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Executive Summary  

This report presents the results of the Transportation Impact Analysis (TIA) conducted for the proposed 
commercial and light industrial development on the northwest corner of Oakland Road and Horning 
Street in San Jose, California. The 3.26-acre site is currently occupied by 52,634 square feet (s.f.) of 
various light industrial and commercial uses that will be demolished as part of the project. As proposed, 
the project would construct a 3,814 s.f. convenience store with 6 fuel pump stations (12 fueling 
positions) and an associated 1,341 s.f. car wash, a 2,494 s.f. fast food restaurant with a drive-through, 
and mini-storage warehouse buildings totaling 93,443 s.f. The mini-storage warehousing would be split 
into four buildings including two three-story buildings of 41,250 s.f. and 36,522 s.f., and two one-story 
buildings of 11,871 s.f. and 3,800 s.f. The project site would be accessed via a single driveway on 
Horning Street. 
 
This study was conducted for the purpose of identifying potential traffic impacts related to the proposed 
development. The potential impacts of the project were evaluated in accordance with the standards set 
forth by the City of San Jose. Since the project site is located outside the downtown core area, as 
defined by the City’s General Plan, the project is subject to the City’s Transportation Level of Service 
Policy (Council Policy 5-3). An analysis in accordance with the Santa Clara Valley Transportation 
Authority (VTA) Congestion Management Program (CMP) requirements was not prepared because the 
project would generate fewer than 100 net new peak hour vehicle trips. The traffic study includes an 
analysis of AM and PM peak hour traffic conditions for five signalized intersections and two 
unsignalized intersections near the project site. Project impacts on other transportation facilities, such 
as bicycle facilities and transit services, were determined on the basis of engineering judgment.  

Project Trip Generation 

After applying the Institute of Transportation Engineers’ (ITE) and San Jose trip rates, appropriate trip 
reductions, and existing use trip credits, the project would generate 2,117 new daily vehicle trips, with 
61 new trips occurring during the AM peak hour and 26 new trips occurring during the PM peak hour. 
Using the inbound/outbound splits contained in the San Jose Traffic Impact Analysis Handbook and 
ITE’s Trip Generation Manual, the project would produce 15 new inbound and 46 new outbound trips 
during the AM peak hour, and 26 new inbound and 0 new outbound trips during the PM peak hour. 

Project Intersection Level of Service Results  

The results of the intersection level of service analysis show that, based on the City of San Jose 
significant impact criteria, none of the signalized study intersections would be significantly impacted by 
the project (see Table ES-1). 
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Table ES 1  
Intersection Level of Service Summary 

 

 

Existing

Avg. Avg. Avg. Avg. Incr. In

Study Peak Count Delay Delay Delay Delay Crit. Delay Incr. In

Number Intersection Hour Date (sec.) LOS (sec.) LOS (sec.) LOS (sec.) LOS (sec.) Crit. V/C

1 Oakland Rd & Commercial St † AM 05/19/15 40.7 D 40.8 D 85.9 F 86.7 F 1.5 0.003

PM 05/19/15 51.8 D 51.9 D 59.8 E 59.9 E 0.2 0.002

2 Oakland Rd & US 101 NB Ramps *† AM 05/19/15 58.3 E 59.4 E 163.2 F 164.5 F 2.7 0.006

PM 09/09/14 20.7 C 20.9 C 57.0 E 57.8 E 1.4 0.004

3 Oakland Rd & US 101 SB Ramps *† AM 05/19/15 26.4 C 26.4 C 29.7 C 29.8 C 0.3 0.008

PM 09/09/14 31.5 C 32.0 C 89.4 F 90.6 F 2.7 0.006

5 Oakland Rd & Hedding St ‡ AM 05/19/15 46.7 D 46.8 D 62.6 E 62.9 E 0.6 0.003

PM 05/19/15 43.1 D 43.0 D 55.1 E 55.1 E 0.0 0.000

6 Tenth St & Hedding St ‡ AM 05/20/15 19.2 B 19.3 B 22.1 C 22.3 C 0.2 0.001

PM 05/19/15 40.2 D 40.2 D 50.7 D 50.7 D 0.0 0.000

Notes:

* Denotes a CMP Intersection
† Denotes a US 101/Oakland/Mabury TDP Intersection
‡ Denotes a City of San Jose Protected Intersection

BOLD indicates a deficient level of service.

No Project With ProjectExisting+Project

Background
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US 101/Oakland/Mabury Transportation Development Policy (TDP) 

As described in Chapter 1 of this traffic report, any project that would add traffic to the US 101/Oakland 
Road interchange during the PM peak hour is required to participate in the US 101/Oakland/Mabury 
TDP program. The TDP includes a fee schedule requiring all new developments to pay a “fair share” 
contribution for using a portion of the interchange capacity that would be created with buildout of the US 
101/Oakland Road interchange and construction of a new US 101/Mabury Road interchange. Unlike 
most Area Development Policies that base their fees on the number of residential units or square 
footages built, the fee for the US 101/Oakland/Mabury TDP is based on the number of PM peak hour 
vehicular trips that would be added to the US 101/Oakland Road interchange (including the Oakland 
Road/Commercial Street intersection). 

Since the proposed project would send some PM peak hour vehicle trips through this interchange, the 
project would be required to pay a fair share contribution toward the planned interchange 
improvements. Currently, the TDP traffic impact fee is $36,847 per each new PM peak hour vehicle trip 
that would be added to the US 101/Oakland Road interchange. The fee is subject to an annual 
escalation on January 1st per the Engineering News-Record Construction Cost Index for San Francisco. 
The project would add 26 new trips to the interchange during the PM peak hour. 

Estimated TDP Impact Fee: $36,847 x 26 net PM peak hour trips = $958,022 

Other Transportation Issues 

The site plan shows adequate site access and on-site circulation, and no significant operational issues 
are expected to occur as a result of the project. The project would not have an adverse effect on the 
existing transit, pedestrian, or bicycle facilities in the study area. Thus, no project sponsored 
improvements are recommended. 

Hexagon has provided the following recommendations resulting from the site access and circulation 
analysis. 

Recommendations 

 Reduce the proposed driveway width from 35 feet to 32 feet, which is the City standard for 
commercial development. 

 Ensure that street parking is not permitted on the north side of Horning Street between the 
project driveway and Oakland Road, as this would create sight distance issues east of the 
project driveway. 

 If feasible, the project should consider adding a second driveway on the western boundary of 
the site at N. 13th Street to improve site access. 

 City staff have indicated that the project would be required to construct a new 10-foot sidewalk 
along the project frontage on Oakland Road, as well as install a City standard handicap ramp at 
the northwest corner of Oakland Road/Horning Street. The project applicant should coordinate 
with City staff regarding these requested pedestrian access improvements. 

 The addition of a controlled mid-block crossing on Oakland Road at or near Boardwalk Way, if 
feasible, would help to encourage pedestrian activity to and from the proposed retail uses, and 
at the same time discourage jaywalking along this segment of Oakland Road. Should the City of 
San Jose be interested in pursuing a new mid-block crossing on Oakland Road, it would be 
appropriate for the project to make a fair share contribution toward this pedestrian improvement. 



645 Horning Street TIA August 2, 2017 
 

P a g e  |  v i  

 Hexagon recommends that bike lanes on Oakland Road between Commercial Street and 
Horning Street be included in the design of the future US 101/Oakland Road interchange 
reconstruction project. 

 Provide 14 additional parking spaces within the mini-storage warehouse facility in order to meet 
the City parking requirement. There appears to be adequate room within the mini-storage facility 
to provide the additional parking spaces. 
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1.  Introduction 

This report presents the results of the Transportation Impact Analysis (TIA) conducted for the proposed 
commercial and light industrial development on the northwest corner of Oakland Road and Horning 
Street in San Jose, California. The 3.26-acre site is currently occupied by 52,634 square feet (s.f.) of 
various light industrial and commercial uses that will be demolished as part of the project. As proposed, 
the project would construct a 3,814 s.f. convenience store with 6 fuel pump stations (12 fueling 
positions) and an associated 1,341 s.f. car wash, a 2,494 s.f. fast food restaurant with a drive-through, 
and mini-storage warehouse buildings totaling 93,443 s.f. The mini-storage warehousing would be split 
into four buildings including two three-story buildings of 41,250 s.f. and 36,522 s.f., and two one-story 
buildings of 11,871 s.f. and 3,800 s.f. The project site would be accessed via a single driveway on 
Horning Street (see Figure 1). 

The City of San Jose has requested that an alternative access scenario be evaluated. The alternative 
scenario includes a second driveway providing access to the project site on N. 13th Street. The 
alternative access scenario would not change the trip assignment at the study intersections and was 
therefore only evaluated from an operational standpoint. This alternative access evaluation is included 
in Chapter 6 of this report. 

Scope of Study  

This study was conducted for the purpose of identifying the potential traffic impacts related to the 
proposed development. The potential impacts of the project were evaluated following the standards and 
methodologies set forth by the City of San Jose. Since the project site is located outside the downtown 
core area, as defined by the City’s General Plan, the project is subject to the City’s Transportation Level 
of Service Policy (Council Policy 5-3). An analysis in accordance with the Santa Clara Valley 
Transportation Authority (VTA) Congestion Management Program (CMP) requirements was not 
prepared because the project would generate fewer than 100 net new peak hour vehicle trips. The 
traffic study includes an analysis of AM and PM peak hour traffic conditions for five signalized 
intersections and two unsignalized intersections near the project site. Project impacts on other 
transportation facilities, such as bicycle facilities and transit services, were determined based on 
engineering judgment. 

Study Intersections  

1. Oakland Road and Commercial Street (US 101/Oakland TDP) 
2. Oakland Road and US 101 NB Ramps (US 101/Oakland TDP) (CMP) 
3. Oakland Road and US 101 SB Ramps (US 101/Oakland TDP) (CMP) 
4. Oakland Road and Horning Street (unsignalized) 
5. Oakland Road and Hedding Street (Protected) 
6. N 10th Street and Hedding Street (Protected) 
7. N 10th Street and Horning Street (unsignalized) 



Figure 1
Site Location and Study Intersections
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Traffic conditions at the study intersections were analyzed for both the weekday AM and PM peak 
hours of adjacent street traffic. The AM peak hour typically occurs between 7:00 AM and 9:00 AM and 
the PM peak hour typically occurs between 4:00 PM and 6:00 PM on a regular weekday. These are the 
peak commute hours during which most weekday traffic congestion occurs on the roadways. Traffic 
conditions were evaluated for the following scenarios:  

Scenario 1: Existing Conditions. Existing traffic volumes at study intersections were based on traffic 
counts conducted in October 2016 or counts provided by the City of San Jose. The five 
signalized study intersections were evaluated with a level of service analysis using 
TRAFFIX software in accordance with the 2000 Highway Capacity Manual 
methodology. The new intersection count data are included in Appendix A. 

Scenario 2: Existing plus Project Conditions. Existing traffic volumes with the project were 
estimated by adding to existing traffic volumes the additional traffic generated by the 
project. Existing plus project conditions were evaluated relative to existing conditions in 
order to determine the effects the project would have on the existing roadway network.  

Scenario 3: Background Conditions. Background traffic volumes reflect traffic added by nearby 
approved projects that are not yet completed or occupied. The added traffic from 
approved but not yet completed developments was provided by the City of San Jose in 
the form of the Approved Trip Inventory (ATI), included in Appendix B. 

Scenario 4: Background plus Project Conditions. Projected near-term peak hour traffic volumes 
with the project were estimated by adding to background traffic volumes the additional 
traffic generated by the project. Background plus project conditions were evaluated 
relative to background conditions in order to determine potential project impacts 
according to the City of San Jose’s Level of Service Policy. 

US 101/Oakland/Mabury Transportation Development Policy (TDP) 

The City of San Jose assesses an impact fee for any new PM peak hour traffic that would be added to 
the US 101/Oakland Road interchange. The City has identified operational problems along the Oakland 
Road corridor at the US 101 interchange, which are due primarily to the capacity constraints of the 
interchange. As a result, the City has identified two key capital improvement projects: 1) modification of 
the US 101/Oakland Road interchange, including improvements to the Oakland Road/Commercial 
Street intersection (see Figure 2), and 2) construction of a new US 101/Mabury Road interchange. Both 
interchange projects will create additional capacity for accessing and crossing US 101, which will be 
crucial to accommodate future growth in the vicinity. To fund these interchange improvements, the City 
has adopted the US 101/Oakland/Mabury Transportation Development Policy (TDP) impact fee. The 
fee for the US 101/Oakland/Mabury TDP is based on the number of PM peak hour vehicular trips that a 
project would add to the US 101/Oakland Road interchange. As of January 2017, the TDP traffic impact 
fee is $36,847 for each new PM peak hour vehicle trip that would be added to the US 101/Oakland 
Road interchange. Projects are required to pay the traffic impact fee prior to Public Works clearance. 

City of San Jose Protected Intersections 

Two of the intersections that are analyzed in this study are identified as Protected Intersections in the 
City’s Transportation Level of Service Policy, Council Policy 5-3. Protected intersections consist of 
locations that have been built to their planned maximum capacity and where expansion of the 
intersection would have an adverse effect on other transportation facilities (such as pedestrian, bicycle, 
transit systems, etc.). Protected Intersections are, therefore, not required to maintain a Level of Service 
D, which is the City of San Jose standard. The deficiencies at all Protected Intersections in the City of 
San Jose have been disclosed and overridden in previous EIRs. 



645 Horning Street
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If a development project has significant traffic impacts at a designated Protected Intersection, the 
project may be approved if offsetting Transportation System Improvements are provided. The offsetting 
improvements are intended to provide other transportation benefits for the community adjacent to the 
traffic impact. The improvements may include enhancements to pedestrian, bicycle, and transit 
facilities, as well as neighborhood traffic calming measures and other roadway improvements. 

The City will identify the specific offsetting improvements, which should be agreed upon by the 
community. Priority is given to improvements identified in previously adopted plans such as area-wide 
specific or master plans, redevelopment plans, or plans prepared through the Strong Neighborhoods 
Initiative. Community outreach should occur in conjunction with the project review and approval 
process. Once the specific improvements have been identified, the developer must submit 
improvement plans to the City of San Jose Department of Public Works for review and approval. The 
specific offsetting improvements proposed can be finalized during the subsequent planning permit 
stages and can be described in the Final EIR. 

The City of San Jose LOS Policy has established that the value of offsetting improvements should 
equal $2,920 per net peak hour trip generated by the project for one protected intersection impact, and 
$4,380 per net peak hour project trip for two or more protected intersection impacts. For the purpose of 
determining the Protected Intersection LOS impact value, net peak hour project trips are defined as the 
total number of peak hour trips generated by the project during the highest peak hour period after all 
appropriate credits have been applied. 

Methodology  

This section describes the methods used to determine the traffic conditions for each scenario described 
above. It includes descriptions of the data requirements, the analysis methodologies, and the applicable 
level of service standards. 

Data Requirements  

The data required for the analysis were obtained from new traffic counts, the City of San Jose, the 
Santa Clara VTA CMP, and field observations. The following data were collected from these sources: 

 existing traffic volumes 
 approved project trips 
 existing intersection lane configurations 
 signal timing and phasing 

Level of Service Standards and Analysis Methodologies  

Traffic conditions at the study intersections were evaluated using level of service (LOS). Level of 
Service is a qualitative description of operating conditions ranging from LOS A, or free-flow conditions 
with little or no delay, to LOS F, or jammed conditions with excessive delays. The various analysis 
methods are described below. 

City of San Jose Signalized Intersections 

The City of San Jose level of service methodology for signalized intersection is the 2000 Highway 
Capacity Manual (HCM) method. This method is applied using the TRAFFIX software. The 2000 HCM 
operations method evaluates signalized intersection operations on the basis of average control delay 
time for all vehicles at the intersection. Since TRAFFIX is also the CMP-designated intersection level of 
service methodology, the City of San Jose methodology employs the CMP default values for the 
analysis parameters. The City of San Jose level of service standard for signalized intersection is LOS D 
or better. The correlation between average control delay and level of service standards is shown in 
Table 1. 
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Table 1  
Signalized Intersection Level of Service Definitions Based on Control Delay 

 

Unsignalized Intersections 

Two of the study intersections are unsignalized. The need for signalization of unsignalized intersections 
is assessed based on the Peak Hour Volume Warrant (Warrant 3) described in the Manual on Uniform 
Traffic Control Devices (MUTCD 2010 Edition, Part 4). This method makes no evaluation of intersection 
level of service, but simply provides an indication whether vehicular peak hour traffic volumes are, or 
would be, sufficient to justify installation of a traffic signal. Intersections that meet the peak hour warrant 
are subject to further analysis before determining that a traffic signal is necessary. Additional analysis 
may include unsignalized level of service analysis and/or operation analysis such as evaluating vehicle 
queuing and delay. Other types of traffic control devices, signage, or geometric changes may be 
preferable based on existing field conditions and intersection spacing. 

General Plan Transportation Policies 

The Circulation Element of the Envision San Jose 2040 General Plan includes a set of balanced, long-
range, multi-modal transportation goals and policies that provide for a transportation network that is 
safe, efficient, and sustainable (minimizes environmental, financial, and neighborhood impacts). These 

 

Source: Transportation Research Board, 2000 Highway Capacity Manual (Washington, D.C., 2000) p10-16.

Level of 
Service

Description
Average Control 

Delay Per 
Vehicle (sec.)

Signal progression is extremely favorable. Most vehicles arrive during the 
green phase and do not stop at all. Short cycle lengths may also contribute to 
the very low vehicle delay.

10.0 or lessA

B
Operations characterized by good signal progression and/or short cycle 
lengths. More vehicles stop than with LOS A, causing higher levels of average 
vehicle delay.

10.1 to 20.0

Higher delays may result from fair signal progression and/or longer cycle 
lengths. Individual cycle failures may begin to appear at this level. The number 
of vehicles stopping is significant, though may still pass through the 
intersection without stopping. 

20.1 to 35.0C

This level of delay is considered unacceptable by most drivers. This condition 
often occurs with oversaturation, that is, when arrival flow rates exceed the 
capacity of the intersection. Poor progression and long cycle lengths may 
also be major contributing causes of such delay levels.

greater than 80.0F

The influence of congestion becomes more noticeable. Longer delays may 
result from some combination of unfavorable signal progression, long cycle 
lenghts, or high volume-to-capacity (V/C) ratios. Many vehicles stop and 
individual cycle failures are noticeable.

35.1 to 55.0D

This is considered to be the limit of acceptable delay. These high delay values 
generally indicate poor signal progression, long cycle lengths, and high 
volume-to-capacity (V/C) ratios. Individual cycle failures occur frequently.

55.1 to 80.0E
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transportation goals and policies are intended to improve multi-modal accessibility to all land uses and 
create a city where people are less reliant on driving to meet their daily needs. San Jose’s 
Transportation Goals, Policies, and Actions aim to: 

 Establish circulation policies that increase bicycle, pedestrian, and transit travel while reducing 
motor vehicle trips to increase the City’s share of travel by alternative transportation modes. 

 Promote San Jose as a walking and bicycling-first city by providing and prioritizing funding for 
projects that enhance and improve bicycle and pedestrian facilities. 

Report Organization  

The remainder of this report is divided into seven chapters. Chapter 2 describes the existing roadway 
network, transit services, and pedestrian and bicycle facilities. Chapter 3 presents the intersection 
operations under existing plus project conditions and describes the method used to estimate project 
traffic. Chapter 4 presents the intersection operations under background conditions. Chapter 5 presents 
the intersection operations under background plus project conditions and describes the project’s impact 
on the near-term transportation system. Chapter 6 describes non-level of service operational issues 
associated with the proposed project. Chapter 7 presents the conclusions of the traffic study. 
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2.  
Existing Conditions  

This chapter describes the existing conditions for transportation facilities in the vicinity of the site, 
including the roadway network, transit service, and pedestrian and bicycle facilities. 

Existing Roadway Network 

Regional access to the project site is provided via US 101, I-880 and Highway 87 (SR 87). These 
facilities are described below. 

US 101 is an eight-lane freeway (three mixed-flow lanes and one HOV lane in each direction) in the 
vicinity of the site. US 101 extends northward through San Francisco and southward through Gilroy. 
Access to and from the site is provided via a full interchange at Oakland Road. 

I-880 is a six-lane freeway in the vicinity of the site. It extends northeast to Oakland and south to I-280 
in San Jose, at which point it transitions into SR 17 to Santa Cruz. Access to the project study area is 
provided via interchanges at Old Bayshore Highway and US 101. 

SR 87 is primarily a six-lane freeway (four mixed-flow lanes and two HOV lanes) that is aligned in a 
north-south orientation within the project vicinity. SR 87 begins at its interchange with SR 85 and 
extends northward, terminating at is junction with US 101. Access to the project site from SR 87 is 
provided via its interchanges with US 101 and Taylor Street. 

Local access to the site is provided on Oakland Road/N. 13th Street, N. 10th Street, N. 11th Street, E. 
Hedding Street, E. Taylor Street, and Horning Street. These roadways are described below. 

E. Hedding Street is a four-lane, east-west arterial that begins at Winchester Boulevard as a transition 
from Pruneridge Avenue. Hedding extends eastward toward US 101, where it changes designation to 
Berryessa Road. Hedding Street provides access to the project site via N. 10th Street, N. 11th Street, 
and N. 13th Street/Oakland Road. 

E. Taylor Street is a two-lane, east-west arterial that begins at The Alameda as a transition from Naglee 
Avenue and extends eastward into east San Jose. Taylor Street changes designation to Mabury Road 
at the US 101 overcrossing. Taylor Street provides access to the project site via N. 10th Street, N. 11th 
Street, and N. 13th Street/Oakland Road. 

N. 10th Street is a one-way, three-lane southbound street between Hedding Street and Keyes Street. 
North of Hedding Street, N. 10th Street becomes a two-way four-lane arterial up to its termination point 
at I-880. South of Santa Clara Street, it becomes S. 10th Street. South of Keyes Street the roadway 
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becomes a two-way four-lane roadway to its termination point at Tully Road. N. 10th Street provides 
access to the project site via Horning Street. 

N. 11th Street is a one-way, three-lane northbound street that runs from Keyes Street to Hedding Street. 
South of Santa Clara Street, it becomes S. 11th Street. N. 11th Street provides access to the project site 
via E. Hedding Street. 

N. 13th Street is a north-south two-lane collector that extends from Margaret Street in downtown San 
Jose to Hedding Street, where it changes designation to Oakland Road. South of Santa Clara Street, it 
becomes S. 13th Street. N. 13th Street provides access to the project site via Oakland Road and 
Hedding Street. 

Oakland Road is a north-south arterial that begins at Hedding Street in the south as a transition from N. 
13th Street, and continues to Montague Expressway where it becomes S. Main Street in the north. 
North of US 101, Oakland Road is primarily a six-lane roadway with a two-way center left-turn lane. 
South of US 101, Oakland Road is a four-lane arterial until its intersection with Hedding Street. Oakland 
Road provides access to the project site via Horning Street. 

Horning Street is an east-west, two-lane local street that extends between Oakland Road and N. 10th 
Street. Horning Street would provide direct access to the project site. 

Existing Pedestrian, Bicycle and Transit Facilities 

San Jose desires to provide a safe, efficient, fiscally, economically, and environmentally-sensitive 
transportation system that balances the need of bicyclists, pedestrians, and public transit riders with 
those of automobiles and trucks. The existing bicycle, pedestrian, and transit facilities in the study area 
are described below. 

Pedestrian and Bicycle Facilities  

Pedestrian facilities consist mostly of sidewalks along the streets in the study area. Although the 
network of sidewalks in the immediate vicinity of the project site generally provides good connectivity 
for pedestrians, sidewalks do not exist on the west side of N. 10th Street between Hedding Street and 
Commercial Street, or along the north side of Hedding Street between N. 11th Street and N. 10th Street. 
Sidewalks are sporadic along the east side of N. 10th Street between Hedding Street and Commercial 
Street. In addition, there are no sidewalks along the project frontage on Horning Street. 

Crosswalks with pedestrian signal heads and push buttons are located at all the signalized 
intersections in the study area. However, while sidewalks exist on both sides of Oakland Road, 
including the US 101 overpass, there are no crosswalks provided to allow pedestrians to cross Oakland 
Road at the US 101 on- and off-ramp locations. In addition, the intersection of Oakland Road and 
Commercial Street has no crosswalk on the northbound approach of the intersection. 

Class II bicycle facilities (striped bike lanes) exist in the study area (see Figure 3) along the following 
streets: 

 Hedding Street 
 Oakland Road, north of Commercial Street and south of Horning Street 
 N. 13th Street, south of Hedding Street 
 N. 10th Street 
 N. 11th Street 
 N. 7th Street, between Commercial Street and Hedding Street 
 Commercial Street, between N. 4th Street and N. 10th Street 
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Class III bicycle facilities (Sharrows) exist in the project vicinity along N. 7th Street south of Hedding 
Street, and Taylor Street. Sharrows are painted shared lane markings on a road that indicate to 
motorists that bicyclists may use the full travel lane. Sharrows are most often used on roadways that 
are too narrow to install a standard striped bike lane. 

Hedding Street provides a direct connection to the Guadalupe River trail system, approximately one 
mile west of the project site near Ruff Drive. The Guadalupe River trail system is an 11-mile paved trail 
that runs through the City of San Jose along the Guadalupe River and is shared with pedestrians and 
separated from motor vehicle traffic. The Guadalupe River trail is a continuous Class I bikeway from 
Curtner Avenue in the south to Alviso in the north. Hedding Street also provides a connection to the 
Civic Center LRT station ¾ of a mile west of the project site on N. 1st Street. 

Transit Services 

Existing transit services in the study area are provided by the Santa Clara Valley Transportation 
Authority (VTA) and are described below. The local bus lines that serve the project study area are 
shown on Figure 4. 

The VTA bus lines that operate within the study area are listed in Table 2, including their terminus 
points, headways, and nearest stops. Three of these bus routes, including route 66 which stops along 
Oakland Road just south of Horning Street, provide service to the Civic Center LRT station, 
approximately one mile from the project site. LRT trains stop at this station on 15-minute headways 
during weekday commute hours, and on 30-minute headways the remainder of the weekday and 
weekend. This station serves the northbound and southbound LRT 901 and LRT 902 trains. 
 
Table 2  
Existing VTA Bus Service 

 

Existing Intersection Lane Configurations  

The existing lane configurations at the study intersections were determined by observations in the field 
and are shown on Figure 5.  

Existing Traffic Volumes  

Existing traffic volumes were obtained from new peak hour counts collected in October 2016, and from 
the City of San Jose. The existing peak hour intersection volumes are shown on Figure 6. New 
intersection turning-movement counts conducted for this analysis are included in Appendix A. 

  

Bus Route Route Description Hours of Operation Headway Closest Stop

Local Route 12 *
San Jose Civic Center to Eastridge Transit 
Center via San Jose Flea Market

10:00am - 7:00 pm (weekends) 30 mins Hedding & 11th

Local Route 62 *
Good Samaritan Hospital to Sierra & 
Piedmont via Union

6:00am - 11:00pm (weekdays)  
6:30am - 10:00pm (weekends) 30 - 60 mins

Hedding & 11th

Local Route 66 *
Kaiser San Jose to Milpitas/Dixon Road via 
Downtown SJ

5:30am - 11:00pm (weekdays)  
5:30am - 11:30pm (weekends)

30 mins Oakland & Horning

Community Route 65 Kooser & Blossom Hill to Hedding & 13th 6:00am - 7:00pm (weekdays) 30 - 45 mins 13th & Hedding

Notes:

* These bus routes serve the Civic Center LRT Station



Figure 4
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Existing Intersection Levels of Service  

The results of the intersection level of service analysis show that, measured against the City of San 
Jose level of service standards, one of the five signalized study intersections currently operates at an 
unacceptable LOS E during the AM peak hour of traffic (see Table 3): 

 Oakland Road & US 101 NB Ramps – LOS E during the AM peak hour 

The remaining study intersections currently operate at an acceptable LOS D or better during both the 
AM and PM peak hours. The intersection level of service calculation sheets are included in Appendix D. 

Table 3  
Existing Intersection Levels of Service 

 

Observed Existing Traffic Conditions 

Traffic conditions were observed in the field to identify existing operational deficiencies and to confirm 
the accuracy of calculated intersection levels of service. The purpose of this effort was (1) to identify 
any existing traffic problems that may not be directly related to level of service, and (2) to identify any 
locations where the level of service analysis does not accurately reflect existing traffic conditions.  

Traffic congestion in the study area generally occurs in the northbound direction during the AM peak 
hour, and in the southbound direction during the PM peak hour. The AM and PM peak hour field 
observations show that the level of service calculations accurately reflect actual existing conditions. 
However, field observations revealed that some minor operational problems currently occur that may 
not be reflected in the intersection level of service calculations, as indicated below. 

Oakland Road at US 101 Ramps and Commercial Street 

Observations show that vehicle queues for every movement at the US 101 interchange with Oakland 
Road are lengthy and extend out of the existing storage pockets during both the AM and PM peak 

Avg.

Study Peak Count Delay

Number Intersection Hour Date (sec.) LOS

1 Oakland Rd & Commercial St † AM 05/19/15 40.7 D

PM 05/19/15 51.8 D

2 Oakland Rd & US 101 NB Ramps *† AM 05/19/15 58.3 E
PM 09/09/14 20.7 C

3 Oakland Rd & US 101 SB Ramps *† AM 05/19/15 26.4 C

PM 09/09/14 31.5 C

5 Oakland Rd & Hedding St ‡ AM 05/19/15 46.7 D

PM 05/19/15 43.1 D

6 Tenth St & Hedding St ‡ AM 05/20/15 19.2 B

PM 05/19/15 40.2 D

Notes:

* Denotes a CMP Intersection.
† Denotes a US 101/Oakland/Mabury TDP Intersection.
‡ Denotes a City of San Jose Protected Intersection.

BOLD indicates a deficient level of service.
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hours. Not all vehicles clear during their allotted green times. The problems at the interchange are due 
to the physical constraints (close intersection spacing and inadequate capacity) of the interchange to 
serve the large demand. The vehicle queues also affect the Oakland Road/Commercial Street 
intersection operations, since these intersections are closely spaced. 

During the AM peak hour, northbound Oakland Road experiences heavy traffic volume and long vehicle 
queues, due in large part to the high left-turn movement demand onto northbound US 101. 
Intersections on the overpass experience a relatively high volume of truck traffic. Their wide turn 
requirements and slower speeds impede the normal flow of traffic at these intersections. Northbound 
left-turn vehicle queues at the intersection of Commercial Street and Oakland Road occasionally spill 
out of the turn pocket, blocking through traffic. Since the southbound left-turn lane on Oakland Road at 
the south ramps feeds the on-ramp to southbound US 101, southbound vehicle queues frequently 
extend past Commercial Street.  

During the PM peak hour, southbound Oakland Road experiences heavy traffic volume and long 
vehicle queues, due in large part to the high left-turn movement demand onto southbound US 101. 
Many of the turning movements at the interchange and at the Oakland Road/Commercial Street 
intersection require two signal cycles for all vehicles to clear. Left-turn traffic from westbound 
Commercial Street onto southbound Oakland Road consistently blocks the intersection due to delays at 
the US 101 southbound on-ramp. 

Oakland Road and Hedding Street 

During the AM peak hour, westbound through traffic on Hedding Street consistently queues past North 
17th Street and requires two signal cycles to clear the intersection. Eastbound left-turn traffic 
occasionally spills out of the left-turn pocket but all vehicles clear in one signal cycle. 

During the PM peak hour, the eastbound left-turn vehicle queues frequently spill out of the left-turn 
pocket. As a result, it often takes two signal cycles for all vehicles to clear the intersection. 

North Tenth Street and Hedding Street 

During the PM peak hour, the eastbound vehicle queues on Hedding Street frequently back up to North 
Fourth Street. As a result, it takes two signal cycles for all vehicles to clear the intersections along 
Hedding Street. 
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3.  
Existing Plus Project Conditions  

This chapter describes the existing plus project traffic conditions, including the method by which project 
traffic is estimated. Existing plus project traffic conditions could potentially occur if the project were to 
be occupied prior to the other approved projects in the area. It is unlikely that this traffic conditions 
would occur, since other approved projects expected to add traffic to the study area would likely be built 
and occupied during the time the project is going through the development review process. 

Transportation Network Under Existing Plus Project Conditions 

It is assumed in this analysis that the transportation network under existing plus project conditions 
would be the same as the existing transportation network. 

Project Trip Estimates  

The magnitude of traffic produced by a new development and the locations where that traffic would 
appear were estimated using a three-step process: (1) trip generation, (2) trip distribution, and (3) trip 
assignment. In determining project trip generation, the magnitude of traffic traveling to and from the 
project site was estimated for the AM and PM peak hours. As part of the trip distribution, the directions 
to and from which the project trips would travel were estimated. In the trip assignment, the project trips 
were assigned to specific streets and intersections. These procedures are described below. 

Trip Generation  

Through empirical research, data have been collected that quantify the amount of traffic produced by 
common land uses. Thus, for the most common land uses there are standard trip generation rates that 
can be applied to help predict the future traffic increases that would result from a new development. 
The magnitude of traffic added to the roadway system by a particular development is estimated by 
multiplying the applicable trip generation rates by the size of the development. Trip generation rates 
resulting from new development proposed within the City of San Jose typically are estimated using 
either the trip rates detailed in the San Jose Traffic Impact Analysis Handbook, November 2009, or the 
trip rates published in the Institute of Transportation Engineers’ (ITE) Trip Generation Manual, 9th 
Edition (2012). Both sources for trip generation rates were utilized in this traffic study. 

Existing Trip Credits 

Trips that are generated by existing uses can be subtracted from the gross project trip generation 
estimates. Accordingly, trip credits were applied to account for the light industrial buildings that would 
be removed as part of the project. City of San Jose trip generation rates for Auto Repair (a light 
industrial land use) were applied to estimate the existing trip credits, per City staff direction.  
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Pass-By Reductions 

Pass-by trip reductions were applied to the proposed Fast Food with Drive-Through and Convenience 
Market with Gas Station uses. Pass-by-trips are trips that would already be on the adjacent roadways 
(and so are already counted in the existing and background traffic) but would turn into the site while 
passing by. Justification for applying the pass-by trip reduction is founded on the observation that such 
traffic is not actually generated by these retail uses, but is already part of the ambient traffic levels. The 
pass-by reductions applied to each use are based on the recommended reductions included in ITE’s 
Trip Generation Manual. 

Net Project Trips 

After applying the ITE and San Jose rates, appropriate trip reductions, and existing use trip credits, the 
project would generate 2,117 new daily vehicle trips, with 61 new trips occurring during the AM peak 
hour and 26 new trips occurring during the PM peak hour. Using the inbound/outbound splits contained 
in the San Jose Traffic Impact Analysis Handbook and ITE’s Trip Generation Manual, the project would 
produce 15 new inbound and 46 new outbound trips during the AM peak hour, and 26 new inbound and 
0 new outbound trips during the PM peak hour (see Table 4). 

Table 4  
Project Trip Generation Estimates 

 

Pk-Hr Pk-Hr

Land Use Rate In Out Total Rate In Out Total

Existing Use

General Light Industrial 1 52.634 ksf 20.00 1,053 1.60 59 25 84 2.20 46 70 116

Proposed Use 2

12 fuel pos. 542.60 6,511 16.57 100 99 199 19.07 115 114 229

Pass-By Trips 3 -4,200 63% (63) (62) (125) 66% (76) (75) (151)

Gas Station Total: 2,311 37 37 74 39 39 78

Fast Food with Drive-Through 2.494 ksf 496.12 1,237 45.42 58 55 113 32.65 42 39 81

Pass-By Trips 3 -612 49% (28) (27) (55) 50% (21) (20) (41)

Fast Food Total: 625 30 28 58 21 19 40

Mini-Warehouse 93.443 ksf 2.50 234 0.14 7 6 13 0.26 12 12 24

Total Proposed Trips: 3,170 74 71 145 72 70 142

Net Project Trips (Proposed - Existing): 2,117 15 46 61  26 0 26  

Notes:
1 Light Industrial trips based on San Jose Traffic Impact Analysis Handbook  (November 2009) trip rates for Auto Repair.
2 Proposed use daily and peak hour trip rates based on ITE Trip Generation Manual, 9th Edition  (2012).

Convenience Market with Gasoline Pumps (Land Use 853), average rates per fueling position were used.

Fast Food with Drive-Through (Land Use 934), average rates per 1,000 SF were used.

Mini-Warehouse (Land Use 151), average rates per 1,000 SF were used.

Size

Convenience Market with Gas 

Pumps (and Car Wash) 4

3 Pass-By trips based on ITE rates and applied to Convenience Store with Gas Station and Fast Food with Drive-Through uses as 
directed by the City of San Jose. Peak hour pass-by percentages applied are shown in the Pk-Hr Rate column.
4 Trips associated with the Car Wash use are included in the Convience Market with Gas Station trip generation.

Daily Trip 
Rates

AM Peak Hour PM Peak Hour

 Daily 
Trips

Trips Trips
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Trip Distribution  

The trip distribution patterns for the project were developed based on existing travel patterns on the 
surrounding roadway system, trip distributions developed for projects with similar uses in the study 
area, and the locations of complementary land uses. The project trip distribution patterns are shown 
graphically on Figure 7. 

Trip Assignment 

The peak hour trips associated with the proposed project were added to the transportation network in 
accordance with the distribution pattern discussed above. All project trips would enter and exit the 
project site via the proposed driveway on Horning Street. At its intersection with Horning Street, 
Oakland Road is divided by a raised center median. This median would prevent vehicles from making 
left turns to and from Horning Street. This existing site access limitation is described in more detail 
below. 

Outbound Vehicles 

Outbound vehicles assigned to travel northbound along Oakland Road, or assigned to northbound or 
southbound US 101, would be required to turn right from Horning Street onto southbound Oakland 
Road, and make a U-turn at the existing left-turn pocket at Boardwalk Way. No other outbound 
movements would be restricted. 

Inbound Vehicles 

Most inbound vehicles other than those originating from US 101 or Oakland Road north of the project 
site, as well as some inbound vehicles originating from Berryessa Road and Commercial Street east of 
US 101, would access the project site via Horning Street at its intersection with N. 10th Street. While U-
turns are allowed at the intersection of Oakland Road/US 101 northbound ramps, this is a relatively 
circuitous inbound travel path. Thus, regular shopping center users originating from the south or west 
would likely utilize the intersection of N. 10th Street/Horning Street. A long-term goal of the City should 
be to provide improved access to Horning Street from northbound Oakland Road. Figure 8 shows the 
net project trip assignment on the existing transportation network.  

Existing Plus Project Traffic Volumes  

Project trips, as represented in the above project trip assignment, were added to existing traffic 
volumes to obtain existing plus project traffic volumes (see Figure 9). Traffic volumes for all 
components of traffic are tabulated in Appendix C. 

Existing Plus Project Intersection Analysis  

The results of the intersection level of service analysis under existing plus project conditions show that, 
measured against the City of San Jose level of service standards, one of the five signalized study 
intersections would continue to operate at an unacceptable LOS E during the AM peak hour of traffic 
(see Table 5): 

 Oakland Road & US 101 NB Ramps 

The remaining study intersections would continue to operate at an acceptable LOS D or better during 
both the AM and PM peak hours under existing plus project conditions. The intersection level of service 
calculation sheets are included in Appendix D. 
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Note that the existing plus project condition intersection analysis is provided here for informational 
purposes only. The City of San Jose’s Transportation Level of Service Policy (Council Policy 5-3) does 
not include impact criteria for the existing plus project traffic scenario. Based on the Policy, traffic 
related impacts in the City of San Jose are determined based on the background plus project traffic 
scenario.  
 
Table 5  
Existing Plus Project Intersection Levels of Service 

 

 

Avg. Avg.

Study Peak Delay Delay

Number Intersection Hour (sec.) LOS (sec.) LOS

1 Oakland Rd & Commercial St † AM 40.7 D 40.8 D

PM 51.8 D 51.9 D

2 Oakland Rd & US 101 NB Ramps *† AM 58.3 E 59.4 E
PM 20.7 C 20.9 C

3 Oakland Rd & US 101 SB Ramps *† AM 26.4 C 26.4 C

PM 31.5 C 32.0 C

5 Oakland Rd & Hedding St ‡ AM 46.7 D 46.8 D

PM 43.1 D 43.0 D

6 Tenth St & Hedding St ‡ AM 19.2 B 19.3 B

PM 40.2 D 40.2 D

Notes:

* Denotes a CMP Intersection.
† Denotes a US 101/Oakland/Mabury TDP Intersection.
‡ Denotes a City of San Jose Protected Intersection.

BOLD indicates a deficient level of service.

Existing Existing + Project
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4.  
Background Conditions 

This chapter presents background traffic conditions, which are defined as conditions just prior to 
completion of the proposed project. Traffic volumes for background conditions comprise volumes from 
existing traffic volumes plus traffic generated by other approved developments in the vicinity of the site. 
This chapter describes the procedure used to determine background traffic volumes and the resulting 
traffic conditions. The background scenario predicts a realistic traffic conditions that would occur as 
approved development gets built and occupied. 

Transportation Network Under Background Conditions 

It was assumed in this analysis that the transportation network under background conditions would be 
the same as the existing network. 

Background Traffic Volumes 

Background peak hour traffic volumes were estimated by adding to existing peak hour volumes the 
estimated traffic from approved but not yet constructed developments. The added traffic from approved 
but not yet constructed developments in the City of San Jose was obtained from the City’s Approved 
Trip Inventory (ATI). Background traffic volumes are shown graphically on Figure 10. 

The ATI is contained in Appendix B. Traffic volumes for all components of traffic are tabulated in 
Appendix C. 

Background Intersection Analysis 

The results of the intersection level of service analysis under background conditions show that, 
measured against the City of San Jose level of service standards, four of the five signalized study 
intersections would operate at an unacceptable LOS E or F during at least one of the peak hours of 
traffic (see Table 6) as shown below. 

 Oakland Road & Commercial Street – LOS F during the AM, LOS E during the PM 
 Oakland Road & US 101 NB Ramps – LOS F during the AM, LOS E during the PM 
 Oakland Road & US 101 SB Ramps – LOS F during the PM peak hour 
 Oakland Road & Hedding Street – LOS E during the AM and PM peak hours  
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The remaining study intersection would continue to operate at an acceptable LOS D or better during 
both the AM and PM peak hours under background conditions. The intersection level of service 
calculation sheets are included in Appendix D. 

 Table 6  
 Background Intersection Levels of Service 

  

Avg. Avg.

Study Peak Delay Delay

Number Intersection Hour (sec.) LOS (sec.) LOS

1 Oakland Rd & Commercial St † AM 40.7 D 85.9 F
PM 51.8 D 59.8 E

2 Oakland Rd & US 101 NB Ramps *† AM 58.3 E 163.2 F
PM 20.7 C 57.0 E

3 Oakland Rd & US 101 SB Ramps *† AM 26.4 C 29.7 C

PM 31.5 C 89.4 F
5 Oakland Rd & Hedding St ‡ AM 46.7 D 62.6 E

PM 43.1 D 55.1 E
6 Tenth St & Hedding St ‡ AM 19.2 B 22.1 C

PM 40.2 D 50.7 D

Notes:

* Denotes a CMP Intersection.
† Denotes a US 101/Oakland/Mabury TDP Intersection.
‡ Denotes a City of San Jose Protected Intersection.

BOLD indicates a deficient level of service.

Existing Background
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5.   
Background Plus Project Conditions 

This chapter describes the near-term traffic conditions that most likely would occur when the project is 
complete. It includes a description of the City of San Jose significance criteria used to establish what 
constitutes a project impact, the method by which project traffic is estimated, and any impacts caused 
by the project. Background plus project conditions were evaluated relative to background conditions in 
order to determine potential project impacts. This traffic scenario represents a more congested traffic 
condition than the existing plus project scenario, since it includes traffic generated by approved but not 
yet built projects in the area. 

Significant Impact Criteria 

Significance criteria are used to establish what constitutes an impact. For this analysis, the criteria used 
to determine significant impacts on signalized intersections are based on City of San Jose Level of 
Service standards. The City of San Jose LOS Policy is the adopted threshold for CEQA. 

City of San Jose Definition of Significant Intersection Impacts 

The project is said to create a significant adverse impact on traffic conditions at a signalized 
intersection in the City of San Jose if for either peak hour: 

1. The level of service at the intersection degrades form an acceptable LOS D or better under 
background conditions to an unacceptable LOS E or F under background plus project 
conditions, or 

2. The level of service at the intersection is an unacceptable LOS E or F under background 
conditions and the addition of project trips cause both the critical-movement delay at the 
intersection to increase by four (4) or more seconds and the volume-to-capacity ratio (V/C) to 
increase by one percent (.01) or more, or 

3. The level of service at a designated Protected Intersection is an unacceptable LOS E or F under 
background conditions and the addition of project trips causes both the critical-movement delay 
at the intersection to increase by two (2) or more seconds and the volume-to-capacity ratio 
(V/C) to increase by one-half percent (.005) or more. 

An exception to rule #2 above applies when the addition of project traffic reduces the amount of 
average delay for critical movements (i.e., the change in average stopped delay for critical movements 
is negative). In this case, the threshold of significance is an increase in the critical V/C value by .01 or 
more. 
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A significant impact by City of San Jose standards is said to be satisfactorily mitigated when measures 
are implemented that would restore intersection level of service to background conditions or better. 

Transportation Network Under Background Plus Project Conditions 

It was assumed in this analysis that the transportation network under background plus project 
conditions would be the same as the existing transportation network. 

Project Trip Estimates 

As shown in Table 4 in Chapter 3, after applying the ITE and San Jose rates, appropriate trip 
reductions, and existing use trip credits, the project would generate 2,117 new daily vehicle trips, with 
61 new trips occurring during the AM peak hour and 26 new trips occurring during the PM peak hour. 
Using the inbound/outbound splits contained in the San Jose Traffic Impact Analysis Handbook and 
ITE’s Trip Generation Manual, the project would produce 15 new inbound and 46 new outbound trips 
during the AM peak hour, and 26 new inbound and 0 new outbound trips during the PM peak hour. 

Background Plus Project Traffic Volumes 

The peak hour vehicle trips generated by the project were assigned to the roadway network in 
accordance with the trip distribution patterns as described in Chapter 3. The net peak hour project trips 
were added to the background traffic volumes to obtain background plus project traffic volumes (see 
Figure 11). 

Traffic volumes for all components of traffic are tabulated in Appendix C. 

Background Plus Project Intersection Analysis  

The results of the intersection level of service analysis under background plus project conditions show 
that, measured against the City of San Jose level of service standards, four of the five signalized study 
intersections would continue to operate at an unacceptable LOS E or F during at least one of the peak 
hours of traffic (see Table 7) as shown below. 

 Oakland Road & Commercial Street – LOS F during the AM, LOS E during the PM 
 Oakland Road & US 101 NB Ramps – LOS F during the AM, LOS E during the PM 
 Oakland Road & US 101 SB Ramps – LOS F during the PM peak hour 
 Oakland Road & Hedding Street – LOS E during the AM and PM peak hours  

When measured against the City of San Jose significant impact criteria, however, none of the study 
intersections would be significantly impacted by the project. The remaining study intersection would 
continue to operate at an acceptable LOS D or better during both the AM and PM peak hours under 
background plus project conditions. 

The intersection level of service calculation sheets are included in Appendix D. 

 

 

  





645 Horning Street TIA August 2, 2017 
 

P a g e  |  3 0  

Table 7  
Background Plus Project Intersection Levels of Service 

 

US 101/Oakland/Mabury Transportation Development Policy (TDP) 

As described in Chapter 1, any project that would add traffic to the US 101/Oakland Road interchange 
during the PM peak hour is required to participate in the US 101/Oakland/Mabury TDP program. The 
TDP includes a fee schedule requiring all new developments to pay a “fair share” contribution for using 
a portion of the interchange capacity that would be created with buildout of the US 101/Oakland Road 
interchange and construction of a new US 101/Mabury Road interchange. Unlike most Area 
Development Policies that base their fees on the number of residential units or square footages built, 
the fee for the US 101/Oakland/Mabury TDP is based on the number of PM peak hour vehicular trips 
that would be added to the US 101/Oakland Road interchange (including the Oakland 
Road/Commercial Street intersection). 

Since the proposed project would send some PM peak hour vehicle trips through this interchange, the 
project would be required to pay a fair share contribution toward the planned interchange 
improvements. Currently, the TDP traffic impact fee is $36,847 per each new PM peak hour vehicle trip 
that would be added to the US 101/Oakland Road interchange. The fee is subject to an annual 
escalation on January 1st per the Engineering News-Record Construction Cost Index for San Francisco. 
The project would add 26 new trips to the interchange during the PM peak hour. 

Estimated TDP Impact Fee: $36,847 x 26 net PM peak hour trips = $958,022 

 

 

 

Existing

Avg Avg. Avg. Incr. In

Study Peak Delay LOS Delay Delay Crit. Delay Incr. In

Number Intersection Hour (sec.) LOS (sec.) LOS (sec.) Crit. V/C

1 Oakland Rd & Commercial St † AM 40.7 D 85.9 F 86.7 F 1.5 0.003

PM 51.8 D 59.8 E 59.9 E 0.2 0.002

2 Oakland Rd & US 101 NB Ramps *† AM 58.3 E 163.2 F 164.5 F 2.7 0.006

PM 20.7 C 57.0 E 57.8 E 1.4 0.004

3 Oakland Rd & US 101 SB Ramps *† AM 26.4 C 29.7 C 29.8 C 0.3 0.008

PM 31.5 C 89.4 F 90.6 F 2.7 0.006

5 Oakland Rd & Hedding St ‡ AM 46.7 D 62.6 E 62.9 E 0.6 0.003

PM 43.1 D 55.1 E 55.1 E 0.0 0.000

6 Tenth St & Hedding St ‡ AM 19.2 B 22.1 C 22.3 C 0.2 0.001

PM 40.2 D 50.7 D 50.7 D 0.0 0.000

Notes:

* Denotes a CMP Intersection.
† Denotes a US 101/Oakland/Mabury TDP Intersection.
‡ Denotes a City of San Jose Protected Intersection.

BOLD indicates a deficient level of service.

Background Background + Project
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6.  
Other Transportation Issues  

This chapter presents other transportation issues associated with the project, including an analysis of: 

 Intersection operations analysis – vehicle queuing at selected intersections 
 Site access, on-site circulation and parking 
 Potential impacts to transit, bicycle and pedestrian facilities 
 Impacts to roadway travel lanes, bicycle lanes, and pedestrian facilities during construction 

Unlike the level of service impact methodology, which is adopted by the City Council, the analyses in 
this chapter are based on professional judgement in accordance with the standards and methods 
employed by the traffic engineering community. 

Intersection Operations Analysis 

The analysis of intersection level of service was supplemented with an analysis of traffic operations for 
intersections where the project would add a significant number of left or right turns. The operations 
analysis is based on vehicle queuing for high-demand turn movements at intersections. Vehicle queues 
were estimated using a Poisson probability distribution, which estimates the probability of “n” vehicles 
for a vehicle movement using the following formula: 

P (x=n)      = n e – ( 
n!  

Where:  
P (x=n) = probability of “n” vehicles in queue per lane 
n = number of vehicles in the queue per lane 
average # of vehicles in the queue per lane (vehicles per hr per lane/signal cycles per hr) 

The basis of the analysis is as follows: (1) the Poisson probability distribution is used to estimate the 
95th percentile maximum number of queued vehicles for a particular turn movement; (2) the estimated 
maximum number of vehicles in the queue is translated into a queue length, assuming 25 feet per 
vehicle; and (3) the estimated maximum queue length is compared to the existing or planned available 
storage capacity for the turn movement. This analysis thus provides a basis for estimating future turn 
pocket storage requirements at intersections. 

For signalized intersections, the 95th percentile queue length value indicates that during the peak hour, 
a queue of this length or less would occur on 95 percent of the signal cycles. Or, a queue length larger 
than the 95th percentile queue would only occur on 5 percent of the signal cycles (about 3 cycles during 
the peak hour for a signal with a 60-second cycle length). Thus, turn pocket storage designs based on 
the 95th percentile queue length would ensure that storage space would be exceeded only 5 percent of 
the time for a signalized movement. Vehicle queuing at unsignalized intersections without dedicated 
turn pockets also was evaluated. Table 8 shows the results of the queuing analysis. 
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Table 8  
Intersection Queuing Analysis Results 

 

Intersection
Movement
Peak Hour Period AM PM AM PM AM PM AM PM AM PM

Existing

Cycle/Delay1 (sec) 120 83 140 150 15.3 20.2 13.2 29.4 10 29.6

Lanes 1 1 1 1 1 1 1 1 1 1

Volume (vph) 383 205 93 224 22 13 60 395 73 473
Volume (vphpl) 383 205 93 224 22 13 60 395 73 473
Avg. Queue (veh/ln) 12.8 4.7 3.6 9.3 0.1 0.1 0.2 3.2 0.2 3.9

Avg. Queue2 (ft/ln) 319 118 90 233 2 2 6 81 5 97
95th% Queue (veh/ln) 19 9 7 15 1 1 1 6 1 7
95th% Queue (ft/ln) 475 225 175 375 25 25 25 150 25 175
Storage (ft/ ln) 150 150 125 125 250 250 200 200 150 150
Adequate (Y/N) N N N N Y Y Y Y Y N

Existing Plus Project

Cycle/Delay1 (sec) 120 83 140 150 16 20.2 13.7 30.2 10.3 31.3

Lanes 1 1 1 1 1 1 1 1 1 1

Volume (vph) 393 208 98 224 29 13 85 401 110 476
Volume (vphpl) 393 208 98 224 29 13 85 401 110 476
Avg. Queue (veh/ln) 13.1 4.8 3.8 9.3 0.1 0.1 0.3 3.4 0.3 4.1

Avg. Queue2 (ft/ln) 328 120 95 233 3 2 8 84 8 103
95th% Queue (veh/ln) 19 9 7 15 1 1 1 7 1 8
95th% Queue (ft/ln) 475 225 175 375 25 25 25 175 25 200
Storage (ft/ ln) 150 150 125 125 250 250 200 200 150 150
Adequate (Y/N) N N N N Y Y Y Y Y N

Background

Cycle/Delay1 (sec) 120 83 140 150 17.5 27.1 17.1 56.1 11.2 134.5

Lanes 1 1 1 1 1 1 1 1 1 1

Volume (vph) 715 365 239 476 22 13 60 395 73 473
Volume (vphpl) 715 365 239 476 22 13 60 395 73 473
Avg. Queue (veh/ln) 23.8 8.4 9.3 19.8 0.1 0.1 0.3 6.2 0.2 17.7

Avg. Queue2 (ft/ln) 596 210 232 496 3 2 7 154 6 442
95th% Queue (veh/ln) 32 13 15 26 1 1 1 10 1 19

95th% Queue (ft/ln) 800 325 375 650 25 25 25 250 25 475
Storage (ft/ ln) 150 150 125 125 250 250 200 200 150 150
Adequate (Y/N) N N N N Y Y Y N Y N

Background Plus Project

Cycle/Delay1 (sec) 120 83 140 150 18.6 27.1 18.2 58.8 11.7 144.1

Lanes 1 1 1 1 1 1 1 1 1 1

Volume (vph) 725 368 244 476 29 13 85 401 110 476
Volume (vphpl) 725 368 244 476 29 13 85 401 110 476
Avg. Queue (veh/ln) 24.2 8.5 9.5 19.8 0.1 0.1 0.4 6.5 0.4 19.1

Avg. Queue2 (ft/ln) 604 212 237 496 4 2 11 164 9 476
95th% Queue (veh/ln) 33 14 15 26 1 1 2 11 2 19
95th% Queue (ft/ln) 825 350 375 650 25 25 50 275 50 475
Storage (ft/ ln) 150 150 125 125 250 250 200 200 150 150
Adequate (Y/N) N N N N Y Y Y N Y N

Notes:

WB = westbound; EB = eastbound; SB = southbound; NB = northbound; RT = right turn movement; LT = left turn movement; TH = through movement.
1 Vehicle queue calculations based on cycle length for signalized intersections and average delay for unsignalized intersections.
2 Assumes 25 feet per vehicle queued.

Oakland Rd & 
Horning St

EB RTSB LT / U-Turn

N 10th St & 
Horning St

NB LT SB LT WB LT

Oakland Rd & 
Boardwalk Way

Oakland Rd &     
US 101 NB Ramps

Oakland Rd &     
Hedding St
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Oakland Road and US 101 Northbound Ramps 

The queuing analysis indicates that the maximum vehicle queues for the northbound left-turn pocket at 
the Oakland Road/US 101 Northbound Ramps intersection currently exceed the existing vehicle 
storage capacity during both the AM and PM peak hours of traffic, and that this condition would 
continue to occur under existing plus project, background, and background plus project conditions. The 
northbound left-turn pocket provides about 150 feet of vehicle storage for a capacity of up to 
approximately 6 vehicles. A maximum vehicle queue length of 800 feet would occur during the AM peak 
hour under background conditions as a result of approved projects in the area, and the project would 
increase the vehicle queue by one vehicle length (25 feet). The addition of a second northbound left-
turn lane on Old Oakland Road is proposed as mitigation by the San Jose Flea Market project. This 
improvement would be funded and implemented either with approval of the Flea Market project or via 
the approved US 101/Oakland/Mabury Transportation Development Policy (TDP). 

Oakland Road and Hedding Street 

The 95th percentile southbound left-turn vehicle queues at this intersection would exceed the measured 
storage length under all traffic conditions during both the AM and PM peak hours. The project would not 
extend the 95th percentile vehicle queues when compared to either existing or background conditions. 
Since the project would not worsen the queuing related issues for the southbound left-turn movement at 
this intersection, the project would not be required to make any improvements. 

N 10th Street and Horning Street (Unsignalized) 

The queueing analysis for the westbound left-turns at N 10th Street and Horning Street was analyzed 
based on the left-turn only volumes for this movement, as there is adequate room for right-turning 
vehicles to maneuver around vehicles making the westbound left-turn onto southbound 10th Street. 
Based on the analysis, no queueing issues would occur during either the AM peak hour or PM peak 
hour under any traffic scenario. 

Oakland Road and Boardwalk Way (Unsignalized) 

Hexagon conducted counts of the southbound left-turn movement, including U-turns, at the Oakland 
Road and Boardwalk Way intersection in October 2016 (see Appendix A). These counts determined 
that the peak hours for the southbound left turns occurred from 7:30-8:30 AM and 4:00-5:00 PM. The 
left-turn/U-turn storage at this intersection was measured to be approximately 200 feet. During the AM 
peak hour under all traffic scenarios, and the PM peak hour under existing and existing plus project 
conditions, the southbound left-turn pocket storage would be adequate to store the 95th percentile 
vehicle queues. Under background conditions during the PM peak hour, the 95th percentile queue is 
estimated to be 250 feet long, which would exceed the measured storage by 50 feet, or 2 vehicles. With 
the addition of PM peak hour project generated traffic, the 95th percentile queue would increase by one 
vehicle, or a queue length of 275 feet. Extending the southbound left-turn pocket 75 feet to 
accommodate the estimated vehicle queues that would occur under background plus project conditions 
would require removal/reconstruction of the landscaped median island on Oakland Road, including up 
to 7 small trees, and re-striping. City staff have indicated that the project will not be required to extend 
the southbound left-turn pocket. 

Oakland Road and Horning Street (Unsignalized) 

The eastbound right-turn movement at the Oakland Road and Horning Street intersection was 
evaluated for potential queuing issues. The amount of eastbound right-turn vehicle storage was 
determined by measuring the distance between the right-turn stop line on Horning Street at Oakland 
Road and the approximate location of the outbound lane at the proposed project driveway. This 
distance is approximately 150 feet, which would allow for the storage of only about six vehicles before 
the queue would prevent vehicles from turning left out of the project driveway. Based on the queuing 
analysis, no queueing issues would occur during the AM peak hour under any traffic scenario. 
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During the PM peak hour, queuing issues would occur under every traffic scenario that was evaluated. 
Based on existing plus project conditions traffic volumes, the eastbound right-turn maximum vehicle 
queue would extend approximately 200 feet. This equates to a storage inadequacy of two vehicles. 
Once traffic generated by approved projects in the area is added to Oakland Road, queuing on 
eastbound Horning Street would be expected to increase significantly due to fewer gaps in the flow of 
traffic on southbound Oakland Road. The expected increase in queuing is the direct result of the high 
southbound volumes on Oakland Road that would occur under background conditions during the PM 
peak hour. 

Note that due to this intersection’s close proximity to the signalized intersection of Oakland Road/US 
101 SB Ramps, the signal helps to meter the flow of southbound traffic on Oakland Road. Thus, in 
actuality, the traffic signal likely would create more gaps in traffic than what the TRAFFIX software is 
calculating for background and background plus project conditions. Additionally, the eastbound to 
southbound right-turn movement from the US 101 southbound off-ramp to Oakland Road is not allowed 
on red. This no right-turn-on-red restriction would further increase the number of gaps in traffic on 
southbound Oakland Road. 

The future vehicle queues that would occur on eastbound Horning Street during the PM peak hour of 
traffic would likely block the project driveway, since the driveway’s outbound lane would be located only 
about 150 feet from Oakland Road. The result would be on-site vehicle queuing during the PM peak 
hour. This operational issue at the project driveway is described in more detail in the next section. 

Vehicular Site Access and Circulation 

The site access and circulation evaluation is based on the September 1, 2015 site plan prepared by M. 
I. Architects (see Figure 12). On-site vehicular circulation was reviewed in accordance with generally 
accepted traffic engineering standards. 

Site Access 

Based on the site plan, project generated traffic would enter the site via a single driveway on Horning 
Street. The inbound lane would be located approximately 130 feet west of the Oakland Road/Horning 
Street intersection. The driveway measures 35 feet wide (measured at the throat), as proposed, and 
would provide access to the primary drive aisle that bisects the site. The inbound movement at the 
project driveway would be unimpeded and would minimize the potential for backups onto Horning 
Street. The City of San Jose typically does not allow driveways providing access to commercial 
development to be greater than 32 feet wide. Accordingly, the proposed driveway width should be 
reduced to 32 feet.  

The driveway design would accommodate an on-site (outbound) vehicle queue of up to 4 average 
length vehicles. The driveway throat length (distance between Horning Street and the east-west drive 
aisle on site) is measured to be 90 feet. An outbound queue of more than 4 vehicles in length would 
block the east-west drive aisle that would provide access to the fast food restaurant (on the west) and 
the convenience store/gas station/car wash (on the east). 

The project-generated trips (excluding the existing use trip credits) that are estimated to occur at the 
project driveway are 74 inbound trips and 71 outbound trips during the AM peak hour, and 72 inbound 
trips and 70 outbound trips during the PM peak hour (see Figure 13). Due to limited storage space 
between the project driveway and Oakland Road, the eastbound vehicle queues at the Oakland 
Road/Horning Street intersection could make it difficult for vehicles exiting the site towards Oakland 
Road to turn left onto Horning Street. During most of the day, the low traffic volumes along Horning 
Street would not create issues related to vehicle queueing at the project driveway. However, due to the 
relatively high volume of traffic and lack of gaps in the flow of traffic on southbound Oakland Road 
during the PM peak hour, vehicles may experience additional delay at the project driveway as a result 
of the eastbound queues that would be expected to occur on Horning Street.  



645 Horning Street

Figure 12
Site Plan



645 Horning Street

Figure 13
Gross Project Trips at the Driveway
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Sight Distance 

Based on the site plan provided, the project driveways would be free and clear of obstructions, thereby 
ensuring that vehicles can see pedestrians on the sidewalk, as well as vehicles and bicycles travelling 
along Horning Street. 

Providing the appropriate sight distance reduces the likelihood of a collision at a driveway or 
intersection, and provides drivers with the ability to exit a driveway or locate sufficient gaps in traffic. 
Sight distance generally should be provided in accordance with Caltrans standards. The minimum 
acceptable sight distance is often considered the Caltrans stopping sight distance. Sight distance 
requirements vary depending on the roadway speeds. For the driveway on Horning Street, which has a 
posted speed limit of 35 mph, the Caltrans stopping sight distance is 300 feet (based on a design 
speed of 40 mph. Based on the proposed site plan, the project would meet the Caltrans sight distance 
to the west of the project driveway. To the east, 150 feet of sight distance would be provided between 
the project driveway (measured from the outbound lane) and Oakland Road. This sight distance would 
be adequate, since vehicles would be traveling no more than 20 mph when performing right-turns from 
Oakland Road onto Horning Street. 

The project should ensure that street parking is not permitted on the north side of Horning Street 
between the project driveway and Oakland Road, as this would create sight distance issues east of the 
project driveway. 

On-Site Circulation 

On-site vehicular circulation was reviewed for the project in accordance with generally accepted traffic 
engineering standards and the City of San Jose design guidelines for establishments with drive-through 
uses (Council Policy 6-10). The Policy sets forth criteria (specifically Traffic Criteria A through E) 
relating to drive-through location, vehicular ingress and egress, and vehicle stacking. 

A single driveway would provide access to the primary north-south oriented drive aisle. The primary 
drive aisle, which would vary from 35 feet to 26 feet, would provide access to all the uses on site: 1) the 
fast food restaurant with drive-through to the west, 2) the convenience market, gas station and car 
wash to the east, and 3) the mini-storage facility to the north. The east-west oriented drive aisle would 
vary in width between 26 feet (fast food restaurant side) and 31 ½ feet (gas station and convenience 
market side).  

Fast Food Restaurant Circulation 

The east-west drive aisle on site would provide access to the fast food restaurant parking area and 
drive-through lane, located west of the primary north-south drive aisle. As proposed, the 12-foot wide 
drive-through lane would be located along the western edge of the project site. The east-west drive 
aisle is shown to be 26 feet wide and would provide access to a total of 28 parking spaces: 19 located 
in the main parking area and 9 located in a small parking lot on the east side of the restaurant building. 

Vehicles would enter the fast food drive-through lane at the western edge of the site and circle the fast 
food restaurant building in a counterclockwise direction. The drive-through lane would exit onto a short 
26-foot wide north-south oriented drive aisle on the east side of the restaurant. This short drive aisle 
would contain 9 parking spaces (5 on one side, 4 on the other) and would provide access to the main 
parking area and east-west drive aisle. Vehicles would proceed to the primary north-south drive aisle 
and ultimately exit the site. 

The east-west drive aisle dead-ends at the western boundary of the site where the entrance to the 
drive-through lane is located. Thus, vehicles intending to park but unable to find a space would need to 
conduct a three-point maneuver to exit the parking area and continue to look for a space. The site plan 
shows adequate room would be provided for this maneuver. The situation is similar in the small 9-
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space lot, although there is not adequate room for vehicles to turn around. For this reason, vehicles 
would be forced to back out of the small parking lot if there were no available parking spaces. 

Drive-Through Lane Policy for Fast Food Restaurants 

According to Council Policy 6-10, primary ingress and egress to drive-through type parking lots should 
be from at least a four-lane major street (Traffic Criterion A). Since access to and from the site would be 
provided via Horning Street, a two-lane minor street, the project would not meet this requirement. The 
Policy also requires a fast-food restaurant to provide stacking space for at least 8 vehicles within the 
drive-through lane, assuming 20 feet per vehicle (Traffic Criterion E). The site plan shows the drive-
through lane would provide approximately 160 feet of storage, or enough stacking space for 8 vehicles. 
This drive-through lane capacity would meet the City’s minimum requirement. A queue of more than 8 
vehicles would spill into the main fast food parking area. There is an additional 160 feet of available 
stacking space within the fast food parking area (east-west drive aisle) between the drive-through 
entrance and the primary north-south drive aisle that serves the site, should overflow space be 
required. Policy 6-10 (Traffic Criterion B) requires overflow stacking capacity to equal 50 percent of the 
required drive-through stacking space, with overflow restricted to the parking lot. The project would 
meet this requirement, as well as Traffic Criteria C and D, which are Policy requirements related to 
drive-through lane ingress and egress. Council Policy 6-10 is included in Appendix E. 

Convenience Market, Gas Pumps, and Car Wash Circulation 

Access to the convenience market, gas station, and self-service drive-through car wash would be 
provided via the east-west drive aisle, approximately 100 feet north of the project entrance. This drive 
aisle would be 31 ½ feet wide and provide access to the fueling stations, 13 parking spaces serving the 
convenience market and fueling station, and the car wash entrance along the eastern edge of the 
project site. An additional drive aisle serving the fueling stations and car wash would be accessed 
immediately upon entering the site. The car wash lane would exit onto the primary north-south drive 
aisle, thereby providing efficient egress from the car wash. Vehicle circulation within this eastern portion 
of the project site would be efficient with no dead-end drive aisles. 

Drive-Through Lane Policy for Self-Service Car Wash 

As previously noted, Council Policy 6-10 states that primary ingress and egress to drive-through type 
parking lots should be from at least a four-lane major street (Traffic Criterion A). Since access to and 
from the site would be provided via Horning Street, a two-lane minor street, the project would not meet 
this requirement. The Policy requires a self-service car wash to provide stacking space for at least 5 
vehicles within the drive-through lane, assuming 20 feet per vehicle (Traffic Criterion E). The site plan 
shows an approximately 160-foot car wash drive-through lane with a counterclockwise circulation 
pattern. This would provide enough stacking space for 8 vehicles, which would exceed the City 
requirement for self-service car wash drive-through lane capacity. Accordingly, the project would meet 
Traffic Criterion B (50% overflow stacking capacity) within the drive-through lane itself. The project 
would also meet the requirements described in Traffic Criteria C and D, which are Policy requirements 
related to drive-through lane ingress and egress. 

Mini-Storage Circulation 

Primary access to the mini-storage warehouse facility on the northern portion of the project site would 
be provided via the main north-south drive aisle, with secondary access provided near the western 
boundary of the site via the east-west drive aisle. The primary entrance to the mini-storage facility is 
shown to be 26 feet wide, and the secondary (west) entrance is also shown to be 26 feet wide. The 
facility entrance locations and the layout of mini-storage warehouse buildings A, B, C and D would 
provide for adequate on-site circulation for all types of passenger vehicles and trucks. The drive aisle 
widths within the mini-storage facility would vary from 30 ½ feet wide to 41 feet wide. 
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The two mini-storage facility entrances would be gated. The locations of the security gates in relation to 
the fast food restaurant drive-through lane and car wash drive-through lane would not be ideal. 
Vehicles arriving at the main gate (via the primary north-south drive aisle) and waiting to enter the mini-
storage facility would block the carwash exit lane momentarily. Similarly, vehicles arriving at the gated 
west entrance of the facility would block the fast food restaurant drive-through lane entrance 
momentarily. However, this situation would occur infrequently during the AM and PM peak hours and 
would be short-lived. Thus, it would not be expected to result in significant operational issues on site. 

Truck Access and Circulation 

The site plan was reviewed for truck access using truck turning-movement templates produced by ITE. 
Access and on-site circulation was checked for truck types WB-40 and SU-30, which represent semi-
trailer trucks (e.g., fuel tanker trucks), emergency vehicles, garbage trucks, and a wide range of moving 
and delivery vehicles. 

Loading Zones 

According to the City of San Jose Zoning Code (Chapter 20.90.410), the project is not required to 
provide any off-street loading spaces. Below is the City’s requirement for off-street loading spaces. 

 Any building having a floor area of 10,000 s.f. or more shall provide at a minimum one (1) off-
street loading space, plus one additional loading space for each 20,000 s.f. of floor area.  

According to the site plan, the project is not proposing any designated freight loading spaces. 

Garbage Trucks 

The site plan shows that two trash enclosures would be provided on site with one located along the 
western property line immediately south of mini-storage building “C”, and one located at the 
southeastern corner of the convenience store at the car wash drive-through entrance. On-site garbage 
collection activities would involve rolling the trash bins out of the trash enclosures, collecting the waste 
material, and returning the bins to the enclosures. Since the bins would be stored in outside trash 
enclosures, adequate overhead clearance would be available to empty the dumpsters over the truck. 

Access to the trash enclosures was evaluated using the SU-30 truck turning template, which typically is 
used for standard (30-foot) garbage trucks. The evaluation determined that garbage trucks would have 
adequate access to both trash enclosures. However, while the eastern portion of the site provides a 
continuous loop for efficient circulation, the east-west drive aisle dead-ends at the western boundary of 
the site adjacent to the trash enclosure and fast food restaurant drive-through entrance. Thus, garbage 
trucks would likely have to back out along the east-west drive aisle, a distance of approximately 180 
feet, to access the primary north-south drive aisle and exit the site. A second project driveway at this 
location with access to N. 13th Street would greatly improve site circulation for garbage trucks. If 
feasible, the project should consider adding a second driveway on the western boundary of the site. 

Large Trucks 

The WB-40 turning template represents the largest vehicles that would enter the site, including large 
emergency vehicles, semi-trailers serving the gas station, and an occasional large moving truck 
accessing the mini-storage facility. The turning templates show that WB-40 trucks could adequately 
circulate throughout the site. 

Fuel Tanker Trucks 

The site plan shows two underground gas storage tanks located just east of the primary driveway. 
Tanker trucks could adequately access these underground tanks to deliver fuel. On-site circulation for 
tanker trucks would occur in a clockwise pattern.  
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Moving Trucks 

Although most vehicles accessing the mini-storage warehouse facility would be smaller than the WB-40 
truck type, it can be expected that an occasional large semi-trailer truck would need to access the 
warehouse facility. The evaluation showed that semi-trailer trucks could adequately circulate through 
the mini-storage warehouse facility to access all buildings and storage units. 

Emergency Vehicle Access 

The City of San Jose Fire Department requires that all portions of the buildings are within 150 feet of a 
fire department access road, and requires a minimum of six feet clearance from the property line along 
all sides of the buildings. All the proposed buildings on the site would be within 150 feet of a fire access 
road, and the project would meet the 6-foot requirement for building clearance on all sides. 

Pedestrian, Bicycle and Transit Facilities 

All new development projects in San Jose should encourage multi-modal travel, consistent with the 
goals of the City’s General Plan. It is the goal of the General Plan that all development projects 
accommodate and encourage the use of non-automobile transportation modes to achieve San Jose’s 
mobility goals and reduce vehicle trip generation and vehicle miles traveled. In addition, the adopted 
City Bike Master Plan establishes goals, policies and actions to make bicycling a daily part of life in San 
Jose. The Master Plan includes designated bike lanes along all City streets, as well as on designated 
bike corridors. In order to further the goals of the City, pedestrian and bicycle facilities should be 
encouraged with new development projects. 

Pedestrian Access and Circulation 

The project is proposing to retain the existing 5-foot sidewalk along the project frontage on Oakland 
Road, and construct a new 10-foot sidewalk along the project frontage on Horning Street. The sidewalk 
improvements along Horning Street assume an ultimate curb-to-curb width of 40 feet. There is currently 
no sidewalk along the project frontage on N. 13th Street, nor is the project proposing to provide 
pedestrian access from N. 13th Street. Note that the project does propose to provide dedication along 
the project frontage on Oakland Road, as requested by City of San Jose staff. 

City staff have indicated that the project would be required to construct a new 10-foot sidewalk along 
the project frontage on Oakland Road, as well as install a City standard handicap ramp at the northwest 
corner of Oakland Road/Horning Street. The project applicant should coordinate with City staff 
regarding these requested pedestrian access improvements.  

Pedestrian access to the site would be provided via a walkway from the Oakland Road sidewalk 
approximately 150 feet north of the Oakland Road/Horning Street intersection. This walkway would 
provide access to the site and to the on-site marked pedestrian path that would provide a connection 
between the convenience store and the fast food restaurant. A pedestrian connection from Horning 
Street also would be provided along the western edge of the project driveway. The project is proposing 
to install ADA compliant ramps at all necessary locations along the on-site pedestrian pathway. The site 
plan shows good pedestrian circulation throughout the retail portion (southern half) of the site. 

Based on the types of land uses that are being proposed, the project is not expected to generate a 
significant number of pedestrian trips. However, due to the project’s proximity to residential 
development across Oakland Road, it would be expected that some of the project trips would be 
pedestrian generated trips. The closest pedestrian crosswalk on Oakland Road is at the Oakland 
Road/Hedding Street intersection, approximately 1,000 feet south of the project site. A more convenient 
pedestrian crosswalk located closer to the project site would help to encourage pedestrian activity to 
and from the proposed retail uses, and at the same time discourage jaywalking along this segment of 
Oakland Road. The addition of a controlled mid-block crossing on Oakland Road at or near Boardwalk 
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Way, if feasible, would facilitate these goals. Should the City of San Jose be interested in pursuing a 
new mid-block crossing on Oakland Road, it would be appropriate for the project to make a fair share 
contribution toward this pedestrian improvement. 

Bicycle Access and Circulation 

Tenth Street has bike lanes, Hedding Street has bike lanes, Oakland Road has bike lanes north of 
Commercial Street and south of Horning Street, and N. 13th Street has bike lanes south of Hedding 
Street. There are no bike lanes on Horning Street or on Oakland Road between Commercial Street and 
Horning Street, and neither the City nor the project plan to add bike lanes along these roadway 
segments. Thus, bicycle access to the project site would remain somewhat limited. Although the project 
is not expected to generate many bicycle trips due to the types of uses that are being proposed, having 
bike lanes on Oakland Road between Commercial Street and Horning Street would benefit the project 
and the entire area. Hexagon recommends that bike lanes on Oakland Road between Commercial 
Street and Horning Street be included in the design of the future US 101/Oakland Road interchange 
reconstruction project.  

Transit Services 

The four VTA bus lines that operate within the study area include routes 12, 62, 65, and 66. Local 
routes 12 and 62 stop at Hedding Street/11th Street, local route 66 stops along Oakland Road just south 
of Horning Street, and community route 65 stops at 13th Street/Hedding Street. Three of these bus 
routes provide service to the Civic Center LRT station, located approximately one mile from the project 
site. LRT trains stop at this station on 15-minute headways during weekday commute hours, and on 30-
minute headways the remainder of the weekday and weekend. The Civic Center LRT station serves the 
northbound and southbound LRT 901 and LRT 902 trains. 

Based on the types of land uses that are being proposed, the project is not expected to generate many 
transit related trips. It is estimated that the small increase in transit demand generated by the proposed 
project could be accommodated by the current available ridership capacities of the transit services in 
the study area, and no project-sponsored transit related improvements would be necessary. 

Parking 

Parking provided on the site was evaluated based on the City of San Jose parking standards (San Jose 
Municipal Code Chapter 20.90, Table 20-190). The requirements for each land use include: 

 Convenience Store: One parking space per 200 s.f. of sales area. 
 Gas Station: One parking space per employee, plus one space per air/water pump, plus one 

space per information parking. 
 Fast Food Restaurant: One space per every 2.5 seats. 
 Mini-Storage Warehouse: One space per each 5,000 s.f. of floor area, plus one per on-site 

manager. 

The project proposes a 3,814 s.f. convenience market with a gas station (12 fueling positions) and an 
associated car wash, a 2,494 s.f. fast food restaurant with a drive-through (with 40 dining seats), and 
three mini-storage buildings totaling 93,443 s.f. Based on the requirements listed above, the project 
should provide 58 total parking spaces, including 19 spaces for the convenience market, 3 spaces for 
the gas station, 16 spaces for the fast food restaurant, and 20 spaces for the mini-storage warehouse 
facility (including 1 space for the mini-storage facility manager). The gas station parking calculation 
assumes 1 space provided for the air-water station, 1 space provided for the vacuum station, and 1 
space provided for the information stop. It also assumes the convenience store employees would also 
serve as the gas station attendants. 
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The site plan shows 44 parking spaces. Thus, the project would fall short of the City’s parking 
requirement by 14 parking spaces. Based on the parking layout, the project seems to be providing 
adequate parking to serve the convenience market, gas station, and fast-food restaurant uses. The 
additional 14 required spaces should be provided at the mini-storage facility. There appears to be 
adequate room within the mini-storage facility to provide the additional parking spaces. 

Construction Activities 

Typical activities related to the construction of any development could include lane narrowing and/or 
lane closures, sidewalk and pedestrian crosswalk closures, and bike lane closures. In the event of any 
type of closure, clear signage (e.g., closure and detour signs) must be provided to ensure vehicles, 
pedestrians and bicyclists are able to adequately reach their intended destinations safely. The project 
would be required to submit a construction management plan for City approval that addresses 
schedule, closures/detours, staging, parking, and truck routes. 

Pedestrian volumes along Horning Street and Oakland Road are relatively low. Therefore, any 
necessary sidewalk closures/pedestrian detours would have very little effect on the overall pedestrian 
circulation in the area. In addition, there are no bike lanes along Horning Street or along the project 
frontage on Oakland Road. Thus, no bicycle facilities would be affected. 

Driveway Access Alternative 

The City of San Jose has requested that site access be evaluated under the assumption that the 
project provide a second driveway along the western property line (vacated N. 13th Street). This access 
alternative would provide vehicles entering and exiting the site the ability to avoid potential congestion 
at the main project driveway. The second driveway would likely be used primarily by fast food 
restaurant drive-through users entering the site, vehicles exiting the project site and travelling west 
toward 10th Street, and inbound and outbound mini-storage facility users. Should a second driveway be 
constructed, it should be located along the western edge of the property where the east-west drive aisle 
(fast-food parking area) intersects N. 13th Street. Specifically, the driveway should be located near the 
entrance to the fast-food drive-through lane where the trash enclosure is currently proposed. The 
project owns half of the vacated N. 13th Street. Therefore, an easement would not be required to 
provide a driveway on N. 13th Street. 

Note that a second access along Horning Street would not change the overall travel patterns of project-
generated trips or traffic volumes at any of the study intersections. Thus, a separate intersection level of 
service analysis to address the driveway access alternative was not necessary. It would, however, 
reduce the number of trips at the primary project driveway. It is estimated that a second driveway would 
reduce the project generated trips at the main Horning Street driveway by approximately 30 percent. 
Spreading the trips out would reduce the potential for on-site vehicle queuing at the main project 
driveway. Figure 14 shows the gross project trips that are estimated to occur at the site with the 
addition of a second driveway.  

Large Truck Access 

Analysis using the truck turning templates show that large trucks, including truck type WB-40, could 
adequately access N. 13th Street if traveling from either direction along Horning Street. Furthermore, 
large trucks would be able to enter and exit the site via a secondary driveway on N. 13th Street.
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7.  
Conclusions  

This study was conducted for the purpose of identifying potential traffic impacts related to the proposed 
development. The potential impacts of the project were evaluated in accordance with the standards set 
forth by the City of San Jose. Since the project site is located outside the downtown core area, as 
defined by the City’s General Plan, the project is subject to the City’s Transportation Level of Service 
Policy (Council Policy 5-3). An analysis in accordance with the Santa Clara Valley Transportation 
Authority (VTA) Congestion Management Program (CMP) requirements was not prepared because the 
project would generate fewer than 100 net new peak hour vehicle trips. The traffic study includes an 
analysis of AM and PM peak hour traffic conditions for five signalized intersections and two 
unsignalized intersections in the vicinity of the project site. Project impacts on other transportation 
facilities, such as bicycle facilities and transit services, were determined on the basis of engineering 
judgment.  

Project Intersection Level of Service Results  

The results of the intersection level of service analysis show that, based on the City of San Jose 
significant impact criteria, none of the signalized study intersections would be significantly impacted by 
the project. 

US 101/Oakland/Mabury Transportation Development Policy (TDP) 

As described in Chapter 1 of this traffic report, any project that would add traffic to the US 101/Oakland 
Road interchange during the PM peak hour is required to participate in the US 101/Oakland/Mabury 
TDP program. The TDP includes a fee schedule requiring all new developments to pay a “fair share” 
contribution for using a portion of the interchange capacity that would be created with buildout of the US 
101/Oakland Road interchange and construction of a new US 101/Mabury Road interchange. Unlike 
most Area Development Policies that base their fees on the number of residential units or square 
footages built, the fee for the US 101/Oakland/Mabury TDP is based on the number of PM peak hour 
vehicular trips that would be added to the US 101/Oakland Road interchange (including the Oakland 
Road/Commercial Street intersection). 

Since the proposed project would send some PM peak hour vehicle trips through this interchange, the 
project would be required to pay a fair share contribution toward the planned interchange 
improvements. Currently, the TDP traffic impact fee is $36,847 per each new PM peak hour vehicle trip 
that would be added to the US 101/Oakland Road interchange. The fee is subject to an annual 
escalation on January 1st per the Engineering News-Record Construction Cost Index for San Francisco. 
The project would add 26 new trips to the interchange during the PM peak hour. 

Estimated TDP Impact Fee: $36,847 x 26 net PM peak hour trips = $958,022 
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Other Transportation Issues 

The site plan shows adequate site access and on-site circulation, and no significant operational issues 
are expected to occur as a result of the project. The project would not have an adverse effect on the 
existing transit, pedestrian, or bicycle facilities in the study area. Thus, no project sponsored 
improvements are recommended. 

Hexagon has provided the following recommendations resulting from the site access and circulation 
analysis. 

Recommendations 

 Reduce the proposed driveway width from 35 feet to 32 feet, which is the City standard for 
commercial development. 

 Ensure that street parking is not permitted on the north side of Horning Street between the 
project driveway and Oakland Road, as this would create sight distance issues east of the 
project driveway. 

 If feasible, the project should consider adding a second driveway on the western boundary of 
the site at N. 13th Street to improve site access. 

 City staff have indicated that the project would be required to construct a new 10-foot sidewalk 
along the project frontage on Oakland Road, as well as install a City standard handicap ramp at 
the northwest corner of Oakland Road/Horning Street. The project applicant should coordinate 
with City staff regarding these requested pedestrian access improvements. 

 The addition of a controlled mid-block crossing on Oakland Road at or near Boardwalk Way, if 
feasible, would help to encourage pedestrian activity to and from the proposed retail uses, and 
at the same time discourage jaywalking along this segment of Oakland Road. Should the City of 
San Jose be interested in pursuing a new mid-block crossing on Oakland Road, it would be 
appropriate for the project to make a fair share contribution toward this pedestrian improvement. 

 Hexagon recommends that bike lanes on Oakland Road between Commercial Street and 
Horning Street be included in the design of the future US 101/Oakland Road interchange 
reconstruction project. 

 Provide 14 additional parking spaces within the mini-storage warehouse facility in order to meet 
the City parking requirement. There appears to be adequate room within the mini-storage facility 
to provide the additional parking spaces. 
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