Downtown North Traffic Calming: Second Trial Project Timeline 

and Draft Assessment Methods/Measures

Timeline for Implementation of Second Downtown North Trial Traffic Calming Plan

An expedited implementation of the second trial plan will require two phases. The first phase was completed with installation by Friday, 23 April of turn restriction signs along Alma and Middlefield. The timeline for the second phase, installation of the second trial plan physical measures, including traffic circles and speed tables, is presented below:

· First trial elements were removed by April 9, 2004.
· Turn restriction signs to be installed by April 23, 2004. 
· Construction of second trial plan will begin in mid-August 2004. It is expected that construction will be completed no later than mid-September 2004. Every effort will be made to minimize any disruption to traffic flow during construction.
· One-year trial will begin mid-September 2004.
· Trial evaluation will begin mid-February 2005 and continue for three months (including data gathering, neighborhood meeting, and resident opinion survey).
· Planning and Transportation Commission (PTC) public hearing in June 2005
· City Council meeting and decision regarding second Downtown North Traffic Calming Trial, in September 2005.
New Performance Measures for Second Trial Plan

It is important to note that, due to the desire to expedite installation of the turn restrictions, the Transportation Division was unable (owing to time limitations) to collect new existing conditions data (post-closure removal, but prior to installation of the turn restriction signs). There was some interest expressed during recent public hearings at the Planning and Transportation Commission and Council on the first traffic calming trial plan in an even more comprehensive and robust set of such data than had been collected before and after installation of the first trial plan. Ordinarily, per best practices in traffic engineering assessment, the Transportation Division would collect new pre-project data just prior to installation of any measures that are expected to change traffic conditions (as for example with installation of turn restrictions), then collect the same data (e.g. traffic counts at the same locations as pre-project data collection) after a settling down of traffic in the project area. The purpose of doing so would be to assess effects of the measures installed.
Since staff will be unable, because of too short a time window between barrier removal and installation of the turn restriction signs, to collect a set of brand new (and potentially more comprehensive) data, the Transportation Division will rely on the somewhat more limited data set collected in February and March 2003, prior to installation in June 2003 of the first Downtown North traffic calming trial plan (i.e. pre-project with no traffic calming measures in place). By the time the second trial plan is evaluated beginning in February 2005, the February 2003 before data will be two years old. It is important to note that during this two-year period it is possible that other factors besides the new trial plan will have caused changes in traffic counts, thus lessening the accuracy of the before/after calculations. Such factors include land use changes, roadway improvements or changes, and the general upward (or downward as the case may be) trend of regional traffic volumes. 

As indicated, the before baseline data will be that which was gathered before the first (i.e. seven street closures) Downtown North trial began. Approximately five months after implementation of the second trial plan, corresponding after data will be gathered. Most performance measures will be evaluated by comparing the before and after data.

1. Reduction in Downtown North Traffic Intrusion (Target Measure). The term “traffic intrusion” replaces “through traffic” to enable a clearer and simpler assessment method.  Proposed Target: “ Traffic intrusion” should be reduced by 20 percent compared to the before condition, as measures in February-March 2003 traffic volume (24-hour) counts. Staff proposes a simple “cordon line” method for measuring traffic intrusion. “Before” (February-March 2003) traffic counts in both directions of travel will be compared with “after” (February-March 2005) counts at “gateway” count locations in the first blocks of Everett (between Middlefield and Byron to the east and between Alma and High to the west), Hawthorne (between Middlefield and Byron to the east and between Alma and High to the west), and Palo Alto Avenue (between Alma and Emerson). This method is a second-best alternative to best practice, which is to conduct an expensive, labor-intensive origin and destination study using license plate matching methodology such as was conducted in 1999, prior to development of the first Downtown North Traffic Calming Plan
. An alternative approach to that proposed would add “first block” count locations on all cross streets Lytton and Everett to the proposed five locations on Everett, Hawthorne, and Palo Alto Avenue listed above. [Yet another permutation would be to adjust “after” counts by a factor representing area traffic trends. One such method would be to compare aggregate totals for all vehicle movements at the 21 signalized intersections that Palo Alto tracks on a year-to-year basis. Since the data collection for this annual tracking always takes place in October, it would be necessary to use October 2002 or October 2003 data (or the average of the two) compared to October 2004 data. The factor used would be the derived by dividing the October 2004 total into the October 2003 (or the average of October 2002 and 2003 data) total. This factor would then be multiplied by the “after” traffic count data to adjust or normalize the data for area-wide traffic trends between the “before” and the “after” period. 

2a.
Diversion to Local Streets <2500 vpd (CEQA standard).  On local and collector 

streets with a before count of less than 2,500 vehicles per day (vpd) in the Downtown North and Lytton neighborhood, no average daily vehicle count will increase by more than 25 percent of the before count due to the traffic calming plan, not to exceed 2,500 vpd (+ 10 percent or 2,750 vehicles per day) on local streets. [Twenty-five percent is the minimum volume change detectable by the average resident and is equivalent to a 0.1 change in the TIRE Index
].

2b.
Diversion to Local Streets >2500 vpd (CEQA standard). On local and collector streets with a before count of 2,500 vehicle per day or greater in the Downtown North and Lytton neighborhoods, no average daily traffic count will increase by more than 10 percent of the before count due to the traffic calming plan. [It should be noted that ten percent is the sum of approximate maximum daily fluctuation in traffic volumes combined with maximum range of error in measurement instrument, and hence can be considered statistically as no change.]

2c.
Diversion to Arterial Streets. Arterial street diversion will be evaluated by level of service and queue length as described in performance measures 3a and 3b.

3a.
Arterial Intersection Level of Service (LOS) 
 (CEQA standard).  The AM and PM peak hour level of service (LOS) at the Lytton/Alma, Lytton/Middlefield, Lytton/Cowper and Lytton/Emerson intersections will not degrade to less than LOS D, which is the minimum acceptable LOS in Palo Alto. Only “after” measurements of the second trial plan are required for this measure, since the impact measure is whether or not the threshold value (LOS D) has been exceeded, not whether there has been a change in LOS.

3b.
Queue Length at Lytton/Middlefield (Report). The change in maximum and average stopped vehicle queue lengths during AM and PM peak hours on all four legs of this intersection will be measured through observation. Queue lengths will be estimated in early August, just prior to construction of the traffic circles in mid-August 2004 and again in Mid-February 2005 as part of the broad assessment of the second Downtown North traffic calming trial. [It should be noted that queue lengths were not estimated as part of the February-March 2003 “base conditions” data collection prior to installation of the Downtown North first traffic calming trial plan.]

4.
Speed Reduction (Report). Speeds will be evaluated at 6–8 mid-block locations on the interior Downtown North streets where speed tables and traffic circles are located. This will provide a gauge of the effectiveness of these measures at reducing speeds in their vicinity. Little change in speed is expected at locations that are over 200 feet away from speed tables or traffic circles. [It is important to note that staff will compare these after data with such before data as may be available. Since some before volume counts (hence also speed, since counting tubes are deployed in pairs allowing for simultaneous recording of both vehicle volumes and speeds) will not have been taken within 200 feet of the new speed table or traffic circle locations, staff will not have an identical set of before and after speed data.]

5.
Crashes Due to Traffic Calming Measures (Target). There will be no reported injury crashes directly attributable to the traffic calming plan elements in the Downtown North neighborhood during the trial period. The following crashes and/or primary causal factors will not be considered in evaluating this measure: property damage only, driving under the influence, failure to obey rules of the road (California Vehicle Code violation) or mechanical failure. Careful assessment must be made with respect to attribution of crash causation. [It is important to note, however, that traffic volumes on local and collector streets, such as all interior streets of Downtown North, established during a single year, which is the length of the second trial plan, are typically too low for statistically valid database comparison with past trends.
]

6.
Fire and Police Responses (CEQA standard). The travel times for Fire and Police Department calls within and near the Downtown North neighborhood will not exceed the Departments’ mission goals for travel times of 4 minutes for 90 percent of fire and basic medical responses, 6 minutes for 90 percent of advanced medical responses (paramedics), and 3 minutes for police calls. [The Transportation Division will consult with the Fire Department to ascertain whether “driveway to driveway” or “phone call” to “driveway” response time is the more pertinent measure of service response times.]

7.
Fire Department Access to Lytton Gardens and Webster House (Report). The Fire Department will evaluate the impact of the traffic calming project on access to these facilities with respect to increased traffic congestion on Lytton and Middlefield or any other aspect of the traffic calming plan.

8.
Turn Restriction Compliance (Report). Staff will evaluate compliance with turn restrictions though a representative sample visual survey during turn-restricted hours. [It should be noted that this report will document non-compliance since the extent of compliance of those who would otherwise have made the banned turns cannot be visually observed.] 

9.
Impacts on Service Providers (Report). Impacts attributable to the traffic calming plan as reported by City departments, PASCO, the US Postal Service, or any other public agencies serving the neighborhood (including bordering arterials) will be compiled and reported.

10.
Neighborhood Acceptance (Report). A household-based neighborhood opinion survey will be conducted, in general, according to the advisory survey methodology used by the Transportation Division in the local and collector streets traffic calming program, as follows:

a) Households and business addresses as advisory survey units; one household, one business address, one response. A non-resident property owner also receives one response. [It should be noted that an alternative approach would include all business entities within a single address for those cases in which multiple small businesses share one office address.]

b) Household and business address advisory survey database to be derived from the Utility Department customer list, supplemented by information obtained by residents and/or residents’ associations and organizations with respect to apartment and condominium unit numbers (typically the Utility Department list will include only one customer per address and this address may comprise multiple residences).

c) Four distinct advisory survey areas: i.) all streets interior to the Downtown North neighborhood, bounded by Alma, Lytton, Middlefield, and the San Francisquito Creek; ii.) the three bounding arterial streets (Alma, Lytton, and Middlefield), both sides; and iii.) the Lytton Neighborhood, defined as all streets in the area south the San Francisquito Creek, east of Middlefield, north of University Avenue, and west of Chaucer (note that both sides of Chaucer are included in this area); and iv.) University Avenue, both sides, from Middlefield to Chaucer.

d) Advisory survey areas’ results are to tabulated and reported separately. Questions asked will be identical as will the physical appearance of the survey response postcards.

e) Interpretation of advisory survey results will be up to the Planning and Transportation Commission and Council. No target percentage of advisory survey results will be set a priori.

� For a concise description of the license-plate methodology for conducting origin and destination survey, see “Traffic Engineering and Management”, by Ogden and Taylor, Monash University, 1999, pp.617-618.


� It should be noted that the Transportation Division and San Jose State University Professor Katherine Cushing are conducting joint research toward creating a “Traffic Sensitivity Index” for residential streets in Palo Alto to replace the Traffic Intrusion into the Residential Environment (TIRE) Index. Results of this research and recommendations based on it will be presented to the Planning and Transportation Commission and Council in the next several months.


� For an extensive treatment of the methodology for calculating level of service at signalized urban street intersection, see the “Highway Capacity Manual,” Transportation Research Board, 2000, Chapter 16.


� For an excellent discussion of limitations in crash data for road safety engineering purposes, see “Safer Roads: A Guide to Road Safety Engineering” by KW Ogden, Ashgate Publishing Company, 1996, pp. 69-93.
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