiv 1o the project because the site i being considered for office,
commercial, and hotel uses. However, as a guideline for hotel uses, an interior noise level of
43 B CNEL in habitable 1ocms s 2 residential noise standard.

i, Fa T 8 g o F e 1 7.
The State Office of Noise Conirel has nu s for noise and land use
rae oblective of the gu ds: ines is o orovide 2 co‘rﬂ*“ﬂw ngise epvircnment that i

1 aki e . ~nind H ‘
to be generally acceptable O:LA-:S, business commercial, and professional uses as

acxjatasi in areas of ,"1 B CNEL or less and conditionally acceptatle in arsas of up &
CNEL if sound attenuatior is provided.”

JB/Ge40C01.48



The City of San Diego ’ ' f, '

Tae City of San Diego’s General Plan provides arplicable noise criteria for land use compatibility
for transportation scurces within its circulation element, as shown in Figure 4-61. Eotels are
compatible in areas of 65 dB CNEL or less, office buildings are compatible in areas of 70 dB
CNEL or less, and commercial-retail uses are compatible in areas of 75 dB5 CNEL or less.

Existing Noise Levels
Mavy Broadway Complex Site

Tae dominant noise scurce in the area is rcadway traffic and raifl mevements. The area is also
expesed to aircraft noise from Lindbergh Field, iocated 1.5 miles to the north, but the levels are
not significantly above ambient levels because the site is not directly beneath the primary runway
flight tracks. AMTRAX rail lines are located immediately east of the project site. Rail lines, used
an average of twice per year by the Navy, alsc cross through the site aleng I Strzet.

A noise survey was conducted by MBA staff on July 6 and 7, 1588 to document the existing noise
environment ib the project vicinity. Neise measurements wers conducied at four sites for a fotal
of 8 hours. The noise monitcring locations are identified in Figure 4-62, and the results are.
summarized in Table 4.9-1. The Lmaxg (maximum sound level recorded during the noise
measurement duration) ranged from 72.6 dB to 84.0 dB. Noise sources contrisuting io.the Lmax
were these gypical of an urban environment (Le., semi-trucks, buses, a fire truck with siren, and

airplanes). : .

T=affic Moise

Egsting traffic noise along tie major rcadway was calculated using the Federal Highway Traific
Noise Prediction Model? This model was modified 1o generate CNEL and 24-hour average noise
ievel (Leq) values, Maodel input data were derived from the traffic. analysis {(Section 4.2,
page 4-35) and from Geld observations. Input includes ADT levels; day/night percentages of
autcs, medium, and heavy trucks; vehicle speeds; ground atienuation factors; and rocadway widths.

The distances from exsting roadway centerlines to the 80, 65, and 70 dB CNEL and Leq are
provided in Table 4.5-2. The ncise contour distances describe worst-case conditions since they
do ncet taks info account any obstructions tc the ncise path {i.e., walls, buildings, etc.). The
existing 70 ¢B CNEL and Leqg do act extend onio the project site.

Lindberch Field Alrcraft Noise

Accorging to the Lindbergh Tield Quarterly Noise Report (£

the project site is located outside the 85 dB CINE p
L. [

noise impacs.

|
b=l
W,
3
ot

) R TR AT VAT ST TR TS IS LTI DR ANROYSTTY AT TTUTTIRT A T ]
4.5.2 ENVIROMNMEZNTAL CONSEDQUENCES OF THE FRUPOSED ALTERNATIVES
: 10l nejies 1 ¢ of 4 iaet an he Aidad | <h tarm S S
The zotential noise Impact of the project can be divided into short- and lepg-term impacts. Shor-
f ey o s 3 . 7 : 3 - thea o T et o T on
ferm impacts are due 1o noise gemerated by sguipment during the conmstructicn phase. Long- .

—

=]
term impacts are associated with the generation of project traffic along both existing and nroposed

4-173
FB/e640001.48



Annusl Community Moisa Equivelans Laval in Decibsis

. Land Use 50 55 & 85 70 75

Outdoor Amphitheatars {may not
9 be suitabia for certain tvpes of
music.

2 Sehoois, Librartes

3 Mature Preseryes, Wildiife Praserves
Rasidentiai-Single Family, Multiple
a Family, Mohile Hames, Transient
Housing
5 Retirgment Home, Intarmediate
Cara Facilities, Convalescent Homes
B Mospitals
I Parks, Playgrounds SOMPATIBLE
Tha avarage noise ievel
it guch thet indoer
s - \ and sutdoor aetivities
’ Dffice Juildings, Business and esociated  with  the
g ot agsocia
Prafessicnal land use may e 2ar-

ried outl Wwith essenti
gily mo interference
from aoisa,

. a Auditoriums, Cancer: Halls, indcor
Arengg, Churches

| ; 7

15 Riding Stables, Water Recreation : j
Facilivies INCOMPRATIBLE

The avarage notse isveal

. -~ I is so severe thag ean-

11 Cutdeor Spactator Sports, Goif i struetien  ©osts 26

Toaurses i make the indoor en-

wifonment acsentabis

tar performance  of

32 Livectock Farming, Animal Breeding activities would arob-

ably e prohibitive.

The outcoor snaviron-

. . .~ mant would be intnl-

13 Commercial-Retsil, Shopping Cen- arabia for gutdoar ac

gtvities associated with

zers, Restaurants, Movie Theasters
ihe jand dse.

18 Commercsial-Whoissale, induseria!
Manufacturing, Utilities

Agriculeure jexsapt Livestoek], Sx

us
i
| rractive indusetry, Farming
15 Tametarisg
| ;
. : Busurae:; Sty of San Siogo Plasning Dapartmsn?

City of San Diego Noise

Land Use Compatibility Chart so4001 10
Novv Broacdsvsy { arnmley Provect Figure 4571
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. TABLE 4.9-1

NOISE MEASUREMENT RESULTS

- a T T - -
Tccation Limax LoD T.,C I_.d
10 33 30
Site 1
July 6, 1988 (5:07-6:57 p.m.} 845 59.0 £5.0 63.5 38.5
July 7, 1988 (1:12-2:13 p.m.) 79.0 725 53.0 £7.0 82.0

Site 2
July 8, 1388 (12:35-1:35 p.m.) 82.5 70.3 66.53 54.5
Fuly 7, 1988 (12:01-1:01 p.m.) 8(.5 68.5 4.0 82.5
Site 3
July 8, 1988 {2:30-3:20 p.am.) B4.0 590 £3.0 83.0
July 7, 1988 (7:39-3:539 am.} 72.0 76.6 57.0 2.0
. Site 4
July 7, 1988 {(%:13.10:132 am) 77.5 82.5 5 57.0
July 7, 1588 (10:17-11:17 a.m.) 77.5 53.3 50.0 58.5
Range 72.5-84.0 52.5-76.5  58.35-¢8.0  57.0-67.0

Lmax is the maximum sound level recorded during the neise measurament duration.

[ il ]

Lm is the sound level excesded 10 percent of the noise measurement duration.
c LZ;S is the scund level excesded 33 percent of the ncise measurement duration.
g le,} i ‘a;?le sound level excesded 50 percent of the ncise measursment duration.
e Lg, is the scund level exceeded 90 percent of the nolse measursment duration;

it"is also considerad the background noise level

Scurce: Michae! Brandman Associates 1389
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TABLE 4.9-2

EXISTING ROADWAY NOISE LEVELS (LEQ-P.M. PEAXY"

Distance to CNEL From
Roadway Canterline (ft.)

|

EQaf .
Roadway Sezment 55dB 6548 72¢B SO feet (dB)

Harboer Drive

Nerth of Grape Sires 3,515 353 <50 71.3

Grape Street 1o Ash Sireet 2,264 218 <56 69.9

Ash Sireet io Broadway 1,481 156 <30 £8.3

South cf Broadway - 519 &2 <50 63.5
Ash Street

West of Pacific Highway 586 91 <50 £4.5

Pacific Highway to India : 439 45 <50 §3.5
Broadway

West of Pacific Highway a56 99 <50 6.4

Pacific Highway to India 1,453 147 <50 &3.2
Grape Street

West cof Pacific Highwsay 1,042 iC8 <50 87.3

Pacific Highway t¢ India £,083 1066 <50 67.5
Hawtherne Sirest

West of Pacific Tighway 329 84 <50 56.8

Pacific Highway tc India 1,073 108 <50 67.5
India Street

Nerth of Hawtherne 248 28 <50 51.1

Hawthorne tc Ash Street 258 28 <50 513

Ash to Broadway 207 <50 <5C 503

G Street ic Market 140 <50 <50 58.5
Kettner Boulevard

North of Hawthorze 346 37 <50 £2.5

Hawtherne to-Ash 263 29 <50 1.4

Ash o Beoadway 303 32 <50 £2.0

Broadway o T Strest 181 <30 <50 387

T Sirest 1o Marke: 289 31 <30 6.8
Market Street

“West of Pacific Highway 786 &1 <50 £5.8

Zast of Ketiner Boulevard 572 70 <50 £5.1

4-179
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. TABLE 4.3-2 (continued)

Distance to CNEL From
Roadway Centerline (£t

=

Roadway Segment 55 dB 65 dB 72 4B

LEQ af°
3G feet (dB)

Lanre]

Pacific Highway to Kettner 3lvd. 2,171 218 <50
Paciiic Highway
North of Eawthorne 2,343 23 <50
Hawthome to Ash 2,252 228 <50
Ash to Broadway 1,752 183 <30
Broadway 1o Market 1,282 13 <50
Scuth of Market 1,680 172 <50
a Does not measure any obstructions io zoise path
b CNEL measurad in fest form centarline of near iravel lane.
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roadways. Thoe foliowing describes the general characteristics of each type of ncise impact for .
each of the project alternatives,

Short-Term Congstruction Noise Impacts

Construction noise représents a short-term impact on ambient ncise levels for each of
Alternatives A through F. Ncise generated by construction equipment, including earth movers,
material handlers, and portable generaters can reach high levels. The U.S. Eavironmental
Protection Ageqcy has found that the noisiest equipment typss qperat?nw at construction site
typically range {rom 88 dBA tc 91 dBA at 50 feet. Typical operating cycles may anclve 2 minutes
of full power, followed by 3 or 4 minutss at lower settings. A_itnoug‘z noise ranges were found ¢
be similar for all construction phases, the erection Dhasu {(laying subbase and pavmb) ended 1o
be less noisy. Noise "cveis vary from 79 dBA {c 88 dBA (energy average) at 50 feet during the
rection phase of constructicn.

ﬂ)

mplementation of any of Alternatives A through F would cause a sheori-term annoyance to ncise-
sensitive land uses in the surrounding area due to construction activities. On weekends when, due
to the visitor-serving nature, mere pecple ars in the area, this impact may be considered a
sigrificant nuisance impact to users of the nearby waterfzont : '

Alternative G, the no action aliernative, would result in no short-term noise impacts to the project
area.

Long-Term Noise Impaects

+ % 3

With ccmmt:nty polse assessment, changes in ncise ievels graater than 3 dB are citen identified
as significant to sensitive recepiors, while changes less than 1 dB are not discernible o most
“.sﬁe-zts and ars not Wnsxca“,d significant. Iz the range of 1 o 3 4B, residents who are very

ensitive to noise may percsive a ahgm cnang No scientific evidencs is avauab;e to support
tl_e use of 3 dB as the signifficant thresheld. In laboratory test:n,:, situaticns, Aumans are able to
devect noise level changes of smshti ies8 thar 1 dB. However, in a bomwumty ncise situation,
the poise expesurs is over a Eons time pericd, and changes in noise levels occur over vears, rather
than the immediate yompar'scn made in a laboratory situation. Therefers, the level at which
changes in community noise levels become discernibie is likely to be some value greater than 1

dB, and 3 dB appears to be appropriate for mest people.

Table 4.9-3 quantifies the distances io the 60, 65, and 70 ¢B CMNEZL contours and lists'the CNEL
value at 50 feet from the cem: rline of the near travel iane for roadways in the project vicinity
for each of the alternatives. Long term buildout of the project area & assumed. As with the
existing noise levels, the future rcadway noise levels were calculated based on the Federal
Highway Administ*ation’o Highway Traffic Noise Prediction Mcdel. The roadway noise levels
oresented in Tadle 4.5-3 assume oo natural or men-made shieiding beiween the roedway and the

\

future iraffic noise levels
are u’pecz@a io oe r,.xa.zve; v high in the vicind i-_,r of ¢ ?10 avy Broadway Complex. The proposed
hotels in Alternatives A, B, C, D, and F would be within the 85 4B CNEL contour Fom Pacific
K-i"“ghway This &,cmd L:z ncise levels in excess of 45 d3 CNEL in kotel rooms, which
e significant.

o
5
O
a
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. TABLE 4.9-3

FUTURE ROADWAY NCISE LEVELS®

:ogdway Segment: Broadway East of Harbor

e

Tncrease of Each

Distance {feet) From Future Increase Over Alternative Over

Roadway Centerline tc CNEL CNEL (dB) Existing CNEL (dB) Future CNEL

lternative 70 CNEL 55 CNEL 60 CNE at 50 Feet’ at 50 Feet (dB} at 56 Feet
A 70 208 654 69.7 3.8 0.6
B 71 212 666 59.8 3.6 0.6
C 63 205 643 69.6 3.5 0.3
D 68 202 3 £2.5 3.4 0.4
E £9 205 543 59.6 3.5 0.5
F 71 212 566 63.8 3.5 0.6
G 62 184 377 69.2 3.0 0.0

i Broadway Sast of Kettner

o
B

£,
.ﬁ'
]
Af
]
S
g
@
K
h

Distance {feet) From Future Tnerease Over
Roadwav Centerline to CNTT, CMEL (d3) Existing CNZL {2B)
lternative 70 CNEL €5 CNEL 60 CNEL  at 30 Feef’ at 50 Feet

A 111 344 1,086 71.9 4.9 0.8
el 107 325 1,037 71 38 0.6
c 168 333. 1,052 71.8 3.8 0.5
D 100 3¢5 965 714 34 0.2
= 138 333 1,052 71.8 3.8 8.5
r 107 329 1,037 71.7 3.3 05
G 93 252 919 712 32 8.4

:
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TABLE 4.9-3 (continued) ‘ .

Roadway Segment: Farbor Scuth of Broadway

Increase of Fach

Distance (feet) From Future Increase Over A_.terwame f’\ver
Roadway Centerline tg CNEL CNEL (CB Existing CNEL (dB) Future CNEL
Alteraative 76 CNEL 65 CNEL 60 CNEL  at 50 Feal’ at 50 Feet (4B ) at 50 ‘Eeut
A O 82 238 66.7 1.4 0.7
B 0 75 250 665 13 0.6
C O 82 258 66.7 1.4 0.7
D & &7 212 63.8 4.5 ey
E 0 2 258 66.7 1.4 0.7
F G 79 250 £6.5 13 0.6
G O &9 218 85.5 0.7 0.0
Roadway Segment: Harbor West of Pacifie
Increase of Each
Distance (feet) From Future Increase C}ve; ﬁqter:at ive Over
Roadway Centeriine 1o CNEL CNEL {dB) Existing CNEL (EB} Future CNEL
Alternative 70 CNEL 65 CNEL 60 CNEL  at 50 Feef at 50 Feet (ij) at 50 Feet
A 72 221 888 70.3 - 43 2.5
= 74 227 715 70.4 4.4 2.5
C 632 191 601 69.5 3.7 ' 1.5
D 57 170 536 69.1 32 1.4
E £3 181 601 63.6 3.7 1.5
F 74 227 73 70.4 4.4 2.5
G g 126 354 678 - 18 0.0
4-183
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. TABLE 4.2-3 (continued)

sadway Segment: Ketiner South of Broadway

Increase of Zach

Distance (feet) From Future Increase Over Alternative Qver
Roadway Centerline to CNEL CNEL {(dB) Existing CNEL {dB) Future CNEL

lternative 70 CNEL &5 CNEL 60 CNZL  ai 50 Seet’ at 50 Fest (&B} at 50 Feet
A 2 2 28¢ 56.8 7.3 4.2
B G 94 254 66.83 7.3 4.2
C g 33 292 56.8 73 0.2
D 0 76 238 659 54 (©.7)
B 0 93 252 668 7.3 8.2
F 0 94 254 6C.8 73 2
G G 89 280 5885 7.1 3.0

sadway Segment: Pacific Sonth of Broadway and Nerth of Market

Increase of Zach

Distance {feet) From Future Increase Over Alternative Over
’ Roadway Centerline to CNEL CNEL (dB)  Existing CNEL (dB) Fuiurs CNEL

lter Ve 76 CNEL 65 CNEL &0 CNEL  at 50 Feet at 30 Faet {23) at 50 Feet
A 97 288 304 708 3.4 24
B 92 270 848 7.4 31 18
c 165 313 983 710 37 24
D 84 241 734 £9.9 2.5 1.3
= 195 313 983 71.0 3.7 2.4
F G2 279 848 70.4 3.1 1.8
G &7 181 563 6.5 13 0.0

JBf6640C01X



TABLE 4.9-3 (continued) .

Readway Segment: G Street West of Sevexnt!

Increase of Each

Distance (fest) From Future Increase Cver Alternative Over
Roadway Centerling to CNEL CNEL (d Exsting CNEL (dB)  Future CNEL
Aliernative 70 CNEL 65 CNEL 60 CNEL  at 50 Fee at 50 Feet (dB) at 50 Test
A 0 116 347 67.6 3.5 g.5
B 0 111 348 57.6 3.5 0.5
C i 109 342 67.5 3.5 0.5
D 0 187 337 £7.4 3.4 0.4
E 0 109 342 67.5 3.5 6.5
T { 11 348 67.6 35 0.5
G ¢ 97 365 7 . 870 3.0 0.0
Roadway Segment: Market Street West of Ninth and East of Kettner
Increase of Each
Distance (feet) From Futurs , Increase COver Alternative Over
‘f?. adway Centerline to CNEL CNEL (¢B)  Existing CNEL (dB) Future CNEL .
Alternative OCNEL 65 CNEL 60 CNEL  at 50 Feef at 50 Feet (dB) at 50 Teet
A 87 271 854 Y A 16 0.6
B 85 263 829 7.0 34 0.4
C 85 262 B26 71.0 3.4 0.4
D 76 23 740 70.5 2.9 0.1}
b=t 85 262 826 710 34 g4
I 85 263 829 71.0 34 0.4
G 77 239 753 70.6 3.0 ¢.0

a Dces not consider any obstructions ¢ the acise path. :
L CNEL measured in feet from the centerline of the near travel lane.
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As Table 4.9-3 indicates, roadway noise level increases due to each of the develepment
alternatives ranges from 0.4 dB to 2.6 dB over the no action alternative, Alternative G. The

projected neise level increases for each of the alternatives are at a level that is less than
significant.

Rail traffic along the rail lines that bisect the site would be infrequent, occurring an average of
twice per year. Thus, any ncise associated with this source would not be ﬁorszcien,d significant
due to its infrequency.

Alternative G would result in nc long-term nocise impacts to the project area, aithough it would
be exposed to additicnal noise from traffic as traffic levels associated with cumulative development
increase.

423 MITIGATION MEASURES
The following mitigation measures are recommended for each of the Alternatives A through F
cf the proposed Navy Broadway Compiex project.
Short-Term Tmipacts
» %mpliaﬁca with the San Diego Ccunty Code requires that significant noise-

1

generating construction activities will be limited to Monday through Saturday,
7:0C am. ¢ 7:00 p.m.

Lone-Term Tmupacts

L Pricr fo the suance of building permits for tae hotal structures {Alternatives
A B, C D, and I), bullding specifications E hotel structures -.:escrzbm; the
acoustical design featurss of the structurss and evidemce prepared by an
accustical comsultant that ihese sound a'? uation measures wiil satisfy the
interior noise standard of 45 dB CNEL shall be submitted to the City Suilding
Inspection Department for approval.

.akj m

ENDNOTES:

1 0.8, Department of Housing and Urban Development, 1585,
2 Harris, 1979.

3 Federal Interagency Committee on Urban Noise, 1980.

4 City of San Diego, 1576a.

5 State of Califoraia, 1976,

5 Tkid. )
7 City of San Diego, op. Cii.

3 U.8. Department of Transportation, 1578,

g San Dieg@ Unified Port Diginic:, 1968 -

10 U.8. Envircomental Protection Agency, 1571,
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4.10 CULTURAL RESOURCES , : .

This secticn is based upon a cultural resources study that was prepared for the project. A
complete copy of the report is available for review at the Broadway Complex Project Office, 553
West Beech Street, Suite 101, San Diego, California 92161-2537. The study involved a literature
search of the histerical background of the project area and a surface and subsurface investigaticn
of the site, to document cultural properties located within the project area that may qualify for |
the Naticnal Register of Historic Places. The cultural resources study was prepared in accordance
with the regalations for protecticn of Historic Preperties (36 CEFR Part 800), which implement
Section 106 of the National Histcric Preservation Act. Section 106 mandates Federal agencie
to take into account the effects of their undertakings on properties included in or eligible for th
National Register. The National Register Criteria for Evaluation (36 CFR 60.4) are used to assess
a preperty’s eligibility. This study is being used to mzke determinations of elighility in
consultation with the California State Historic Preservation Officer (SHPO). SEPO has concurred
with the basic findings of this analysis. For those properties found to meet Naticna! Register
criteria, consultation will be initiated with the Adviscry Councll on Historic Preservation, as
required by Secticn 106. The Advisory Council's comment will be included in the final
environmental documentation.

4101  AFFECTED ENVIRONMENT
Regional Historic Setiing

The Navy Broadway Complex includes 10 major structures and varicus smaller bufidings that
were constructed berween the sarly 1520s and the mid-1940s. Many of the buildings have been

remodeled and are well maintained, giving the impression that the complex s ot as ofd as the

original construction dates would suggest

The project site is bounded by Pacific Eighway, Barbor Drive (on iwo sides), and Broadway.
These streets were formerly known as Atlantic Street (Pacific Highway), Ccean Strest (Harbor
Drive}, and D Street (Broadway), and were laid cut as part of the develcpment of New Town
San Diege during the 1850s. The majority of the project site was actually located below the high
tide line during the 180Cs (whben New Town San Diego was laid cut). It was only after the
mprovement of the karber began in the early 1500s, culminating in the construction of a bulkhead
and the use of dredged materials to £l behind the bulkhead, did the project site become dry land.

DOverview of Project Ares History
Prior to 1850, the focus of activity in San Diego revelved around the Presidio of San Diego, Old
Town, and the Mission San Diego de Alcala, all of which wers located near the San Diego River
several miles fo the north of the site. The project area consisted primarily of tidal flats and open
shors. In 1850, a survey party that included Willlam Heath Davis and Andrew 3. Gray cheose the
upland area near the proiect site {or a camp. Cray thought the place would maks 2 fine site o
3 town. Oray and Lieutenant T. D. Johns drew up plans for 2 new town site, which eacompasse
the projeci arsa. Thae New Town concept was presented to 2 group of Sart Diegans, who on

Aimerh 14 120 £ 3 e R A ] Aavral slha 1A _gAea 2ifa” 33 H 3t
darop 16, 1830, formed 2 parinersiip 10 5wy and develop the 1e0-acrs 5l Af fhe time, aoou!

fig YmdbslBza, Ditwr o &l LIilake

"
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half of the New Town plots lay below the ievel of mean high tide.

New Town began in the summer of 1850, A desp-water wharf was
-wharf was

he consiruction of
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completed in 18351, ships could off-load cargo and passengzers directly at the pier rather than
requiring the use of lighters to ferry them to the shore. 3 fn October 1868, Stephen S.
Culverwell constructed a wharf at New Town at the foot of F Street, which extended 150 feet
into the ’aay.d

In the mid-1880Cs, the City experienced the first of 2 series of major construction beoms. City
crews oaved sireets, gas and electricity were introduced, street car tracks were laid down, and
several water mains and drains carried sewage and stormwater to the deep waters of the bay.
Along the waterfrent, wharves became a focal pomt of the importation of gocds into San Diego.

The major wharves constructed within the current boundaries of the project site included
Culverwell’s Wharf and the Spreckels Brothers” Whart (see Figure 4-63). The Spreckels Srothers’
Whar? was also known as the Coal Bunkers Wharf? Tt was approdmately 2,000 feet long, in a
zig-zag configuration, with rail carts and steam-driven cable lines and winches ic unlcad cargoes of
coal, cement and fumber. The wharf was located at the foct of G Street and extended through
ihe southern area of the present Navy Broadway Complex. Adjacent to the Spreckels Brothers'
Whar? was Culverwell’s Wharf, at the foct of F Straet, which alsc axtended out several hundred
fzet over the tidal area to deep water. Culverwell’s Wharf was subsequently purchased by Wiiliam
Jorres and later bors his name. Siructures wers constructed at the end of the wharl in the
approximate iccations of Buildings Nos. 7 and 8. The consiruction of these wharves improved
shipping conditions and further sclidified the advance in the harbor development and waterfront
activities.”

[}

Pricr to 15C0, the arca along Pacific Highway, paralleling the nigh tide iine, included 2
=
: oyt la ip 13 Flmirrmietai jagal ot e de ol A tha 31 g £ T
important #ole in the flourishing development of New Town. As shown on the illustrations
drawn from the Sanborn Fire Map of 1504, the Navy Broadway Complex site inciuded several
recorded siructures (see Figure 4-64). In addiiicn, phoicgraphs from the 1880s ¢

. conpcentration of shanties, wharves, and businesses. The arez wes unigue to San Diego and played
an

] hrcugh the sarly
1300s reveal that the concentraticn of siructures was sven greater than was shown on the Sanbern
irs Maps {see Figure 4-65).

I-—i-i

In 1911, the City of San Diege, aleng with Los Angeles and Gakland, petiticned the State of
California tc grant the tidelands within the respective harbors to the cities for development.
The bill authorizing this transier passed, with the provision that the City of San Diego would

maks improvements {primarily dredging, filling, and the construction of bulkheads) to the tideland

7 . . v . . £ o1 t 2 1
arzas. The construction of the new concrete bulkhead and the filling of the tidelands scourrad
by dredging of the channel along Broadway and the depesiticn of the dredged material behind the

1

bulkhead.

7,

Based upon photograghs of the dradging operation, it appears that the shanties and plers or
45 a

3
wharves that wers located in the £l area were buried beneath the dredged il 1In 1519, ihe

iy o San izzn dasded arnrordmately 1,35 sores o the Mavy ab the cornes 5 Forrya dig P
;_,“;.] DL 2an LAgzo G8SZEa ;_J_-\.A.umu;an...-; seddad BOISS #0 L3E ylav‘j i D€ COTTIer Of oroad Nﬁy and
P

5
7

T : Ior T o e o PO [ T iy meym@ 277 cimmtley e mbmed i+l
Harbor Drive. The remaining Mavy Broadway Complex oronerty was subseguenily granted o the
T o i ooranai 1o 1 awrpings o N gt s A Sgm T

Mavy 1o severa: :anc sxcnange transachions with the City of Sar Diegr. .
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. CONFIGURATION OF EXISTING
STRUCTURES CORRESPONDING TO THE
HISTORIC WHARVES, PIERS, AND
WATERFRONT STRUCTURES
REPRESENTED ON THE SCHUYLER MAP
FROM 1339

I

[ EXISTING
JCGI\H«‘IGURATION CF
{ NAVY BROADWAY

] COMPLEX

®

AREA OF THE NAVY |
BROADWAY COMPLEX |
AS IT APPEARED IN THE
1889 SCHUUYLER MaP '@
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>an Diego Bay Waterfront (1882) with Present Day
Nayy Broadway Complex Superimposed

Navv Broadway Complex Project
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Aerial View of Project Area showing along Atlantic Street
(now Pacific Highway). Large Wharf in left-center is
Spreckels Brothers' Wharf (Photograph circa 1910)
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