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Sntunlay during the midday peak hour, (2) future year 2030 General Plan build out 
conditions with fifteen cumulative developments and the Preferred Project, the No-Project 
Alternative, the Preserve Town unci Country Center Alternative, Less-Intense Alternative A 
and Less-Intense Alternative B; and (3) specific mitigntion measures required to reduce any 
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1 , EXECUTIVE SUMMARY 

!A. PROJECT I.OqTION 

The project site is located in the Coachella Valley, nestled against the ba~e of the San 
Jacinto Mountains. The 2059-acre site is south of Interstate 10, in the heart of downtown 
!'aim Springs. Tite project site is more precisely located south of Amado Road and north 
of Arena• Road, between Museum Drive and Indian Canyon Drive. 

The area within the Museum Market Pla1.1 Specific Plan include.•: the Dc..crt Fashion Plnt.'l 
(288,400 S.F. of retail and 41 #lO S.F. of restaurant uses), the Town & Country Center 
(15.000 S.F. restaurant, 33,600 S.F. retail and 2,350 S.F. offices), the Zcldaz Nightclub 
(7.120 S.F.).the Mercado Plaza surface parking lot, nod the vacant 0.83-acre Palm Uotel 
site. Appro~>imntely 12 percent of the Dc.~ert fashion Pla:r.a is currently occupied. 

IB, PROit'CT QESCRIPTION 

The proposed project is the Museum Market Pln7-t Specific Plan. 11tc proposed project is 
designed to serve visitors and local residents alike by re-integrating the site into the Palm 
Springs downtown and reducing the need for travel by automobile. The proposed project 
would provide a vibrant nign-intensity mixed-use lifc.~tyle center with living, shopping and 
entertainment venues in a central location. Tile project would include upscale boutique 
shops, galleries, neighborhood conveniences, restaurants, residential usc.<, and boutique 
hotels. 

lbc core area is located north of Tahquitz Canyon Way and west of Palm Canyon Drive. 
Development within the core area would provide a combination of retail and professional 
office space (with up to 385,000 S.F.), multiple-family attached residences (900 dwellings 
units), and 565 hotel rooms. In addition,the formerly proposed Palm Hotel site could be 
developed with limited retail space ( 15,000 S.F.) and 55 hotel rooms or nigh-density 
residential dwelling unit•. 

With the !'referred Project, Belardo Road would be abandoned and vacated from the 
northern site boundary to the northern driveway ofthe Palm Springs Art Museum. Belardo 
Road would be reconnected across the site to Tahquitz Conyon Way a~ a two-lane private 
street with on-street parking and a 62-foot right-of-way. A new private east/west 
boulevard (Museum Way) would be constructed to connect the Palm Springs Art Museum 
to Palm Canyon Drive and Indian Canyon Drive to enhance the pcdc.~trian environment. In 
addition, a privote cast/west street would be constructed north of Museum Way, between 
Palm Cnnyon Drive and Belardo Road. Although the precise location of this roadway has 
not been determined, it would be south of Andrea< Road, between Block A and Block B 
and is referred to herein a~ Street "NB". The existing surface parking lot in Block J would 
be replaced by a three-level parking structure providing 500 parking space.•. 75 of which 
would be rc.•erved for tile Mercado Pln7.t. 

A number of project altemmives have been nddres.•ed. The No-Project Alternative would 
refurbish the Desert Fashion Plaza in its current configuration and maintain the Town & 
Country Center and adjacent buildings as well a• the surface parking lot at Mercado Pla:r-1. 
With the No-Project Alternative, 45 hotel rooms would be constructed in Block L, as 
permitted by the Palm Springs Ge11era/ Plan nod Zoning designations. Belardo Road 
would connect to Museum Drive along the existing alignment with the No-Project 
Alternative. 
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The Prc.~crve Town & Country Center Alternative would rehabilitate the Town & Country 
Center (with the e~ception of the old Bank of America building on Palm Canyon Drive) nnd 
generally retain the existing development in Block K. The Preserve Town & Country 
Center Alternative is identical to the Preferred Project for the area west of Palm Canyon 
Drive. With this alternative, Museum Way would not extend between Palm Canyon Drive 
and Indian Canyon Drive. 

Lcss·lntcnse Alternative A would reduce the building heights proposed and provide 
substantially les.• retail and office space, fewer high density rc.<idenec.<, a cinema (with 
68,000 S.F.), a supermarket, and a park in the center of the core area. Like the !'reserve 
Town & Country Center Alternative, Lcss-Intcme Alternalive A would include the 
rehabilitation of the Town & Country Center. A total of 1,000 parking spaces would be 
provided throughout the project and Block L would be developed as a parking structure. 
Tile internal circulation ckmenl< proposed with J.css-lntensc Alternative A would differ 
from those associated with the other conceptual alternatives to accommodate the central 
park. The cast/we.<! boulevard would be aligned further to the north, along Andreas Road. 

Less-Intense Alternative B represents a lcs.< intense ver.;ion of the Preferred Alternative. 
This alternative would include fewer than one-half the hotel rooms of the Preferred 
Alternative. In addition, the number of residential units proposed would be reduced, n.~ 
would the office uses. The internal circulation elements would be similar to those with the 
Preferred Project. 

The proposed project would maintain a minimum of three lanes on Palm Canyon Drive, 
and would provide angled parking on the west side of this roadway, but maintain the 
existing parallel parking on the east side of this roadway. Since Palm Canyon Drive 
currently has approximately 50 feet of pavement (curb-to-curb) with three lanes and par:lllcl 
parking on each side of the roadway, widening to provide 63 feet of pavement (curb-to­
curb) is proposed to replace the existing parallel parking on the wc.<t side of the roadway 
with angled parking. Indian Canyon Drive would retain four througn travel lanes, with 
parallel parking on the cast side. If the west side of Indian Canyon is modified to have 
angled parking, Indian Canyon Drive would need to be widened to avoid the encroachment 
of vehicle.• backing out of these angled parking spaces into the througn travel lane.<. 

!C. PROJECT ST!JDY AREA 

11te ~!tidy aren nnd key intersections were identified, following coordination with the City 
of Palm Springs, based upon the City of Palm Springs significance threshold of 50 project­
related peak hour trips. The key intersections arc shown in Figure 2-2 and include: 

I . Indian Canyon Drive at Amado Road; 
2. Indian Canyon Drive nt Andrc.1-~ Road; . 
3. Indian C1nyon Drive at Tahquitz Canyon Way; 
4. Indian Canyon Drive at Arena~ Road; 
5. Palm Canyon Drive at Amado Road; 
6. Palm Cnnyon Drive nt Tailquitz Canyon Way; 
7. Palm Canyon Drive at Arenas Road; 
8. Belardo Road at Amado Ro.1d; 
9. Belardo Road at Tahquitz Canyon Way; 

10. Belardo Road at Arena< Road; 
II. C'lhuilln Rood at Tahquitz C'lllyon Way; 
12. Cailuilla Road at Arenas Road; and 
13. Museum Drive at Tailquitz Canyon Way. 
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Although the No-Project Alternative would include no intcmal roadway intersections that 
require analysis, the Preferred Project would include an analysis of the following on-site 
imcn;ections: Bclardo Road with Museum Way (lmcn;cction 14}, Palm Canyon Drive with 
Museum Way (lnten;ectionl5}, and Indian Canyon Drive with Museum Way (Intersection 
16). The Preserve Town & Country Center Alternative would include an analysis of the 
on-site inten;ection of Bclardo Road with Museum Way (lntcn;cction 14). 

Less-Intense Altemmivc A would include an analysis of the following on-site intersections: 
Belardo Road with Museum Way (Intersection 14). Palm Canyon Drive with Andreas 
Road (Intersection 17), and Belardo Road with Andreas Road (Intersection 18). Less­
Intense Alternative A would include an analysis of the following on-site intersections: 
Bclardo Road with Museum Way (lntcn;cction 14). Palm Canyon Drive with Museum Way 
(lmcn;cction 15), and Indian Canyon Drive with Museum Way (Intersection 16}. 

!D. EXISTING TRAHIC CONDITIONS 

The late.•! updale (HCM 2000) to the /liglnmy Capacity Man11al (fRB Special Report 209) 
includes intersection operational methodologies which nrc the basis for determining 
intersection delay and levels of service (LOS} herein. The Ci1y of Palm Springs considers 
level of Service D or bencr operation acceptable during the peak hours in the peak SC.'t~on. 

Although a single overall intersection delay and LOS arc not defined in the HCM 2000 for 
intersections with two-way stop control (nVSC), current peak hour levels of delay at the 
key intersections with TWSC correspond to LOS B or heller operation, which is 
considered acceptable by the City of Palm Springs. None of the unsignalized key 
intcn;cctions currently meet peak hour traffic signal volume warranl~. 

Only one key in1ersection, Belardo Road at Arenas Road, is currently operating with all­
way stop control (A WSC). and is currently operating at level of service A in the typical 
weekday peak hGurs and during Villngcfest in the peak se.'t,on. 111c intcr.;cctiGn of Belardo 
Road and Arenas Road doc.' not currently meet signal warranL~. 

IE. TRAfFIC IM('ACTS 

The following arc the circulation impocL~ associated with the proposed project: 

1. The trip generation ossocintcd with the existing land uses on-site currently includes 
approximately 6.700 cxtcmnllrip-ends on a typical weekday and 9,320 external trip­
ends on a Saturday in the peak season which arc currently using 1hc surrounding 
street system in the study area for accc.o;.•. 

2. The trip generation associated with the No-Project Alternative would include 
approximately 17,850 external trip·ends on a typical weekday, and 23,750 external 
!rip-ends on a typical Sa1urday in the peak season. 

3. The external trip gencralion associated with the Preferred Project would 
approximately 2,750 trip-ends greater on a typical weekday and 630 trip-ends greater 
on a typical Saturday in the peak sc.'t,on than !hat of 1he No-Project Alternative. 

4. 111e cx1ernal trip generation a~socimcd with the Preserve Town & Country Center 
Alternative would be approximately 3,480 trip-end' greater on a typical weekday and 
2300 trip-ends greater on a typical Saturday in the peak season limn that of the No­
Project Alternative. 
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5. The external trip generation associated with Less-Intense Alternative A would be 
approximately I ,310 trip-ends fewer on a typical weekday and 2,280 trip-ends fewer 
on a typical Saturday in the peak :;ca•on !han that of the No-Projccl Al!emative. 

6. The external trip generation associated with Lc.,s-lntense Alternative B would he 
approximately 760 trip-ends fewer on a 1ypical weekday and 1.910 trip-ends fewer 
on a typical Saturday in the peak SC.'t,on than thai of the No-Project Altcmalivc. 

7. In the peak season of !he year 2030 with all site development allcmnlives, all of the 
key intersections arc projected to meet the Ci1y of Palm Springs minimum 
performance standard of LOS D in the midday and evening peak hours on typical 
weekdays withom off-site mitigation. The levels of delay at the imerscctions 
evaluated with two-way stop control would be within the range considered acceptable 
by the City of Palm Springs on weekdays in the year 2030. 

8. In the peak season of the year 2030 with all site development alternatives, all of the 
key intersections nrc projected to meet 1he City of Palm Springs minimum 
performance standard of LOS D in the midday peak hour on Saturdays without 
mitigation. e~cept the inten;ection of Bclardo Road and Tahquitz Canyon Way (only 
with the Prc.,erve Town & Country Center Altcmmive). The levels of delay at this 
intersection with two-way stop control would be Wilhin the range considered 
acceptable by the City of Palm Springs on Saturdays in the year 2030. if a dedicated 
wc.,tbound right-tum lane were provided on Tahquitz Canyon Way (in addition to the 
single through lane and dedicated left-tum lane recommended with the other site 
development alternatives). 

9. On Thursday evenings in the year 2030 when the Villagcfest street fair is underway, 
the inten;ection of Belardo Road and Arenas Road is projected to operate at LOS F 
with all-way stop control with the Preferred Project and with the Prc.~ervc Town & 
Country Center Alternative. This intersection is projected to operate at acceptable 
levels of service with the No-Project Alternative, Less· Intense Alternative A, and 
Lc.'s Intense Al!emative B. Although signali<'~~tion would allow this intersection to 
operate at acceptable levels of service, urban signal warrants do not appear to be met 
by the projected peak hour traffic volumes at this inter.;cction in the year 2030. 

10. On Thursday evenings in the year 2030 when the Villagcfcsl street fair is underway. 
the intersection of Belardo Road and Museum Way on-site is projected to operate at 
LOS F wilh all-way stop control with the Preferred Project and wilh all site 
development nltcmntivcs c~cept the No-Project Alternative (which doc.~ not include 
this imerscction) and Less· Intense Alternative A. This intersection appears to require 
signali7~~tion to meet the City of Palm Springs minimum performance stanJmJ with 
the Preferred Projcct,thc Prc.'\Crvc Town and Country Center Alternative, and Less­
Intense Alternative B. 

11. On 11JUrsday evenings in 1hc year 2030 when the Villagefest street fair is underway 
and Palm Canyon Drive is closed to southbound traffic. the westbound (Amado 
Road) approach to the intersection of Bclardo Road is projected to operate a1 LOS F 
with the Preferred Project and all site development alternatives with the c~isting LWG­
way stop conlrol. Signaliznlion may be necessary at this intcn;ection to maintain 
acceptable levels of minor-street control delay during the evening hours on Villagcfest 
Thursdays, and urban peak hour traffic signal volume warrants appear to be met 
Juring this period. lf signali?.ation is not desirable, the following alternatives may be 
con5idcrcd: (I) closure of the north leg of Bclardo Road at Amado Road to permit the 
westbound lefl-lum movement to proceed unimpeded; (2) the provision of a traffic 
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control officer to manually direct tmffic during peak hours: and (3) the provision of 
remote parking m undcrutilized parking lot~ with shullles to Villngefcst ncti vities. 

12. Andreas Road (between Palm Canyon Drive and Indian Canyon Drive) would need w 
be widened on the south side to pemlittWO·wny opemtion by removing the existing 
angled parking with Less· Intense Alternative A. The channelization of Andrea~ Road 
at Indian Canyon Drive would abo need to be removed. The e~isting traffic signals 
may also require modification. 

13. Traffic signals would be warranted and required to meet the City minimum 
intersection performance standard at the proposed intersection of Palm Canyon Drive 
with Museum Way and at Indian Canyon Drive with Museum Way, with the 
Preferred Project and Less· Intense Alternative 13. 

14. By eliminating a segment of the existing bike lanes on both sides of Belardo Road 
between the northern site boundary and Museum Drive, the vacation of right·of·wny 
proposed along Belardo Road/Museum Drive would adversely affect the connectivity 
aml continuity of the existing recreational bike trails in the area as well as access to the 
L1s Palma.~ Loop. the Heritage Trail, the Citywide Loop, and the Downtown Loop 
bike trail. 

15. All of the site development alternatives would substantially increa>e the number of 
pedestrians crossing roadways at·grade within the downtown, including Palm 
Canyon Drive and Indian Canyon Drive. Pedestrian travel typically peaks during the 
lunch hour in Central Business District~ when volumes will likely be double the 
avemge flow. The provision of Museum Way (or Andrea~ Road with Lc.~s·lntense 
Alternative A) a~ n pedc.•trian corridor would create a critical connection between the 
downtown core nre.1 and the City's resort amenities (including the convention center, 
casino, and hotels in Section 14). The pcdc.•trian flows nrc e~pectcd to be greatest 
along the Palm Canyon Drive. Indian Canyon Drive, and Tahquitz Canyon Way 
block face.~. 11tcrcforc, a major ca~lfwc.•t pedestrian boulevard located along Museum 
Way (400 feet north ofTahquitz Canyon Way) which connects Indian Canyon Drive 
to Palm Canyon Drive appears to provide the requisite connectivity while minimizing 
conflicts with motorists entering and leaving the site. 

16. All of the site development altcmati vc.' would subsl<lntially increase the demand for 
public transportation service.~ within the downtown core area. The transit service 
improvement plan recently developed by the SunLinc Transit Agency would reduce 
the significance of this impact by increasing access to public transportation along 
lnd inn Canyon Drive via Route.~ 14. 30. and Ill. 

l 7. Other than the No· Project Alternative, all site development alternatives would 
adversely impact the General Plan street system within the study area by providing 
angled parking on the west side of Palm Canyon Drive and po.'5ibly on the west side 
of Indian Canyon Drive. The sight distance for motorists backing out of the angled 
parking spaces would be very poor when large vehicle,~ (minivans, SUVs, RVs or 
delivery trucks) were parked beside them, restricting the driver's view of approaching 
traffic until they backed a considerable distance into the travel lane to get a clear view 
around the adj;cent vehicle. Approaching driver.; would be forced to react suddenly 
to unexpected midblock conflicts by braking to a stop to avoid collisions, with the 
addition;! concern of being rear--ended. A majorthoroughfare (such a.~ Palm Canyon 
Drive and Indian Canyon Drive) that ha~ numerous vehicles backing out of angled 
parking space.~ into the adjacent travel lane cannot safely accommodate high traffic 
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volumes and would have substantially higher crash rates with angled parking than 
parallel parking. 

18. With the exception of the NO<Project Alternative, all site development alternatives 
would adversely impact the General Plan street system by deleting an existing 
"Collector" street link (Bclardo Road/Museum Drive) shown in the current 
Circulation Element of the Palm Springs General Pian. The proposed improvement 
of Bclardo Road across the site to Tahquitz Canyon Way as a private street with on· 
street angled parking would make through traffic movements secondary to the 
provision of short·dumtion on·strcet parking and access to the abutting development. 
Studies have shown that angled parking results in substantially higher accident rates 
than parallel parking in Central Businc.~s DistricL~. Although the capacity of Bclardo 
Road docs not appear to be of concern with year 2030 weekday or Saturday traffic 
volumes, Belardo Road is projected to operate ncar the capacity of a two-lane street 
during Villagefc.~t.especially ncarthe intersection of Museum Way. Wi~lthe need to 
maintain capacity and pedestrian safety along Belardo Road, :IS well as the risk of 
higher accident rates associated with angled parking, Bclardo Road should not 
provide angled parking through tl1e study area. 

19. TI1e proposed project and all project alternatives would increase the number of 
pedestrians and the demand for pedestrian facilities on·sitc when compared to the 
e~isting usc.~. Pedestrian facilitic.~ need to be provided to link the parking area' with 
the proposed uses to provide easy and safe access throughout the project site. 
Pedestrian crossings of Palm Canyon Drive and Indian Canyon Drive should be 
provided in conjunction with the ea~lfwc.'t strccL' to take advantage of the required 
traffic signal control. Where pedestrian boulevards arc proposed across Palm 
Canyon Drive and Indian Canyon Drive without n new caslfwcst stret:t (i.e. with the 
Preserve Town & Country Center Alternative and Lcss·lntense Alternative A} 
signalized pedestrian crossings should be provided to insure safe pedestrian access. 

20. With Palm Canyon Drive closed during Villngefest, Belardo Road provides the 
shortest access to the area west of Palm Canyon Drive for the Palm Springs Fire 
Department. If Belardo Road/ Museum Drive is vacated and abandoned a.~ proposed, 
the extension of Bclardo Road must be extended across the projc~t site to Tahquit·l 
Canyon Way. The Bclardo Road extension must have adequate capacity to provide 
acceptable levels of service at all time.~ (including during Villagcfcst) to maintain 
acceptable response time.~ by emergency services responding to calls from areas west 
of Palm Canyon Drive. 

21. The proposed project would increase the demand for off·strcet parking and short 
duration on·strcct parking within the immediate project vicinity, 111c project would 
eliminate some of the off·strcct parking space.~ that have been used to meet the peak 
parking demands generated by the land uses within downtown Palm Springs. 
Uowcvcr. new parking facilitic.' will be constructed at various locations throughout 
the project site. It may be necc.,sary for the applicant to have a shared parking study 
prepared for City review and approval as well a~ enter into new shared parking 
agreements to a~surc sufficient off·strcct parking to satisfy the peak parking demands 
generated by the mixed·use development proposed within the Museum Market Pla7.1 
Specific Plan site. Up to 25 perecnt of the required parking for the Specific Plan arc.1 
may be provided through the payment of in lieu fees. 

23. The proposed project would increase traffic volume.~ on Palm Canyon Drive at the 
existing pedestrian crosswalks located north and south of Andreas Road and wou Jd 
also increase the number of pedestrians using the.~ cro.<;.,walks to reach the proposed 
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development a~ well as the casino, the convention center, and various resorts within 
Section 14. These increases may adversely affect the safety of pedestrians using 
these crosswalks by increasing the potential for vehicle-pedestrian collisions. 
Provided that adequate intersection sight distance and minimum stopping sight 
distance is maintained along Palm Canyon Drive, the adverse effect should nor be 
significnnt,a• these crosswalks have been designed and constructed with appropriate 
features to facilitate the safe and efficient movement of large numbers of pedestrians. 

IF. CONSISTENCY WITH RELEVANT CIRCULATION PLANS 

The Preferred Project and all site development alternatives appear to be generally consistent 
with the General Pl~n and 1.oning. The project includes the vacation and nbandonment of 
Belardo Road/Museum Drive, but propose.• the southerly extension of Bclardo Road ns a 
private street with diagonal parking on both sides. If the Bclardo Road extension were to 
be constructed to Tahquitz Canyon Way as a Collector, per the recommendations herein, a 
General Plan Amendment would be required to add Belardo Road as a Collector street to 
the Circulation Element. 

IG. RfCOMMENDATIONS 

CITY Of PALM SPRINGS REQUIREMENTS 

·111e following items renect Palm Springs ordinance or policy requirements that apply to all 
dcvclopmcm tt'i conditions of approval. 

I . The project proponent shall dedicate appropriate right-of-way, n.'i needed, to 
accommodate the ultimate improvement of all General Plan public roadways within 
and adjacent to the project site. The developer may be required, prior to approval 
of development plam, to provide increased right-of-way through land dedications 
to accommodate additional demand for c~clusivc right-turn lanes, bus stops and 
lanes, bicycle facilities or other improvement• required to maintain a minimum 
operating LOS D at intersections. 

2. Master planned roadways shall be improved on and adjacent to the site per the 
design standards specified in the MttSetml Markel Plaza Specific Pla~r, 

3. Private roads shall be developed in accordance with the City's published 
engineering standards for public streets. unless otherwise approved by the City 
Engineer. 

3. The developer shall, as a condition of approval, participate in the constmction of 
bikeways on and/or adjacent to the site a~ required by the City of Palm Springs, to 
reconnect the c~isting recreational bike trails in the area known n.~ the L1.~ Palma.~ 
Loop, the Heritage Trail, the Citywide Loop, and the Downtown Loop that would 
be disconnected as a result of the removal of the segment eliminated by the 
vacation and abandonment of Bclardo Road/Museum Drive proposed. The 
developer, may be required prior to approval of development plans, to provide 
right-of-way through land dedications to accommodate the City's network of trails 
and non-motorized routes. 

4. The developer shall provide off-street parking and loading facilities for the 
proposed development, a• specified in the development standards and guidelines 
within the Museum Market Plaza Specifk Plan. Loading spaces shall be provided 
which meet the requirements of Section 93.07 .QI of the Pnlm Springs Municipal 
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Code. The off-street parking layout shalt be subject to the review and approval of 
the City Engineer. 

5. The project proponent shall provide accessible parking spaces and accessible 
parking aisle.• (96 inches wide and designated "Van Acce&Sible") that arc ADA 
compliant. If valet parking facilities arc provided, an acce.•sible pas.•enger loading 
zone shall also be provided on ~n ncces.'iible route to the entrance of the facility. If 
passenger loading zones arc provided on-site, then at least one passenger loading 
zone shnll be accessible. 

6. 1l1c project proponent shall provide acce.o;.<;ible routes of travel (including compliant 
curb ramps. sidewalks, and other improvements) along all public streets and 
within all public spaces and common areas, in accordance with current ADA 
guidelines and standards. 

7. The project proponent shall contribute traffic impact m1t1gation fees, by 
participating in the Traffic Uniform Mitigation Fcc (I'UMF) program. 

RECOMMENDED MITIGATION 

ll1e following additional mitigation measures arc recommended to reduce potential 
circulation, site access and/or parking impacts n.o;.<,QCiated with the proposed project. 

8. The intersection approach lane.~ and tmffic controls at the on-site and off-sire key 
intersections should be improved consistent with Figures 5-l through 5-7. 

9, To insure compliance with City access and design standards. the final building and 
parking layout nnd site access de-•ign shall be subject to the review and opproval of 
the City Engi nccr IL'i part of the development review proccs•. 

l 0. Adequate re.~ervoir capacity shall be provided at the access proposed to all parking 
structures to n_<;sure that cars waiting for entry to the parking garages on-si!e do not 
obstmct the adjacent slrc<!t, particularly in the peak travel periods. 

II. Clear unobstructed sight distances shall be maintained at the unsignalized site 
driveways, site access inter>cctions, and internal intersections. All driveways with 
traffic exiting across public sidewalks shall have a clear sight triangle inside the 
property measuring 8 feet by 8 feet to allow driver visibility of pedestrians on the 
sidewalk. Screening fences or shrubbery shall not produce view obstructions at 
driveways or intersections. 

12. Angled parking should not be located on-street along Palm Canyon Drive, Indian 
Canyon Drive, or Belardo Road since roadways with angled parking have been 
shown to have substantially higher crash rates than ro~dways with parallel 
parking. 

13. Based on the need to maintain adequate northlsouth capacity during Villagcfcst 
(and other community activities that may require the closure of Palm Canyon 
Drive) as well as continuous acce-~5 for emergency services to the area west of 
Palm Canyon Drive and promote pedestrian safety along Belardo Road, the 
extension of Belardo Road proposed acmss the site to Tahquitz Canyon Way 
should be ela>sified as a public "Collector" street with a (J6-foor right-of-way in the 
Circulation Element of the Palm Spri11gs Ge~reral Plan. To avoid an inconsistency 
with the General Plan Circulation Element, a Circulation Element Amendment may 
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be required to add tlte proposed extension of Belardo Road across the site as a 
"Collector" street to Tahquitz Canyon Way. Any on-street parking along the 
Belardo Road extemion should be proposed in a Downtown Area Parking Study 
to be completed in the ncar future and approved by the City Engineer. 

14. All off-street parking areas constructed on·site shall be adequately illuminated. to 
promote user safety and security as well as minimize the potential for vehicle· 
pedestrian collisions, without glare or excessive light beyond the property. 

15. 111e loading facilities on-site shall be designed in a manner such that trucks will not 
back in or out of the loading facilities onto a public street or be required to usc any 
public street for parking. All areas used by trucks shall be graded, properly 
drained, paved, and maintained. 

16. All of the site development alternatives would substantially increase the demand for 
public transportation services within the downtown core area, the project 
proponent shall coordinate with SunLinc Transit Agency and the City of Palm 
Springs regarding the need for public transit facilitie-~ on-site. 

I 7. The project proponent shall contribute on a fair-shnre basis to the cost of 
circulation improvcmenL~ rcqu ired within rite study area. 
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2, PROJECT DESCRIPTION 

2A. PROIECT LOCATION 

The project site is located in the Coachella Valley, nestled against the base of the San 
Jncinto Mountains. The 20j9-acrc site is south of Interstate 10. in the hc.1rt of downtown 
Palm Springs. Figure 2· I depicl> the project site in its regional context. llle project site is 
more precisely located south of Amado Road nml north of Arena~ Road, between Museum 
Drive and Indian Canyon Drive, a~ shown in Figure 2-2. 

SURROUNDING LAND Ust:s 

The Museum Market Plaza site is located west of Section 14 and ca~t of the Palm Springs 
Art Museum and the O'Donnell Golf Club, in the Central Business District of Palm 
Springs, California. 111e Section 14 Master Development Plan/Specific Plan provides 
development st:mdards and regulations for a variety of land use-> (including commercial 
uses, a casino, and hotels) designed to energize downtown Palm Springs. The Palm 
Springs Convention Center and numerous new, e~pandcd, and rcvitali~.cd u . .cs nrc planned 
and being developed within Section 14 to create an integrated destination resort 
environment that will appeal to all age groups. The Spa Resort Casino is located directly 
cast of the project site. The Hyatt Regency Suites Hotel is north of and abuts the project 
site. 'llle Palm Mountain Resort is located immediately south of the Desert Fashion Pla1~t. 

l~XlSTING ON-SITE LAND USES 

'Inc nrca with in the Museum Market Pla7.1 Specific Plan includes: the De-• en F!L<hion Pla7,1 
(288,400 S.F. of retail and 41,600 S.F. of rcstaumnt uses), the Town & Country Center 
(15,000 S.F. re-staurant, 33,600 S.F. retail and 2.350 S.F. offices), the Zcldnz Nightclub 
(7,120 S.F.), the Mercado Pla1.1 surface parking lot, and the vacant 0.83-ncrc Palm Uotcl 
site. Appro~imately 12 percent of the Oe..crt FiL~hion Pla~.a is currently occupied. 

2!1. PllOJECf l>t:SC]l]PT!ON 

The proposed project is the Museum Market Pla7.a Specific Plan. The proposed project is 
designed to serve visitors and local r~<idcnts alike by re-integrating the site into the Palm 
Springs downtown and reducing the need for tmvel by automobile. The proposed project 
would provide a vibrnnt high-intensity mixed-use lifestyle center with living, shopping and 
entertainment venue-s in a central location. The project would include upscale boutique 
shops, galleries, neighborhood convenienc~<. restaumnts. r~<idcmialuscs. and boutique 
hotels. 

The various areas on·sitc have been divided into Planning Area Blocks, as shown in Figure 
2-3. The core area is located north of Tahquitz Canyon Way and west of Palm Canyon 
Drive. Development within the core area would provide a combination of retail and 
professional office space (with up to 385,000 S .F.), multiple-family attached residences 
(900 dwellings units), and 565 hotel rooms. In addition, the formerly proposed Palm 
Hotel sire (Block Lin Figure 2-3), could be developed with limited retail space (15.000 
S.F.) and 55 hotel rooms or high-density residential dwelling units. 

With the Preferred Project, Bclardo Road would be abandoned and vacated from the 
northern site boundary to the northern driveway of the Palm Springs Art Museum, as 
shown in Figure 2-4. Bclardo Road would be reconnected across the site to Tahquitz 
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Planning Area Blocks Within the Project Site 
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Canyon Way as a two-lane private street with on-street parking and a 62·foot right-of-way. 
A new private cast/west boulevard (Museum Way) would be constructed to connect the 
Palm Springs Art Museum to Palm Canyon Drive and Indian Canyon Drive to enhance the 
pedestrian environmem. In addition. n private easlfwcst street would be constructed north 
of Museum Way, between Palm Canyon Drive nnd Bclardo Road. Although the precise 
location of this roadway has not been detcmlincd, it would be south of Andreas Road, 
between Block A and Block B and is referred to herein as Street "NB". 1bc e~isting 
surface parking lot in Block J would be replnced by a three-level parking structure 
providing 500 parking spaces, 75 of which would be reserved for the Mercado Pla1"~· 

EXISTING USES TO BE R~:MOVED 

The proposed project would require the demolition and redevelopment of existing land uses 
on various portions of the project site. including those included in Table 2-1. 'nte existing 
uses to be replaced would include the Town & Country Center and the Desert Fa.~hion 
Plaza. With all development alternatives except the No-Project Alternative, the Mercado 
Pla7"~ parking lot in Block J, would be replaced by a three-story parking stntcturc with 500 
parking spaces. llte existing parking lot would be retained with the No-Project 
Alternative. 

Table 2-l 
Existing Land Uses/Entitlements To Be Replaced 

I~1nd Usc Type L1nd Usc Quantity Development Status 

Town & Country Center 

Old B>nk of Arn<rico 15.9HO S.f. 8~i~ting 

Re.slaur.ml u~ 15,040 S.F.• E,;l~ting 

Rcl~il n.nto s.F. Existing 
Oflice 2J50 S.F. Exi~ting 

Toto] Square Foot .. e 50.9RO S.F. 

n~~e-rt fashion f'luz.n 

R~naul"ilnl Spil:ce 11.335 S.F. E,;istin.s 
Rclail .Sp:iCc 19S91 SJ'. Existing 
Office SpilCt 8,717 s.r. E,;isting 
Comtncrcial RctaH (Unoccupied} 290j57 S.F. Unoccupied 

Ta[aJ Squarc Foot .... ~c JJo.ooo s,r. 

Pal rn llol et Site 

Hotel 45 Uni« Entitkmcnr!Vac;mt 

a. [ndude,o,: !he c!(isllng 7..c:ld.:u. NightdubfReslaur.mt wi~h 7.120 ~quare reer. 

The ]ant! uses proposed on-site arc dct;ilcd in T;blc 2-2. 11le Preferred Project would 
include: 565 to 620 hotel rooms, 300.000 square feet of retail uses, 100.000 square feet of 
office uses. and 900 to 955 multi· family residential dwelling units. Block J and/or Block L 
may be developed with parking slructurcs to meet the parking dcm;nds generated by the 
proposed developmem. The key clement• of the imemnl circulation system with the 
Preferred Project nrc illustr.ltcd in Figure 2-4. 
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Table 2-2 
Land Usc Summary By 

Museum Market Plaza Specific Plan Alternative 

Altemntivc/umd Usc Type I~1nd Usc Quantity 

Preferred Proj«:l 

!ford 565/620 Roorm• 
Rcli1il 300.000 SeF. 
Off ICC IOOJlOO S.F. 
l Jigh Dcn:>ily Reo;idenl iil1 9551900 D.U .• 

No-l'rojecl ,\ llernothc 

Hotel 45 Rnoms 
Ret~il 3311,000 S.F. 
Rcliii] 5o.no s.F. 

PrtSct''t't Town & Counlry Center Allerna11vc 

Hotel 365/420 Room<h 
Re1oll 4! 2.000 S.F. 
Rc:r>1iluranls 15.000 s.r. 
Office.<; 2.350 S.F. 
High-Dc:m.lly Re ... idcnlia_l 955/900 n.uh 

l..rss·lnte-n,;:e All<'rnaUvc A 

Retoil (Include< n 42,500 S.f. Supcrmotl<e1) 203.500 S.f'. 
Offit-e 42J5o s.F. 
Re-slilur.lnl;;; 15.000 S.F. 
Cincmi'l: 68,000 S.F. 
I ligh-lkn~i1y Rcsidcnlial 120D.U. 

l...ess-1 nlr-n:'iC Alttrnnllvc n 
l!otcl 255 Room; 
Re111H 330.000 S.F. 
Eli,!;h-OC'n$ily Rc.o;h~cnl~al 765 D.U. 

a. With ~he Prcfcrn:ll Project, n tolill of 55 units may be ultim.atc:l y hole! room~ or higiH.Icn~lly rc.;;iden~ial 
unit .... J( S65 horcl room-; arc con~truclcd, then 955 high-den~ity clwcUing unils could he t'luirl> tf 610 
hold rooms are ron:'I-H1JCred, !hen 900 high--density dwelling un~t!i- could be buil[. 

b. Wilh lhe flrtscrvc Town & Counlry Center Allem:ttivc, il- Iota! of 55 uniu mi'ly be ullim::alc:ly hold 
room:<; or high-clemity rc.o;.idenrlaJ unil~. Therefore, if 365 hold room~ ure -construc[ctllhcn 955 dwelling 
units c£1uld be h-lllll. whereas if 420 hold room.o; :tre <:omtrncJctl then 900 high-density dwelling units. 
could be huilt. 

DEVELOPMENT ALTERNATIVES 

Tahle 2-2 summnrizcs the land uses associated with each of the on·sitc development 
concept alternatives evaluated. The No-Project Alternative would refurbish the Desert 
Fashion Plaza in its current configuration and maintain the Town & Country Center and 
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ndjncent building~ :t~ well as the surface parking lot at Mercado Plaza. With chc No-Projecl 
Alternative, 45 hotel moms would be constructed in Block L, as pcrmined by the Palm 
Spri11gs Ge11eral Plan and 7..oning designations. Bclardo Road would connect to Museum 
Drive along the cJO>isting alignment with the No-Project Alternative, a.~ shown in Figure 2-5. 
Museum Way would not be constructed acros~ the site (cast of Museum Drive) with the 
No-Pmjcct Alternative. 

The Preserve Town & Country Center Alternative would rehabilitate the Town & Country 
Center (with the exception of the old Bank of America building on Palm Canyon Drive) and 
generally retain the e~isting development in Block K. The Preserve Town & Country 
Center Alternative is identical to the Preferred Project for the area west of Palm Canyon 
Drive. With this alternative, Museum Way would not e~>tend between Palm Canyon Drive 
and Indian Canyon Drive, a.• shown in Figure 2-6. 

l..css-lntense A ltcrnativc A would reduce the building heights proposed and provide 
substantially le-•s retail and office ~pace, fewer high density re-•idences, a cinema (with 
68,000 S.F.), a supcmaarkct, and a park in the center of the core nrea. Like the Preserve 
Town & Country Center Alternative, l..css-lntcnse Alternative A would include the 
rehabilitation of the Town & Country Center. A total of I ,000 parking space.~ would be 
provided throughout the project and Block L would be developed as a parking stnlcturc. 
The internal circulation clements proposed with l..c.~s-lntensc Alternative A would differ 
from those associated with the other conceptual alternatives to accommodale the central 
park, as shown in Figure 2-7. 

t..css-lntense A11ernative 13 represents a le-•s intense version of the Preferred A11emativc. 
This alternative would include fewer than one-half the hotel rooms of the Preferred 
Allernative. In addition. the number of residential units proposed would be reduced, as 
would the office usc$. The internal circulation elements would be similar to those with the 
Preferred Project, lL' shown in Figure 2-8. 

PROPOSED ROAPWAV MOntnCATtONS 

As shown in Figure 2-4. the Preferred Project would provide a reconncction of Belardo 
Road through the project site. The Preferred Project would also include n new cast/west 
boulevard (Museum Way) extending ea.~c from the entry to the Desert Art Museum to l'nlm 
Canyon Drive and Indian Canyon Drive. The No-Project Alternative would retain the 
existing streel system, a.~ shown in Figure 2-5. 

1l1e Preserve Town & Country Center Alternative (shown in Figure 2-6) would terminate 
Museum Way at Palm Canyon Drive and would not extend a new roadway between Palm 
Canyon Drive nnd Indian Canyon Drive. With a central park. L.e.~s-lntense Alternative A, 
a.• shown in Figure 2-7, would include different internal roadway alignments with Bclardo 
Road aligned around the central park and the ea.~tlwest Museum Way extending only from 
Museum Drive cast to Belardo Road. The street system shown in Figure 2-7 for Less­
lnlensc Alternative B is !he s.•me as that with the Preferred Project. 

An east/west private two-lane street is planned extending from Bclardo Road to Palm 
Canyon Drive, between Block A and Block B (see Figure 2-3) with the Preferred Project, 
the Preserve Town & Country Center Alternative and l..c.•s-lntensc Alternative B. The final 
location of this second castlwest street has not been determined to date. This roadway is 
referred to herein as Street "A/13". 
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Figure 2-5 

Key Elements of the No-Project Alternative 
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Figure 2·6 

Key Elements of the Preservation of 
Town and Country Center Alternative 
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Figure 2·7 

Key Elements of Less-Intense Alternative A 
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Figure 2-8 

Key Elements of Less-Intense Alternative B 
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As shown in Figure 2-9, the proposed project would maintain a minimum of three lanes on 
Palm Canyon Drive, and would provide angle parking on the west side of this roadway, 
but maintain the existing parnllcl parking on the en.~l side of this roadway. l'alm Canyon 
Drive hn.~ an 80-foot right-of-way and the existing pavement is approximately 50 feet wide 
(curb-to-curb). Therefore, pavement widening would be required to replace the existing 8-
foot parking !nne with a 19-foot row of 45-dcgrce angle parking spaces. Indian Canyon 
Drive would retain four through travel lanes, with parallel parking on the east side. If the 
west side of Indian Canyon were to be modified to have angled parking. Indian Canyon 
Drive would need to be widened by approximately eleven feet to replace the existing 8-foot 
parallel parking lane witb a 19-foot wide row of 45-degrec angle parking spaces. 

2C. PROUTT S'[UPY AREA 

The study area ami key intersections were identified, following coordination with the City 
of Palm Springs, bn.•ed upon the City of Palm Springs significance threshold of 50 project­
reluJed peak hour trips. The key intersections arc shown in Figure 2-2 and include: 

I . Indian Canyon Drive at Amado Road; 
2. Indian Canyon Drive at Andren.• Ro.•d; 
3. Indian Canyon Drive at Tahquitz Canyon Way; 
4. Indian Canyon Drive nt Arenn.• Road; 
5. Palm Canyon Drive nt Amado Road; 
6. Palm C.myon Drive at Tahquitz Canyon Way; 
7. Palm Canyon Drive at Arenas Road; 
8. llclnrdo Road at Amado Road; 
9. llclardo Road a1 Tahquitz Canyon Way; 

I 0. Belardo Road at Arenas Road; 
I I . Cahuilla Ro.1d at Tnhquitz Canyon Way; 
12. Cahuilla Road at Aremt• Road; and 
13. Museum Drive at Tahquitz Canyon Way. 

Although the No-Project Alternative would include no internal roadway intersections that 
require analysis. the Preferred Project would include an analysis of the following on-site 
intersections: Bclardo Road with Museum Way (Intersection 14),l'alm Canyon Drive with 
Museum Way (lnterscctionl5), and Indian Canyon Drive with Museum Way (Intersection 
16). The Preserve Town & Country Center Alternative would include an analysis of the 
on-site intersection of Bclardo Road witll Museum Way (lntcroection 14). 

Lc.•s-lntense Alternative A would include an analysis of the following on-site intersections: 
Belnrdo Road with Museum Wny (Intersection 14), Pnlm Cmyon Drive with Andreas 
Road (lntcrsectionl7), and Bclnrdo Road with Andre.•s Road (Intersection 18). Less­
Intense Alternative A would include an analysis of the following on-site intersections: 
Bclnrdo Road with Museum Way (Intersection 14), Palm Canyon Drive with Museum Way 
(Intersection IS), and Indian Canyon Drive with Museum Way (Intersection 16). 

2Q. C!IMII!.AJJYE PRO IECTS 

Through coordination with the City of Palm Springs, fifteen cumulative projects were 
identified thnt would generate traffic through the study area, n.~ shown in Tnblc 2-3. The 
nrea encompassed by the cumulative projects extended nor1h to Tamarisk Road. cnst to 
Farrell Drive, and south to East Palm Canyon Drive. The location of each of the 
cumulative developments addressed herein is shown in Figure 2-10. 
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Figure 2-9 

Proposed Street Cross-Sections 
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Figure 2-10 
Fifteen Cumulative Projects 
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Project 

t. Palm Cyn @ Tamarl<i< 

2. T.T. Mop 31104 

Table 2-3 
Cumulative Projects Evaluated 

Lnnd Use Category ITECode" 

Cammcn::ial 814 
Re•idential- MFA 230 

Re•idential- MFA 230 

3. Agua Caliente Mu•oum Museum R""ITIA 

4. VIII•R• Trodillons Reoidemial- MFA 230 

S. T,T. Map 33936 Re•idemial- MFA 230 

6. Tho Palm Canyon 
(TIM 33514) 

- llxi•ting (SO% Occupied) Retoil 820 

• Propo.<ed Retail 810 
Re•identiol ·MFA 230 

7. Comlno Real, LLC Re•idential- MFA 230 
Residential· SFO 210 

8, Rnel o .. elopmont 
.. f!xi:;;ling Commcn:-inl Hl4 

GenemiOflke SANDAG 
Re:rimumnt 932 

-Pro~ Commeo:ial 814 
Re<identiol- MFA 230 

Genernl Office SANDAG 

9. T.T. Map 32378 Re<identiol- MFA 230 

I 0. Palm Mountain Resort Hotel 310 

II. T,T. Mop 33341 Rc.identiol· Ml'1\ 230 

12. T.T. Mop 33575 Re<identiol- MI'A 230 
Commert'i~l 814 

13. T.T. Map 34165 Rc.identiol- MFA 230 

14. T.T. Map 34938 R""identiol· MFA 230 

IS. T.T. l'tlnp 35600 llotel liard Rock TIA 
··-- ---

Quantityb 

3,500 SF 
IZOU 

ZODU 

90.000 SF 

1040U 

21 DU 

45.936 SF 

39.250 SF 
12SDU 

2SOU 
9DU 

17,490 SF 
2.500 SF 
1.62() SF 

28.000 SF 
IJODU 

4,400 Sl' 

I IOU 

Mt RDOrns 

156DU 

IOillJU 
32,580 SF 

840U 

34DU 

482 Room< 
··············-----

o. Tbe ITE Trip Generotion l.:tnd Use Code ;, ohown e•cept for the mu<eum (wllcn: lhe Rael trip 
generation fo=a•t wo.• "-"umed) ond the •moll General Oflice use for which rate< in the SANDAG 
Traffic Gt'nt:ratorj public;;~tfon were a'\.'\Umed becom:!IC the floor ama wn!ii loo snlall to fall wi1hln lhe 
chL'tl(t of dala in lhc ITE Trip Gtnuarion manuaL 

b. SF" Squon: Feet. DU = Dwelling Units. 

2-6 

3. CIRCULATION BACKGROUND ANALYSIS 

3A. EXISTING ,\ND APPROYIW I.ANQ liSt'S 

The project site is located within the heart of Downtown Palm Springs. a wortd-famou~ 
premier dcseft resort destination and community. Within the City of Palm Spring~ ccntml 
business district (CBD) the dominant land uses include pedestrian-oriented shopping and 
enten.ainment districts, destination resorts, businesses, and commercial/retail uses for 
residents, tourists. and the regional market. Commercial vehicle loading of goods and 
people occurs on a regular ba~is in the Downtown and a heavy demand exists for parking 
with a high degree of parking turnover. 

Most of the streets in the study area currently pemtit parallel on-street curb parking. 
Parking bays have been constructed along both sides of Palm Canyon Drive and Indian 
Canyon Drive to provide for the short-duration parking needs of abutting uses while 
minimizing the potential for adverse impacts on capacity and safety that arc typically 
a~sociated with on-street parking along arterial streets. 

EXISTING ON-SITE L,\Nn USES 

1ltc area within the Museum Market Plll7.a Specific Plan includes: the Dc.~crt Fashion Pla1,1 
(288,400 S.F. of retail and 41,600 S .F. of restaurant uses). the Town & Country Center 
(15,000 S.F. rc.~taurant, 33,600 S.F. retail and 2.350 S.F. offices), the Zcldaz Nightclub 
(7 ,120 S.F.),the Merenda Pla1~1 surface parking lot. and the vncant 0.83-acrc Palm Hotel 
site. Approximately 12 percent of the Desert Fa~hion Plaza is currently occupied . 

Belardo Road (south of Amado Road), Museum Drive, nnd Tahquitz Canyon Way (cast of 
Museum Drive) currently provide an important link in several citywide bikeway loops. Tite 
Heritage Trail Citywide Loop, the Tahquitz Creek Citywide Loop,the Downtown Loop 
nnd the Lns l'alnms Loop all include bikeways along the portion of Belardo Road that 
would be abandoned and vacated with the proposed project but retained with the No­
Project Alternative. 

Villagefest Street Fair 

Villagcfcst and other special events, festivals, and parades occur in Downtown Palm 
Springs periodically throughout the year. Every Thursday night, the Villngcfest street fair 
occurs on l'<tlm Canyon Drive, between Amado Road and Baristo Road. 

Started in 1991. Villagefcst occurs between 6:00PM and 10:00 PM from October through 
May, and between 7:00 PM and 10:00 PM from June through September. Villngefc.~t 
allracts thousnnds of visitors each week by offering street entertainment and more than 200 
booths with art, hand-crnfted items, and unique food, 

The closure of Palm Canyon Drive to southbound trarfic on Thursday evenings to 
accommodate Villngefc.~t activitic.~ drnmotically incrca<es trnffic volume.~ (through traffic, 
localtrnffic, nnd Villngefc.~t visitor traffic alike) on Be\nrdo Road (between Amado Road 
and Baristo Road) and on Museum Drive. Traffic volume.~ also increase cnst of the study 
area (al<lng Calle Encilia) during Villagcfc.~t. 
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APPROVED ON-SITE LA.ND USES 

The area within the Museum Market Plaza Specific Plan ha3 cnlitlcmcnls for 330,000 
square feet of retail noor space within the core area as well as the 50.980 square feet of 
retail noor space associaled with the Town & Country Ccmer, and 45 hotel rooms (based 
upon the entitlements of the fomtcr P;tlm Hotel site). Full development per tltese 
cntitlcmenl~ is addressed herein as the No-Project Alteroative. 

The No-Project Alternative would refurbish the Desert Fasltion Plaza in its current 
configuration and maintain the Town & Country Center nnd adjacent buildings a.< well as 
tltc surface parking lot at Mercado Pln7A'1. With the No· Project Alternative, 45 hotel rooms 
would be constructed in Block L, as permitted by the Palm Spring.< General Plan and 
Zoning designations. Belardo Road would remain connected to Museum Drive along its 
c~isting alignment with the No-Project Alternative. 

3U. SURI!OUNDING STREET S')'STEM 

Figure 3-1 depicL< the street system within the study area. Nortb/south access is provided 
primarily by a one-way couplet formed by Palm Cnnyon Drive and Indian Canyon Drive. 
One-way streets typically have a somewhat greater capacity than two-way streets due to the 
reduced friction and because lefHum movemcnL~ can be made more ea.<ily when there is no 
opposing traffic. Belter traffic signal progression is often possible on one-way streets. 
Where cross streets arc also one-way, (e.g., Palm Canyon Drive nt Andreas Road and 
Indian Canyon Drive at Andreas Road) turning movement connicls arc further reduced. 
The reduction in Iota! possible movements reduces pedestrian-vehicular conniets. 

East/west access is provided primarily by Tnh<Juit7. Canyon Way, which connects 
downtown Palm Springs to the Resort/Convention Center District within Section 14 and 
the Palm Springs lntemationnl Airport (lo the cast). Tahquitz Canyon Way nlso provides 
ncccss to the residential neighborhood located southwest of the project site. 

Local access is provided by Bclardo Road, Amado Road, Andreas Road, and Arenas 
Road. Direct site access is rrovidcd by Belardo Road, Palm Canyon Drive. Indian Canyon 
Drive, Museum Drive, Cahuilla Road, Andreas Road, and Arenas Ro:~d. The e~isling 
traffic control devices nllhe key intersections and the number of mid-block through Innes 
arc shown in Figure 3-1. ba.~ed upon field reconnaissance in the project vicinity. 

l'nlm Canyon Drive is a 3-lane one-way roadway within the study ;nca serving 
southbound traffic. A significant ponion of the traffic approaching the site from the nonh 
on Palm Canyon Drive is regional traffic from the lnlerslatc 10 Freeway. The posted 
speed limit along Palm Canyon Drive is 25 miles per hour (MPH). On·slrcct parallel 
parking is cunrently pcrmiued on both sides of Palm Canyon Drive throughout the study 
area. The e~isting pavement width is appro~imately 50 feet curb-to-curb. 

Indian Canyon Drive is a 4-lane one-way roadway within the study area serving 
nonhbound traffic. The posted speed limit along Indian Canyon Drive is 30 mph. Indian 
Canyon Drive provides direct access to the Interslate I 0 Freeway. via nn interchange 
located nor1h of the study area. In conjunction with Palm Canyon Drive. Indian Canyon 
Drive provides the primary nor1hlsouth anerial access to Downtown Palm Springs ns the 
nonhbound side of a one-way couplet. Parallel on-street parking is currently permitted 
along both side~ of Indian Canyon Drive within the study area. The e~isting pavement 
width is nppro!limatcly 61 feet curb-to-curb. 
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Tahquitz Canyon Way is the most direct link between the Palm Springs International 
Airport tenninal and the study area. East of Indian Canyon Drive, Tahquitz Canyon Way 
is a 4-lanc divided ca.~tlwcst roadway with a raised landscaped median and a posted speed 
limit of 30 mph. West of Indian Canyon Drive, l'ahquitz Canyon Way is a 52-foot wide 
two-lane undivided street with on-street parallel parking on both sides of the roadway and 
sufficient pavement width for a dedicated left-tum lane at intersections. West of Museum 
Drive, l'ahquilz Canyon Way provides access to a condominium complex. The 
intersections of Tahquitz Canyon Way with Palm Canyon Drive and with Indian Canyon 
Drive arc both signal i7.cd. 

lldnrdo Road is a north/south two-lane undivided roadway located appro~imately 325 
feet west of Palm Canyon Drive (at Amado Road). South of Amado Road, Belnrdo Road 
diverts to the west to connect to Museum Drive. From Tnhquitz Canyon Way south, 
Bclnrdo Road appears to be located approximately 335 feet west of Palm Canyon Drive. 
Bclardo Road is controlled by a STOP sign at Tahquitz Cnnyon Way. An all-way STOP 
controls the intersection of llclardo Road and Arenas Road. The prima facie speed on 
Belardo Road appears to be 25 mph. 

Amado Rond is a two·lanc undivided roadway that is signalized at the intersections of 
Palm Canyon Drive and Indian Canyon Drive. Amado Road provides access from the 
project site to the Spa Resort Casino and Palm Springs Convention Center. Ea.'t oflmJian 
Canyon Drive, Amado Road has sufficient pavement width to accommodate four travel 
Innes. The prima facie speed on Amado Road in the study area appears to be 25 mph. 

Andreas Road is a lWO·Iane undivided roadway with sufficient pavement width to 
accommodate four travel lanes ea.'t of Indian Canyon Drive. Between Palm Canyon Drive 
and Indian Canyon Drive, Andrea.~ Road is a single lane one-way (eastbound) street with 
angled parking on the south side and parallel on-street parking on the north side of the 
roadway. The intersection of Andreas Road and Indian Canyon Drive is signalized, and 
the eastbound approach is channelized to prevent ca."bound through movements across 
Indian Canyon Drive. With the angled parking on the south side of Andreas Road, the 
ca.~tbound approach is sufficiently off-set to the north of receiving lane on Andreas Road 
(C.'-" of Indian Canyon Drive) as to make it impractical to allow the eastbound vehicles to 
make a through movement. Traffic on Andreas Road currently moves at low speeds ( 15 
mph) throughout the day. 

Arenas Road is an cast/west two·lanc undivided roadway that extends across the 
southern portion of the study area. The intersection of Arenas Road and Calmilh1 Road is 
two-way stop controlled with STOP signs on Cahuilla Road. The intersection of Arenas 
Road and Dclardo Road is all· way stop controlled. The two intersections of Palm Canyon 
Drive and Indian Canyon Drive with Arenas Road arc controlled by traffic signals. West of 
Indian Canyon Drive, the posted speed limit is 25 mph. East of Indian Canyon Drive, 
Arenas Road has angled parking on the north and south side of the street and operates with 
a prima facie speed of 15 mph. 

Museum llri>'C is a north/south two-lane undivided roadway that extends from Tnhquitz 
Canyon Way north to llclardo Road, along the wcstcm edge of the project site. Museum 
Drive provides access to the Palm Springs Art Museum a.~ wc11 as parking area.~ for the 
Desert Fashion Pln7"1- The posted speed limit on Museum Drive is 25 mph. Dike Innes nrc 
located on both sides of Museum Drive!Belardo Road. On-street para11el parking is 
permitted on Museum Drive. 
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Cnhuilln Road is a north/south two-hmc undivided roadway which extends south of 
Tahquitz Canyon Way appro:o:.imatcly 310 feet west of llelardo Road. The two 
intersections of Cahuilla Road with Tahquitz Canyon Way and Arena.~ Road nrc two-way 
stop controlled with STOP signs on Cahuilla Road. The speed on Cahuilla Road is 
approximately 25 mph. 

3C. GENERA!, PLAN C!RCU!.r\T!ON SYSTEM 

Proposals for development and redevelopment must be reviewed for consistency with the 
goals and policies in the Palm Springs General Plan. Where inconsistcncic., arc found, 
mitigation measures must be identified to address those impacts, 

PALM SPRINGS CIRCULATION ELEMENT 

111e City of Palm Springs General Plan Circulation Element details the general location, 
character, and extent of the circulation system required to serve future travel demands 
associmcd with build-out per the Land Usc Element of the General Plan. It details the 
roadway classificntion (i.e. major thoroughfare, secondary thoroughfare or collector 
street), the required right-of·way width, designated truck routes, master planned hikeways 
and horse trails. Tite Palm Spri~rgs Gmeml Plair Circulation Element Map docs not i ncludc 
all local streets. 

The roadway cla.,sil1cations shown in the Palm Spritrgs General Plan for the roadways 
within the study arc.1 arc illustrated in Figure 3-2. Figure 3-3 illustrates typical street cross­
sections within the City of Palm Springs. The City of Palm Springs Gmeml Plan was 
updated in October of 2007. The revisions made at that time included changes in the 
Circulation Element classification of the strcel<; within the study area. Tahquit7. Canyon 
Way was designated a collector street. west of Dclardo Road, and a m~tjor thoroughfare 
cast of Dclardo Road. 

As shown therein, Amado Road, Indian Canyon Drive, Palm Canyon Drive, and Tahquitz; 
Canyon Way (cast of Bclardo Road) arc classified as major thoroughfares, Major 
thoroughforcs arc typically high capacity streets with a 10-foot to 14-foot wide median that 
provide four or more travel lanes within a 100-foot to 110-foot right-of-way. They have a 
li mitcd number of eros.~ street~ and provide st.1cking and turning lane-• at intersections. 

Arenas Road is classified a.• a secondary thoroughfare. Secondary thoroughfares nrc four· 
lane undivided roadways with 64 feet of pavement and an 80-fool or 88-foot right-of-way 
that chiefly serve locally destined trafl1c and secondary traffic generators. 

Collector street~ arc typically two-lane undivided roadways with 40 feet of pavement within 
a 60-foot to 6<>-foot right·of.wny. Collector street~ include: Andreas Road (between Palm 
Canyon Drive and Indian Canyon Drive), Delardo Road, Cahuilla Road, and Tahquitr­
Cnnyon Way (between llclardo Road and Museum Drive). 

The City of Palm Springs Circulotion Element includes numerous circulation goals, 
policies. and actions that may be relevant to the project, which have been included :;s 
Appendix E. Policy CR2.1 specific• that Level of ServiceD or better be maint.1incd for the 
City's circulation network, as measured using "in se.1son" pc.1k hour conditions. 

3D. EXISTING TRAffiC VOI.UMES 

Within the study area, it is not enough to show that adequate capacity exists to handle peak 
morning and evening commute periods on typical weekdays. The midday peak hour traffic 
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volumes in the study area exceed the morning peak hour traffic volumes. On weekends, 
the highest travel demand occurs in the midday on Saturdays and it can exceed the weekday 
peak hour demand at some intersections. 

The north/south travel demand in the study area on Belardo Road and Museum Drive 
increase.~ dramatically on ll!Umlny evenings during Villagefc.•t, when Palm Canyon Drive 
is closed to southbound traffic. The potential exists for peak travel demands during the 
midday on Saturdays and during the evening on "lbursdays with Villagefest to exceed the 
travel demands at some of the key intersections in the study area on typical weekdays. 
Even though the daily capacity of Bclardo Road may not be exceeded on weekends or 
Thursdays with Villagcfesttrnffic. ~tese scenarios were evaluated to assure that long back­
ups will not develop in the future during peak travel hours on weekends or during special 
evenL• if Bclardo Road is realigned through the project site. 

Within the study area, 24-hour traffic count data has shown that the midday peak hour 
traffic volume.• are significantly greater than the traditional morning commuter peak hour 
volumes. To reOectthe peaking characteristics in the project vicinity,the analysis herein 
addrc.•sed the midday (ll :00 AM to I :00 PM) peak hour and the evening (4:00PM to 6:00 
PM) peak hour. 

To determine the peak hour traffic volumes at the existing key intersections, two-hour 
midday peak (II :00 AM to I :00 PM) and two-hour evening peak (4:00 PM to 6:00 PM) 
manual turning movementtrnflic counL• were made on Wednesday, July 9, 2008 at six 
key intersections by Counts Unlimited,lnc. Peak hnur traffic volumes were available from 
previous studies for the remaining key intersections. 

Twenty-four hour machine traffic cmmt~ were also made on Wednesday, Thursday, and 
Saturday (July 9, 10, and 12. 2008) on five of the study area roadways. The resulting 24-
hour traffic count data (included in Appendix A) was used to identify an appropriate 
seasonal corrcctinn factor for the peak hour intersection count data collected on the same 
llircc days at the key intersections in the study area. Sea•onal adjustmenL~ were also made 
by comparing the 24·bour traffic count data collected to peak season traffic counts 
published by CVAG, peak season count~ in other traffic studic.• for the area, and City of 
Palm Springs traffic count data. 

Pt:AK SEASON CORRf.CTION FACTOR 

A 24·hnur machine traffic counter was placed nn Palm Canyon Drive, south of Andreas 
Rnad. which identified 9,788 VI'D on Wcdnc.•day, July 9, 2008. "lbc CVAG 2007 Traffic 
Census report included a peak season 2007 count of 13.395 VPD on Palm Canyon Drive, 
snuth of Alejo Ro~1d, and a count of 12,582 VPD on Palm Canyon Drive, south of 
Tahquitz Canyon Way. Since Andreas Road is ccntmlly located between the two CVAG 
count locntions,the tmffic volume on Palm Canyon Drive at Andreas Road wa.~ a~sumcd to 
be the average of the two counL~. or 12.988 vehicles. "lbc July 9 (off-peak) traffic cnunts 
were seasonally corrected (c~panded by 33 percent) to reflect current peak season 
conditions. 

ANNUAL. TR.U'FIC GROWTII R,\Tt; 

L!ascd upon historical traffic counts compiled by CVAG on Palm Canyon Drive, average 
weekday traffic volume.~ in the study area have remained apprnllimntcly constant for the 
past thirteen years. Thcreforc,thc traffic counts were corrected to rcnect the peak season, 
bm the recent traffic counts did not include an annual traffic growth rate. Appendix A 
include.~ the new traffic count data. 
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The existing 2008 peak season midday and evening peak hour turning movement traffic 
volumes on a typical weekday nrc shown in figure 3-4. The 24-hour machine traffic 
counts determined that 8.0 percent of the daily traffic vnlumc occur.; during the evening 
peak hour in the study area. Assuming this 8.0 percent factor,thc year 2008 peak season 
daily traffic volumes adjacent to the key intersections were estimated from the peak hour 
volume.~ shown in figure 3-4. The peak sea~nn typical weekday traffic volume estimates 
made in this fa~hion arc shown in Figure 3-5 and Table 3-1. 

EXISTING TR,WFIC DIVEHTEI} TO 8~:l.ARilO ROAD 

Villagefcst is located on Palm Canyon Drive, between Amado Road and Baristo Road. 
from June through September, Villagefest is open between 7:00PM and 10:00 PM on 
Thursday nights. from October to May. the Villagcfc.•t hours arc between 6:00PM and 
10:00 PM. Although Villagefest occurs after the typica14:00 PM to 6:00PM commuter 
peak hour.;, traffic volumes along some routes within the study area increase dramatically 
during Villagcfcst activitic.~. Motorists divening around the closed section of Palm Canyon 
Drive incrca~ traffic volumes along Belardo Road and Museum Drive. 

With the closure of Palm Canyon Drive during Village fest, traffic volumes on Belnrdo 
Road arc greater throughout the study area. However, traffic volumes on other streets in 
the study area can be lower because the Villagcfest activities require the closure of cross 
streets which intersect Palm Canyon Drive and Villagefc.~t activities occur after the typical 
evening commuter peak hour. 1bcrcforc. the three existing key intersections along Bclardtl 
Road were evaluated with the highc.•t hour Thursday night Villagcfc.•t volume~. 

Traffic Vol11mes Associated Willi Vilfagefest 

Villagcfest conditions were documented with three Thursday night intersection count~ 
(from 6:30 PM through 8:30 PM) at the key inter.;ections nlnng Bclardo Road on 
"lbursday. July 10, 2008. 11te count data (included in Appcndi~> A) was e~pandcd by 33 
percent to rcOcct peak season conditions. 

Figure 3·6 illustrates the e~>isting traffic volumes in the peak hour on a peak season 
Thursday when Village fest activities arc under way. The turning volumes in Figure 3-6 
rcnect conditinns in the evening when Palm Canyon Drive is closed to through traffic, 
between Amado Rnad and Baristo Road to accommodate Villagefcst. Through traffic 
diverts to alternate plll"allcl routes (primarily Belardo Road to the west and Calle Encilia to 
the east) during llie hours when Palm Canyon Drive is closed. 

A 24-hour directional machine traffic count wa• made on Bcl:~rdo Rnad (solllh of Amado 
Road) on Wednesday (July 9. 2008) and on Thursday (July 10, 2008) to identify the 
change in northbound and southbound traffic volumes on Bclardo Road associated with 
Village fest activities (including the closure of Palm Canyon Drive between Amado Road 
and Baristo Road), The 24·hour directional count data (included in Appendix A) was 
e~>pandcd by 33 percent to renee! peak scnson conditions. The hourly Wednesday traffic 
volumes were then subtrncted from the hourly Thursday volumes to show the change when 
Villagefcst was tmderway. Figure 3-7 illustrates the increase in northbound and 
southbound traffic volume.~ on Bclardo Road by hour during Vilh1gcfcst. 

Belardo Road (soulli of Amado Road) currently carrie.• 191 vehicles per hour (121 
northbound and 70 southbound) in the evening peak hour on a typical weekday in the peak 
sca~on. Hnwevcr, during Villagefc.~t. Belnrdo Road (south of Amado Road) carries 602 
vehicle.• per hour (219 northbound and 383 southbound). 
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Figure 3·4 

Existing Weekday Peak Hour Traffic Volumes 
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Table 3-1 
Existing Peak Season Typical Weekday Traffic Volumes• 

Roadway Link 

Amado Rond 
- E.:to;t or Bd;mJo Ro;)d 
- West of Palm Cyn. Dri•·e 
- Ea..~t of P.tlm Cyn. Drive 
- We.'il or ln.dian Cyn. Drive 
- E:lst of Imli.m C)'O. Drh·e 

Andren_'; Road 
- Wc!-it ofJrx.liam Canyon Dr. 
- Eao;.t of Indian C.:myon Or. 

Tnhqul1z Canyon Woy 
- Weo;t of Mi~o:ion Ori\"e 
- l.~.a-~1 of Mi~sion Dri'.'e 
-We< I of Cnhuilln R<"d 
- Ei15t of Cah.ui lin Ro.1d 
- Wc;o;l of Bckm:Jo Road 
~ E•t'it of Uelim.lo Ro11d 
- We<! of Palm Cyn. Drive 
4 F...a~t -of Palm Cyn. Dri-.·e 
4 We"it of lnc.Jian C)'lll. Dri.,.e 
4 f.:.."l.''it of tndi,m Cyn. Driv~ 

Arenas Rood 
~ W.e~1 ofClhuilla Ro..'ld 
4 E."l.••t of Cl!huill~ Ro.1d 
- Wc.o;1of Bclan:Jo Ro..:ui 
- Ens I of Uclardo Ro-•"Jd 
~ Wc~l of Pi'llm Cyn. Drive 
4 f~o;t of Palm Cyn. Dri·•c: 
- \Ve..~t or lm.ltan Crn. Orh·e 
- E.L'>t of tnt.li.'"ln Cyn. Drive 

Indian Canyon Drin 
- North of Ama~o R<"~ 
~ Snmh of 1\mado Roa-d 
- Nonh or Andn::.;~.o;; Road 
- Soulh of Anc.Jrcas Road 
-North ofTnhquill Canyon Way 
-South ofTohquit< Canyon Way 
- Nonh of An:na<~; Ro.1d 
- South of An:: nils Rood 

Palm Cnnyon Urh-c 
- North of Ama~o Ruo~ 
- South of f\madn Road 
-North of Tahquit• Canyon Way 
- Somh of Tnhquilz Canyon Way 
- Nonh of Arenas Roild 
- Soulh or Art:ni"I.S RO..'H.I 

Peak Season 2008 
Weekday Volume Estimate 

1,630 
1.900 
5,6(,() 
4,200 
2.340 

220 
I.RJO 

Rfirl 
4,150 
4,180 
4,0t0 
3.590 
3,R90 
6,090 
9.480 
9_330 
9,950 

I,ORO 
RW 
950 
I ,5(,() 
I,ROO 
2.210 
2.!80 
2.510 

14.590 
16,400 
!5,830 
I Sl>IO 
16.450 
1~.8011 
14,6fi0 
15,000 

16,400 
17.190 
17_550 
17_340 
12.820 
12,600 

a. To c.:o.lim~lc the daily volume from lhe peak hour traffic volume~. it wao.; ao;.sumcd that~ percc.-Jt of lht 
weekday pe3k hnur t.r.~Hic volume shown in Figure 3-4 occur.; during the e-..·c:ning p<"-lik hour. 
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Table 3-1 (Continued) 
Existing Peak Season Typical Weekday Traffic Volumes• 

Roadway Link Peak Season 2008 
Weekday Volume E_,timale 

llt'lardo Rottd 
- Nm1h of Amado RoJd 2,740 
- SmHh of Am11do Ro~ 2.~80 

- .Soulh or Tnhqui 11. Canyon Way 2.990 
-North of A reo"< Ro..J 2,4(,() 
- Soulh of Arena.< Ro..J 2.580 

Cahuilla Rood 
-Souih ofTnhquill Cnoyun Way 2.200 
- North of Arenns Ro..J 1190 
T Soulh uf Aren:"l.li Road 450 

I\lu.c;eum Drive 
-North ofTahquilzCnoyon Wny 3,540 

a. To c.-slimate the d3ily volume from lhc pcilk hour tr.:tHic volumes, il W31j as;mrncd lh:-11 8 percent or Lhe 
weekday peak hour 1rnffi-c volume ,i;hown in Figure 3-4 occun; during the C\'tning peak hnur. 

The 41 I vehicles per hour added to llclardo Road (south of Amado Road) during 
Village fest is more than double the volume on a typical weekday. ll1c Jotal volume on 
llelardo Road during the highest hour of Villagefcst is 31 S percent of the typical weekday 
volume in the evening peak hour. 

Traffic Volumes Associated With the Palm Springs Art Museum 

A peak hour manual turning movement traffic count was made on Museum Drive al the 
Palm Springs Art Museum accc.<s. The southbound and northbound !hrough traffic north 
of the northern Palm Springs Art Museum driveway was identified so that il could be 
reassigned to the proposed extension of Bclardo Road (through the project site) with the 
Preferred Project. 

Museum trips to the north (determined from the traffic counts at the museum driveway) 
were rca."-<igncd lo the proposed Museum Way and adjusted to reflect peak season weekday 
and Saturday conditions, bnscd upon available peak season weekly attendance figures. It 
was assumed that 25 percent of the weekly museum trips occur on Saturday. with I he 
remaining trips distributed !hroughout the week. The museum is closed on Mondays. For 
museum trips, the analysis assumed an average vehicle occupancy of 2.5 visitors per 
vehicle. and that ten percent of the doily museum trips occur during the peak hour. The 
museum tmffie during the 11mrsday Villagefest hours was assumed to equal thai in the 
Saturday peak hour. since admission is free during Villagcfc.<t. 

Saturday Traffic Volumes 

Saturd~1y conditions were documented with midday traffic counts at five key intersections 
from ll ;00 AM thrm1gh I;{}() PM_ This count period was identified as the highest volume 
hour on Saturday, based upon the available Saturday traffic count data for the study area. 

"The 24-hour machine traffic counts made from July 9, 2008 through July 12.2008 were 
conducted through Samrday to ensure !hat the highc.<t volume hour is addressed. 

3-8 



Midday peak hour traffic counts were made at the key intersections on Bclardo Road and 
Arenas Road (cast of Cahuilla Road) during Saturday.July 12,2008. The traffic counts arc 
provided in Appendi~ A and were seasonally corrected (by applying a 33 percent expansion 
fac10r). Figure 3-8 illustrates the existing peak season traffic volumes in the midday peak 
hour on Saturday. lbe peak hour on the weekends typically occurs on Saturday, between 
11 :00 a.m. and I :00 p.rn. 

Peak season traffic counts were available for both Saturday and weekday peak hours on 
Palm Canyon Drive and on Indian Canyon Drive at Amado Road and at Tahquitz Canyon 
Way. The traffic volumes appear to be higher during the Saturday midday peak hour than 
during the weekday peak hours at the intersections of Palm Canyon Drive with Amado 
Road and Indian Canyon Drive with Amado Road. However, weekday peak hour volumes 
at the intersections of Palm Canyon Drive and Indian Canyon Drive with Tahqu itz Canyon 
Way nrc comparable to the Soturday peak hour counts. Based upon the three-day 24-hour 
machine counts made on Palm Canyon Drive, the recent Saturday traffic counts were 
adjusted. a~ needed, to rencct the highest volume hour in this area. 

JE. EXISTING I.EYEI.S OF SERVICE 

Roadway capacity hn.~ been defined as the maximum number of vehicles that can pass over 
a given roadway during n given time period under prevailing roadway and traffic condi­
tions. By comparison, levels of service arc a relative measure of driver sotisfaction, with 
values ranging from A (free flow) to F (forced flow). l..cvcls of service (LOS} renee! a 
number of factors such as speed and travel time, traffic interruptions. vehicle delay. 
freedom to maneuver, driver comfort and convenience. and vehicle operating cost~. Levels 
of service do not reflect safety. 

An important distinction exists between the concepts of capacity and levels of service. A 
given lane or roadway mny provide a wide range of service levels depending upon traffic 
volume_~ and speeds. lltc design capacity of a roadway (generally defined as the upper 
limit of LOS Din Palm Springs) is the level at which the facility is handling the maximum 
traffic volume that it can accommodate while maintaining an acceptable level of driver 
satisfaction. 

The maximum capacity of a roadway, gcnemlly defined at the upper limit of LOS E. is the 
mn.>:imum traffic volume that a roadway can handle. The maximum capacity is dctennined 
from roadway factors (such as lane widths, lateral clcamnce, shoulders. surface conditions, 
alignment and grades) 'L~ welt as traffic factors (such a~ vehicle composition i.e. truck and 
bus mixmre, distribution by lane, peaking characteristics. traffic control devices, 
intersections, etc.). 

Penk hour traffic creates the heaviest demond on the drculntion system and the lane 
configuration nt intersections is the limiting factor in roadway capacity. Consequently. 
peak hour intersection capacity analyses arc useful indicators ofworst-cn.o;e conditions. 

The late-~t update of the 1/iglrway Capacity Mamtal (HCM 2000} prescnL~ the best available 
techniques for determining capacity.dclny. and LOS fortrnnsponation facilities.' lltc City 
of Palm Springs require.~ the use of the lfigirway Capacity Ma11ual (HCM) methodology to 
determine the level of service at intersections. The Circulation Element includes as a 
policy, the provision and maintenance of level of service (LOS) D operation for the City's 
circulation network. based upon peak hour conditions during the peak season. 

I. lli~h~~'ll)' Cnparity Mmumt; Fout1h r~~.Htion~ TRB Report 209; Tr.m:o;port.ation Rc:sc.3~h Boord. Nalional 
Rco;cmch Council: Wil~hington. D.C.: 2000. 
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The Highway Cap~city Software (HCS 2000) package is a direct computeri7.cd 
implementation of the UCM 2000 procedures, prepared under FHWA sponsorship and 
maintained by the Me Trans Center at the University of Florida Trnnsportntion Research 
Center. HCS 2000 Version 4.lc was employed to assess the key intersections in the 
project vicinity. The relationship between peak hour intersection capacity and levels of 
service is summarized in Appendi~ ll (sec Table Il-l for unsignalizcd intersections and 
Table ll·2 for signalized intersections). 

UNSIGNALIZt:D i>EAK HOUR INTERSECTION ANALYSIS 

Unsignalized intersections arc typically categorized as either two-way stop-controlled 
(TWSC) intersections, if the minor street is controlled by stop signs, nr all-way stop­
controlled (AWSC) intersections, if both streets arc controlled by stop signs. As shown in 
Figure 3-l, five of the six unsignalizcd key intersections arc currently two-way stop­
controlled. The only key intersection that is all-way stop controlled is llclardo Rolld nt 
Arenas Road. As discussed below, all of the unsignolizcd key intersections evaluated me 
currently operating at levels of service considered acceptable by the City of Palm Springs 
during: (I) the midday and evening peak hours on typical weekdays, (2) the highest hour 
(midday peak) on Saturdays, and (3) the highest volume hour on Thursday evenings with 
Villagcfest. 

Peak Season Conditions on Typical Weekdays 

At T\VSC intersections. the approaches controlled by the stop signs arc referred to as the 
"minor street" approaches. Minor street approaches can be either public streets or private 
driveways. 1l1e intersection approaches that arc not controlled by stop signs at TWSC 
intersections arc called the "major street" approaches. The left-turn movement from the 
minor street is nomnally the most difficult to c~ccute at a TWSC intersection, because it 
faces the most complc~ set of conn icting moves. 

'The perfommncc measure.• for unsignalizcd intersections arc: control dcl:1y, delay to major 
street through vehicles, queue length. and volumc-t.rcapacity ratio. However. the level of 
service is primarily related to the average control delay, which is given in temns of seconds 
of delay per vehicle by movement and intersection approach. 111e average control delay for 
any particular movement is a function of the capacity of the approach and the degree of 
saturation. Control delay includes initial deceleration delay, queue movc·Up time, stopped 
delay, and final acccler.ltion delay. 

It should be noted that the HCM 2000 docs not define a single overall level of service for 
unsignalizcd TIVSC intersections as a whole. but rather identifies the LOS for the minor 
street approaches and the conllicting left-tum movements from the major street. Since the 
through movements on the major street have no control delay, an evaluation of the 
approach with the longest average control delay allows the range of delay occurring at the 
intersection to be identified. Each TWSC intersection is evaluated on an individual basis by 
the City Engineer, with consideration given to thc.'iC and other performance measure.• (such 
as the delay to the major street through vehicles, the queue length on the minor approach, 
and the volume-to-capacity ratio) in determining if the intersection meets the City's 
minimum perfomnance standard or requires mitigation to do so. 

Since it is inapproprintc to make a definitive dctcmtination regarding a single intersection 
LOS for TIVSC intersections, the Palm Springs intersection perfom1ancc standard (LOS D) 
docs not apply directly to the performance measures quantified by the HCM 2000 
methodology for unsignalizcd intersection operation. However. in those instances where 
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the levels of service for the minor-street approaches and the connicting left-tum moves 
from the major street arc operating at LOS D or bcuer levels of service, it may be concluded 
that a TWSC intersect ion witl meet ~1c Palm Springs intersection perfom1ancc standard. 

ll1c average control delay values and the corresponding levels of service in the peak hours 
on typical weekdays nrc provided in Table 3-2 for the unsignalizcd key intersections. 
These result• assume the c~isting approach lanes at the intersections (which arc shown in 
Figure 3-9) and an eight percent heavy vehicle mi~. As shown in Table 3-2,thc left-tum 
movements from the major streets at all of the intersections with TWSC arc currently 
operating at LOS A during the midday and evcni ng peak hours. The average control delay 
for the major street left-tum movements currently ranges from 7.3 seconds per vehicle to 
7.7 seconds per vehicle in the peak season. The average control delay for the minor-street 
approach with the most delay at each intersection with TWSC ranges from 9.3 second~ per 
vehicle (LOS A) to 10.4 seconds per vehicle (LOS ll). 

Although a single average intersection control delay and LOS arc not defined for tw.rway 
stop-controlled intersections in the HCM 2000, it may be concluded from the HCS 
cvnlumion that current levels of delay m the key intersections with TWSC correspond to 
LOS ll or hettcr operation, which is considered acceptable by the City of Palm Springs. 
'I11c majority of the motorists at the intersections with TWSC arc traveling on the major 
streets and experience little or no control dcl~y and LOS A operation Juring the peak hours. 

'lltc UCM 2000 procedures for nil-way stop-controlled (AWSC) intersections provide the 
overall intersection average control delay ant! level of service as well as the average control 
delay nn<l level of service for each intersection approach and lane group. The approach 
dclny is the weighted average of the lane delays. The overall intersection control delay ami 
LOS as well as the delay and LOS for the approach with the most delay nrc provided in 
Table 3-2 for the only key intersection with AWSC (llclardo Road and Arenas Road). 

1l1c intersection of llelardo Road at Arenas Road currently operates at LOS A during the 
midday and evening peak hours on typical weekdays in the peak season. 1l1e overall 
average intersection delay is currently 7.83 seconds per vehicle in the midday peak hour 
and 7.66 seconds per vehicle in the evening peak hour on typical weekdays. The 
intersection approach with the most delay during the peak hours (southbound in the midday 
and northbound in the cvcni ng) also operate.• at LOS A currently. 

Peak Season Conditions on Vi/lagcfesl Thursdays 

1ltc existing average control delay values and the corresponding levels of service at the 
unsignalizcd key intersections along llelardo Road in the evening on Villagefest 1l1ursdays 
arc provided in Table 3-3. The traffic demand on Bclardo Road is substantially greater 
during Villagcfc.•t, partially due to the number of people attracted to the area and partly due 
to the closure of Palm Canyon Drive to southbound traffic during the evening hours on 
Thurs!L1ys to <lccommodate Villagefc.•t street f<1ir activitic.•. 

llclardo Road functions"-' the major street at the intersection of Amado Road. During the 
highc.q VlJlume hour between 6:30 p.m. and 8:30 p.m. on Thursdays with Vitl<lgcfcst, 
southbound vehicles turning left from llclardo Road onto Amado Road currently 
e~pericncc an average of7.8 seconds per vehicle of control delay, which corresponds to 
LOS A operation. Vehicles on the wc.•tbound approach (on Amado Ro<1d) must stop at 
Bclardo Road before turning left (southbound toward the project site) or right (northbound 
away from the project site). Westbound vehicles currently experience an average control 
delay of 14.1 seconds per vehicle, which corresponds to LOS B operation. 
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Table 3-2 
Existing Weekday Peak Hour Delay and Levels of Service 

At The Unsignalized Key Intersections 

Existing Weckdav Condition !Year 2008 Peak Season) 
Unsigna!izcd Intersection Left Tum From Ma·or Street Intersection Approach With The Most Delay 

(Reference Number) Control DelaY" ILcvel of Serviceh Move I Control Dcl:lv" Level of Scrviceb 

B<l:mlo Rood C'ii' Am>do Rood (8) 

I • Morning Peak Hour 7.6 LOSA Westbound 9.2 LOSA 
... E\'enin;~,: Peak Hour 7.6 LOSA We•tbound 9.3 LOSA 

B<l:m!o Rood@Ti!hquitzC)·n. Way(9) 

I - Morning Peak Hour 7.6 LOSA Northbound 10.4 LOSB 
• Evonin~ Peak Hour 7.7 LOSA Northbound 10.0 LOSA 

Belardo Rood @ An:EW Rood ( 10) 

I -Morning Peak !lour (7.831 [LOSA] Somhbound 7.90 LOSA 
- E•·ening Peak Hour [7.66] [LOSAJ Northbound 7.75 LOSA 

Ci!huilla Road @TahquitzCyn. Way (II) 

I - Morning Peak Hour 7.7 LOSA Northbound 10.3 LOSB 
- lh·ening Peak !lour 7.5 LOSA Northbound 9.3 LOSA 

Ci!huill:t Rood@ Arona. Rood 02) 

I 
- Morning Peak !lour 7.3 LOSA Southbound 9.3 LOSA 
- Evening Peok Hour 7.3 LOSA Northbound 9.S LOSA 

Museum Dr.@ Tahquitz Cyn. Way (13) 

I I 
- Morning Peok Hour 7.6 LOSA Soulhbound 10.0 LOSB 
- E•·ening Peak Hour 7.4 LOSA Soulhbound 9.3 LOSA 

---------

o. Avera!'• con!nll delay tsccond!'lvehicle) for !he lofl-lurn move from !he mojor Slreet on1o !he minor •tn:el. Value• shown in bmekeJS n:prescnllhe 
ovc:rnU avero,sc intersec-tion control delay (second$1vehicle) .and LOS ::11 an inter..ection with nU-way stop control. Assumes intenc:ction seomctrics 
shown in Figure 3-9 and on S percent heo>')' vehicle mix. Appendix B includes !he HCS u"'ignoliud inle"""lion worksheets. 

b. LOS wos d<Jermined from the delay (0-10 seeJvoh.=LOS A: 10-15 .. cJ,·eh.=LOS B; 15-25 sccheh.=LOS C; ZS-35 sccJveh.=LOS D; 35-50 
.. cheh.=LOS E; 50+ scch·eh, =LOS F) per HCM 2000 page 17-2 and 17-32. LOS is nol defined for the ovet;~ll intersection but rather for 
indiv~dual movements.~ approaches at nvsc int~rsec~ion:S. 

c. Dela)-=o>•eraBe approoeh eonlnll delay (seeondsNchicle) for the intenection approach thatexhibil51he most delay. 
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IJclardo Road functions as the minor street at the intersection of Tahquitz Canyon Way. 
Nonhbound traffic on Belardo Road currently experiences an average control dclny of 9.1 
seconds per vehicle at the intersection of Tahquitz Canyon Way, which indicates LOS A 
operation. Similarly,thc motorists turning left from Tahquitz Canyon Wny onto !Jclardo 
Road cx.pericnce LOS A operation with an average delay of 8.1 seconds per vehicle. 

The A WSC inter.;cction of Bclardo Road and Arenas Road currently operates nt LOS A 
with an overall average control delay of 7.83 seconds per vehicle. Southbound vehicles on 
Bclardo Road experience the most control delay at this inter.<ection (7 .9 seconds per vehicle 
on average) and experience LOS A operation. 

Peak Season Conditions on Typical Saturdays 

The highest hour tmffic volumes on Saturd•tys occur in the midday between 11:00 a.m.and 
I :00 p.m. within the smdy area. Thc.•e peak hour traffic volumes were evaluated at the 
unsignalizcd key intcr.<cetions to identify the current levels of service. 1l1e existing avernge 
;tpproach control delay values and the corresponding levels of service at the unsignalized 
key intersections in the midday peak hour on a typical Saturday in the pc.1k season are 
provided in Tuble 3-4. 

As shown in Table 3-4, the intcn;cction approachc.~ with the most delay currently operate nt 
LOS C or better service levels with average control delay ranging from a low of 13.0 
seconds per vehicle on (westbound Amado Rond at IJelardo Road) to 23.2 seconds per 
vehicle on nonhbound Belardo Road nl Tahquitz. Canyon Wny. Motorists making left-tnm 
movements from the major street at these intersections experience low levels of control 
delay and LOS A operation in the midday peak hour on Satun:lays currently. 

IJehtrdo Road at Arenas Road (an all-way stop-controlled intersection) currently operates at 
LOS A during the midday peak hour on Saturdays. The southbound motorist~ on Belardo 
Road experience LOS A operation during the midday peak hour on Saturdays. The 
southbound motorisL• currently experience the most control delay at this intcr.<cction. 

SIGNAI.IZEO INTERSECTION ANI\J,VSIS 

The HCM 2000 procedure.• were milizcd via the HCS 2000 software to evaluate the peak 
hour intersection control delay and levels of service at the signalized key intersections. 'J11e 
pammeten; assumed for the HCM 2000 evaluation included a saturation now rnte of 1,900 
vehicle.• per hour; a lost time which includes a 3 second clearance interval plus any "all red'' 
time); and the peak hour factor of 1.0. The signal timing assumed for each intersection 
included ample pedestrian crossing time. 

The HCM 2000 melhodology addresses the capacity, V/C ratio, and level of service of 
individual inter.<ection approaches ns well as the LOS of the iruersection a.• a whole. The 
analysis is undel'laken in tenns of the ratio of demand now rate to capacity (VIC ratio) for 
individual movement• or approach lane groups during the penk hour and the composite V /C 
mtio for lhe sum of the critical movement~ or lane groups within the inter.<ection. The 
critical V/C rntio is an indicator of whether or not the physical geometry and signal design 
provide sunicicnt capacity for the movements. 

A critical V/C ratio less than 1.00 indicates that all movements at the intersection can be 
accommodated within the defined cycle length and phase sequence by pmponionally 
allocating green time. In other words, the total available green time in the pha.•e sequence 
is adequate to handle all movements, if properly allocated. 
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However, it is possible to have unacceptable delays (LOS F) while the VIC ratio is below 
1.00 (when the cycle length is long, the lane group has a long red time because of signal 
timing, and/or the signal progression for the subject movements is poor). Conversely, a 
saturated approach (with VIC mtio " 1.00) moy have low delays if the cycle length is short 
and/or the signal progression is favorable. Therefore. an LOS F designation may not 
nece.~sarily mean that the intersection, approach or lane group is overloaded and LOS A to 
LOSE doc.~ not automatically imply available unused capacity. 

TI1e mea~ures of effectivcne.~s for signalized intersections arc: ;werage control delay per 
vehicle, critical V/C ratios, and levels of service. The following parameters affect levels of 
service: (I) VIC ratio; (2) quality of progression; (3) length of green phases; (4) cycle 
lengths; and (5) average control delay. The level of service is dctcnnincd from the average 
control delay for various intersection movements. Average conlfol delay is the total time 
vehicles arc stopped in an intersection approach during a specified lime interval divided by 
the volume departing from the approach during the same time period. It docs not include 
queue follow-up time (i.e. the time required for the vehicle to travel from the last·in·queue 
position to the firsl·in·queuc position). Delay is a mcas11re of the quality of service to the 
road user. An intersection cannot opemle beyond iL~ capacity indefinitely without motnrists 
experiencing exce.~sive delay. For planning purpose.~. it is critical tb:lt adequate future 
capacity be provided in lemls of geometric design features. Delay may be improved 
significantly through coordination of signals and improved signal design. 

Peak Sea.~on Conditions on Typical Weekdays 

Table 3-5 summarizes lhe existing intersection control deh1y and corresponding levels of 
service at the signalized key intersections evaluated. An eight percent tmck mix was 
assumed to detennine the intersection control delay and levels of service in Tnble 3-5. 1l1c 
intersection approach lane.~ that were a<;sumed arc shown in Figure 3-9. 

Peak Season Conditions on Villagefest Thursdays 

None of lhc key intersections along Belardo Road are currently signnlizcd. Therefore, 
conditions on Villagefest Thursday evenings were not included in Table 3·6. 

Peak Season Conditions on Typical Saturdays 

All of the signalized key intersections currently operate at acceptable levels of service 
during lhc midday peak hour on Saturdays, a• shown in Table 3-6. Three of the signalized 
key intersections currently operate at LOS B and three curren1ly operate at LOS A in the 
midday peak hour. During the midday peak hour on Saturdays, one of the signalized key 
intersections (Indian Canyon Drive at Tahquitz Canyon Way) currently operate.~ at LOS C. 
1l1e average control delay at this inten;cction is currently 26.0 seconds per vehicle during 
the midday peak hour. 

31;, TR,\NSII SERVICE 

Twelve Sunllus lransitline.~ provide public bus service with a fleet of 27 buses throughout 
the Coachella Valley seven days a week (excluding Thanksgiving and Chrislmns). Tbere 
are three SunBus lines tbrough the study area. Line Ill is the tllajor tmnk line, which is 
interconnected with eleven smaller community feeder route.~ that provide access to every 
community in the Valley. Buses on line Ill enter the study area by traveling west on 
Tahquitz Canyon Way and travel north on Indian Canyon Drive. Line Ill also extends 
along Palm Canyon Drive with a major stop at Baristo Road . 
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Table 3-5 
Existing Signalized Intersection 

Peak Hour Delay and LOS Summaryn 
(Year 2008 Peak Sca.~on) 

Mid-Day Peak Hour Evening Peak Hour 

Intersection Delay b VIC Ratio Dclnyb VIC Ratio 
(Reference Number) (SccJVch.) (LOS) (SecJVeh.) (LOS) 

11'MCAL Wl'.liKDA Y 

Indian Canyon l>rh·o (ojl 
-A modo Rood ( I) S.R 0.31 (A) S.5 0.29(A) 
• Andre."\< Rood (2) 3.4 0.23 (A) 3.1 0.22(A) 
- TohquiiZ Canyon Way (3) IR.O 0.57 (ll) 17.4 051 (8) 
- An:nM Rood (4) 6.2 0.27(A) 6.3 0.24 (A) 

Palm Canyon llrin· @ 

- A modo Ro.1d (5) 9.3 052 (A) 7.7 0.36(t\) 
• Tohquill Conyon Woy (6) tS.2 051 (ll) 17.4 05S(B) 
• An:na.< Ro.lll (7) 6.0 0.31 (A) 6.J 0.24 (,\) 

SATIJRI)t\Y 

lndlon Canyon Drive @ 

·Amado Ro.1<L ( L l 10.3 055 (Bl - -
- Andre.~• Road (2) 3.7 O.JS(A) - -
- Tohqui11. Canyon Way (3) 2/i.O O.R2(C) - -
· An:na< Ro.'d (4) 7.5 0.48 (A) - -
Palm Canyon Drive @ 

- Amodo Rood (5) I 1.8 O.fi7 (B) - -
• Tohquil1. Canyon Way (6) 19.4 0.73 (B) - -
- Aro:na.• Rood (7) 7.0 0.49(A) - -
a. llascd upon Lhe 2000 lfi.~h>m_l· Cnpnril_l" Mnn11al Signalized Opcr.~lion Mclhodology implemenled hy the 

lalc.<l rel<~<e (Vcl'<ion 4.le) of lhe llighwoy Capacity Software !IICS 2000). LOS is the inl<11'«tion 
le<cl of «rvioe. I.OS w"' dclern>ined from the delay (~ 10 seclvch.~LOS A: >10 and ~20 
secJveh.~LOS II: >20 •nd s3S <o:<:ivch.~l.os C: >35 and sS5 secJveh.~tos D: >55 •nd "RO 
seclveh.:I.OS E: >HO <eclvoh. = I.OS I') per 2000 IICM page L0-16. Sec Appendix ll for lhc 
!l;ig:nalizc-d 1me~lion JICS 'l''ork~hects. 

Doth SunBus Line 14 and Line 30 extend through Lhe study area on Tahquilz Canyon Way 
and south along Pulm Canyon Drive. Transit service is provided between 6:00 a.m. and 
10:00 p.m. Sunlinc Transit ha.< bicycle racks on every bus in its fleet. These bike racks 
can carry up to two bicycle.~ per bus. 

3G. OT!!t:R MOnt:5 OF TR,\NSrOBI,\TION 

l'~:nt:STBIAN F ACILITI ~;s 

Pedestrian facilities include sidewalks. crosswalks. traffic conLrol features, spccinl 
walkways. curb cuts and ramps for older pedestrians and people with mobility 
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impairment~. TI1ey mny also be amx;iated with transit stops or other loading arcns, stain;. 
elevnton;, c.~calaton;, and grndc separations. 

AASHTO recommends in A Policy on the Geometric Design of Highways and Streets 
(Founh Edition; 2001) that the number of pedestrian crossings on heavily traveled nncrinls 
be kept to a minimum. However. in and near business districts, pedestrians arc critical to 
the viability of entertainment and commcrciallrctnil developments wilhin urban core area.•. 
It is usually necessary, therefore, to provide crosswalks at every inten;eeting meet in 
urban cnre area.~. 

Within the study area, there arc crosswalks l!lday at nearly every key intersection (cl<ccpt 
Cahuil111 Road at Arenas Road). Pedestrian cros..~wnlks exist on Palm Canyon Drive nor1h 
of Andrea.• Road and on Palm Canyon Drive south of Andrea.< Road (with a tmffic control 
signal). Crosswalks currently c~ist at the key intersections within the study area as 
follows: 

I . Indian Canyon Drive at Amado Road (on all four legs): 
2. Indian Canyon Drive Ill Andrea.< Road (on all hut the nor1h leg): 
3. Indian Canyon Drive at Tahquitr. Canyon Way (on all four legs); 
4. Indian Canyon Drive at Arena.< Road (on all four legs); 
5. Palm Canyon Drive at Amado Road (on all four legs); 
6. Palm Canyon Drive 111 Tahquilz Canyon Way (on all four legs); 
7. P~lm Canyon Drive at Arena.~ Road (on all four leg~); 
8. Belardo Road at Amado Road (on Lhc nonh and ell~tlcgs); 
9. Belardo Road at Tnhquitz Canyon Way (on the south leg); 
10. Belardo Road at Arenas Road (on the nonh leg); 
II . Cahuilla Road at Tnhquitz Canyon Way (on Lhe south leg): and 
13. Museum Drive at Tahquitz Canyon Way (on the nor1l1leg). 

AILhough proper and reasonable design for pedestrians is imponant, it can he diflicult to 
make adequate provisions for pedesLrians, given the demands of vehicular trafl1c in 
intensely developed urban core areas. However, the most successful shopping areas arc 
often those tlmt provide the most comfon and ple."L~Ure for pedestri•ns. That is likely the 
ca.<e because the typical pedestrian i.~ n shopper ne.1rly 50 percent of the time that they arc n 
pede~trian and a commuter only eleven percent of the time. 

l'edc.~trinns tend to Lake the shoncst route between two points. They often cross mid-block 
and fail 10 stay in crosswalks nlong streets. They resist change.~ in grade or elevation and 
tend to avoid underpass (potential crime areas) and overpass facilities (a.~ climbing smin; 
requires much more effon). Pedc.~trian volume.~ tend to peak in the midday, rather Lhan 
during the morning or evening peak commuter hours. Since vehicular traffic in Palm 
Springs also pe;1ks in the midday, it will be particularly impor1ant to design facilities for the 
safe and orderly movement ofpedc.~Lrians. 

Approximately RO percent of the distances traveled by pedestrians will be less tlmn 1.0 
kilometer. Pedestrians will most likely not be willing to walk more than 1.5 kilometers to 
work or more than 1.0 kilometer to catch a bus. Age is an imponant consideration in 
dc.~ign, as Lhe elderly may be affected by limitations in sensory, perceptual, cognitive, 
and/or motor skills brought on by the aging procc.~s. 

f:XJSTING JllK~:WAY 1-'ACILITU:S 

Bikeways and pathways nrc used by a wide variety of people including children on their 
way to school. commute.,; cycling to work, and people exercising, racing or touring. 
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While recreational riders seck routes leading to parks, through areas of interest, or racing 
circuits, commuters want the shorlc$t, fastest, and safest route between two poinl<. 

The Coachella Valley Associntion of Governments Non-Matorized Tra11sportation 1'/att 
(October, 2001) identifies e~isting and propo.<ed non-motori7-ed facilities within the project 
vicinity. The Coachella Valley Regional Bikeway !'tan identifies regionally significant 
routes that link important destinations across jurisdictional bou ndarics. These routes arc 
competitive camtidntes for joint funding applications among cities and/or the County of 
Riverside. The Co,1chcl1a Valley Regional Bikeway Plan includes an existing regional 
Class Ill bikew;ty along Indian Canyon Drive that e~tends the length of the study area. 

Cla.<s I bikeways offer a paved right-of-way completely separated from any street or 
highway for bicycle travel. Titerc arc no existing CliL<S l bike routes within the study area. 

Class II bikeways nrc often called bike lanes because they provide an unprotected striped or 
stenciled lane for one-way travel (preferably 6 feet wide) on a street or highway for shared 
usc with motor vehicle traffic and signing. A Class II bikeway extends across the study 
area along Palm Canyon Drive, Amado Road (between Bclardo Road and Palm Canyon 
Drive), Bclardo Road (south of Amado Road), Museum Drive (south of Bclardo Road), 
Tahquitz Canyon Way (cast of Museum Drive), and Bclardo Road (south of Tahquitz 
Canyon Way). 

Class lll bikeways arc also referred to as bike routes. They provide for shared usc with 
pedestrian or motor vehicle traffic and arc identified only by signing. CliL<S Ill bikeways 
include any type of bikeway. including streets signed a• bikeways but offering no other 
accommodations for bicycles. lltere arc e~i sting Cla.•s Ill bike routes in the study nrc a 
along Palm Canyon Drive. somh of Amado Road, along Indian Canyon Drive, along 
Belardo Road. nonh of Amado Road, nnd along Arenas Road. 1l1cre are several bicycle 
parking facilities and activity centers scattered throughout the study are.1. 

PROrOSED BIKEWAY FACILITIES 

The City of Palm Springs hil< identified thirteen Class I projects. seven Clil<S It projects, 
three projects designated il~ either Class It or Ill. and four Class Ill projects for inclusion in 
the CVAG "Non-Motorized Transporlation Plan" (October 2001). Class I projccL~ arc 
estimated to cost $500,000 per mile. Costs for Class It projects are c.~timatcd at $50,000 
per mile. Cla..s Ill projects are estimated tn cost $10,000 per mile. The City of Palm 
Springs ha• identified Palm Canyon Drive and Indian Canyon Drive for future Class I 
Bikeways. 

Caltrans standards arc used to design bikeways by most jurisdictions throughout 
California. These standards apply to three different classifications of bicycle facilities: 
Class l, Class II. and Class Ill bikeways. The City of Palm Springs adheres to Cal trans 
bikeway standards. 
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4. CIRCULATION IMPACT ANALYSIS 

FUTURE SITE D~;VELOI'MENT ALTERNATIVES ADDRESSE!) 

1l1c traffic analysis summarized below evaluates conditions at the key intersections with 
five different development plans in the future planning horizon year (2030). Future 
conditions were evaluated at the same level of detnil for the Preferred Project and each 
development alternative to establish whetl1eror not mitigation would be required to achieve 
the City of Palm Springs minimum peak hour intersection performance standard of LOS D. 
Tite site development altern~tivc.~ evaluated included: 

• the Preferred Project; 
• the No-Project Alternative; 
• the l'rc.<erve Town & Country Center Alternative; 
•1.-css-lntensc Al!crnativc A; and 
• Less-Intense Alternative B. 

FUTURf. ON-Sin; ROADWAYS ADDRESS~;)} 

With the exception of the No-Project Alternative, each site development alternative would 
include an internal drculation system that is different than the c~isting on-site roadways. 
With the exception of the No-Project Altcmativc, each site development altcrnntivc would 
vacate the existing ponion of Bclardo Road/Museum Drive between the norlhcrly access 
driveway to the Desert Art Museum parking lot and the proposed extension of Bclardo 
Road through the project site to Tahquitz Canyon Way. 

1l1e Prdcm::d Project and Less-Intense Alternative B would c~tcnd Bclnrdo Road directly 
across the site. from the northern site boundary to Tahquitz Canyon Way, and provide a 
new local cast/west street (Museum Way) from Museum Drive en.<t across the site to Indian 
Canyon Drive. Museum Way would be located approximately 400 feet norlh nfTahquit;o; 
Canyon Way and 250 feet south of Andreas Road. 

The Preserve Town & Country Center Alternative would provide the same internal 
circulation system il~ the l'rcfcm::d Project and Alternative B with one c~ception. Museum 
Way would not extend from Palm Canyon Drive to Indian Canyon Drive with this 
alternative. 

Less-Intense Alternative A would include the new Belnrdo Road c~tension across the site 
but with a curvilinear alignment between Andreas Road and Tnhquitl. Canyon Way to 
accommodate a park in the center of the core area. Museum Way would extend between 
Museum Drive and Bclardo Road with this alternative. However, Andreas Road would be 
c~tcnded west from Palm Canyon Drive to the new alignment of Belardo Road as a new 
local cast/west street. 

FUTURf: Sn:N,\RIOS ANALYZED 

Peak SCil~on year 2030+cumulative+project build out traffic volume.~ were evaluated for the 
following scenarios: 

• the midday and evening peak hours on a typical weekday; 
• the evening peak hour (between 6:30 PM·8:30 PM) on n Villagcfcst Thursday; and 
• the highc.~t hour(betwccn 11:00 AM and 1:00PM} on a typical Saturday. 
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TI1c traffic analysis herein evaluates the traffic associated with the project site ns well as 
additional traffic from fifteen cumulative developments identified, and incorporates the 
traffic projections developed by the 2005 Palm Springs Gen~ml f'lmltrnffic model. The list 
of cumulative developments was detem1incd through coordination with the City of Palm 
Springs. The traffic associated with the Preferred Project and each project alternative was 
projected assuming the circulation network that was proposed for each development 
alternative. 

With the Preferred Project and all development alternatives e~ccpt the No·Projcct 
Alternative, site traffic volumes using the existing roadway network would access the site 
via a modified circulation network in the future. The traffic count data included the site 
traffic associated with the currently occupied portion of the existing development on·sitc. 
Traffic aS-.~ociatcd with the existing on-site development was removed from the existing 
traffic volumes at the key intersections, prior to the addition of the project-related trnffic 
a.~sociated with each development alternative. TI1is step was necessary to accurately model 
the development alternative~ thai would incorporate a modilicd circulation system on-site. 

Other than the localized traffic increases generated by the fifteen cumulative projects 
addressed explicitly herein, regional cumulative traffic increases were addreS-.•cd with the 
traflic growth forcca.,ts developed by assuming a constant growth rate between the existing 
traffic volumes and the year 2030 traffic projections. A ten percent growth in existing 
traffic volumes was assumed a.~ a minimum in those instances where General Pl;n build 
out 2030 traffic projections were either not available or were less than the current traffic 
volume' on a roadway. 

In most cases, the General Plan build om traffic projection was exceeded by the sum of the 
existing traffic volume (plus 10 percent), the project-related traffic volume, and the 
cumulative !raffle volume. At a few loc~tions (e.g. Palm Canyon Drive and lndi~n Canyon 
Drive ncar Arenas Rond),the General Plan build out traFfic volume exceeded the sum of 
traffic volumes from known development. At these locations, the ambient traffic volume 
(without site traffic) was "-'timatcd by subtracting the traffic volume associated with 
development on-site per the No-Project Alternative (which a.'sumed full occupancy of the 
existing development and development of vacant Block L per the existing zoning) from the 
General PI an build out traffic volume. 

The typical weekday midday and evening peak hour analysi., addressed thirteen existing 
key intersections as well a.' the proposed internal intersections. The Thursday evening 
Villagefest analysis nddresscd the existing key intersections along Belardo Road as well as 
the proposed on-site intersections along Belardo Ro;d. The typical Saturday analysis 
addressed the existing key intersections and the proposed on-site intersections along 
lklardo Road, Palm Canyon Drive, and Indian Canyon Drive. 

From October to May, Villagefest occurs every Thursday, between 6:00p.m. and 10:00 
p.m .. Even hcforc 6:00 p.m., the cross streets providing access to Palm Canyon Drive 
begin to close in preparation for Village fest. To address the traffic impacL• associated with 
the project site on Village fest days, the weekday evening peak hour trip generation was 
assumed for the project site. Cumulative traffic passing through the study area on Palm 
Canyon Drive on typical weekdays was assumed to divert to Bclardo Road, between 
Amado Road and Arenas Road on Villagcfcst Thursdays. Cumulative traffic on Palm 
Canyon Drive destined for Tahquitz Canyon Way was assumed to divert to the cast along 
Amado Road on Villagefest Thursdnys. 
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The 2030 Saturday traffic projections included Saturday trip generation C-'>timates for the 
proposed project and the fifteen cumulative projects. General Plan build out projections 
for Saturdays were estimated for each intersection by multiplying the General Plan build 
out weekday volumes by the ratio of midday peak hour Saturday volumes to midday 
weekday peak hour volumes. 

4/l,, SITE TRAHIC 

The lnstimtc of Transportation Engineers (liE) report Trip Generation is the principal 
source of trip-generation rates used in site traffic analyses. Detailed dnta arc provided 
therein for vehicular trips with "average" vehicle occupancy. The ITE Trip Gmemrion 
database is updated periodically, with the latc't revision (7th Edition; 2003) utilized herein 
to project the trip generation associated with the proposed development. 

The recommended procedures ~nd guiding principle' outlined in the ITE Trip Gmcrmion 
Hand/wok (March 2001) were followed in selecting the independent variables and time 
periods for analysis ~s well as the usc of the regression cquntions versus the weighted 
average trip generation rates. ln addition. the procedures recommended by the liE for 
estmating the trip generation at multi-usc sites were employed with conservative estimates 
of internal trip making, a~ discussed be low. 

TRlr GENERATION ASSOCIATED WITII Tm: PROJECf SITE 

Existing Site Traffic 

Table 4- I provides the peak hour and daily trip generation forecast associ:ttcd the existing 
land uses, the Preferred Project and with each of the development alternatives. The 
e~isting Town & Country Center development on-site includes 50,977 square feet of 
commercial floor space (occupied by retail, restaurant, and oflicc uses) which generates 
approximately 4.3RO trip·ends on a typical weekday. During the midday peak hour it is 
estimated that 143 vehicle' enter anti 160 vehicles depart from the Town & Country Center. 
During the evening peak hour on typical weekdays, 193 vehicles enter and 209 vehicles 
depart from the Town & Country Center. 

Although the Desert Fashion Pla-.a has entitlements for 330,000 square feet of retail 
dc\·elopment, only 12 percent of that space is currently leased. TI1e only portion of the 
Desert F;.,hion Plaza that is currently occupied is located adjacent to Palm Canyon Drive. 
TI1ere arc currently 11 substantial number of parking spaces available on-site in parking 
structures located along Tahquitz Canyon Way and Museum Drive. In addition, Block J is 
a surface parking lot today. Block L is vacant and generate.~ no traffic. 

With approximately 39,643 square feet of commercial floor sp~cc occupied, the Desert 
Fashion Pla7.1 currently generate' appro~imatcly 3,720 trip-ends on a typical weekday. 
"llte number of inbound and outbound vehicle_~ in the peak hours is relatively balanced with 
121 inbound and 135 outbound in the midday peak hour and 164 inbound and 177 
outbound in tile evening peak hour. 

The weekday trip generation associated with the currently occupied land usc' on· site within 
the Town & Country Center and the Desert Fashion Plaza totals approximately 8,100 triP"" 
ends. Of that total, 559 occur during the midday peak hour (264 inbound and 295 
outbound) and 743 would occur during the evening peak hour {357 inbound and 386 
outbound). 
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Table 4-1 
Site Trip-Generation Forecast By Altemative• 

L.~nd Use Cntcgory Land Usc Midday Peak Hour PM Peak Hour D-Jily 

(ITECodc) Quantityb In Out Tom! In Out Total 2-Way 

ExiSTING U\ND USE 

Weekday 

Town & Country {820) 50.977 TSI' 143 1r.o 303 193 209 402 4,380 
Ik=t Fa<h. Plozo {820) 39.64JTSI' 121 135 256 164 177 341 3,720 

Total 264 295 559 357 386 743 8,100 

Saturday 

Town & Country (820) 50.977 TSI' 290 268 558 - - - 6,040 
Ik"'rl Fa<h. Ploza(820) 39.643 TSI' 247 228 475 - - - 5.160 

Total 537 4% ],033 - - - I 1.200 

NO-I'ROJECf t\L.T. 

Weekday 

Town & Country (RlO) 50.977 TSF 143 160 303 193 209 402 4.380 
Ik"'rll'ash. Plaza(820) 330 TSI' 759 597 1.356 663 718 1.381 14,760 
Hotel (310) 45 Room 15 10 25 14 12 26 370 

Total 917 767 1,684 870 939 1,809 19.510 

Solurday 

Town & Country (820) 50.977 TSF 97R 903 I,R81 - - - 19.600 
De<en Fa.< h. Plaz.1 (820) 330 TSI' 290 268 55R - - - 6,040 
Hotel (310) 45 Roont 18 14 32 - - - 370 

Total 1.286 1,185 2.439 - - - 26.010 

i'll.EFERRED PROJFrT 

Weekdoy 

Genernl Office (110) 100 TSF 165 23 !88 32 158 190 1.330 
Commen:iol (820) 300 TSF 712 561 1,273 622 674 1,296 13.870 
Jlotel (310) C\20Room 177 145 322 194 172 366 5,180 
IIRMFt\ (232) 955 DU 5() 245 295 199 112 321 3,620 

Total 1,104 974 2.078 1,1}47 1,126 2,173 24,000 

Solurdoy 

General Offtce (710) lOOTS!' 22 19 41 - - - 240 
Commen:iol (820) 300 TSF 919 849 1.76M - - - 18.460 
Hotel (310) 620 Room 250 196 446 - - - 5.080 
IIRMFt\ (232) 9S5DU 129 170 299 - - - 3,74() 

Total 1.320 1.234 2.554 - - - 27,520 

n. Based UJlOn trip gonernlion data published by them; in Trip G<n<ratian (7th Edition December 2003). 
For 1hc Prercm:d Projccl and nil nlrem:uives. fhe trip gcner.'llion rnte.s for lhe morning .. peak hour or lhc 
gener.uor" w.erc uEilizetl to fon:.c.a.st the midday peak hour lrip g.ener.alion a!t~iared wilh ~he hole] and 
nmlti·fnmily a!tnched rt:$idcnc[allrmd u.\e..'\. Since the proposcll.l numher or hotc:1 uniLs wa'i out~idc of lhe 
p!oucd range U.."i.!'OCiared whh Ehe ITE's peak hour trip generation data for ho1d~. the wci,ghr~ a\"ernge 
m rrip generndon rniC."'j for ho,cls were \l'iied, 

IJ. TSF~Thou•and •quare feet of building Ooor nrea. Roo~m~llolel room<. DU=Dwclling Unils. 
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Table 4-1 (Continued) 
Site Trip-Generation Forecast By Altemative 

l~1nd Usc Category L.1nd Usc Midday Peak Hour PM Peak Hour D-.lily 

(ITECode) Quanlity• In Out To!al In Out Tlltlll 2-Wav 

PRI;sERVET&C t\I.T. 

Weekday 

IIRMI't\ (232) <JOODU so 245 295 199 122 321 3,{>20 
Gen=l Office (710) IOOTSI' 165 23 IRR 32 158 190 1,330 
Commercial (820) 295 TSF 833 6SS 1,488 727 7H8 I ,SIS 16.170 
Comnlen:iol (820) 34.39 TSI' 110 12J 233 149 ]61 310 3.390 
llolcl (31()) 420 Room 95 78 173 114 101 215 2,890 

~---··~ 

Tolol 1.136 1.033 2.169 1.126 1.224 2.350 25,450 

Snturdoy 

IIRMFI\(232) <JOODU 129 110 299 - - - 3,740 
Genernl Officc(710) 100 TSI' 22 19 41 - - - 240 
Commen:ial(820) 295 TSI' 909 839 1,74M - - - 18,271) 
Commen:ial (820) 34.39 TSI' 225 lOS 433 - - - 4,720 
llotd (310) 420 Room !69 133 302 - - - 3.440 

Total 1.454 1,369 2.823 30,410 

u;s,~·IN"ruNSJ> 1\i.T. t\ 

Weekday 

Commen:iol (810) 186.5 TSF 521 410 931 455 493 948 10.180 
Commercial (820) 34.39 Tsr 110 123 233 149 161 310 3,390 
Genernl Office {71 0) 40TSF 79 II 90 21 !OJ 124 660 
Cinema (443) 6RTSF 9& 98 196 394 25 419 5.310 
IIRMFt\ t232) 120DU 10 51 61 35 21 56 680 

Total 818 693 1.511 1,054 8()3 1.857 20.220 

Saturday 

Comnrercial {820) 186.5 TSC' 675 623 1,298 - - - 13,680 
C<>mmen:iol (820) 34.39 TSF 225 208 433 - - - 4,7211 
Gen=l Office (110) 40 TSC' 9 8 17 - - - 90 
Cinema (445) 68 TSI' 240 80 320 - - - 6,750 
IIRMI'i\ (232) 120DU 28 37 65 - - - 670 

Total 1.117 956 2,133 25,910 

I..ESS-INTI;N51> 1\l.T. B 

Weekdny 

Comrncn:iol {820) 300 TSF 712 561 1.273 622 674 1.29fi 13,870 
!lord (310) 255 Room 73 60 133 8() 71 151 \,1!10 
IIRMFt\ (232) 765DU 43 212 255 111 105 276 ],II() 

Tolal 828 833 1,661 873 850 1,723 18.890 

Saturday 

Commcrciol {820) JOOTSF 919 849 1,768 - - - 18.460 
llot<l (3 10) 255 Room 103 1!1 184 - - - 2,090 
IIRMFI\ (232) 765DU Ill 147 258 - - - 3.210 

To,nl 1.133 1.071 2,210 23.7(.0 

"· TSF,Titousan<l squan: reet <>fbuilding Ooor rue.1. Rooms,llo!el room.<. DU=DwellinB Unils. 
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On 'Thursday evenings when Villagcfcst is occurring. the occupied land uses on-site were 
assumed to generate the same number of trips as they would during the evening peak hour 
on a typical weekday (as shown in Table 4-1). The evening peak hour evaluated with 
Villagcfest (between 6:30 PM and 8:30 PM was later than the peak hour on a typical 
weekday when commercial centers generate the most traffic (5:00 PM-6:00 PM). 
However. the Villagcfcst activities most likely attract more customers to the orca on 
Thursday evenings than frequent the project site on a typical weekday evening. Therefore. 
the number of retail trip-ends generated on·sitc during the highest hour on Thursdays 
between 6:30PM and 8:30PM was assumed to be equivalent to the number of trip-ends 
gencmted on-site on a typical weekday between 5:00 PM-6:00 PM. 

Commercial centers generate more trnffic on Saturdays than on weekdays. As shown in 
Table 4-1 . the trip generation associated with the currently occupied land uses on-site totals 
:.pproximatcly I 1 .200 Saturday trip-ends, of which l ,033 trip-ends occur during the 
midday peak hour (with 537 inbound and 496 outlround). 

The traffic count data collected along the roadways and at the intersections within the study 
area includes the traffic volumes generated by the currently occupied land uses within the 
project site. Therefore, future development altemativcs which require a portion of or all of 
the existing land uses on-site to be removed would also remove the traffic volumes being 
generated by those occupied land uses from the surrounding strceL-; and key intersections. 

Trip Generation Forecast By Alternative 

1l1c rmjor usc in n shopping center is retail selling. Typically over SO percent of a 
shopping center's gross leasable area is de\·otcd to this usc. Although a shopping center is 
considered by some to be :t mulli-use devclopment,thc llTI has collected data for shopping 
centers and considers them a single land usc. While site specilic conditions, like the 
availability of transit and walk-in trnflic. can result in different vehicular trip-generation 
rates, making adjustments for small differences in auto occupancy or trnn.•it usc is 
questionable, given the precision in the measurement of the ITE trip-generation mtcs for 
shopping centers and the variation in traffic volume.~ which occur from day to day.1 

Tile No-l'mjectltltematire 

The No-Project Alternative would renovnte the existing on·sitc development and comtruct a 
45-room hotel on Block L. as permitted under the existing General Plan and Zoning 
designations. With the No-Project Alternative, the Desert Fashion Plaza would be 
reoccupied with 330.000 square feel of retail development and the Town & Country Center 
would remain unchanged (with no buildings removed). 

As shown in Table 4- I ,the No· Project Alternative would generate approximately 19.510 
trip-ends on a typical weekday. In the midday peak hour on a typical weekday I ,684 trip­
ends would be generated (917 entering the site and 767 leaving the site). During the 
evening peak hour on a typical weekday 1,809 trip·ends would be generated (870 entering 
the site and 939 Je.wing the site). The analysis for Villagcfcst (Thursday evening) n.~sumcd 
the weekday evening trip genemtion rates for the peak hour of the adjacent streets. 

During the midday peak hour on a Saturday, the No-Project Alternative would generate 
2.439 trip-ends (1.286 entering and 1.185 departing the site). Upon full occupancy. the 
No-Project Alternative would generate 26.010 trip-ends on a typical Saturday. 

I. ITE~ Trrmo;;[H!flafilJn nrrd /...and Dt:rdnpm~nt,· J9RH. 
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111e Preferred Project 

The Preferred Project would replace the existing on-site development with the proposed 
land u~cs. ln doing so, it would eliminate the Town & Country Center to facilitate the 
construction of Museum Way and other new clements of the development. 111e Preferred 
Project would generate appro~>imalcly 24,000 trip-<:nds on a typical weekday, 4,490 more 
than the No-Project Alternative. ln the midday peak hour on a typical weekday 2,078 trip­
ends would be generated (1104 entering the .•ite and 974 leaving the site). During the 
evening peak hour on a typical weekday 2,173 trip-ends would be generated (1,047 
entering the site and I ,126 leaving the site). The analysis for Villagefcst (1l1ursdny 
evening) assumed the weekday evening trip generation rates for the peak hour of the 
adjacent streets. 

During the midday peak hour on a Saturday, the Preferred Project would generate 2.554 
trip-ends (1.320 entering and 1.234 departing the site). Upon full occupancy, the 
Preferred Project would generate 27.520 trip· ends on a typica 1 Saturday ( I .510 trip-ends 
more than the No-Project Alternative). 

The l're.<erve Town & Coulllry Cclllcr Altemmiw• 

The Preserve Town & Country Center Alternative would be similar to the Preferred 
Project, but retain and rehabilitate the Town & Country Center (except for the removal of 
the old Bank of America building). With 25,450 trip-ends genemtcd on a typical weekday. 
The Preserve Town & Country Center Alternative would generate more traffic than the 
other development alternatives. This allcrnativc would generate approximately 1 ,450 trip­
ends more th:.n the Preferred Project on a typical weekday. It is estimated that2,169trip­
ends would be generated during the midday peak hour on weekdays and 2.350 trip-ends 
would be generated during the evening peak hour on weekdays by this alternative. On 
Saturdays,thisalternmive would generate 30,410 trip-end~.ofwhicb 2.823 would occur 
during the midday peak hour. The Samrday trip generation n.o;sociatcd with this alternative 
would ex~:ccd ~mt of the Preferred Project by 2,890 trip-ends. 

[,e.u-lntcnse Alumaril·e It 

Less-Intense Alternative A would include a centrally located park at the intersection of 
Bclardo Road and the east/west museum promenade. On a typical weckd~1y, l.css-lntensc 
Alternative A would genemle 20,220 trip-ends (710 more thnn the No-Project Allcmntive). 
Less-Intense Alternative A would generate 5.230 fewer trip-ends than The Preserve Town 
& Country Center Alternative and 3,780 fewer trip-ends than the Preferred Project on a 
typical weekday. On a Saturday, Less-Intense Alternative A would generate 25,910 trip­
ends (100 fewer than the No·Projccl Alternative nnd 1,610 fewer than the Preferred 
Project). Less-Intense Alternative A would gcnemtc 2,133 trip-ends in the midday peak 
hour (1,177 inbound and 956 outbound) on Saturdays. 

l..ess-lruense Alterrwrh·e B 

Less-I ntensc Alternative B reprcscnL• a lower intensity version of the Preferred Project. On 
n typical weekday. Less-Intense Alternative B would generate an estimated I 8,890 trip­
ends (with I .661 trip-ends in the midday peak hour nod I ,723 trip-ends in the evening 
peak hour). The peak hour trip generation would be nearly evenly split between inbound 
and outbound trips on weekdays with this alternative. On Saturdays, Less-Intense 
Allcrnativc B would generate 23,760 trip-ends. of which 2,210 would occur during the 
midday peak hour. 
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Less-Intense Alternative B would generate 620 fewer trip-ends on a typical weekday and 
2,250 fewer trip-ends on a Saturday than the No-Project Ahcrnntive. Less-Intense 
Alternative B would generate 5,110 fewer trip-ends on a typical weekday and 3,760 fewer 
trip-ends on a Saturday than the Preferred Project. 

Internal Capture of Project-Related Trips 

All of the trip-generation rates provided by the ITE were developed from data collected at 
isolated single-usc free-standing sites. The development of mixed-use projecl• reduces the 
trip generation associated with the development below that which is projected directly from 
the ITE trip generation rates. When several uses are included in the same development, the 
traffic added to adjacent streets may be less than the sum of the individual trip-generation 
volumes. The reduction is attributable to trips being made that remain internal to the 
proposed development (e.g., between the rc_•idential or hotel usc.• and one or more of the 
retail uses). 'lltcsc internal trip interactions are counted twice when the trip generation of 
the individual usc.• nrc summed to c.•~~blish the "unadjusted" trip generation. 

The proposed project is a multi-usc development with various land uses that will aurae! a 
portion of each other's trip generation. Trips will be made between the various intcmcting 
land usc pairs without using the off-site road system. This capture of trips internal to the 
site will reduce the vehicle trip generation that occurs between the project site and the 
external street system. compared to that generated by comparable stand-alone sitc.s. 

Mixed-use devclopmcnls like that proposed on-site incorporate severn[ different land uses 
in a single project. As a result, they may include retail area• that compose lc." than 50 
percent of the total project area, rather than the 80 percent retail area that is typical of 
shopping centers. The development of mixed-use site..-; creates the polenlial for interactions 
among pairs of individual uses within the site, particularly where trips between thc..•e uses 
can be made by walking or by vehicle entirely on internal pathways (without using streets 
external to the project site). As a re.-;ult,the total generation of vehicle trips entering and 
exiting the project site may be reduced below the sum of the individual discrete trips 
generated by each land usc. 

Vari<lblc..~ which can affect tbe internal capture rate include: 

• the si~e of the development; 
• the mix of on-site land uses (the combination of land usc.• which tend to 

interact i.e .. residential, office, retail, restaurant, cntcrtai nment, and hotel): 
• the proximity of the on-site land uses (within reasonable walking distance); 
• the availability of pedestrian connections between on-site land uses; 
• the site location within the urban/suburban area; and 
• the proximity of competing or complementary land uses. 

Observed internal capture rates vary by time of day and the day of the week. Weekday 
morning peak hours may have lower internal capture rate.~. if retail usc..• and the cinema arc 
not open for business. Office uses may generate more internal trips on weekdays than on 
weekend day.~. when many are closed. Conversely, a cinema or a hotel usc may generate 
more internal trips on Samrday and Sunday than on weekdays, since hotel occupancy rate.~ 
tend to be higher on weekends and people allending a movie on-site would likely visit other 
retail uses on-site before or after the movie. 

1l1c number of internal trips between a pair of land usc.• on-site will be a function of both 
the size of the receiving land usc (and the number of trips it attract•) and the size of the 
originating land usc (and the number of trips it sends). 'll!e number of internal trips that 
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will be captured on-site will be constrained by the smaller of these two values. Therefore. 
an iterative balancing procedure must be utilized lo constrain internal trip making estimate.~ 
to realistic values, based upon the size and mix of the various land uses on-site as well as 
their proximity and the availability of competing land usc..• in the surrounding area. 

The ITE notes in Trip Generation llandlwak that a traditional downtown or ccotral 
business district (CBD) typically has a mixture of diverse employment, retail, residential, 
commercial, recreation, and hotel uses wi~1 cxtcnsi vc pedc.•trian interactions because of the 
proximity of various uses, case of access, and scale of dcvclopmcnl. Automobile 
occupancy is usually higher in the CBD than in outlying areas, particularly during peak 
commuting hours. However, the ITE also advises caution in the direct application of the 
unconstwined internal capture rates identified in Table 7.1 and 7.2 of Trip Generation 
1/mrdlmok for projects within central busine.•s districts since the ITE rate.• were identified 
from data collected for paired land uses at multi-usc sites located ouL•ide of traditional 
downtown central business districts in Florida. 

After careful consideration, profes.~ional judgement was exercised in estimating the internal 
trip capture rates for the future multi-use development proposed on-site to ensure a 
conservative nnalysis (as shown in Figure 4-1). The land uses within the Town and 
Country Center portion of the site were considered separately from the core area 
commercial uses with respect to internal trip interactions. This was done in an effort to 
reflect the spatial separation between these two area• and the fact that their gross lea~able 
areas were considered sepnratcly (not combined) to estimate the trip generation associated 
wi~1 c.1ch of these commercial area.~. 

The trip generation forecast for each alternative shown in Table 4-1 W<L~ adjusted to reflect 
the internal trip interactions and eliminate the double counting of internal trips, a~ shown in 
Table 4-2. The adjustments were based on Tables 7.1 nnd 7.2 of the ITE's Trip 
Generatiorrllmulbnok which provide internal capture rates within a multi-use development. 
As shown therein, retail uses capture approximately 20 percent of the traffic from adjacent 
office. residential, and other retail uses. Although the proposed project would include a 
substantial leasable core area with a variety of commercial uses, the project site is located 
within an urban area with a substantial number of existing and future commercia[ 
development• nearby. Therefore, a muimum internal caplllre rate of 10 percent of the trip­
ends generated by the Town & Country Center, the future hotels, residential uses, ami 
office usc..~ on-site was assumed to be local commercial trips destined for retail usc.• within 
the: core area on~sitc. 

This internal capture rate assumed was one-half of the ITE value of 20 percent for trip 
origins within offices to retail uses and one-third of the 34 percent for rc.•idcnrinl trip 
origins to retail usc.•. No internal trip adjustments were made between the residential or 
hmcl uses and the office land uses on-site or between the offices and the Town & Country 
Center. 

'll1c adjusted trip generation shown in Table 4-2 as.,umed that a maximum of 10 percent of 
the shopping trips generated by the office uses, rc_•idential uses, hotel uses, and Town & 
Country Center uses on-site would be captured by the commercial uses in the core nrc a and 
remain internal to the site. This adjustment reduced the external trip generation estimate for 
the Preferred Project by I 4.9 percent. It reduced the external trip generation estimate for 
the No-Project Alternative by 8.5 percent. This adjustment reduced the number of external 
trips generated by the Preserve Town & Country Center Alternative by 16.2 percent. It 
reduced the number of external trips associated with i_es$-[ntensc Alternative.~ A and B by 
18.2 percent and 9.5 percent, respectively. 
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't.uln Enginurirr~ 

Figure 4-1 

Internal Trip Capture Rates Assumed 
for Future Multi-Use Sile Development 

Office Trip-Ends 

I 
No Interaction Assumed 

Table 4-2 
Adjusted Site Trip-Generation Forecast By Allcmativc 

On-Site Alternative Trip Midday Pcnk Hour PM Peak Hour Daily 
(Scenario Evaluated) Type In Out Total In Out Total 2-Wuy 

I~'ClSTING LAND USH 

Weekday un .. tju.~ol 264 295 559 357 386 743 K,IOO 
Adjo"lttl 241 212 5t3 326 355 Mt 7,400 
lnlcmol 46 46 92 62 62 124 1,400 
l!Jt,emoll 2t8 249 467 295 324 619 6,700 

Soturdoy Unodjmtol 537 496 t,QJ3 - - - 11,200 
Adj.,.t«.. 493 452 945 - - - 10.260 
lntomol 88 88 t76 - - - I,KKO 

fu'emo'll 449 408 857 9,320 

PREFERRED PROJECT 

We<kdny Unndjoc<t<d 1,107 988 2,095 1,059 1,133 2,192 24,200 
Adjoc•lttl 1,0)6 917 1,953 978 I.OSZ 2,()30 22,400 
lntomol 142 142 284 162 162 324 3.600 
Extemol 965 846 1.811 K97 971 1,868 20,600 

Solurdoy Un.,.Uoc<to:d 1,327 1,244 2,571 - - - 27.740 
Adjusted 1,256 1.173 2.429 - - - 26,0(1() 
Jntemal 142 142 284 - - - 3,360 
Extcmol 1.1K5 1,102 2,287 24.380 

No-PROJECT i\1.T. 

Wcckdoy Un.'lllju<to:d 917 767 1.684 870 939 1,809 19,510 
Adju.•lttl 892 742 1,634 R32 901 1.733 18,6811 
lnlomol 50 so 100 76 76 152 1.660 
lixl<rnol 867 717 1,584 794 8(,3 1,(,57 11,850 

Solurdoy Un.'llljoc<to:d 1.286 1.185 2,471 - - - 26.0111 
Adj11<1<d 1,232 1,131 2.363 - - - 24.880 
lnlcm:IJ tOR 108 216 - - - 2,260 
External 1,178 1,077 2,255 23,750 

PRESERVET&C At:r. 

Weekday Un.'lllju"o:d 1.136 1.033 2.169 1,126 1.224 2,3511 25,450 
Adju;lttl 1,054 951 2,00.5 1,029 1.127 2,156 23,390 
Internal 164 1(>4 328 194 194 38& 4,120 
E,,temol 972 869 1,841 932 1,030 1,962 21,330 

Sulurday Un;•lju<to:d 1,454 1.369 2,823 - - - 30,410 
Adjuslttl 1,361 1,276 2,637 - - - 28,230 
lntomol lR6 186 372 - - - 4,360 
f!.ttemill 1,268 1.11!3 2,451 21\,050 
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Table 4-2 (Continued) 
Adjusted Site Trip-Generation Forecast By Alternative 

On-Site Alternative Trip Midday l'c.1.k !lour I'M Pcnk !lour Daily 
(Scenario Evaluated) Type In Out Total In Out To1al 2-Way 

I.Jl.<;.~-ltm;NSE AI.T. A 

W••kday Un.llljusted 818 693 I .'ill l.o54 l«l3 1,857 20.220 
AdjU-<1ed 770 64.5 1.415 982 731 1,713 18,:180 
lnlc:m.:~l 96 96 192 144 144 288 3,680 
futcrJ1.11 722 597 1.:119 910 659 1.569 16.540 

Snturdoy Un.llljustrd 1,177 956 2,133 - - - 25.910 
Adju.<ted 1,105 884 ],989 - - - 23.690 
Internal 144 144 288 - - - 4.440 I 

Extc:m.1J IDJJ 8]2 1,845 21.470 

I.Jl.~S-]tm;NSEAI.T. B 

Wookday Un.1dju.<tcd 828 833 1.661 873 850 1.723 18.890 
Adju.<led 793 798 1.591 835 812 1,647 17.990 
Intern., I 70 70 140 76 76 152 I .ROO 

Extcm.1l 758 763 1.521 797 774 l.'i71 17.090 

Solurdny U11.1dju.<~l 1,133 1,077 2,210 - - - 23,7fi0 
Atlju.<led 1.094 1,038 2,132 - - - 22,800 
ln1c:m..1l 78 78 156 - - - 1.920 
r~rcm:.11 1,055 999 2.054 21,840 

----

As shown in Table 4-2, the Preferred Project would have an cxtcm:rl daily trip generation 
three time.~ greater than the current site trip generation, but only 15 percent greater than the 
No-Project Ahcmative. The Preserve Town & Country Alternative is projected to have the 
highest external daily trip generation (approxinmtcly 35 percent grc.1tcr than the PreFerred 
Project). Lc..•s-lntense Alternative A would have the lowest external daily trip generation 
(approllimntcly 20 percent less than the Preferred Project). Less-Intense Alternative B 
would have an external trip generation approximately 17 percent lower than the Preferred 
Project. 

SITE TRIP DISTRIDUTION AND ASSIGNMENT 

Traffic distribution is the dctcnnination of the directional orien~1tion of traffic. II is based 
upon the geographical location of the site and land uses that will serve as trip origins anti 
destinations. Traffic assignment is the tlctcnnination of which specific route.~ project· 
related traffic will usc, once the generalized trnffie distribution is detenninctl. The basic 
factors nffccting route selection are minimizing trnvcl time and tlte distance traveled. Other 
considerations might be the ac.~thctic quality oF alternate routes, the number nf turning 
maneuvers, nntl nvnidance of congestion. Site access locations, signalized access points. 
and tum restrictions on driveways can directly affect the project traffic assignment. 

The trip distribution associated with site trnflic was primarily based upon the traffic 
a.o;.•ignmcnts included in other traffic studies completed for developments in the project 
vicinity. The site traffic distribution for the Museum Market Pln<.a Specific Plan is shown 
in Figure 4-2. The existing land uses on-site was assumed to conform to the trip 
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distribution shown in Figure 4-2. The trip gcncwtion from the e~isting land uses was 
subtwctcd from the existing traffic volume,~ on the existing street system. 

Traffic is typically assigned to the parking location of the trips for the proposed land uses. 
However, the location of all of the on-site parking has not yet been dctcnnincd. A three­
story parking structure may be located in Block J and/or lllock L. In addition, 50 percent 
of the residential guest parking may be located in a different block than the residential 
dwelling units and the parking for the hotel employcc,s may be located in a different block 
than the hoteL The parking for the commercial uses may be located anywhere within the 
Specific Plan_ A large portion of the parking is anticipated to be underground, but the 
location and acccs.~ driveways for the underground parking have not been established. 

1'unhcm1ore, a transfer of building square footage from one block to another block would 
be permitted by the Specific Plan, a.~ long as the transfer docs not increa.~e the building 
square footage by more than I 5 percent in the receiving block. In addition, the overall 
build out maximum development penniucd for the Specific Plan area cannot be exceeded. 

1bcrcfore, the trip generation was generally assumed to be evenly distributed on site, 
proponional to the size of each 13!ock. Where the location of specific land uses wa_~ known 
(e.g. preservation of the Town & Country), the trip generation for those uses were 
a<sumed for those !llocks. The access for Blocks Kl and K2 (Town & Country site) wa.< 
assumed to be on Indian Canyon Drive for existing conditions, the No--Project Alternative, 
the Preserve Town & Country Center Altcmative, and the Less-Intense Alternative A. For 
the Preferred Project and Less-Intense Alternative B. the access was assumed to be 
primarily on Museum Way which could be used to access to both Palm Canyon Drive and 
Indian Canyon Drive. 

4U. THRO!!GU TRAH.IC PROJECTIONS 

TRIP GENERATION ASSOCIATED WITH CUMULATIY~: DEVELOPMENTS 

The cumulative truffle analysis included the ~ssignment oftr~ffic from fifteen cumulative 
projects (shown in Figure 2-10) that were identified through coordin~tion with the City of 
Palm Springs. The location of the cumulative projects extended north to Tamarisk Road, 
cast to Farrell Drive, and south to East Palm Canyon Drive. Cumulative traffic from 
developments located outside of this area were assumed to be part of the minimum l 0 
percent growth in existing traffic volumes. 

Traffic volumes were projected for the midday and evening peak hours on typical 
weekdays in the peak season as well as the midday peak hour of the generators on 
Saturdays. Since the Villagcfest starts at 6:00PM during the winlcr season, and road 
closures begin up to an hour earlier, the cumulative development trip-generation forecast 
for "lbursdny evenings during Villagcfest was assumed to be same as that of the weekday 
evening peak hour. 

"11te cumulative trip-generation c,stimntes for a typical weekday midday and evening peak 
hour arc shown in Table 4-3. These estimates were developed from the ITE Trip 
Genera/ion (Seventh Edition) manual by applying the recommended procedures for 
c-<timating trip generation outlined by the ITE in Trip GenerationllmullmtJk (March, 200 l ). 
11tc weekday trip generation a~sociated with the Agua Caliente Museum wa.' increased by 
67 percent to estimate the Sa!llrday trip generation, ba.'cd upon historical visitor attendance 
dora provided by ~1c Palm Springs Art Museum. 
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Table 4-3 
Cumulative Project Weekday Trip-Generation Forecast" 

Development L1nd Usc Midday Peak Hour Evening Peak Hour Daily 
l~1nd Usc Category Quantityh In Out Total In Out To~1l 2-Wny 

Polm Conyon nt 
Tamarisk 

- Speci olty Rcloil 3.5 TSI' II 12 23 10 H IR lffi 
- Residen1int tMF A) 120U 2 8 )0 7 3 10 110 

Suhlolol 13 20 33 t7 II 23 270 

TTM 31104 

• Residentinl (MF,\) 200U 2 12 14 tl 5 t6 160 
~··---

A~un Cnlicnte 
Museum 90 TSF R9 57 146 43 If» t47 2,0(-,f) 

··~~~~- ~~-

VlllnRC Trndlllons 
- ResidenlioHMFM If» DU 10 44 54 42 20 62 660 

TTM 33936 
- RcsidentioliMFA) 2t DU 3 12 15 tl 6 17 170 

The Pnlm Canyon 
• illi SliD~ l!~l~i] (320) 45.936 TSF 133 149 2B2 11!0 195 375 4.11.10 

Por1ion Occupiedc 50% 67 75 142 90 98 IRH 2,050 

- Cmpo~ol RcraH (820) 39.25 T$1' 120 135 255 163 17(! 339 3,71.10 
~ "-. ----

Net R~rail lncrca~c 53 60 tl3 73 78 151 IMO 

- Prim:1ry with P;u.s-nl1 34% 35 35 70 48 43 96 IIJ<Xl 
- Rcsi<lcnlial (MFA) 125DU 10 5t 6t 48 24 72 1M 

--- ·--· 
Net ]11Cfl!il..';.e Suhlo~ill 45 36 13t 96 72 t68 t.87{) 

m ~-~-~-

Camino Rcnl, U.C 
- Re.i<lcntial CMFA) 250U 3 14 17 13 (, 19 21.10 
- Residential CSFD) 9DU 5 14 19 R 5 IJ Ito 

-·-
Suhlolol 8 28 36 21 tl 32 310 

il. Unadju~lcd trip gen.eri!.tion forccn~t tl>\o;.ed upon n din:-c[ npplication of I he pc;tk hour o-f~~ g~n~mror 1np 
gen'L':ralion mtcs nnd tegre~:o;ion cqu.11ion~ published by 1he ITE Trip G~n~rntilln (Se·•cmh Edi(ion). The: 
U:Se of ~~dillly retail {Lmd Use Code :R14) Wa.'"i hascd upon simirar .a~sumpr~ons in the Rnt'l 
Dt!l'dCiprn~nl Traffic Smdy. No pac;~-hy trip mlju~lments wert' a..'\sumcd for spcciill~y rclail dc,.·clapmenl. 

b. TSr~Thou~.:md .~[U~ f~t of building floor a.re.1. DU:OweiJing unils. 
c. The a_~~llmprinn tlmL .. The Palm Cimyon.'' ::;ire ii 50 percent occupied is b3!",.C!J upon a dri't·c-hy review of 

rhe silc. 
t..l. P.a~s-by lrip~ nre rho5e lm.·olving molorist.o,; pnssing the site who opt ~o milkc an inlc:nnedi:"Jie ~rop [o 

visit the re1nil development {)n-!ti~e on I heir way to anolhct destination. Since lh~ inhnund ilmi I he 
ourbouml \'olumc '()f pa,.~·by ~rips mmt cqu;JI (i.e. nny pit'is~by !rip Lh~t enrers the !'ilc must dcp;;ut) lhe 
;;;nmlkr of the IWO volume:-; oons.tr.l.jn.!i the p.1.nTby lrip percentage. 
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Table 4-3 (Continued) 
Cumulative Project Weekday Trip-Generation Forecast" 

Development Land Usc Midday Peak Hour Evening Peak Hour Daily 
Land Usc Category Qunmityh ln Out To~1l In Out To~-11 2-Way 

Rael Developm-ent 

- ll3i~lin~ ~T .. cs 
Spcciahy ReEaH 17.49TSF 97 105 202 49 39 RR 790 
Gcncrnl Office 2.5 TSF 5 I 7 I 5 6 50 
Rcsl::n1r.tnt 1.62 TSF II II 22 II to 21 210 

·---·-· 
F.xi~Eing u~ Tolal 114 117 231 61 54 liS 1,050 

~ ~WSl"tiJ U3::s 
Spe<iolty Retail 23 TSI' 121 132 253 79 62 141 I ,240 
Re<idential (MFA) 1300U 12 53 65 so 25 75 ROO 
Gcncr.1l Office 4.4 TSF 11 I 12 2 9 II 90 

-· ··-----
Propo<ed U"' Total 144 186 330 131 % 227 2,130 
Net lncrr.:n_r.e Suh("Oiill 30 69 99 70 42 112 l,OSO 

TIM 31378 

- Rc,identiol (MFA) ll ou 2 7 9 7 3 10 100 

rnlm Min. Re•orl 
-Hotel 40 Room_'i. ~~ 9 23 13 II 24 330 

TIM 33341 
- Rc.<i•i<miol[MI'A) l56DU 13 6l 74 58 29 R7 9-l(J 

TIM 33575 

- Rc,idcntiol (MI'A) LOODU 9 43 52 41) 20 60 640 
Spcci"lty Retail 32.53 TSI' 132 143 275 92 72 164 1.430 

···-
Proposed u~ Tmal 141 IR6 327 132 92 224 2.010 

·---~ 

TrM 34165 

- Re<idential (MI'A) R4 OU 8 37 45 35 17 52 55(1 

TIM 34938 

- Re>idcotiol[SI'tJ) 34 DU 9 27 Jfi 26 15 41 390 

TIM 35600 

- Rc,tour.mt (932) IS TSF 106 97 203 100 M 164 1,910 
Drinking Place (936) fiTSF 46 24 7n 340 

··--
Suhloi:JI 106 97 203 146 RR 234 2,250 
50% Jmern<JI 53 49 1112 73 44 117 i,lJO 
1-lolel 482 Rooms 121 99 220 ISL 134 2R5 3,940 

·-· -··· 
TotaJ 174 148 322 224 178 .l(J2 5.070 

Cumulu.Uvc Tnlnl 559 RllJ lJ62 806 616 1,422 16.031) 
'------·· ···········- ·-·· -··-

OJ_ Unadjusted trip gc:nemtion foreca..,t ba~ upon a ·tHree I <1ppl jcation of I he peak hour of the gcncl'iltor lnp 
gc:ne:r.uion rnu:-:c; .1nd rcgr~"ion equalion!i- puhH~hed by I he ITE Trip G~n~m1ian iSc.,.en~h Edition). 

1>. TSf~Thous.1nd "l"""' fc<l of building floor =•- ou~Dwell ing unit. 
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The cumulative project~ nrc projected !o generate a total of approximately 16,030 weekday 
!rip-ends, as shown in Table 4-3. During !he midday peak hour on weekdays, I ~>62 trip­
ends would be generated (559 inbound and 803 outbound). During the evening peak hour, 
I ,422 trip-ends would be generated (806 inbound and 616 outbound) by the fifteen 
cumulative project~ evaluated. 

Table 4-4 summarizes the trip generation for the cumulative project~ during the midday 
peak hour on a typical Saturday_ 1ltc Saturdays trip gencralion associated with the fifteen 
cumulative dcvelopmenls evaluated (1.504trip-cnd~. with 757 inbound and 747 ombound 
trips) is e~pected to be greater than the typical weekday trip gcncmtion. Although the 
multi-family attached residential weekday trip generation forecast in Table 4-3 was 
developed from the !TE regression equations, the weighted average trip generation rntes 
were milizcd for the Saturday trip generation in Table 4-4, ba<ed on the limited number of 
trip generation studies for Saturdays and the relatively small number of dwelling unit~ 
being cvalu~Lcd. 

The typical weekday traffic of each of the fifteen cumulative development< was ,,;signed to 
the street~ and intersections in the study area and then added together to identify the year 
2030 cumui~Jive daily and peak hour turning movement traffic projections shown in figure 
4-3 and Figure 4--4. Where possible, the cumulative traffic volumes of each project were 
assigned through the study area based upon the cumulative traffic distribution and 
assignment information in available traffic studic.•. ln those instances where no traffic study 
was available, the location of future trip destinations ~nd origins was considered in 
conjunction with the turning percentage.< of entering traffic at the key intersections in !he 
vicinity of each cumulative development, as an indication of lhc direction fulurc cumulative 
traffic would be likely to travel. 

The dosurc of Pnlm Canyon Drive on Villagcfest Thursdays will cause a portion of the 
cumulative traffic to divert to Bclardo Road in lhc year 2030. Figure 4-5 shows the 
cumulative traffic turning volumes projected to be using the key intctsections along Belardo 
Road during the highest hour beJwccn 6:30p.m. and 8:30p.m. on Vill~gcfcst Thursdays 
upon build out in the year 2030. Figure 4-6 depicts the year 2030 cumul~tive turning 
movement tr~flic volumes at the key intersections evaluated during the midday peak hour 
on Saturdays, 

4C. ToTAL TRIIFEIC PRO]EC'UONS 

YEAR 2030 TYriCAL WEEKDAY TRAFFIC l'ROJECTIONS 

Figmc 4-7 shows the typical weekday traffic projections for lhc roadways within the study 
mea upon build out of the Palm Springs Geneml Plan. These projections were developed 
in conjunction with the 2007 update of the Palm Springs General Plmt and include the site 
traffic that would u1ilizc the roadwnys wilhin the study area with the No-Project 
Alternative. 

'11tc l~rger of the recently updated Palm Springs General Plwt build ou! Jrnffic projections 
or the sum of existing traffic plus a ten percent growth, plus cumulative project traffic, plus 
project-related traffic was assumed for General Plan build out year 2030 traffic volumes. 
For consistency between the various scen~rios, the project lmffic generated by lhe No­
Projecl Alternative wa.s assumed to be included in the General Plan build out traffic 
volumes. Table 4-5 provides the future Year 2030 General Plan build out weekday traffic 
projections with the Preferred Project and each project altcmative. 
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Figure 4-3 

Year 2030 Cumulative Weekday Traffic Projections 
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Figure 4-4 

Year 2030 Cumulative Weekday 
Peak Hour Traffic Projections 
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tndn Engi11ccri11g 

Figure 4-5 

Year 2030 Cumulative Peak Hour 
Traffic Projections During Villagefest 
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Figure 4-7 

General Plan Build-Out Typical Weekday Traffic Projections 
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Table 4-4 
Cumulative Project Saturday Trip-Generation Forecast" 

Development L1nd Usc Midday l'enk Hour Daily 

l~'lnd U5e Ctllegory Quantltyh In Out Total 2-Wny 

rolm Cnnyon nt 
Tomarl•k 

• Spa:iohy Rct•il 3.5 TSF 10 8 IR ISO 
• Re.•idcnti•l (MF,\) 12DU 3 3 6 70 

Suhwr•l 13 II 24 220 

TTM 31104 

· Rcsidenliod {MFt\) 20 DU 5 4 9 110 
-·-

Aguq Culhmle MuStllm 90 TSF 72 173 245 3.430 

VIII•~• Traditions 

- Rc•idcnlia! (MFII) 104DU 26 22 48 S'Xl .. ------------
TIM 33936 
• Re•idcnrial !MFII) 21DU 5 5 10 120 

-----· ----------
The ralm Cnnyon 

-ll!illiD2 B~lail (820) 45.936 TSF 271 251 522 5.6611 
Portion Occupied SO% 136 126 262 2.830 

- £D:w:ass::d Bs:lail (B20) 39.25 TSF 245 226 471 5.130 
---- -·---

Ncr Rcroillnc=,. 109 100 209 2JOO 

·Primary wilh Pa.'\~-Byc 34% r,; 66 132 1.520 
• Re.<idenrial (MFA) 125DU 32 27 5~ 710 

Net Increase Suhlol.ill 9R 93 191 2.230 

Camino Rrol,. I .. I .. C 

• R<>idenriol (MFA) 25DU 6 s II 140 
• Re<idenrial (SFD) 9DU s 4 9 'Xl 

Suhi<>IOI 11 9 20 230 

a. UnadjU!>Ied erip gcller.uion fomca..'llif has.c:LI upon a direct npplii:ation of ~he pe:tk hou:r of Lhc gcncrnt•or Crip 
gcncmCion rate:~ and regfC5$iOn C'.quation.c; publi~hr.d by the ITE Trip G.rnt'rRiinn (SC'\'cnlh f.:.Uilion). 

b. TSF=ThOU"-1nd "I"""' feel <>f building noor area. DU~Dwelling unit. 
c. POJ~"!j;·hy trips an: 1hos:c in••.-olvjng mtHorisl:s pot~:'iing 1hc ~itc who opt lo make: ;:m intcrmcc.li.:a1e .'i.IOP lo 

"'i:!ih the rctilil tfevelopment nn·.!iiite on their way lo anolher dcstinntion. Since the inlk)und and 1he 
ou1bc:mnd Vt)lume of pas:!io·by trip-!!: mu!iit equal (i.e. any pa'l.'i·hy trip t}mt enters tile: !iiite must depart) lhe 
smaller of the two \·ohunc.s (lhe inbound volume} con!Str.linc:d I he pa:s ... ·by trip pcrcentnge. 
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Table 4-4 (Continued) 
Cumulative Project Saturday Trip-Generation Forecasta 

Development Land Usc Midday Peak Hour Daily 

L~nd Usc Category Qunntityb In Out Total 2-Way 

R•<l l>e.elopmenl 

-Elj:tljm: Ust:5 

Specialty Reroil 17.49 TSF 49 39 88 740 
Gell<rolOmce 2.5 TSF I 0 I 10 
Rcstaur.ml 1.62 TSF 20 12 32 260 

Exi.;;ling Us-e Toli1L 70 51 121 1.010 

L Pmpmcd U::eo:. 
Specialty Retail 28 TSF 79 62 141 1.180 
Re<identiol (MFA) 1311 DU 33 28 61 740 
Gcncr.lLOffic.c: 4.4 TSF I I 2 10 

---- .. 
Propo<ed u,. Total 113 91 204 I ,930 

Net Increase: Suhlol:ll 43 40 83 no 

TIM 32378 

-Residential (MF,\J II OU 3 2 5 60 

l'.nlm Mountain Resort 

-Hotel 40 Rooms. 16 13 29 330 

TIM 33341 

-Residential (MFA) 156 DU 40 34 74 880 

TIM 33575 

- Re.idcntial (MFA) IOODU 25 22 47 570 
Specialty Retail 32.58 TSF 92 72 164 1,370 

Total 117 94 211 I ,940 

TIM 34165 

- Residential (MFA) 84 ou 21 t8 39 480 

TI~t 34938 

- R«idcntinl (MFA) 34 DU 17 IS 32 340 

TI~t 35600 

- Rc.<taur.mt (932) IS TSf 106 97 203 2.380 
Drinking Place (936) 6 TSF 46 24 70 340 

----
Subtotal 152 121 273 2,720 
50% lntem-'1 76 61 137 1,360 
llotd 482 Room< 194 153 347 3,950 

Total 270 214 484 5,310 

Cumulnllvc Total 757 747 1.504 17,190 

a. Unadju."io1ed trip genetntion foreca.'t b.15tt.l upon a dim:: I i1ppl ic;Jtio-n of lhe peak. hour of the genera lor tnp 
cc:nernlion t;:ltC~ and rtgres:~ion tqUi11ion.'i puhlh;hed hy the rrE Trip G(nemtirm (Sc\·cnth &.lition}, 

1>. TSF~Thousand >quare feet ofhuilding noor area, DU~Dwcllins unit. 
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Table 4-5 
Year 2030 Weekday Traffic Volume Forecast By Alternative 

(Peak Season) 

Ro.1dway -SegrJJCnt fuferrcd No-Project Prescf\·e Town Le .. <;~- l ntcn..-.c Lc~~·tnlcn~ 

Project t\llemnti\-c & Country Alt. A1t.A Alt. n 

rnlm Conyon Drive 
- NIO ,\modo Road 21,770 21 ,Q70 21.790 20,940 21,130 
- SID Amado Road 21.570 20.970 21,870 21,200 20.960 
• NIO Andrea.< Road -- - - 20.!150 -
- $10 Andrea.< Road - - - 19,460 -
- NIO Mu<eum Wny 21.960 - 22,250 - 21350 
- SfO Mu_t;~Um w~y 22,230 ~ 22.500 - 21 .~60 
- NID Tahquill Cyn Way 22,230 21.370 22.500 21.440 21560 
- SID Tabqu itz Cyn W•y 22.610 22.030 22,660 21.840 20.040 
• NID A"'"" Road 18,480 17,900 18530 17,710 17,890 
- SID Aren"' Road 18,600 17.900 18.660 17,770 17,970 

lndlnn Conyon [J<[\"O 

- NIO Amado Road 20,000 19.100 20JJ20 19,170 19.170 
- SID Amado Road 20.690 20,410 20,190 20.680 20,150 
- NIO Andre.~< Rood 20,060 19,790 19560 20,050 19520 
- SIO Andre."!.< Road 19.560 19.540 19,180 19,4(,/J 19.0ZO 
• NIO Mu<eum W>y 20,460 - - -- 19,920 
- SID Museum Way 21,360 - - - 20,630 
- NID Tnh<1uitz Cyn Way 21.360 20,440 20,080 20,360 20.630 
-SID Tnhquitz Cyn W>y 22,430 21,750 21.360 21,540 21.820 
- NIO Arenas Road 22,1W 21.500 22,110 21,2'ltl 21.570 
- SIO Arena< Road 22.200 21.500 22,220 21370 21,560 

lldordo Rood 
- NID Amado Road 3.260 3,180 3.260 3.160 3,190 
- SID Amado Road 5,330 5,370 6,300 4,100 4,810 
• N!O Mu<eum Way 6,470 - 6,9511 5550 5,780 
- SIO Mu.cum Woy 4,920 - 6.810 4.'160 4,440 
- NIO Tohquitz Cyn Wny 4,980 - 7,220 SJJRO 4,450 
- S/0 Tohquitz Cyn Way 4,690 3.930 4,750 4.150 4.400 
• N!O Mona. Ro<ld 4.0ZO 3,600 4,080 3.800 3,810 
-SID Aren" Rood 3,720 3,600 3,710 3510 3,610 

Museum DrJve 
• NIO Mustum Way 2,650 - 2,730 2,320 2,370 
- SIO Mu.~<:um Wny 2,0311 - 2.080 1,830 1.880 
• NID Tahquitz Cyn Way 2.100 8.020 2,150 1.890 1.940 

Co hu illo Rood 
- S/0 Tohquitz Cyn Way 2.200 1.780 2.260 t.no 1530 
• NIO Arona< Ro.'ld 1.290 1.210 1.310 1,160 1.1')() 
- SIO A~<:tUS Road 6311 5RO 630 580 590 
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Table 4-5 (Continued) 
Year 2030 Weekday Traffic Volume Forecast By Alternative 

(Peak Season) 

Roadway ~gmenl Prefcrml No-Pmject Prcscl"\·e To\\U l..e:!i.!i:·lnlcn~ lc.'li:ti·Jn1en-:e 
Project Al!rm.-.tiYc & Country All. Alt. A All.B 

Amado Rood 
• f10 lldonlo Road 7.320 7.500 8.330 6.230 6,870 
• \V 10 l'rtlm Cyn l>ri •·e 7.320 7.500 8.130 6,231) 1\.870 
• E/0 Palm Cyn !>rive 7,820 8.110 8,930 7.200 7,400 
• WID Indian Cyn Drive 6.210 6.500 7.320 5.590 5.790 
• E.ID I ndion Cyn Ori ve 5.690 5,400 5,710 5.350 5.430 

Andreas Road 
• \V ID Paint Cyn IJri ve - - - ),450 -
• WIO Indian Cyn Drive 220 220 220 2,160 2ZO 
• 1'.10 Indian Cyn Drive 4,090 4.200 4.180 4.140 4.010 

Museum Woy 
• W/0 llcl:lfdo R1101d 4.2t0 - 4.370 2.920 3.420 
• E/0 llclonlo Road 4.190 - 2,620 - 3.460 
• WIO Palm Cyn Drive 5.o70 - 2.020 - 3,9\ll 
• E/0 l'alm Cyo Drive 4.290 - - - 3.)80 
• WID Indian Cyn Drive 4,110 - - .. 3.240 

Tnhquitz Cnnyon Wny 
• \V/0 Mu!ti.'!Um IJrh·c 950 950 950 950 950 
• E/0 Museum Dri•·e 2,7RO 8.700 2.830 2.570 2l•20 
· W/0 Cnhuilln Rood 2.810 8,730 2.HIIfl 2.600 2.650 
• f:JO Cahuilla Rood 4.290 10.150 4,4t0 3.610 3.770 
• W/0 llelanlo Ro.1d 3.830 9.690 3.950 J,ISO 3,310 
• E/0 Belonlo Ro.1d 8.650 9,770 10,710 7.980 7,720 
·WID Pain> Cyn llri•·e 10.560 12.200 12,780 10.050 9,480 
• EJO Palm Cyn Drive 13.390 14.810 16.010 13,190 12,610 
• W/0 Indian Cyn Dri\·e 13,220 14.700 15,840 10.050 12,440 
· E/0 Indian Cyo !)rive 15,380 14.580 t5.280 13.190 t4,820 

Arenas Road 
· \V/0 Cahuilla Road 1,320 1.270 1.320 1.270 1.280 
. 1'.10 Cohuillo Rood 1.240 \,ItO 1,250 1.150 1,180 
• WIO lldonlu Ro.'ld 1,340 1.2t0 1.350 1.250 1.280 
• 1'.10 Belonlo Ro.'Mt 2.400 2.140 2.510 2.310 2.260 
• WJO Palm Cyn Drive 3.160 2,400 3.280 2.920 2,920 
• f10 P•lnt Cyn Drive 4.430 4,100 4,520 4.340 4,310 
·WID lndion Cyn Drive 4.430 4.100 4.520 4.340 4.310 
· E/0 lndion Cyn Drive 4,150 4,100 4.150 4.100 4.120 
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Existing turning movement volumes were proportionally increased to represent year 2030 
turning movements. E.1ch existing turning movement volume was multiplied by the ratio of 
the future year 2030 weekday trartic volume divided by the current weekday traffic volume 
on both intersection legs n.~sociated with that turning movement. All of the cumulative 
projects shown in Table 2·3 were assumed to be completed by the time the proposed 
project is completed. Consequent\y,thc projected cumulative traffic volumes were added 
to the year 2030 peak hour tmffic volumes. In any instances where the current volume 
exceeded the ruture volume projcetion (or a future projection wn.~ not available) the eurrent 
volume was increased by ten percent and then assumed as the future year 2030 traffic 
volume projection . 

Year 2030 peak hour turning movement projections were developed by assuming that the 
increase in peak hour volumes between the year 2008 nnd the year 2030 would mirror the 
change in the daily volumes. The incrc.•:re in peak hour turning volumes wa.~ normalized to 
the growth in daily traffic volumes to ensure that the future peak hour volumes would more 
accurately rencctthc overall incncn.o;c in daily traffic volumes. Peak hour turning movement 
volumes generated by the cumulative projects ~hown in Table 2-3 were added to the 
background tmflic growth projected in the study area. 

The year 2030 total weekday traffic projections for the roadwnys within the study area with 
the Preferred Project arc provided in Figure 4-8. figure 4·9 provides the year 2030 total 
weekday traflic volume projections with the No-Project Alternative. figure 4-10 shows 
the year 2030 total weekday traffic volume projections with the Preserve Town and 
Country Center Alternative. Figure 4-11 depicts the year 2030 total weekday traffic 
volume projections with Less-Intense Altemative A. Figure 4·12 depicts the ye:tr 2030 
total weekday traffic volume projections with l..css-lntensc Alternative B. 

The year 2030 total weekday peak hour turning volumes at the key intcr>cctions in the 
study area with the Preferred Project are provided in Pigure 4-13. figure 4-14 depicts the 
year 2030 total weekday peak hour turning volumes at the key intersections in the study 
area with the No-Project Alternative. figure 4-15 ~hows the year 2030 total weekday peak 
hour turning movement traffic projections at the key intersections with the Preserve Town 
and Country Center Alternative. Figure 4-16 depicts the year 2030 total weekday peak 
hour turning movement traffic volume projections with l.css-lntcnsc Alternative A. Figure 
4-17 depict~ the year 2030 total weekday peak hour turning movement traffic volume 
projections with Lcss-lntcn:re Alternative B. 

Yt:,\R 2030 llUU.n OUT TRA~·nc I'ROJF.CTIONS WITII VJI.I.AGt:n;sT 

Figures 4-11\ through 4-22 show the year 2030 total traffic projections for the highest 
volume hour between 6:30p.m. and 8:30p.m. on Thursday evenings during Villagcfest by 
site development alternative. Turning movement projections arc shown for the key 
intersections nlong Belardo Road with P:llm Cnnyon Drive assumed to be closed for 
Villagcfc.~t. The traffic volumes on Indian Canyon Drive during thi~ period would be 
similar to those on a typical weekday evening peak hour. 

YF..\R 2030 BUILl) OUT SATURDAY TRM.FJC PROJECTIONS 

figures 4-23 through 4-30 illustmtc the year 2030 midday peak hour traffic projections on 
Saturdays at the key intersections by site development alternative. It should be no!cd that 
the changes in both on-site land u;c.~ and the proposed internal circulation system with each 
alternative affect the traffic volume.~ projected for the surrounding strccl~. 
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Figure 4·8 
Year 2030 Weekday Traffic Projections 

(With The Prelerred Project) 
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Figure 4·9 
Year 2030 Weekday Traffic Projections 

(With The No-Project Altemative) 
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Figure 4-10 

Year 2030 Weekday Traffic Volumes 
(With The Preserve Town and Country Alternative) 
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Figure 4-11 

Year 2030 Weekday Traffic Projections 
(With Less-Intense Alternative A) 
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Figure 4-12 

Year 2030 Weekday Traffic Projections 
{With Less-Intense Alternative B) 
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Figure 4-13 

Year 2030 Weekday Peak Hour 
Traffic Projections 

With The Preferred Project 
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Figure 4-14 

Year 2030 Weekday Peak Hour Traffic Projections 
With The No-Project Alternative 

Legend 

1.518 Mklday/Evening Peak 
Hour Turning Volume 

E9 
Scalo: 1""' 500' 

Figure 4-15 

Year 2030 Weekday Peak Hour 
Traffic Projections 

With The Preserve Town 
and Country Alternative 
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Figure 4-16 

Year 2030 Weekday Peak Hour 
Traffic Projections 

With Less-Intense AUernative A 
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Figure 4-17 

Year 2030 Weekday Peak Hour 
Traffic Projections 

With Less-Intense Alternative B 
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Figure 4-18 

Year 2030 Villagefest Peak Hour Traffic Projections 
With The Preferred Project 
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Figure 4-19 

Year 2030 Villagefest Peak Hour Traffic Projections 
With The No-Project Alternative 
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Figure 4-20 

Year 2030 Villagefest Peak Hour Traffic Projections 
With The Preserve Town and Country Alternative 
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Figure 4-21 

Year 2030 Villagefest Peak Hour Traffic Projections 
With Less-Intense Alternative A 
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Figure 4-22 

Year 2030 Villagefest Peak Hour Traffic Projections 
With Less-Intense Alternative B 
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Figure 4-23 

Year 2030 Saturday Peak Hour 
Traffic Projections With The Preferred Project 
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Figure 4-24 

Year 2030 Saturday Peak Hour Traffic Projections 
With The No-Project Alternative 
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Figure 4-25 

Year 2030 Saturday Peak Hour Traffic Projections 
With The Preserve Town and Country Alternative 
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Figure 4-26 

Year 2030 Saturday Peak Hour Traffic Projections 
With Less-Intense Alternative A 
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Figure 4-27 

Year 2030 Saturday Peak Hour Traffic Projections 
With Less-Intense Allernative B 
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40. I'ROJt:cn:o I.EVEI, Of St:RyiCE ANr\I.YS!S 

Midday and evening peak hour level of service evaluAtions were conducted for all of the 
key intersections 10 evaluate typical weekday conditions in the year 2030 and identify 
potentially significant impacL~ :md required mitigation by site development alternative. In 
addition, the levels of service during the highest volume hour on Saturdays (the midday 
peak hour) with each site development alternative were evaluated for all of the key 
intersections along Indian Canyon Drive, Palm Canyon Drive and Belardo Road. An 
analysis of the Bclardo Road key intersection levels of service during the highest hour on 
Village fest Thursday evenings (between 6:30 p.m. and 8:30 p.m.) in the year 2030 was 
also conducted with the methodologies identified in the !lighway Capacity Mamwl (HCM 
2000). 

YEAR 2030 WU:KnAY PE,\K HOUR CONDITIONS 
AT TilE UNS!GNALIZt:D KEY INTERSECTIONS 

Two·lVay Stop·Controllrd Intersections 

The future weekday midday and evening peak hour control delay values and the 
corresponding levels of service for the key intersections with two-way stop control 
(fWSC) arc provided in Table 4-6. These control delay and level of service lindings 
assume an eight percent heavy vehicle mix and the current key intersection traffic control 
and npproach lane.< except as shown in Figure 5·1 (for the Preferred Project and Less­
Intense Alternative B), Figure 5-2 (for the Preserve Town and Country Center Alternative) 
or Figure 5-3 for Less-Intense Alternative A. No changes in the key intersection traffic 
control orexi.<ting intersection approach lanes was assumed for the No-Project Alternative. 

1l1c lcft·lurns from the major streeL< are nil projected to operate at acceptable levels (either 
LOS A or LOS D) during the weekday peak hours at the key intersections with TWSC in 
the year 2030. Therefore, only the control delay and LOS values associated with the 
minor-street approaches with the most delay at the intersections with nvsc were included 
in Table 4-6. For additional details. refer to the intersection control delay and LOS 
workshecL< provided in Appendix B. 

With the Preferred l'rojcct and all alternative.<. the minor-street approaches with the most 
control delay arc all projected to operate at LOS D or better levels of service during the 
weekday peak hours in the year 2030 at all of the key intersections with nvsc. Only one 
key intersection With TIVSC is projected to have a minor·strecl approach that operates at 
LOS D in the peak hours. Motorist< using northbound Belardo Road at Tahquitz Canyon 
Way are projected to experience levels of control delay a.<socinted with LOS D operation in 
the midday and evening peak hours with the Preserve Town and Country Center 
Alternative. All other minor-street approaches are projected to operate at LOS Cor bcller 
levels of service during the peak hours on weekdays with the Preferred Project and all site 
development alternatives. 

The levels of delay at the intersections evaluated with TWSC will be within the range 
considered accept:tble by the City of Palm Springs on weekdays in the yenr 2030, ·n1e 
majority of the motorisL~ at these intersections will be making through movements and 
e~pcrience LOS A operation in the peak hours. All of the motorists on the minor-street 
approaches will experience LOS D or better operation during the peak hours, which is 
considered acceptable. 
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Table 4·6 
Year 2030 Weekday Peak Hour LOS At the Unsignalized Intersection sa 

Mid·Ooy O'·er.~ll Avg.ot AWSC PM Overall Avg. 01 A\VSC 
Min<lr St. llpproach at1WSC Minor St. Apprnoch at TWSC 

Intersection Delay 
. 

Level of Delay" Level of 
(Reference Number) (SecNeh.) Service (SceJVeh.) Service 

PRJ;I'F.liRilD PROJRI 
Oolardo Rond @ 
· !I modo Rood (K) 11.7 LOSB 11.6 LOS II 
· Mu.~<:um Woy !14) {10.94( JLOSBI 1111.901 [I.OSR( 
· Tohquilt. Canyon Way (9)<1 24.0 I.OSC 21.1 wsc 
-!Irena< Rood ( 10) JB.54( !LOS A( IR.Jij [!.OS A] 

Cahuilla Rond @ 
• Toh<tuitz Con yon Way (I I) 10.1 LOS!l 9.5 LOS A 
· An:na.< Ro.1d (12) 9.6 LOSA 9.7 LOSA 
Musoum nrlvo @ 
· Tahquill Canyon Woy (13) 9.7 LOS,\ 9.1 l.OSA 

NO.PROll;cT ALTERNATIVE 
Ilolardo Rood @ 
· Anl3do Ro.'ll.l (K) 12.R I.OSB 12.0 J.OSB 
• Tohquitr. Canyon Way (9) t7.6 LOSC IU l.OSD 
• A"'n.1.< Rood (Ill) [8.37( fLQS,\J [K.IJl [LOS AI 
Cohuillo Road @ 
• Tohquilt Canyon Way (II) 14.8 LOS!l 12.2 r.oso 
• Aren3.< Road (I 2) 9.6 t.OSA 9.7 LOS,\ 
Mu.5eum Drive @ 
· Tollquilt.Cnnyon Way (tJ) 14.6 LOSll 12.1 LOSIJ 

PRF.~ERVt; TOWN & COUNlll \' 

Bolnrdo Road @ 
· Amod<> Rood (B) 11.9 LOSS 11.8 LOSIJ 
• Mu=m Way (14) [12.271 [LOSB] 112.101 [LOSBj 
• Tohquitr. Canyon Wny (9)d 34.9 I.OSO 25.7 I.OSD 
• Arena.• Rood ( 10) [K.'i6( ILOSAJ f8J4( [LOSAJ 

Col\ullla Rood @ 
• Tah<!uilt. Canyon Way (II) 10.2 LOSB 9.5 lOS A 
• ,\n:na.< Ruad (12) 9.6 LOSA 9.7 LOSA 
Mu.<eum l>rlve @ 
• Tahquitt. Canyon Woy {13) 9.8 LOSA 9.1 lOS A 

a. [kloy=overage control delay for !he lefl·lum move from !he major •Ired lhalc•hihit< d., most delay 
at TWSC intt~.ctions. Vnlucs shown ln hmcketli rcncct intcJY:ttion.-; with all-way slop control. 

h. The vaJucs .shown in bt3(ktl'ii renect intcrscctlons ~h:JE an:: all-way 5•op contrnUcc.l. 
c. !klay""''"'"S" oontrol delay for the inle,....,tion apprnoch lhatc•hihil< lhc most delay. 
d. Thi• intc,...,.,tion wo.< milignted by moving 11., cum:nl TWSC lrom Belanlo Ro.1d lo TahquiiX Canyon 

Way and •triping to add an ... <!hound and we.<lhound ldt·tum I.,.,. A dedie31ed wc,hound righHum 
Eanc w...s abo required with the: Pre.~rvc Town & Counlry Anernalive. 
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Table 4-6 (Continued) 
Year 2030 Weekday Peak Hour LOS 
At the Unsignalized Key Intersections 

o .. ·cmU J\ver.~,gc ror All-Way Stop O'ernll 1\Vernge for All-Way Stop 
Minor Appro."l<:h for 2-Wny Stop Minor Appro.1eh for 2-Wny Stop 

lnter>cction Delay Level ol'' Dcln/ Level or" 
(Reference Number) (SeclVch.) Service (ScelVeh.) Service 

U:SS !Nlb"'ISE At.lU\NATIVEA 

llclnrdo Road @ 

-Ama<lo Ro.1<ll 8) 11.0 LOS B 11.2 LOSB 
-Museum Wny (14)'1 I !.9 LOS 8 12.1 LOSB 
-T.hqu it1. Cnnyon Way (9)< 18.5 LOSC 175 LOS C 
- Arenn.< Rood (10) [8.411 [LOSAl [822) [LOSAJ 
Cahuilla Rood @ 

- Tnh<juit7. Cnnyon Wny (II) 9.9 LOSt\ 9.3 LOS A 
- Arena< Ro.'d (12) 9.5 LOSA 9.7 LOS A 
Mu~~u m Drive @ 

-Tnhquitz C•nyon IY•y (13) 9.6 LOSt\ 8.7 LOS A 

LESS INTF.NSE t\tlU\NAlWE B 

llclnrdo Road @ 

• An•1<lo Rood (8) 11.2 LOSB 11.3 LOSJJ 
- Mu.<eum Woy (14) [9.891 [t.OSA) [9.83) ILOSAl 
- Tahquitz Cmyon Wny (9) t9.3 LOSC 16.9 LOSC 
- A renO.< Ro.11l ( 10) IR.-141 ll.OS t\) 18201 [LOS A) 

Cnhullln Rood @ 
-Toh<juit< Canyon Wny (II) 10.0 LOSA 9.4 LOSA 
- Arenas Rood ( 12) 9.6 LOSA 9.1 LOSA 

Mu<cum Orl>• @ 
- Tnh<tuitz Canyon \1/ny (I]) 9.7 LOSA 9.0 LOSA 

....... 
~L 0\':lay=.;n·cra~c conlml dciay fur 1he !ert-mm move: from the major 51rtel th:n exhibl(s lhc JT}IY.}~ llclay 

~Jt lWSC in~cEXC~iom. Vnluc.'i ~hown ~n br.Jckel!'i reflccl in~ersectiom; th~t ;::~rc nll·w:Jy ~lop cnn~rolled. 
h. ~values ~hown In hr.:.dels rd1c-ct inlcrscctio-ns lhal an: aU-way $lOp cuntmllcd. 
c. Dday=.;wcr.:tge <"Onlro-1 dcl::1y for 1he tnlen:.ection nppro.."'lch I hat cxhihi1.s the most delay. 
Ll, lbe inlcr.;cclion or Belmdo Ro."KI and Mu~um Way '"'ll.'io il~~umed lo h::a\"e two-w.:~y slop conlrul wilh 

l.c!"~·Jnlcn!"..C Allcm:llive {\.hut r~IJ·w~y :-;lop control \\'ilh 11~ ~femd Projccl, the Pre:eervc Town & 
Country Center Altcmalivc ;:m.c;l Le.'i-~~Jntcn!:C Alterrolive D. 

c. This inlc~ctiOii WilS mi~ig<Jicd by moving lhe c:xl~l~nc nvsc rrum DclnnJo Roml to Tnhqlllll Canyon 
Wny nnd !itriping to add an ca..<ithound and w~tbound lefl·~um lane. 

All-Way Stop-Controlled Intersections 

Year 2030 weekday peak hour overall intersection control delay nnd levels of service nrc 
provided in Table 4-6 for the key intersections that are currently or were assumed to be nil­
way stop controlled in the year 2030. An eight percent tntck mi~ and the existing 
intersection approach lanes shown in Figure 5- I through 5-3 were assumed to develop the 
control delay and LOS value-• in Table 4-6. As shown therein, all of the key intersections 
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that would be nil-way stop controlled arc projected to opemte at acceptable level~ of ~rvice 
(LOS A or LOS B) in the midday nnd evening peak hour> on typical weekdays in the year 
2030 with the Prefcm:d Project and all nltcmati ves. 

Y~:,\R 2030 CONDITIONS AT Tln: UNSIGNAI.I7.ED KEY INn:RSECTIONS 
DURING TI!URSDAY EVENINGS WITH VILLAGEFEST 

The ye~r 2030 control del~y values and the corresponding levels of service during lhe 
evening between 6:30p.m. and 8:30p.m. on Villngefcst "Thursdays at the key inter>ections 
with TIVSC arc provided in T~blc 4-7. "lbese delay and LOS findings assume an eight 
percent heavy vehicle mix nnd the existing intersection approach lanes and tmffic control 
shown in Figure 3-9 unless noted. 

lt can be seen from Table 4-7 ,that the left-tum movcmenL~ from the major street at the key 
intersections with 1WSC arc projected to operate at LOS A. However. without mitigation, 
motorists using the minor-street approaches with the most delay at the unsignalized 
inter>ections along Bcbrdo Road arc projected to experience exce-~sive control delay during 
the highe-•t hour on Villagefe-•t Thursday evenings. 

11te southbound left-tum movement from Belardo Road onto Amado Road is projected to 
operate at LOS A during the hours of Village fest in the year 2030. However, with the 
existing two-way stop control, the westbound minor-street approach at the intersection of 
Bclardo Road and Amado Road is projected to operate at LOS F with the Prefem:d Project 
and all site development altemative-~. 

Based upon the traffic projections for the year 2030 following build out of the project, the 
Amado Road (minor-street) approach to the unsignnlized key intersection of Belnrdo Roall 
may rcqu ire signali7,1tion to provide LOS D or beuer operation during the evening hours on 
Thursdays when Villagefest is under way_ Since signal warrants would be met on only a 
couple of hour> per week, this intersection was not evaluated as a signaliled intersection 
for the future year 2030 scenarios, to clearly identify the potential project-related impact. 

The intcr>eclion of Bclardo Road and Museum Way is projected to opernte at LOS F with 
all-way swp control with the Preferred Project and with all site development altcmatives 
except the No-Project Alternative (which docs not include this intersection). "ll1is 
intersection would require signnli~ntion to meet the City of Palm Springs minimum 
perfonnnncc standard of LOS D with the Preferred Project, the Preserve Town and 
Country Center Alternative, or Less-Intense Allemative B. 

"!11c intersection of Bclntdo Road and Arenas Road is projected to operate at LOS F with 
all-way stop control with the Preferred Project and with the Preserve Town & Country 
Center Alternative. This intersection is projected to operate at LOS B with the No-Project 
Alternative nml LOS C with Less-Intense Alternative A. With Lc.<s Intense Alternative B, 
this imcr>cction would operate at LOS Din the year 2030 during Village fest. 

YE,\R 2030 SATURHAY 1\·IIHDAY PEAK HOUR CONHITIONS 
AT Tm; UNSIGNALIZ.:D KEY INTERSECTIONS 

11tc future control delay values and the corresponding levels of service for the key 
intersections with 1WSC arc provided in Table 4-8. These delay and LOS findings assume 
the existing key intersection approach lanes and tmffic control, except where shown in 
Figure 5-1 through Figure 5-3. As shown in Table 4-8, the key intersections with AWSC 
arc projected to operate at acceptable levels of service in the midday peak hour on Saturdays 
in the year 2030 with the Preferred l'rojcct and all site development alternatives. 
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Table 4-7 
Year 2030 Unsignalizcd Intersection 

Peak Hour Delay and LOS During Villagefestn 
(Peak Sca~on 6:30 PM-8:30 I'M) 

Q,·ernll A•erngcor Major S1.l.c:fl Arprooch Wilh Mo<l Delay 

I ntcT:iCclion Delay 
. 

Level of Delay" Level of 
(Reference Number) (SccNch.) Service (SccJVch.) Service 

I'RFJ~;RRED PROJI!CT 

Delardo Rood @ 
• Am:lllo Ro:lll (8) 9.0 I.OSA 1.107(WB) I.OS I' 
- Mu<eum Way (14) [392.28) ILOSI'I 718.39 (58) I.OSI' 
• TohquiiZ C1nyon Way (9) 9.9 LOS A 25.4(WB) 1.050 
• Artna• Ro:lll (10)0 [JW.63) [LOSI'j 144.32(SB) LOS I' 

l\'0-PROIECT ALTI:RNAlWE 

Otlordo Rood @ 
·Amado Rood(8) 8.4 LOSA 59.7(WB) J.OSI' 
• Tahquilz Canyr.m Way (9) 8,7 I.OSA 9.9(NB) I.OSA 

• ""'""' Ro.'lll ( 10) (14.%1 [LOSB) 18.48(58) LOSC 

PRESERVE TOWN & COUNmV 

Dtlordo Rood @ 
• Am:lllo Ro.'lll (8) 9.1 LOSA 1.14\(Wll) LOS I' 
• Mu<eum Way (14) (43K.ll) [LOS F1 808.38 (51!) LOS F 
• TahquiiZ Can)·on Way (9) 9.8 LOSA 25.9(WO) LOSD 
• An:nos Ro:lll ( 10) (107 .54) !LOS F) 186.48(SB) LOS I' 

U;ss INTI;NSI! AL TERNA11VE A 

ll<lnrdo Rood @ 
• Am:lllo Ro.'lll (8) 8.6 LOSA I$10K(WB) I.OS f 
· Andn:a• Ro.1d (I R) 8.1 J.OSA 15.4 (SB) LOSC 

· Mu<eum Woy (14)d 9.9 t.OSA 32.3(EBI.) t.OSO 
• Tohquilz Canyon Way (9) 9.4 LOSA 24.5(WB) LOSC 
• An:n.1.' Ro.1d (10) )23.19] (I.OS C) 31.77 (58) l.OSD 

IL'lSINll;NSEAL'IERN,\TIVEB 

llolardo Road @ 
• Am.;do Ro.'lll (8) 8.7 LOSA 919.1 (WB) LOS P 
• Mu<eum Way (14) (212.26) {LOS F1 369.65 (SB) LOSf 
• Tohquil7. Canyon Way (9) 9.5 l.OSA 22.7(WD) t.OSC 
-A.,na.<Ro.'lll (10) [29.90) {LOSD) 44.18 ISO) LOSE 

a. Dcla~i.1Vemg.e conlrol delay for lhc: lcrt-•um move rrom Lhc mi.ljor ~1met lhat e;~~hibiL~ 1he mo!lit t.lelny al 
TWSC in~tr.:;tct1ons. Values show11 in ht1'1Ckets reflect inre~cdiom; lllat are all-wny !ii'OP con1mUc.c.l. 

b. Delny~overnge conlrol delay forlhe in1er.oec1ion approoeh LhaluhibiL.< 1/10 mo<l delay. 
c. This intcrr.ection t3n he nlitiga•c:c.l wi1h tbc Prercrre.d Project by changing the: exi:!iting nll~wny stop 

con1ro! ro two-wny !iilop conlml (wi1h Arenas Roilt.l runc1Eoning a~ the minor ssrecl) thereby I'C'ducing 
!he delay lo48.8 ,;ccoodwvehidc (LOS E) on Lhc approach will! lhe mo<l delay (weslbound). 

d. TWSC wa.' "'"umcd wi1h O.lonlo Ro:lllas Lhc m.'ljor>lreCI nnd a dcdicol<d c.-.slhound lef\- •nd lighHum 
lome. 
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Table 4-8 
Year 2030 Saturday Peak Hour LOS 

At the Unsignalized Key Interscctionsn 
(Peak Season II :00 AM-I :00 PM) 

0>'<t:lll "'''Crngc or MojorSI.l.c:fl Appru.;ch Wilh Mo,<ll>day 

lntcroection -Delay' Level of Delay• Level of 
(Reference Number) (SccNch.) Service (SccJVch.) Service 

I'REI'ERRED I'ROJioCf 

Oolnrdo Road @ 
• Am:lllo Rood (8) 8.1 LOSA 1\.K LOSB 
• Mo,;cum Way ( 14) [12.36) !LOS B] 12.98 LOSO 
· T3hquitz Con yon Way (9) 7.9 I.OSA 27.4 LOSO 
• ,\n:na• Ro.'lll (10) [8.581 (!.OS A) 8.84 LOSA 

NO-PRO/OCT Al.TIORNATIVE 

Btlnrdo Rood @ 
• An•1do R .. 'ltl (8) 8.1 I.OS r\ 13.0 I.OSil 
• Tahquilz Canyon Way (9) 8.6 I.OSA 18.6 I.OSC 
• An:no.< Rood (I 0) )8.42) (LOSA) 8.59 I.OSA 

I'RFSI'RVEmwN & COUNTRY 

llelardo Road @ 
·/\modo Ro.'lll (8) 8.4 l.OSA 12.1 t.osn 
• Mu<Cum Way (14) (14.65) 11.0511) 17.98 l.OSC 
• Tohquilz Cnnynn Way (9) 8.0 l.OSA 33.0 1.050 
- An:na.< Ro.'lll ( 10) [H.6JJ (I.OSA] 8.90 LOS,\ 

l£'lS IN'Ib"!Sii AI. TIORNA TIV!l ,\ 

llrlardo Rond @ 
. A modo Ro.1d (8) 7.9 LOSA 11.1 LOSB 
· Andn:a.< Rd. (18) 7.K I.OSA 10.2 LOSB 
·Museum Woy (14) 9.40 I.OSA 9.80 I.OSA 
· TohiJUilz Canyon Woy (9) 7.8 LOSA 23.1 LOSC 
• An:na.< Ro.'lll (10) {K.47) [LOSAJ 8.67 LOS A 

I.ESS IN'Ib"!Sil Al.TI;RNATIVE B 

llolardo Rood @ 
• Amado Ro.1d (8) 8.1 I.OSA 11.5 LOS II 
• Mu<eum Woy (\4) )11.121 (l.OSII) 11.24 I.OSB 
• Tohquil7. Conynn Way (9) 7.8 LOSA 21.9 LOSC 
• An:na.< Ro:lll (to) [8.49] (LOS AI K.7J LOSA 

a. Del.ay~avc:ragc conlml delay for the [eft-tum move: rrom lhc major stmcl th.ll cxhibi1!i the mo~l delily nr 
nvsc inlemc:tions. Values. :!i-hown in br.H:kcLS rtficc::l inr~~ction§ tbal Bre aU-way stop controlled. 

h. Th-e vah:1c~ fl;hQv.-11 in bracket~ ~necalncc:rsections. that ore a11-way s1op controlkd. 
c. Delay••m·erngc conlrol delay for lhc imcrsection aJ>IIro.1Ch lllote•hibil< 1he mo<l de loy. 
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The key intersections with two-wny stop control nrc also projected to provide acceptable 
levels of service in the midday peak hour on Saturdays in the year 2030 with the Preferred 
Project and all site development alternatives. The minor-street nppronches at the 
intersections with TIVSC arc e.~pccted to operate m LOS D or better service levels. 

YE,\R 2030 WEEKDAY P~:AK HOUR CONDITIONS 
AT TilE SIGNALIZED KEY INTERSECTIONS 

Table 4-9 summarizes the year 2030 weekday peak hour levels of service m the signalized 
key intersections with the Preferred Projccl and all site development alternatives. Without 
mitigation, the signalized key intersections arc projected to operate at LOS C or better 
service levels during the peak hours on typical weekdays with the Preferred Project and all 
site development ahcrnntive.~. 

YEAR 2030 TUURSilAY EVENING I'E,\K HOUR CONDITIONS 
AT rm: SIGNALIZED KEY INTERSECTIONS DURING VILLAGEFEST 

Table 4-10 summarizes the year 2030 Thursday evening peak hour levels of service at the 
two key intersections that will require signali1~1tion with the Preferred Project and all silc 
development alternative.~. With traffic signals as mitigation, these two intersections arc 
projected to operate at LOS B or better service levels during the evening peak hours on 
Villagefest11tursdays with sile traffic. 

YEAR 2030 SATURDAY 1\IIDI>AY P~:AK HOUR CONDITIONS 
AT TilE SIGNALIZ~:IJ KEY INTERS~:CTIONS 

Table 4-11 provides midday peak hour levels of service in the year 2030 at the signalized 
key intersections on a lypical Saturday in the peak season. Levels of service arc shown 
therein for conditions with the Preferred Project and all site development alternatives. 
Wilhout mitigation, the signalized key intersections nrc projected to operate at LOS Cor 
better service levels during the peak hour.; on typical Saturdays in the year 2030 with the 
Preferred Project and all site development alternatives. 

4E. TRAFtW SIGNAL ANALYSIS 

The justification for the installntion of a traffic signal at an intersection is based on the 
warranL~ adopted by Caltrans and the Federal Highway Administmtion. There arc several 
types of traftic signal warrants including: an eight-hour vehidc volume warrant (including 
minimum vehicle volume and intemlption of cominuous traffic warrants). a four-hour 
vehicle volume warrant, a peak hour vehicle volume warram. a pedestrian volume warrant, 
a school crossing warrant, a coordinated signal system warrant, a crash warrant, and a 
roadway network warrant. 

The installation of a traffic signal should be considered if one or more of the warrants is 
met; however, the satisfaction of n warran1 is not necessarily sufficient justification in and 
of itself for the installation of signals. Delay, congestion, approach conditions, driver 
confusion, future land usc or other evidence of the need for right-of-way assignment 
beyond that which could be provided by stop signs must be demonstrated. Improper or 
unwarranted signal installations may cause: (l) c~cessive delay: (2) disobedience of the 
signal indications; (3) circuitous travel on less adequate alternate routes; and (4) increased 
frequency of collisions (e.<pecially rear-end collisions). 
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Table 4-9 
Year 2030 Weekday Penk Hour LOS At the Signalized Key Intersections" 

Mid-Day Peak Hour Evening Peak Hour 
-

Intersection Delay VIC Ratio Delay V/CRmio 
(Reference Number) (SecJVeh.) (LOS) (SecJVeh.) (LOS) 

PRE!'ERRW PROJECT 

J ndinn Canyon llrivc @ 
- Ama~o Ro.1~ (I) 8.2 0.47 (A) 7.8 0.45(•\) 
- Andn:o.< Road (2) 3.5 031 (A) 3.3 0.2R (,\) 
- Mu<eum Way ( 16) 5.4 0.41 [,\) 5.7 0.44 (A) 
-Tnh<tui1' Canynn Way (3) 26n O.NJ (C) 24.2 O.RO{C) 
- An:no.' Rood (4) 7.6 0.47 (A) 7.6 0.-lll (,\f 

Palm Cnnyon l>rlvo @ 

- Amado Ru.i<l iS) 12.4 0.12(11) 9.2 0.50 (,\) 
- Mu>cum Way (IS) 7.7 057(,\) 7.4 O.St (A) 
• Tah<tuiiZ Canyon Wny (6) 19.9 0.73 (BJ 23.2 0.78 (C) 
- Arena. Ro.1<i (7) 8.2 0.47(,\) 8.1 0.4t [A) 

ND·PROJECf AJ.lU\N,\TIVE 

lndinn Conyon Orh·c @ 
·Amado Row! (I) H.l 0.47(A) 7.R 0.45 (A) 
- Andre,~' Ro>tl (2) J.S OJI (A) 3.3 0.28{1\) 
- Tohquilz Canyon Way (3) 27.5 O.H5 (C) 25.1 0.82 (C) 
- Aren>,< Rmol (4) 7.3 0.45 [A) 7.3 0.38(A) 

Pnlrn Canyon Drive @ 
-Amado Ro>tl (5) 12.8 0.72 (il) tri.O 0.52tll) 
• Tohquirz Canyon Way (6) 19.7 0.72 (Jl) 22.7 0.78 (C) 
- Art"n.a;;; Ruil~l (7} 7.2 0.45 (A) 7.0 0.38 lA) 

I'RESI:R VE TOWN & COUNTRY 

Jn-tJJan Cnnyon Drive @ 

- Am>t!G Rood (I) 9,9 0.53 (,\) 9.H 0.52 (A) 
-Andren< Rood (2) 3.5 OJO(A) 3.2 0.28 (A) 
-T>hquitr. Canyon Way (3) 305 0Jl8 (C) 28.3 0.86(C) 
· Arena< Road ( 4) 7.6 0.47 (r\) 7.6 0.40 (A) 

1'•1 m Cnnyon llrlve @ 
-Amado Roo~ {5) 14.9 0.78 (il) 11.4 05R(ll) 
- Tahquilz Canyon Way (6) 20.8 0.75 (C) 24,1 O.HI (C) 
- Arena.< Ro.'<l (7) 8.3 0.48 (A) 8.2 0.41 (A) 

a. An tight ~fL'cnt truck mix o:~nd ltx: exis1ing lf:lffic c·nntrol and inlc:r:'\cction oppro~ch Jnnc gcornclncs. 
t\'C~ :u:-;umcd. Bil._-.ctl upon Ve~lon 4Je or 1hc HCS 20Cl0 sonw::ue. Set AppcmH~ n for the ~ignnl izcd 
jntcnc:clion IICS work~huts. 

Rum! volume wnrrants (70 percent of the urban warranL') apply when the 85th percentile 
speed of traffic on the major street exceeds 40 mph in either an urban or a rurnl area. or 
when the intersection lies within ~te built·up area of an isolated community with a popula­
tion under 10,000. All other areas arc considered urban. All of the unsignalized kq 
intersections in the study area were evaluated with urban signal warrants. 
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Table 4·9 (Continued) 
Year 2030 Weekday Peak Hour LOS 
At the Signali1.ed Key Intersections" 

Mid-Day Pcnk Hour Evening Peak Hour 

Intersection Delal V/CRntio Delal VICRnrio 
(Rercrence Number) (SecJVch.) (LOS) (Sec)Veh.) (LOS) 

U'.'i.~ lr-lll'NSE AL TI;RNA TIVtl t\ 

Indian Canyon Drive @ 
-AmodoR0"'-1(1) 6.9 0.42(A) 6.7 0.39 (t\) 
·Andre." Rood (2) 4.8 0.38(A) 4,8 0.36(,\) 
-Tahquilz Canyon Way (3) 24.3 0.80 (C) 23.8 0.79 (C) 
-An:na< Rood (4) 7.4 0.4S(A) 1.5 0.39(,\) 

l'olm Canyon Drive @ 

• A modo Ro.lll (5) 11.8 0.69{B) 9.0 0.51 (t\) 
-Andreas Roml (I H) 6.7 0.52(A) 7.4 0.50(,\) 
• Tahqui1tC<1nyon Woy (6) 18.8 0,69(B) 21.5 0.74(C) 
• An:na.< Road(7) 7.9 0.45 (A) 7.9 0.38 (A) 

l.fJ;s INllN.~I! ALTI;RNA TIVE B 

Indian Canyon Drive @ 

·Amado Ro.lll (I) 7,8 0.46 (,\) 7.2 0.41 (t\) 
-Andrea.• Rood (2) 3.5 0.30("1 3.2 0.27 (A) 
• Mu.<cmm Woy (16) 5.1 O.J9(A) 5.1 0.41 (A) 
· Tah<tuilz C1nyon Way (3) 24.2 0.80 (C) 22.6 0.77 (Cl 
- An: no.• Rood ( 4) 7.6 0.4S(A) 7.5 O.J9 (A) 

l'nlm Canyon l>rive @ 
-Amado Rood (5) 11.6 0.68 (B) 8.6 0.47(A) 
. Museum Wny (IS) 6.4 0.52(1\) 6.6 0.48(A) 
· Tahquilz C.1nyon Way {6) 19.3 0.70(0) 21.9 0.74 CCl 
-An: no.• Rood (7) 8.0 0.46(A) 7.9 0.39(,\) 

a. Delay = tnlc,.,clion Conm>l Dclny {..:conds per \'chicle). An eight pen:eoltruck mix and the ex is ling 
1rnrfic a.nrrol and inlei'SC'ction approach rane geon•etrics wl!re a\surnet.l. IJa..'llcd u:pon Vcr!ilion 4.lc of the 
HCS 2000 >Oflwan:. See Appendix 8 for !he: sign.1lized inl..,;cction IICS work<l~<:el<. 

b. LOS is !he: inter.«< lion le,·et of ,.,..,.icc. LOS wa< dclennined from !he delay (s 10 ><:ciYch.=I.OS A: 
>10 ond ~20 sechch.=LOS 8; >20 ond .:35 soclveh.=lOS C; >35 and s55 soc/l'ch.=I.OS D: >55 and 
s80 scclveh.=LOS E; >80 <eclveh. =LOS F) per 2000 IICM page 10-16. 

Belardo Road al Tal•quit;; Canyon Way (9) 

Based upon the peak hour trnrfic volumes on Villager est Thursdays, the intersection of 
Belardo Road and Tahquitz Canyon Way would meet urban peak hour signal warrnnl~ with 
the Preferred Project and all alternatives only with single-lane approachc.~. Since Tahquitz 
Canyon Way is appro~imately 52 feet wide at this intersection, the approaches are not 
considered single· lane approaches and peak hour urban signal volume warrants do not 
appear to be met. On typical weekdays and Saturdays in the year 2030 peak hour urban 
signal volume warmnl~ do not appear to be met at this intersection. 
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Table 4-10 
Year 2030 Peak Hour Delay and LOS During Village fest 

At the Belardo Road Intersections That Require Signalization 
(Peak Sea~on 6:30PM-8:30PM) 

Yeur 2030 Evemn~ Peak Hour 
Signnli7.ed Intersection Delay" Critical LOSb 

(SecJVch.) V/CRntio 

Relordo Rood @ Amado Rond (8) 
· Wilh !he: l'n:fe""d l'rojcct 11.3 0.69 R 
· Wilh !he: No-l'mjecl Allemalive t2.9 0.79 R 
• Wilh lhc: l'n:..:,..,.c Town&: Counuy Allernolive t3.1 O.RO R 
-With L::ss tnlen<e Ahematl\·e A IJ.J 0.77 n 
· Wilh L::ss tnlcn<e Allemoli,-e R t2.3 0.74 R 

Belardo Road @ Museum Way (14) 
• Wilh !he: l'n:fc""d l'rojccl to.o 0.69 A 
- Wilh the: l'n:..:rvc Town&: Country Allcmolivc 10.7 0.71 B 
.. Wilh l..c~s In1cn~ Allem<~tilfc B 7.9 0.62 A 

a, Delay= lntcn=tioo Conlrot Delay (sccoods per vehicle). A"ume.< on eighl percent !ruck mix. lla=l 
uron Version 4.\f of !he IICS 2000 <Oftwarc. Soc Appendix C for the signali>cd in1cr..:ction IICS 
work:liheels. 

h. LOS is the intersection level of "''vice. LOS wo.• dclermined from lhc delay(~ 10 sccivch.=LOS A; 
>10 ond ~20 sceJveh.=l.OS B: >20 and s35 sceJveh.=LOS C: >JS ond sSS sce/vch.=LOS D; >55 and 
~so ,.cl>·eh.=I.OS f:: >80 sccheh. =LOS F) per 2000 IteM page 10-16. 

Bclarda Road al Amado Road (8) 

Based upon the peak hour trarfic volume.~ on Village fest Thursdays, the intersection or 
Belardo Road and Amado Road would meet urban peak hour signal warrants with the 
Preferred Project and all alternatives. This inlersection does not appear to meet the peak 
hour urban signal volume warrant~ on typical weekdays or Saturdays in the year 2030. 

Palm Canyon Drive at Museum Way (15) 

This proposed intersection is projected to meet peuk hour traffic signal volume wurrunls 
with the Preferred Project and Lcs.~-lntense Alternative B. Signal warrants do not appear to 
be met nt this intersection with the Preserve Town & Country Alternative. 

Belardo Road at Museum Way (14) 

!lased upon the peak hour tmrfic volumes on Villagcfest Thursdays in the year 2030, the 
intersection of Bclardo Road and Museum Way appear.; to mectthe urban peak hour traffic 
signal warrants with the Preferred Project, the Prc.~erve Town & Country Ahcrnalive, ami 
Less· intense Alternative B. This intersection docs not appear to meet the peak hour urban 
signal volume warrants on typical weekdays or Saturdays in the year 2030. 

Table 4-12 provides a summary or the traffic signal warrant anulysis undertaken ror the 
unsignalized key intcr.;eclion~ within the study area. Existing intersection~ and future 
internal intersections were checked to determine if they would warrant signalil.ation with 
the Preferred Project or the sile development alternative.~. 
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Table 4·11 
Year 2030 Saturday Peak Hour LOS 
At the Signalized Key Intersections 

(Peak Season II :00 AM-I :00 PM) 

Y c.1r 2030 Peak Hour 
Signalized lntcrsc~rion Dclny'1 Critical Losb 

(SccJVeh.) V/C Rntio 

I'REI-lORRE.O PROJECT 

Indian Canyon Orlve @ 

- Amndo Ro:td (I) 10.2 0.55 LOSB 
• Andre.~< Rood 12) 3.~ O.J4 LOSA 
- Mu<;<um Wny ( 16) 6.t 0.42 LOSA 
- To~quilz Canyon Woy [3) 22.5 0,77 LOSC 
·Arena< Rood (4) 8.0 0.51 LOSA 

Polm Cnnyon Drhe @ 
- 1\modo Ro.w (.5) 10.3 0.62 LOSB 
- Mu<eum Wny (I 5) 8.9 0.58 LOSA 
· Tnhquilz Con yon Wny (o) 19.0 0.70 LOSB 
- Aren"' Rood (7) 8.2 0.52 LOSA 

--
NO-I'ROnD" ALTIJ!NI\lWE 

Jndlon C•nyon Drive @ 
-A modo Rood (I) J{l.J 0.55 LOSB 
- Andren.< Ro.-.d 12) 3.7 0.35 LOS A 
• Tn~quit< C.myon Way (3) 21.3 0.58 LOSC 
-Arena< Road (4) 7.5 OAH LOSA 

Palm Canyon llrivc @ 

- Am:~~lo Ro><l (5) 11.8 0.67 t.osn 
- Tnhquitr. Canyon Wny (6) 19.4 0.73 LOS!! 
- Arena< Rood {7) 6.9 0.50 LOSA 

I'RE.~ERVETOWN & COUl'ITRY AI.TERNATIVE 

lndlon Canyon Drive @ 

• Amodo Rood (l) 11.0 0.56 LOSS 
- Andreas Rond (Z) 3.6 0.34 LOSA 
• Tohquitz C1nyon Way (3) 27.1 o_g4 LOSC 
- Arcnn.< Road [4) 7.9 0.51 LOSA 

Pn1m Canyon Orlve @ 

-A modo Rood (5) 13.7 ll.73 LOSB 
- Tohquilz Canyon Way (6) 20.2 11,74 LOSC 
• Arc no.< Road (1) 8.4 0.53 LOSA 

--- ----

:J. Delay= lnlcr.;cction Control Delay ~$CtO'Ild5- per \"Chicl-e). An eight percent UliCk mix <~nd the cxistmg 
tr:Jfftc run1m~ and inlc~clioll nppro~h lane geometries were .;L~.;u~d. Ba5«1 upon Version 4.Jc of the 
HCS 2000 >DfiWO<e. See Appcndi> il for the ;ignoliU<l inlcr:<eclion IICS worhhee!>. 

b. LOS is lhc intcr!.ecllon level of :\etvict. LOS wa:t;: ddcrm1ncd from 1he delay (slO !'cclvch.ttLOS A; 
>10 nnd s20 •ccNch.=LOS S: >20 and s35 scclvch.=LOS C: >35 ond s55 "'chch.=LOS O: >55 ond 
sBO <ecNeh.=LOS E; >80 <eclveh. =LOS F) per 2000 I!CM poge 10·16. 
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Table 4-11 
Year 2030 Saturday Peak Hour LOS 
At the Signalized Key Inter:;cctions 

Y car 2030 M1 day l'cak Hour 

Signalized Intersection Delay" Criticnl LOSh 
(SccJVch.) V/C Ratio 

l.E.'\.~[Nlb''<SE;ALITRNATIVEA 

lndinn Canyon Urive @ 
- Amndo Ro.-.d (1) 9.7 0.54 LOS A 
- Andr<<e< Rond (2) SA 0.44 LOS A 
- Tahquill Con yon Way (3) 22.2 0,75 LOSC 
• Arena< Ro.w (4) H 0.49 LOS,\ 

Polm Canyon Drive @ 
- Amndo Ro.-•<1 (5) 9.7 0.61 LOSA 
- And reo.< Road ( 17) 8.2 11.54 LOSA 
- Tohquilr. Cnnyon Way (6) 17.9 0.67 LOSS 
- Arcnns Rood [7) 7.8 0.49 LOSA 

•r-~~ 

U.'\.~ INTio."'SEAL lERNATIVE B 

Jndinn Cnnyon Drive @ 
- Am.1<lo Ro.1d (I) 10.1 11.55 LOSB 
- Andr<:a< Road j2) 3.6 0.33 LOSA 
- Mu.cum Wny (16) 5.6 0.40 LOSA 
• TaiMjuilz Canyon Way (3) 2L5 0.74 LOS C 
- Areno.< Rom! (4) 7.9 0.49 LOSA 

l'nlm Cnnyon Orlve @ 
• Anc1olo Road (5) 9.8 11.59 LOS,\ 
- Mu,cum Way ( 15) 8.1 11.55 LOS A 
- Tnhquilz Canyon Wny (6) 18.4 11.68 LOSB 
• Arena< Ro.l<1 (7) 8.0 0.51 LOS A 

a. Delay"" ]ntc-Nctlon ConrmE Delay {~com.J~ per veh;clc). A5~umcs lhc c~i!itin.s inler.:ccEion nppmach 
lane geoml':lric!'> and lfi'iffiC control and nn eight pcrccnl truck mix. B::J~c..l upon Version 4.1 c: or the ncs 
2000 :501"tw;m:. See Appendix B for lh.: !'ign.;t)izcd intc:r.;cclion liCS wotk:"'ihcct;;;. 

b. LOS is the inr~r~clion fe11·cl of:o;crvicc. LOS W:t'i tk:termine.d from !he t!day (:s;IO !'>tcJ\·ch.""LOS A: 
>10 and ~20 scclvch.=LOS B; >20 and ~35 scdvch.=LOS C: >35 nnd s55 .<echch.=LOS D: >55 oml 
sRO !<:clvch.=LOS E: >80 ,;cc/veh. =LOS F) per 2000 IICM page 10-16. 

Indian Canyon Drive a/ Museum Way (16) 

This proposed intersection is projcc1cd to meet peak hour rmffic signal volume warrants 
with the Preferred Projc~t and Lcss-lnJcnse Altcmntivc B. Signal wnrrnnts do not appear to 
be met at this intersection wi1h the Preserve Town & Country A 11cmative. 

Belardo Road at Andreas Road (18) 

111 is intersection docs not appear to meet the peak hour urban signal volume warrnnl~ on 
typical weekdays or Saturdays in the yc.1r 2030. The peak hour level of service is proj~ted 
to be acceptable on Vilbgefcst Thursdays and the volumes nrc not expected to meet the 
peak hour urban 1n1ffic signal volume wnrrnnt. 
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Table 4-12 
Traffic Signal Warrant Analysis Summary 

Scenario and I ntcrscction for Which Weekday Samnlay Villagefest• 
Peak Hour Warrant Wn.~ Checked Peak Hour Highc.~t Hour Highest Hour 

Prororred Project 
· Bel>nlo Rood at Amado Ro.1d {R) No No Ye< 
· Bdaruo Rood ru Ta1K1oitz Cyn. Way (9) No No No 
. Bdaruo Rood ot Arenas Ro<>d ( 10) No No No 
. Belaruo Rood at Mu<oum Way ( 14) No No Ye< 
·Palm Cnnyon Drive and Mu<eum Way (15) y..,.. Ye< No 
- Intlian Canyon Drive and Museum Way ( 16) Yc< y"' No 

No-Project Altcrnothc 
· Bdmlo Ro.11.lat Amado Ro.1d (H) No No Ye< 
• Bobruo Rood at ToiKruitz C)n. Way (9) No No No 
. Bdoruo Road at Arena< Rood (10) No No No 

Prt.serve Town & Counlry Center Alt. 
• Belaruo Rood nl Amado Rood(~) No No Yc.< 
- llcbruo Road 01 TniKruitr. Cyn. Wny (9) No No No 
· Bdnruo Ro><lal Arena< Road ( 10) No No No 
- Bolaruo Rood nl Mu<eum Wny ( 14) No No Ye< 
· Palm Canyon Drive and Mu.<eum Way ( 15) No No Nu 

Le:\.'1-lnlen.'i-e Alternalive A 
· Bclanlo Ro.1<l nt Amado Ro."l<l (H) No No Yes 
· Bel.1nlo Ro.1d nl Tahquitz Cyn. Woy (9) No No No 
• Bclaruo Rood at ArcnM Rood (I 0) No No No 
· Bdanlo Ro.1<l nt Mu.«um Way ( 14) No No No 
· l'olm Canyon Drive antl Andrea.< Rood (17) Yes Ye< No 
• Bcbruo Ro."l<lot Andn:a.< Rood (I R) No No No 

L£'5.~ .. Jntense t\lt('rno.tlve B 
· Bdnnlo Road at Amado Ro."l<l (R) No No Yes 
• Bcbnlo Ro.1d 01 Tahqui" Cyn. Woy (9) No No No 
- Bclanlo RooU :~r Arcnn."i Roild {101 No No No 
· Bebnlo Ro.1d nl Mu.cum Way ( 14) No No Yo< 
- P~lm Canyo-R Drive ancl Mu~um W;ty ( 15) Yes Ye< No 
- Indian Om yon Dd .. ·c nml Mu!i-~:Um Wily (I fi.) Yes Y« No 

Ll. The MUTCD (Section 4CJW) ~1:11c:s thai peak hour !i-igrml wnrrnnl'i. arc in1cndcd ror u~ at lot·auons. 
where tr;:.rfic colllli~ion.:c; arc !lu~h lho:~t minor•!i.ttttl rroffic !;Uffc~ um.lu:e delay fur i1 mintmum -of -o-ne hour 
or M 01\'Crngc day. 

4F. SITE ACCK<;S AND ]NTERNAI C!RC!JLAT!ON ANAI.YSIS 

With five major access roadways ond five minor access roadways available for site traffic, 
the project site appears to have adequate access for the proposed land uses. With only 
minor mitigation, the roadway network within the study area is projected to operate at 
acceptable level.> of service in the peak hours on typical weekdays and Satunlays in the 
peak season of the year 2030 upon build out of the Preferred Project or any of the four 
project alternatives. However, without additional mitigation (including traftic signals) 
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CONDITIONS DURING VILLAGHF.ST 

1lte an~ly~is of condition~ during Thursday evenings with Villagefc~t as~umcd that Palm 
Canyon Drive would be closed between Amado Road and Baristo Road (one-eighth mile 
south of Arenas Road). The e~isting Villagefesttraffic was added to the traffic associated 
with the propo~ed project and fifteen cumulative projects. 1lte potential for congestion 
along Bdnrdo Road during Villngcfc.~t may cau~e locnltrnffic to avoid Bclardo Road during 
Villagcfc.~t activities. As congestion and delay increase within an area. mmorisl~ familiar 
with the area would tend to modify their driving patterns to avoid areas with perceived 
congestion. This may involve scheduling their trips before or after the congested period or 
selecting alternate route,~ to divert around the area of perceived congc.~tion. 

On Thursdays, during the Villagcfest street fair, the closure of Palm Canyon Drive 
(between 6:00 p.m. and 10:00 p.m. from October through May or between 7:00p.m. 
through 10:00 p.m. from June through September) causes approximately 1,218 
southbound vehicles to divert from Palm Canyon Drive to Bclardo Road (between Amado 
Road and Arena.~ Road}. To accommodate the higher traffic volumes and minimize delay 
for vehicles on 13elanlo Road during Villagefest. it may be desirable to employ two-way 
stop control at the intersections of the cast/west cross-streets along llclardo Road (i.e .• 
Tahquitz Canyon Way, Museum Way and Arenas Road}. Howcvcr.the cast/west traffic 
volumes on some of these cross-streets appear to be higher on days without Villagcfcst 
than the traffic volumes on Belnrdo Road. Therefore, some of these intersections may 
operate slightly bclter most of the time with stop signs controlling the northh;ou~t traffic on 
Bclardo Road. 

Belardo Road At Amado Road (8) 

lltc unsignalizcd intcr.;ection of Belardo Road and Amado Road is projected to operate at 
acceptable levels oF service with two-way stop control during the peak hours on typical 
weekdays and Saturdays in the peak season of the year 2030. However, without 
signalization. this intcr.;ection is projected to fail on 1bursday evenings during Villagcfcst, 
when approximately 1,218 additional vehicle.~ pass through this intersection (turning left 
from Amado Road onto southbound 13clardo Road}. If signali7.1tion is not desirable as 
mitigation for impacts projected to occur for only four hours on only one evening per 
week. a traffic control officer could direct traffic. Another option may be to close Bclanlo 
Road, north of Amado Road. during the evening hours of Villagefest Thur.;days. "lltis 
would eliminate the conflicting movements at this inter.;ection and pemtit the diverted 
motorists to make uninterrupted left turns from westbound Amado Road onto southbound 
Bclardo Road. 

Belardo Road at Andreas Raad (18) 

With Less-Intense Alternative A,thc proposed intersection of Belnrdo Road and Andren.> 
Road on-site appear.; to be designed to facilitate castlwc.<t site access to/from Palm Canyon 
Drive and Indian Canyon Drive. This intersection is proposed as a tee intcr.~ection with 
Bclardo Road (the north leg) functioning as the minor street and controlled by a STOP 
sign, Andreas Road (the cast leg) appears to be functioning as the major street, with 
cast/wc.~t traffic in the through lane.~ moving directly onto Belanlo Road (the we;;tlcg of the 
major street) without stopping or turning. Belardo Road (the wc.~t leg) then curves to the 
south, where it intersects Museum Way, 

"Ibis inter.;cction configuration is projected to provide acceptable levels of service in the 
peak hours on typical weekdays and Saturdays in the year 2030. However, it would fail 
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on Vill~gcfest d~y~. when all of the additional ~outhbound lmffic on Belardo Ro~d (diverted 
to Bclardo Road by the closure of Palm Canyon Drive) would be forced to slop and tum 
right. The additional northbound traffic curving eastbound on Belardo Road during 
Villagefesl would be required to tum left ~~ Andreas Road to continue north on Bclardo 
Road to Amado Road with this configuration. Wi!h the proposed configuration, the major 
now through this intersection on Villngcfcst Thursdays would not be utilizing the major 
street approaches to this intclliCction. 

This intersection WO\IId provide acceptable levels of service during the peak hour.~ on 
Vill~gcfe,•t days a' well as weekdays and Samrdays if re-<:onfigurcd with lklardo Road a.~ 
the northlsouth major street and Andreas Road a' the minor cast/west street. Westbound 
traffic would be controlled by a STOP sign whereas north/south tr~ffic would not be 
stopped. 

Belardo Road At Museum Way ( 14) 

The future intersection of Bclardo Road and Museum Way on-site is projected to operate at 
accept>ble levels of service in the peak hours without signali7"'tion during typical weekd~ys 
and Saturdays in the year 2030. All-way stop control :1lthis intersection would improve 
vehicular and pedestrian accC-<s to the western portion of the project site. and faciliwte site 
access via Museum Way. However. the intersection of 13clardo Road and Museum Way is 
projected to experience significant congestion on Thursday evenings during VillagefesL To 
provide acceptable levels of service during Villagefesl. the intersection of 13clardo Road and 
Museum Way may need to be signalized. 

Befardo Road At Tahquitz Canyon Way (9) 

The intersection of 13elardo Road and Tahquitz Canyon Way i~ currently two·way stop 
controlled with the northbound approach of 13elanlo Road functioning as the minor·~trect 
approach. All of the site development concepts (e~cept the No--Project Altcm~livc) would 
include the rceonnection of Bclardo Road a< a nortiVsouth through street, between Tahquitz 
Canyon Way and Amado Road. 

The intersection of Bclardo Road and Tahquitz Canyon Way is projected to provide 
acccpl<lble peak hour levels of service in the year 2030 on typicnl weekdays and Saturdays 
with either all-way stop control or with lwo--way stop control. The westbound approach on 
Tahquitz Canyon Way is projected to serve the most entering trart1c, c~cept during 
Villagefcst (when Tahquilz C.myon Way is dosed west of Palm Canyon Drive). During 
Villagefesl, the lrart1e volume increases dramatica11y on Belnrdo Road. To best 
accommodate weekday traffic, Saturday traffic, and Vill~gefcst traffic. the e~isting traffic 
control at the intersection of llelnrdo Road and Tahttuitz Canyon Way would need to be 
modified such that the two--way stop controls the westbound and eastbound approache,~. 
Tahquitz Canyon Way is 52 feet wide adjacent to Belardo Road. TI1erefore, on·strcet 
parallel p~rking could be pennittcd on both sides of the roadway (occupying 16 feet) 
lc.wing 36 feet of pavement width for a single through lane in each direction ;nd a left-tum 
lane in each direction on Tahquitz Canyon Way at Belardo Road. 

With the Preserve Town & Country Alternative, the unsignalized key intersection of 
13clardo Road and Tahquilz Canyon Way is projected to opcmlc at LOSE with all·way Mop 
control. However. this intersection would provide acceptable levels of service with two--way 
stop control, provided the westbound approach on Tnhquitz Canyon Way is improved to 
provide an exclusive right-tum lane for vehicles entering the project site ;s well as a 
westbound through lane and a dedicated lefHum lane. Tahquitz Canyon Way would 
function as the minor street and STOP signs would control the eastbound and westbound 
intc=ction approaches. 
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Belardo Road At Arenas Road (10) 

The intersection of Belardo Road and A rena~ Ro~d is currently all·way stop controlled. 
This tr~flic control is projected to provide acceptable levels of service in the peak hour.; on 
typical weekdays and Saturdays in the year 2030. However, on Thursdays when 
Villagefest increaws traffic volumes along Bclardo Road substantially, the inter.;cction of 
Belardo Road and Arenas Road is projected to fail with the Preferred Project and the 
Preserve Town & County Center Alternative. To mini mizc delay at this intersection during 
Villagek~t. the tmffic control at the intersection of Bclardo Road and Arenas Road could be 
changed from all-way stop control to two·way stop control, with the casthound and 
westbound approache,~ on Arena_< Road controlled by STOP signs. With this change in 
traffic control, rather than the overall intcr.;cction operating at LOS F, the minor·strcet 
approach with the most delay would provide LOS E operation with the Preferred Project. 

4G. 0Tm:R CONSIPt"RATJONS 

PEI>ESTRIAN ANI> TRANSIT CONSmERi\TIONS 

Studies of non·home·bascd pedestrian trips in midtown Manhattan have found that 
available walkway space and building floor space occupied by rcwil, restaurant, and office 
usc~ significantly affect the prc.•encc of pedestrians. The average pedestrian trip length wa< 
found to be approxim~tely 033 mile and walk-only trips were found to compose about 26 
percent of the total CBD triJrcnds.Z 

When detailed plans arc developed for the project site, they need to address pedestrian 
tmflic within the study area (and particularly within the mixcd·use development proposed) 
by improving pede,~trian safety and mobility. If people nrc not walking, the infra~lruclurc 
is insufficient, has serious gaps, or other barriers to accessibility thnt have been 
overlooked. 

Midblock pcde,<trinn crossings exist on Paint Canyon Drive, directly opposite the Desert 
Fashion PIMA1, with a pedestrian traffic signal and an uncontrolled pedestrian crossing 
c~ists on Palm Canyon Drive, just north of Andreas Road. The proposed project will 
create many destinations close to each other at sufficient densities to support public transit. 
13y supporting a balanced lmnsportation system, the proposed project will make walking 
and public transit attractive options for site access. Public spaces and common areas will 
be properly located on-site to provide an interesting. and inviting environment for 
pedestrians that is illuminated during the nighttime hour.; to enhance snfcty. The common 
Mcns and public space~ will be constructed with ADA compliant accessible routes tn 
facilitate mobility ;nd access by pedestrians. people with strollers. people in wheelchairs, 
and those who usc walkers. Pedestrian connections will be provided to sidewalks, easy­
to--acce,'s crosswalks, and shared-usc paths. 

Safety 

Most accidents nrc a result of human error. Therefore, collisions will not be completely 
eliminated as long as vehicles and pedestrians share the same space. Pedestrian ~nfety 
improvements generally include the provision of pedestrian facilities (sidewalks, 
crosswalks, traffic control device,<, lighting. pedestrian signal timing adjustments and 
WALK/DON'T WALK displays. and roadway de,~ign strategies) a~ well a' enforcement of 
c~isting traffic laws, and educ.1tional programs targeting both motorist.~ and pedc,trians. If 

2. Zup.tn. J.M. and B Pu:<>hk;:m::v; ··Pedcs~ri;m Travel OcmOlmr·. IHghway Rc~Llrch Bo.:m.J; Highway 
R""'""'h Re<onl, l<sue Number 377. I 971. 
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a review of pedestrian accident records in the CBD is undertaken and accident rates arc 
found to be higher than expected at particular locations, specific countemteasures can be 
identified. These measures may include: removing on·sttcet parking in areas where it 
obstructs the line of sight between motorists and pedestrians; implementing speed-reduction 
measures; installing additional nighttime lighting; relocating bus stops or mail boxes; 
installing signs or sidewalk barriers to guide pedestrians to safer crossing locations; 
providing bus pull-out areas, prohibiting left-mrn maneuvers or right-turn-on-red 
maneuvers; adding special pedestrian signal phasing (e.g .• exclusive protected pedestrian 
signal or leading pedestrian interval) 

Since high volumes of traffic reduce a pedestrian's perceived safety. high volume 
roadways can be barriers to pedestrians. However, traffic speed is usually more critical to 
pedestrian safety than traffic volume. A pedestrian hit by a vehicle traveling 40 mph has an 
85 percent chance of being killed. If the collision occurs at 30 mph. the likelihood of the 
accident being fatal for the pedestrian drops to 45 percent. 11tc fatality rate is only five 
percent if the vehicle is moving at 20 mph when the collision occurs. 

I' a" moving vehicles increa'ic the likelihood of pedestrians being hit because motorists arc 
less likely to sec a pedestrian and stop in time to avoid a collision. A vehicle traveling at 31 
mph will need appro~imatcly 200 feet to stop, which may exceed the available sight 
distance. At 19 mph, motorists need cmly 100 feet to stop. 11tcrefore. traffic calming 
measures and street designs with reduced design speeds can have considerable safety 
benefiL'i for pedcstrions, motorists, and cyclists. 

The percentage of trips made by walking ha~ been shown to increase dramotically as the 
distance to a transit station decrea,;c.<;. Since walking and transit arc complementary. good 
walking conditions for pede.'itri«ns arc also inducement<; to usc public transportation. Most 
public transportation trips include a pedestrian trip at one or both ends. Therefore. good 
puhlic transponation, with buses that run frequently and arc reliable is essential to 
achieving a walkable downtown. Transit stops .•hould be accessible, comfortnblc. visible, 
and well lit to provide a sense of per,;onal security. 

ADA CoMrLJ,\NT ACCESSIBLE ROUTES 

'Inc Americans with Disabilitie.'i Act (ADA) mandntes improvements to ensure that all 
people, including those with disabilitie.~. have equal access to transportation. ADA de.~ign 
standards require nll new building construction (and additions to or alterations of existing 
buildings) to provide accessible routes for all pede.•trians to ensure access and mobility for 
the physically challenged. Accessibility features to accomplish this include the provision 
of: adequate time for pedestrians to cross streeL~. well-de.,igned curb romps, limited 
driveways. and wide sidewalks that are clc,lr of obstructions (such as poles. signs, and 
street trees located in the middle of the sidewalk). 

If gratings nrc located in walking surf aces (such as around the base of street trees) they can 
have no spaces gremer than 0.5 inch wide in one direction. Gratings with elongated 
openings must be placed with the long dimension of the openings perpendicular to the 
dominant direction of travel. 

At least one accessible route, with a minimum width of36 inches, must be provided within 
the boundary of the site from public transportation stops, accessible parking spaces, 
pa.,senger loading zones (if provided) and public streets or .•idcwalks. to an <Jccc.'isiblc 
building entrance. In addition, at least one accessible route must connect acce~siblc 
buildings. accessible facilities, accessible clements. and accessible spaces that arc on lhc 
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openings must be placed with the long dimension of the openings perpendicular to the 
dominant direction of ttavel. 

At least one accessible route, with a minimum width of36 inches. must be provided within 
the boundary of the site from public transportation stops, accessible parking spaces, 
passenger loading zones (if provided) and public streets or sidewalks, to an «cccssible 
building entrance. In addition, at least one accessible route must connect accessible 
buildings, acccs.,iblc f«cilities. accessible clements, and accessible spaces that nrc on the 
project site. Protruding objects must not reduce the clear width of an accessible route or 
mancu vcring space. 

PARKING CONSIIli-:RATIONS 

In general, street.'< should not be used as parking lots. On-street parking generally 
dccrea.'\Cs through-traffic capacity, impedes trarfic Oow, and increases crash potential. If 
the primary function of arterial streets i~ the movement of vehicles. it would be desirable to 
prohibit parking on urban ancrial streets. The elimination of on-street parking increao;cs the 
capacity and safety of urban arterial streets. 

However, within urban central business districts, there is a demand for short-duration on­
street parking to provide for the delivery and pick-up of goods at businesses and small 
specially retail shops. Where adequate off-street parking facilities arc generally not 
available or unevenly distributed. developing land uses may necessitate the provision of on· 
street parking. When on-street parking is nece.'\Sary and the available through traffic Iones 
can accommodate the projected traffic demand, parallel curb parking may be considered 
with a desirable minimum width of 8 feet. To provide better clearance from the traveled 
way and accommodate usc of the parking lane during peak travel periods as a through 
travel lane, a parking lane width of 12 feet is desirable. This width is also sufficient to 
accommodate delivery vehicles and serve as a bicycle route, allowing a cyclist to nmncuvcr 
around an open door on a motor vehicle, 

Diagonal and Parallel On-Sireel Parking Proposed 

Accidents associated with curb-parking operations have been studied for more than thirty 
years. Drivers who slow while trying to find an unoccupied stall can be rear-ended or 
sidc.•wiped. Approaching motorists, making sudden lane changes to avoid collisions with 
slow-moving vehicle.,, incrcosc the potential for side.~wipe and rear-end collisions. It i~ 
difficult to exit angled parking spaces without backing out into the through traffic lanes 
before adequate sight distance of approaching vehicles may be had, thereby creating a 
ha7,1rd to traffic Oow and safety. The rate of accidenL~ with angle parking has been shown 
to be approximately three time.' a'i great as thot with parallel parking. Consequently. traffic 
engineers have historically opposed angle parking and worked for its rcmovol to provide 
additional space for traffic lanes and maintain streets a'\ safely as practical. When curb 
parking is allowed, numerous studies have shown that parallel parking creates far less 
interference with traffic Oow and is much safer than angle parking for local streets, 
collector streets, and major route.•. 

Angled on-street parking should only be allowed under certain circumstance.~. depending 
on: the specific function and width of the street, the adjacent land usc. the traffic volume, 
and anticipated lrnffic operations. Angled parking prc.o;cms special problems because of the 
varying length of vehicles and the sight distance problems associated with vans and 
recreational vehicles. The extra length of such vehicle.~ may interfere with the Oow of 
traffic in the adjacent travel lane. 
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Angled parking along streets with even moderate traffic volumes results in substantially 
higher accident rates than parallel parking. With angled parking, it is often difficult to 
clearly see approaching vclticles before backing out into the flow of appro:.ching traffic in 
the adjacent travel Jane. If a delivery van or larger vehicle is parked adjacent to a pn.,sengcr 
vehicle that is exiting a parking space, any vehicles approaching in the through travel lanes 
may not be visible umilthe pn.,senger vehicle backs into the travel lane. This can couse a 
collision involving the vehicle leaving the parking space as well as rear-end collisions 
involving the approaching vehicle.' required to suddenly stop. 

Most areas that have existing onglcd parking nrc allempting to remove the angled parking 
because of the high accident rate.,, The accident rate for angled parking on streets ha., been 
found to be approximmely three limes greater than that associated with parallel parking. 
For this rea.,on. angled parking is generally used within parking lots, where travel speeds 
arc very low and the need to efficiently accommodntc through tra ffie is not a design 
consideration. 

In particular. angled parking should be avoided on norrow high-speed high-volume streets. 
Based upon the findings of numerous traffic studies of the effects of angled parking on 
accident rates, the provision of angled parking on Palm Canyon Drive, Indian Canyon 
Drive. nnd Tahquitz Canyon Way as proposed. would adversely impact both traffic 
capacity and safely. Based upon the projected future traffic volumes and the relatively high 
parking turnover rates found in similar retail areas, the angle parking proposed would be 
expected to substantially increase the mid-block accident rates of all three of these 
roadways. 

Palm Cmryorr Dri1•e mrd lndiall Callyoll Drh·e 

Parallel parking is currently permitted on most streets within the study area. The 
conceptual plans for the Museum Market Pia?.~ would increa~c the on-street parking supply 
by providing angled on-street parking spaces along; both side.~ of Museum Way, the 
c~tension of Belardo Road through the Specific Plan area, the north side of Tahquilz 
Canyon Way (between Palm Canyon Drive and Museum Drive). and Street "AlB". Palm 
Canyon Drive would be widened to provide angled par!;ing along the west side of the 
street, but would retain three travel Iones nnd the existing parallel parking along the cast 
side of the roadway. Indian Canyon Drive would retain four through travel lanes, with 
parallel parking on the east side. However. the west side of Indian Canyon would be 
modified to provide angled parking in place of the existing parallel curb parking with the 
proposed project. 

P~1lm Canyon Drive has an 80-foot right-of-way. Where Polm Canyon Drive currently 
includes three lanes with parallel parking on both side.•. the driving surface width is 
approximately 50 feet wide. Angle parking spaces would occupy 19 feet of the pavement 
width, compared to the existing parnllcl parking lane that occupies appro•imntcly & feet of 
the pavement width. Therefore. Polm C3nyon Drive would need to be widened by a 
minimum of eleven feet on the west side to accommodate a row of 45-degrec angled 
parking spaces in place of the existing parallel on-street parking on the west side of the 
roadway (a"'uming each parking space is 9 feet wide and 17 feet long, as required by the 
Municipal Code}. 

With the proposed improvements, Palm Canyon Drive would be 63 feet wide (curb-to­
curb). With 45-degrec 3nglcd parking, the maneuvering width required by vehicle.' exiting 
each parking space (eleven feet of pavement width) would be within the adjacent 1 2·fool 
wide through traffic lane. 'lllis would require motorists exiting each of the the angled 
parking spaces throughout the day and evening hours to back out into the adjacent travel 
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lane without a clear view of approaching traffic, creating a hazard while mancu vering and 
interfering with the flow of southbound tmffic during e«ch unpar!.ing maneuver. 

Indian Canyon Drive currently l1ns four travel lane.' with parallel par!.ing on both side.~ of 
the roadway. If Indian Canyon Drive were modified to include angled parking in place of 
the existing parallel parking on the west side of the street, the roadway width would need to 
be increased to main~1in four tmvcl lanes. 1ltc pavement on Indian Canyon Drive would be 
widened from the existing 61 feel to 75 feet with the proposed project. This would require 
motorists exiting the angled pMking space.' on Indian Canyon Drive to back out into the 
adjacent travel lane without a clear view of approaching northbound traffic and interfere 
with the flow of traffic during unparking maneuvers. This would adversely impact both 
the capacity and safety of Indian Canyon Drive. 

Bdardo Road atUI Talrquit;: Cnrryrm IVay 

On-street parking maneuvers on two-lane streets can reduce the roadway capacity by one­
third. Although the capacity of Bclardo Road docs not appear to be of concern with yc.1r 
2030 weekday or Saturday traffic volumes, Belnrdo Road is projected to operate ncar the 
capacity of a two-lane street during Villagefcst, especially in the vicinity of it~ intersection 
with Museum Way. Given the need to maintain capacity along Bclardo Road during 
special events and Vitlagcfcst, as well a' the potential for higher accident rates associated 
with angled parking along high-volume street,, the provision of angled on-street parking 
through the study area on Belardo Road would not be desimblc from either a traffic 
capacity or traffic safety perspective. 

111c Museum Market Plaza Specific Plan propose.' angled parking along the north side of 
Tahquitz Canyon Way, from Palm Canyon Drive to Museum Drive. The existing 
pavement width on Tahquitz Canyon Way appears to be 52 feet wide (32 feet on the north 
side of the centerline and 20 feet on the south side of the centerline). The existing right-of­
way on Tahquitz Canyon Way appears to be 77 feet (44 feet on the north side of the 
centerline and 33 feet on the south side of the centerline). This appears to reflect right-of· 
way dedications and improvements consistent with a Secondary Thoroughfare (&&-foot 
right-of-way and 64-foot curb-to-curb width) on the north side of the centerline and a 
Cotlcctor Street (66-font right-of-way and 40-foot curb-to-curb width) on the south side of 
the centerline. 

The portion of Tahquitz Canyon Way between Palm Canyon Drive and Bclardo Road is 
currently classified as a Majnr Thoroughfare (100-foot right-of-way) in the Circulation 
Element of the Palm Sprirrgs Gc11erall'lan. The portion ofTahquitz Canyon Way between 
Mission Drive ~md Belardo Road is currently clnssified as a Cotlcctor street within the 
Palm Sprirrgs Gcrrcml Plan. Based upon the General Plan build-out tmffic projection of 
&,900 vehicles perdoy forTahquitz Canyon Way between l'<llmCnnyon Drive and Bclardo 
Road,the General Pfarr Updarc Traffic Arwlysi.~ recommended a two-lane divided cross­
section. Wc.'t of Belardo Road. the Gcllcml l'lan Updale Traffic Amrly.,;,, projected n daily 
volume of 4500 vehicles per day for Tahquitz Canyon Way and recommended a two-lane 
undivided cross-section. 'Illc City of Palm Springs may require the project proponent to 
dedicate the right-of-way associated with a Collector Street (a 66-foot right-of-way). The 
Specific Plan proposes a two-lane cross-section for Tahquitz Canyon Way adjacent to the 
project site. 

A~ shown in Figure 2-9.thc proposed improvements on Tnhquitz Canyon Way (from Palm 
Canyon Drive to Museum Drive) would provide n single 12-foot wide travel lane in each 
direction with a 12-foot wide left-turn lane at intersections. The 8-fool wide porollcl 
pnrking lane along the south side of Tahquitz Canyon Way would be retained. The 
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roadbed would be widened on the north ~ide to provide a 19-foot wide space for45-degree 
nnglcd parking spaces from Palm Canyon Drive to Museum Drive. This would require a 
roadbed 63 feet wide (curb-to-curb). With the proposed improvements, the eleven feet of 
maneuvering space required by motorists leaving the proposed angled parking spaces 
would be provided by backing out into the adjacent I l-foot wide through Jane without a 
clear view of approaching westbound traffic, which would interfere with the westbound 
traffic flow. 111is encroachment into the adjacent travel lane would result in a substantial 
reduction in roadway cnpacity and a substantial increa.•e in accident rates along Tahquitz 
Canyon Way in this area. 

Although the proposed cros.•-scction appears to include sufficient space for a row of angled 
parking. the projected year 2030 weekday traffic volumes on Tahquitz Canyon Way arc 
sufficient to make the provision of angled parking a concern, The segment ofTahquitz 
Canyon Way between Palm C:myon Drive and Bclardo Road is projected to serve 10.560 
vehicles on weekdays with the Preferred Project, (9 .500 trips per day from the General 
Plan Update Trnffic Analy.<is). 

6fJ.fkgrce A11gle Parking 

Ahhough on-street parking makes adjacent development seem more accessible. parking 
maneuvers impede traffic in the through lanes on the adjacent roadway. In area.~ where site 
access is of prim:try importance, 60-degrcc angle parking can provide twice as many 
curb.~ ide parking spaces as parallel parking. 

The l'ulm Springs Zoning Code requires a standard parking space nine feet wide and 
seventeen feet tong, A row of 60-degrec angle parking stalls (each 9 feet wide and 17 feet 
long) would occupy 19.3 feet of pavement width. However, passenger ears require an 
additional 17 feet of maneuvering space to enter and leave 60-degree angled parking 
spaces. Therefore, for a two-lane street, it is desirable to provide a minimum of 17 feet 
between the striped angled parking spaces and the roadway centerline to allow parking 
maneuvers to be completed without intruding on the opposing travel lane. Even with this 
17-fcet of pavement for maneuvering space, vehicles leaving 60-degrec angled parking 
spaces will still back out into and bricny impede the vehicles approaching from behind 
them in the advancing travel lane. For a two-lane roadway with 60·degree angle parking 
on both side.~ and 17 feet of maneuvering space for each row of angled parking stalls, a 
minimum pavement width of7Z.6 feet would be required. 

45-Dcgree A11gle Parki11g 

Although 45-dcgrec angled parking provides 18 percent fewer parking spaces than 60-
degrcc angled parking, 45-dcgrcc angled spaces require only eleven feet of pavement width 
for maneuvering space to complete the parking mnneuvcr. With a typical lane width of 12 
feet. departing vehicles would still interfere with traffic flow in the advancing lane but 
would not be likely to encro:1ch on the opposing travel lane. 

With 45-dcgree angled parking. 18.4 feet of pavement width would be occupied by a single 
row of parking stalls ndjaccntto the curb (each 9 feet wide and 17 feet long). An additional 
12 feet of pavement width would be required for the advancing travel lane. 'lllcrefore, a 
minimum roadbed 60.8 feet wide would be required to provide two 12-foot travel lanes 
with 45-dcgree angled parking on both side.~ of the roadway. 
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Parking l.ols and Parking Structures 

1l1e Palm Spri11gs Zo11i11g Code identifies minimum aisle widths for parking lots. 1l1ese 
aisles arc designed to provide acccs.s to parking spaces for slow-moving motorists 
searching for an available space. A minimum width of 18 feet is required for a one-way 
parking aisle within n parking lot with 60-dcgrec angled parking spaces. This minimum 
aisle width is consistent with the 17 feet of maneuvering space required to enter 60-degree 
angled parking discussed above (assuming a lateral clcnmnce of one foot to ensure vehicle.~ 
in the aisle.• to not clip the rear comer of parked vehicles on the opposite side of the aisle 
when entering and e~iting spaces). For a two-way parking aisle with 60-dcgrec nngled 
parking. the minimum required parking lot aisle width in the Palm Springs Zoning Code is 
22 feet. This requirement would rc.~ult in vehicle.• blocking the advancing lane entirely and 
encroaching on the opposing lane by 5 feet when departing from their parking space. 

With 45-degree angled parking, the Palm Springs Zoning Code requires a minimum 
parking aisle width of 21 feet for two-way traffic. However, the City of Palm Springs 
typically require.• thattravell:tnc.~ be dc~igncd with a minimum width of I Z feet (for a total 
of l4 feet for through travel Innes on a two-lane roadway). If the ndjacent trn\·ellanc is ll 
feet wide, parking maneuvers with 45-degree angled parking should be completed without 
encroachment on the opposing travel lane. 

llte Museum Market Pla;-,1 Specific Plan Development Standards and Guidelines uddress 
specific parking requirement• in Table 111-4. Block J is eJtpectcd to accommodate 500 off. 
street parking space.~ within a three-story parking stmcture with 75 re.•crvcd for usc by the 
Mercado Plnl'.a development. Parking for retail nnd office uses may be provided anywhere 
within the Specific Plan area. Parking requiremenl~ within each block may be reduced for 
shared usc, if a parking study is prepared and approved by the Planning Commis.•ion. Up 
to 25 percent of the required parking for the Specific Plan area may be provided through the 
payment of in lieu fees. Loading spaces shall be provided in conformance with Section 
93.07.0 I of the Palm Springs Zoning Ordinance. 
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5. FINDINGS ANI) CONCLUSIONS 

The •pproach capacitie.~ of two-way strccL~ (with and without parking) nrc 25 percent lower 
in centml business districts than elsewhere for several reasons.1 Transit vehicles and 
pas~enger vcl1iclc.~ stop to load or unlo•d passengers with greater frequency. Pedestrians 
cause interference to vehicular tmffic. There is more circulatory tmvcl involving more 
turning vehicles ns drivers circle blocks in search of empty on-street parking spaces. 
Delivery trucks arc often present making brief stops which may impede the flow of traffic. 
"lberc is a substantial amount of on-street curb parking with a high turnover rate which 
interfere.~ with the now of through traffic in the Oldjacenttravellancs as motorists shy awny 
from the doors of parked vehicles that may be opened by drivers and passengers. Parked 
vehicles also present an obstacle that seriously limils the driver's ability to sec pedestrians. 

Since the traffic volumes within the study area vary substantially in magnitude and the 
traffic nows change direction by season, by dny of the week, and by hour of the day, it is 
difficult to identify optimal traffic control device.~. pedestrian crossing facilitic.~. and other 
circulation improvements that arc appropriate as mitgntion for all future conditions. To do 
so requires an accurate identification and careful evaluation of peak season conditions on 
typical weekdays and weekend days as well as conditions during special evcnl~ such a.~ the 
Villagcfcst street fair on 11mrsdny evenings. 

VARIATIONS IN TRA~"fiC VOWM~~'l WITIIIN Tm: STUDY AREA 

lbe City of Palm Springs is a resort de.~tination with an innux of part-time and vacationing 
rcsidenL~ in the peak season that increases the population by up to 70 percent. As a result, 
the traffic volumes within the study area increase dramatically in the winter and spring. 
Typical morning and evening peak hours nrc evident on the commuter routes on weekdays, 
with the evening peak nows being generally more intense !ban the morning peak nows. 
However. traffic volumes during the midday pc.1k hour nrc also substantial and consistently 
exceed the volumes in the morning peak hour. This rcnecL~ the presence of business lunch 
traffic as well as visitors to the convention center, tourists, and retirees who tend to plan 
their trips to the Centml Business District in the middle of the day to avoid the traditional 
morning and evening peak commuter travel hours. 

Annual Traffic Growth in tire Study Area 

The peak season 24-hour traffic count data published nnnunlly by CVAG shows that since 
1994. average weekday traffic (ADT) volumes along Palm Canyon Drive. solllh of Alejo 
Road,llave ranged from 13~195 ADT to 14,529 ADT, with an average value of 13.860 
vehicles per dny. 11tc weekday volume of 13.395 ADT on Palm Canyon Drive in 2007 
wn.• only slightly below the average volume over the pa.~t fourteen years. ·n1ercfore, traffic 
growth on this major thoroughfare ha.~ been relatively modest for more than a dcc:.dc. 

The CVAG weekday traffic count data for Indian Canyon Drive, south of Alejo Road. 
shows that since 1994, traffic volumes have ranged from 12,563 ADT to 18,068 ADT, 
with an average value of 15,1!35 vehicles per day. 1l1e 15,125 ADT on Indian Canyon 
Drive in the peak season of the year 2007 was slightly below the avcmgc volume over the 
pa.•t fourteen ye:.rs. Like Palm Canyon Drive. the annual traffic growth on Indian Canyon 
Drive ha.~ been relatively low for more than a decade. However, that is not to imply tlmt 

t. lliglnmy Capariry Mtrmurl, Special Rcporl K7, lli~hway Re . ..,nn;h llo.'rtl or 1ho National Academy or 
Sciei'K'C.~·N31ional Re~:m::h Council. Wa.'\hing1on. D.C .. 1965. 
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the traffic volumes on the two mnjor north/south thoroughfares providing access to 
downtown Palm Springs never varies. 

Traffic Volume Changes During Villagefesl and Saturdays 

On Thursdays during Villagefest activities, Palm Canyon Drive is closed to southbound 
traffic (between Amado Road nnd Baristo Road) throughout the evening hours. During 
that time, southbound traffic diverts from Palm Canyon Drive to alternate parallel route.~. 
primarily Bclardo Road to the west and Calle Encilia to the cast. Based upon 24-hour 
directional counts made in the off-peak month of July that were seasonally corrected with 
an c~p:msion factor of 33 percent, Bcl:1rdo Road (south of Amado Road) currently carries 
traffic volumes during the highest hour on Villagcfcst Thursday evenings (between 6:30 
I'M and 8:30PM) which nrc more than triple (315 percent) the volume in the evening pc."lk 
hour on a typical weekday in the peak season. 

It should be noted that there is some uncertainty in this estimate of the trnffic increase on 
Bclardo Road during Villngcfest. as it assume.~ that the traffic volumes during Villagcfc~t 
vary seasonally with the local popul:nion. To eliminate this uncertainty. 24-hour traffic 
volumes could be made on Belardo Road. south of Amado Road. on a typical weekday and 
Villagcfest Thursday in the peak winter months. However. even in the middle of summer 
without the seasonal correction, the highest hour traffic volumes on Bclnrdo Road during 
Viii:Jgcfcst arc more than double the traffic volume on this roadway in the evening peak 
hour on a typic:ll weekday. 

Peak hour turning movement trnffic counts were made at the key intersections on a 
Wednesday, Thursday, and Saturday (from July 9 through July 12, 2008) to pern1itthcir 
their service levels to he evaluated. On the same days. 24-hour directional machine traffic 
counts were made on five of the site primary acce.~s routes to identify changes io both the 
magnitude of the daily traffic volumes and the direction of the traffic now during 
Villagefest days and on Snmrdays. Three of the daily traffic counts were mnde on 
north/south access routes and two were made on cast/west access routes. As shown in 
Tahlc 5-1, the sum of the daily traffic volumes in the smdy area on a Village fest Thursday 
exceeded the typical weekday traffic volumes by 2.75 percent. Tile sum of the daily traffic 
counts in the study area wa.~ seventeen percent greater on a Saturday than on a typical 
wcckd:1y. 

During the hours when Villngcfest was occurring, three of the five roadways (Palm 
Canyon Drive, Tnhquitz Canyon Way. and Arena~ Road) were closed to through traffic nt 
the count locations. Bclardo Road and Indian Canyon Drive, however, rem:lined open 
during Villngefcst and carried substantially larger traffic volumes during the evening hours 
on Thursday than on Wednesday. Indian Canyon Drive carried an additional 1.3l!5 
vehicles whereas Belardo Ro•d carried an additional 1,737 vehicles during !he Thursday 
counts. These additional traffic demand was not spread out evenly over 24 hours, but 
rather conccntmted in the evening hours when Villagefcst activities were occurring. 

By comparing the 24-hour traffic count data from July to the peak sea.~on CVAG count dntn 
fnr the same roadway, it can be seen that the peak-sea.~on traffic volumes within the study 
area nrc one-third lnrgcr than the off-peak traffic volumes in July. Assuming this seasonal 
correction factor, Indian Canyon Drive carries approximately one-third more traffic (1.842 
additional vehicles in four northbound Innes) during the evening hours on Vill:rgefcst 
Thursdays in the penk scnson. Bclnrdo Road carries approxinmtcly 2.3 I 0 additional 
vehicles during the same period in only two lane.~ (one northbound and one sourhbound). 

5·2 



Tablc5-l 
Variations in the Daily Traffic Volumes Within the Study Area" 

24-Hour Traffic Count (Location) Wednesday Thursday Sntunlay 

ln<lion Con yon Dri>·e (south of Am!=< Rood) 11.995 13.380h i3,583h 

Palm Con yon Drive (<aUih of Andrea< Rood) 9.7R8 7,983< 12.037<1 

llclanlo ROO<! (<OUdl of Amado Rood) 1.871 3,15{18 1.878 

Toh<tuitt Canyon Woy [east of llclmlo ROO<! I 2.965 2,644 3.373 

Arcna< Ro."l<l (c.~<l ofBelonlo Road) I ,261 1.1132° 1.772 

Total 27,880 2R,647 32,1).13 

a. Source:: 24-hour dirtclionnl il\;'lchinc lr.trlic count:-; made by Counts. Un:limilcd. Inc., from July 9. 2008 
through July 12. 2110R. 

b. The nc.Idi~ional I ,3H5 '\'ehidc~ U$ing rntlinn Can)'On Dri~r·c during Villngefe:-;1 were counlcU .;J{Icr the 
c:••cning peak :hour. The houtly traffic volume on Indian C.nnyon DriY~ during Villagcfe~t wa~ lower 
lhiln lhc mithJay peak hour volume c:vnluillccl during typicOJL wcckd11y!'>. 

c. l'alm Canyon Drive"'"' clo«<l for Villog<fc.<t from 6:110 PM- 111:110 PM on Thursday,July Ill, 2110R. 
d. The 24·hour lrarli.c volume shown for PO!Im Canyon Dri;,•e on Sntun.iay wa:o; c:o;limatcd. 1l1c 24·hour 

machine tr.1fric count data did not include trarric volumes on P.a1m Canyon Drive lx:lwctn SJlO ,\M o:md 
10:30 AM because the trJffic ccmnlcr tuhcs were \'and:1lb:ed twice while the traffic count wns in 
progrc~~- nnsel.) on lhc r;]cl Lhilt L6.3 pc:rt:ent of rhe -t.ILlily tr.aHic volum<: on tnUinn Cnnyun Drive 
I)('Cumd between 1he hour.; or S:OO AM and 10~30 AM on I hi~ Sn.lunlny, Ll wa.•;. a~:mmcd Lh;:.t !he tr:1ffic 
on Pnlm Canyon Drive on 1h~ :-;arne dny during: lhc :o;ame hours would rcpl't-~cnl n ~imilar pcrccnlngc of 
the daily \>olume on Palm Canyo-n Drin~ th:1t day. This. nil owed the PaJm Cnnyon Dri\'e tr.~.rfic tolurne 
on S:uunJay with 55 hour.; of mis~ing Ernffic count ditlil ( 10,35 I \'chides} tube c,;p;mrlcd 10 rdlec( lh.c 
24~hour volume: C!i-tim.:ue ~hown ( 12,037 vchidc!\ per d.1y). 

e. Arena< Ro.'l<l wa< closed for Vi!lagcfest from 6:00PM 1hrough II :110 PM on Thursday, July 10, 2008 .. 

Uncertai,ty Inhere"/ ;, Future Traffic Projections 

Since this study was conducted during the off-peak summer months, it was not possible to 
make new peak season traffic counts. As a result, it was critically important that the best 
available peak season trafl1c counts be uti I i?.cd to evaluate the peak hour operation of the 
key intersections. Fottunatel y, the City of Palm Springs was uble to provided traffic count 
data for four of the major key intersections from recently approved traffic studies which 
included peak hour turning movement counts made on January 10, 2006 (Tuesday) and 
January 14,2006 (Saturday). Tilis peak season traffic count data wa~ for (Indian Canyon 
Drive and Palm Canyon Drive at the intersections of Amado Road and at Tahquitz Canyon 
Drive), Although the data was higher than expected (based on more recent peak season 
CVAG traffic counts) it renected worst-case conditions with a robust local economic 
environment. 

Th traffic count data from the peak winter months of 2006 demonstrate.<; the magnitude of 
the variations in travel demand which occur in downtown Palm Springs. Since the 
available peak hour traffic count data from January of 2006 wa' used to estimate the current 
daily traffic volumes for l'alm Canyon Drive and Indian Canyon Drive within the study 
area,thc current daily traffic volume c,~limatcs (shown in Table 3- l) appear to be somewhat 
larger than expected from a review of I he peak season daily traffic count data provided in 
the CVAG 2007 Traffic Cemus Report. 
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Effect of tile Economy on Traffic Vofumcs 

Local, regional, national and even international economic factors (such as the nmion-wide 
slowdown in the U.S. economy. the mortgage lending crisis. the stlftcning of the recently 
robust housing market, the spike in international crude oil and U.S. gasoline prices) have 
been shown to affect trip making and traffic volumes throughout the country. The current 
economic slow down and high fuel prices may have contributed ton decrease in traffic 
volumes within the study area since their peak in the winter of 2006. However. from a 
CEQA perspective, the uaffic volumes evaluated herein should renect a conservative 
estimate of worst-case conditions. 

Tile potential e~isl~ for substantial variations in traffic volumes within the study area related 
to special community events, the Villagefcst street fair. parades, and activity levels at the 
convention center.thc cnsino, and local rc.•orts. Therefore, for the purposes of this study, 
no "economic" correction was made to reduce the current year 2008 daily traffic volume 
estimates that were developed from the peak hour traffic count data collected at four of the 
key intersections in 2006, when the local economy was booming. 

I'UBLIC V~:RSUS I'RIV,\TE INTERNAL STREETS 

Streets serve many functions. They provide connectivity by I inking one part of the city to 
another or one area of a development to another. Streets facilitate the movement of goods 
and people by providing the surface and structure for a variety of transportation modes 
(including trucks, pedc.,trians, bicyclists, transit vehicle.,, passenger cars, motorcycles, 
emergency services. maintenance services, etc.), Streets provide public access to 
businesses and other employment opportunities, shopping opportunities, health care 
service.•. schools, libraries, recreational, and other destinations_ Streets provide a public 
right-of-way with space for utili lie.~ and other underground infrastructure. By setting aside 
a definable place for people to interact, street~ also provide a sense of place. When located 
at the heart of a community, streets can become a venue for pattie.,, fairs, parades, and 
other community celebrations. 

Roadways should be designed and constructed according to the primary functions that they 
will be expected to serve. They nrc often de-,igned, however, to emphasize some functions 
more than others. Roadways range from a private cul-de-sac with no linkage and limited 
access to limited access freeways which function only as a corridor for motor vehicle 
travel. 

Many street designs do not provide for certain desirable functions. Some commcrci81 
streets me designed to make accc,<;s to other destinations difficult. Retail strip development 
along a high-speed road may provide no sidewalks or pedestrian crosswalks. Therefore, 
when street i mprovemcn~' arc being considered, it is important to determine whether or not 
the design effectively provides for all of the desired functions of the roadway. If not, I he 
street should be rcdc,'iigncd to function adequately. 

When Palm Canyon Drive is closed for Villagefe-'it or other special event• in the future, the 
Museum Market Plll7.a and the entire community located west of l'alm Canyon Drive and 
south of the project site will require continuous and efficient access from the north. 
Periodic disruptions in the southbound flow of traffic on Palm Canyon Drive may be 
viewed a' constraint<; to be overcome in ossuring adequate site access from the north. 
However, by providing a guarnntccd innux of thousands of potential patrons on n regular 
ba'iis they also create an opportunity for the proposed retail commercial and restaurant 
development on-site. Since the closure of Palm Canyon Drive is scheduled in advance. it 
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pennit~ on·site staffing levels to be increased to accommodate the spike in retail sales. The 
goal is to properly design site access and internal circulation to make it safe and efficient but 
also friendly, comfortable, and conducive to walking. cycling, and tmnsit usage because 
the more people who drive to a location, the Jess pedestrian-friendly it becomes. 

Proposed East/West lntunal Streets 

Museum Way(mdStreel ",VB" 

1l1c Specific Pl~n identifies Museum Way, and Street "AlB" as private streets. Private 
strccl• arc typically low-speed and low-volume roadways that arc suitable and safe for 
pedestrians and bicyclisL~. !loth Museum Way and Street "NB" would be low-volume and 
low-speed cn.~tlwest tWo·lane roadways that would be good c;mdidates for i mprovemcnt as 
private streets. Private streets would require maintenance by future merchants and adjacent 
businesses and would need to be properly signed at their intersections with public streets. 
Although an-street parking may need to be prohibited on the approaches to cross street~ (to 
assure adequate sight distance) angled on-street parking may be acceptable on Museum 
Way and Street "AlB". Based on the low projected trnffic volumes and speeds on these 
enstlwest roadways. angled parking may make maneuvering easier for the user. allow 
vehicle doors to open more easily than parallel parking, ond permit more pmking spaces to 
be provided per linear foot of curb space than parallel parking. 

1l1e Police Dcp01rtment and Fire DcpaJtment should be contacted regarding any applicable 
requirements (such os provisions for emergency accc.~s cn.~mcms, minimum street widths 
required to penni! fire engine.~ to tum around, pavement spedfications to properly sllpport 
the weight of emergency vehicles, appropriate street lighting and street light spacing 
requirements, etc.). Pedc.~trinn crossings should encourage crossings to be made at right 
angles to these private streets. 

1l1e ca.~t/west internal streets would be well suited to slower traffic speeds, on-street 
parking. nod frequent pedestrian crossings. These streets would be closed ncar Palm 
Canyon Drive to motor vehicles during Villagcfest and other community special events 
along Palm Canyon Drive. During these closure.~. the cast/west internal streets would 
provide the critical infrastructure necessary to bring pedestrians into the restaurants and 
ather commercial developments proposed on-site. While closed to vehicular tmvel, the 
castlwest internal streets would function a.~ high-quality secure, interesting and inviting 
walking environments with no barriers to safe crossings. The availability of curb ramps 
and the absence of steps would facilitate access fortlte elderly, people in whcelchnirs, and 
pedestrians with strollers. 

The cast/west internal streets proposed would provide safe and accessible pedestrian 
connections linking the area on-site located west of Palm Canyon Drive to the development 
between Palm Canyon Drive and Indian Canyon Drive as well as the Village fest street fair 
activities. The eastlwest internal streets would also link the site to the various destination 
resort<, the cn.<ino and convention center located to the cast in Section 14. As noted by the 
City Engineer. additional right-of-way may be required adj;~ccnt to commercial retail areas 
where restaurants will provide outdoor seating to maintain a minimum 8·foot wide 
sidewalk. In addition. Museum Way should be constructed from Palm Canyon Drive to 
Indian Canyon Drive with a cro.<s·scction that is consistent with that provided wc.~t of P<llm 
Canyon Drive (to accommodate two· way through traffic and diagonal parking along bnth 
. <ides of the roadway). This will provide a clear unambiguous and direct pedestrian 
connection between the Palm Springs Art Museum and the development within Section 14. 
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Tile highest hourly traffic volumes projected on Museum Way on typical weekdays and 
Saturdays in the peak sen.~on will be less than one-third the volumes projected for llelardo 
Road during Villagefest. Therefore. Museum Way is a better candidate for decorative 
paving and other amenities afforded by private streets that improve aesthetics, but may 
reduce capacity than the extension of llclardo Road. The projected trnffic volume on Street 
"NB" (lc.<s than 1 ,000 vehicles per day) would be substantially less than that projected for 
Museum Way. Therefore, Street "NB" would also be a good candidate for improvement 
and maintenance a.~ a private street. 

As evidenced by the analysis of peak hour intersections service levels with the Preserve 
Town & Country Center Alternative, all of the e~isting key intersections nrc projected to 
provide acceptable !eve h of service without the nddition of a new cast! west connection to 
Palm Canyon Drive and Indian Canyon Drive. Although Museum Way would 
substantially improve cast/west access for the site, it would also increase the total delay 
experienced by through traffic on Palm Canyon Drive and Indian Canyon Drive. because 
Museum Way would require an additional traffic signal on both of these major 
thoroughfares at locmions with lc.~s than optimal signal spacing. 

!mdreas Road 

Andreas Road would be extended west, from Palm Canyon Drive to llelnrda Road. as a 
private street with Less-Intense Alternative A. Andreas Road would require signali7.1tion at 
the intersection of Palm Canyon Drive and modifications to the existing trnffic signals at the 
intersection of Indian Canyon Way but would provide uniform 660-foot traffic signal 
spacing intervals between Amado Road and Tahquiu. Canyon Way. 

The future traffic projections for Andren.~ Road arc relatively low. Therefore. on-street 
parking, pedestrian linkage.~, and other aesthetic amenities would be appropriate within the 
project site along this roadway. 

The proposed configuration of the intersection of Andreas Road nnd llelardo Road on-site 
was likely intended to function as a traffic calming design (i.e., to slow southbouml 
through trafl1e on Belardo Road with a STOP sign and fncilitatc pedestrian crossings). 
11lis configuration improves site access to Palm Canyon Drive and Indian Canyon Drive, 
hut delays traffic traveling along Bclardo Road. During Yillngefcst,thcre is a substantial 
increase in traffic traveling along Bclnrdo Road. The overall intersection delay could be 
reduced during Villagefcst for Less-Intense Alternative A if this intersection were to be 
coMtructed with Bclardo Road a.~ the north/south major street and Andreas Road a.• the 
wc.qbound minor-street approach controlled by a STOP sign. 

lJelardo Road Extension 

The extension of llelardo Road through the project site with a 62-foot right-of-way, as 
proposed with the Museum Market Plaza Specific Plan, would create multiple development 
frontages (along Palm Canyon Drive, Indian Canyon Drive, and llelardo Road) where 
aesthetic treatments could be used to entice patrons to enter the adj~1cent mhed-usc 
development. As proposed. the Bclardo Road c~tension would function more like an 
internal service road rather than a public street and be improved and m<~intnincd as part of 
the site development. 'll1is would permit parcels located between Belardo Road and Palm 
Canyon Dri vc to be developed without direct vehicular accc.-;s to the abutting public streets . 
Instead, vehicular access for the adjacent mixed-use development would be via a series of 
private internal circulation roadways. 
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lly proposing the abandonment and vacation of Belardo Road/Museum Drive and 
constructing a new e~tcnsion of Belardo Road with a direct north/south alignment across 
the sHe as a private roadway, the Museum Market Pla1.a Specific Plan could provide 
continuous access from the north for both the proposed development and the existing 
community south of the project site. TI1c new Belardo Road extension would have retail 
building frontages on both sides of the roadway with amenities and inviting shop fronts to 
attrnct customers from the passing stream of traffic. TI1e provision of angled parking on 
both sides of Belardo Road proposed within the site would permit easy entry by shopper.; 
and help satisfy the demand for short-duration parking on-site by providing essentially 
twice as many parking space.~ per lineal foot of curb space than possible with parnllel on­
street parking. The.•e design features are very appealing from a marketing perspective. 

From a traffic engineering perspective, two-way stree~• in tim central business district (with 
or willmut on-street parking) generally have 25 perccntle.% capacity than elsewhere. The 
provision of angled parking on both sides of the roadway not only reduce.• the capacity of 
the roadway by thirty percent but also has been shown in some areas to triple the accident 
rate. When Palm Canyon Drive is closed on Thursday evenings and the through travel 
demand on Bclardo Road more than triples. this two-lane roadway will need to function at 
a higher level than afforded by a narrow private internal service road with angled on-meet 
parking on both side.• of the roadway and numerous pedestrian crossings. 

For the foreseeable future, Bclardo Road will need to provide :1 critical north/south 
connection across the site in order for emergency services to respond quickly to situations 
in the e~isting community located south of the site and west of Palm Canyon Drive during 
Villagcfcst activitie.•. parndcs, and other community evenl• that require the closure of Palm 
Canyon Drive. Adequate access will also need to be nmintaincd at all times for the 
commercial and re.•idcntial uses proposed on-site when Palm Canyon Drive is dosed. 

If the public right-of-way associated with Belardo Road/Museum Drive is vacated on-site 
lL' proposed, it is recommended that the Bclardo Road extension across the site to Tahquitz 
Canyon Way be given a Collector Street cllL•sification in the Circulation Element of the 
Palm Spring., General Pla11 and constructed within a 66-foot public street right-of-way. It 
is also recommended that a minimum 12-foot wide travel lane in each direction be provided 
with parallel parking spaces in an 8-foot parking lane adjacent to the curbs for a total 
minimum street width of 40 feet (cmb-to-curb) on Belardo Road.The remaining right-of­
way should be reserved for usc as pedestrian walkways and lnnd•caped areas, with lighting 
improvemenl• installed tlmt arc con.•istcnt with e~isting lighting improvements throughout 
the downtown Central Husiness District, as required by applicable Design Guidelines and 
the City of Palm Springs. 

A '"Collector'" street cla.o;.•ification with a 66-foot right-of-way would permit the rcloc;1tion 
of existing utilities on-site and continue the current '"Collector" street designation of Bdardo 
Road where it ends at the north site boundary and at Tahquitz Canyon Way. To avoid 
creating an inconsistency with the City of Palm Springs Geneml Pla11 Circulation Element, 
a Circulation Element Amendment mny be required to add the proposed Belardo Road 
extension across the project site to Tahquitz Canyon Way with a "Collector" street 
cllL•sificntion. 

I'OTENTIAL IMP,\CTS ON R}:.SIDENTIAL ,\ND EMERGENCY Aco;ss 

The Palm Springs Fire Department locate.• fire stations in a manner designed to provide 
emergency response times of five minutes or less. A fire station is located north of 
Andreas Road at 227 North Indian Canyon Drive in downtown Palm Springs. The project 
site is located within the primary re.•ponse area of this fire station. 
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When Palm Canyon Drive is closed for Villagefcst, the Palm Springs Fire Department's 
emergency response vehicles may usc Amado Road and Bclardo Road to access the 
existing development located west of Palm Canyon Drive. Periods of congestion can 
reduce the Fire Department's ability to respond to emergencies in a timely fashion. If 
Belardo Road were to be constructed as a narrow two-lane private street wilh diagonal 
parking on both sides of the roadway through the project site as proposed, the potential for 
congestion on Belardo Road during Village fest would be greater than with the No-Project 
Alternative. 

Congc.•tion on Belardo Road, between Amado Road and Tahquitz Canyon Way, could 
adversely affect the ability of the Fire Department to rc.•pond to emergencies both on-site 
and within the service area south of the site and wc.~t of Palm Canyon Drive in a timely 
manner. If the narrow roadway proposed for Belardo Rond were lined with angled parking 
on both sides of the street and periodically congc.~ted on-site for scveml hour.; each week 
during Villagcfcst (or blocked temporarily by an automobile accident) emergency crews 
could find it difficult to maneuver around the blockage. Emergency vehicles may be forced 
to travel elL~t (away from the scene of the emergency) to Calle Encilia. then tum south to 
Baristo Road (to byplL~s the Vil\agefcst road closure.~) and then tum north on Belardo Road 
to reach emergency situations that occur west of Palm Canyon Drive and south of the 
project site. 

ACCESSIIlLF. Roun:s IN ACCORI>ANCE WITII ADA STANOARns 

The Americans with Disabilities Act (ADA) mandntes improvements to ensure that all 
people, including those with disabilities, have equal access to transportation. ADA design 
standard• require all new building construction (and additions to or alterations of existing 
buildings) to provide accessible routes for nil pede.~trians to ensure acce.•s and mobility for 
the physically challenged. Acce.~sihility features to accomplish this include the provision 
of: adequate time for pede.~trians to cross streets, well-designed curb ramps, limited 
driveways, and wide sidewalks that arc clear of obstructions (such a.~ pole.•, signs, and 
street trees located in the middle of the sidewalk). 

If gratings are located in walking surface.~ (such as around the blL•e of street trees) they can 
have no spaces greater than 0.5 inch wide in one direction. Gratings with elongated 
openings must be placed with the long dimension of the openings perpendicular to the 
dominant direction of travel. 

At lelL•t one accessible route, with a minimum width of 36 inches, must be provided within 
the boundary of the site from public tran.•portation stops, accessible parking spaces, 
passenger loading zone.• (if provided) and public streets or sidewalks, to an acce.•sible 
building entrance. In addition, at least one accessible route must connect accessible 
buildings, accessible facilitic.•, accessible elements, and acce.~sible spaces that are on the 
project site. Protruding objects must not reduce the clear width of an accessible route or 
maneuvering space. 

Accessible Parking Spaces 

If parking spaces arc provided for self-purking by employee.~. visitors, or both, accessible 
spaces complying with ADA requirements must be provided in each such parking urea. 
Parking lot~ with 401 to 500 parking spaces require a minimum of nine accessible parking 
space.~. Parking lot• with 50 Ito 1.000 parking spaces require a minimum of two percent 
of the total number of parking spaces to be accessible spaces. Parking lots with I .001 or 
more parking spaces require a minimum of twenty ncce.•sible spaces plus one accessible 
space for ench 100 parking spaces over 1.000 in the parking lot. 
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One in every eight accessible spaces shall be served by an access aisle a minimum of 96 
inches wide designated as "van accessible." All such spaces may be grouped on one level 
of a parking structure. 

Volet parking facilities must provide :m accessible passenger loading zone located on an 
accessible route to the entrance of the f neil ity with valet parking. l f passenger loading 
7.0ne.~ arc provided on-sitc,then at least one passenger loading wne must be acces.~iblc. 

PROJECT-REUTED C/li\NGE IN TRIP GENERATION 

Peak Season Weekday Trip Generalion 

If the No-Project Alternative is implemented, the estimated trip generation during a typical 
weekday in the peak season would be 18,680 trip-ends (of which 17,850 would be 
external trip-ends aml 830 would remain internal to !he site). The No-Project Alternative 
would generate an estimated 1,634 trip-ends during the midday peak hour (1.584 external 
nnd 50 that would be internal). During the evening peak hour, npproximatcly 1733 trip­
ends would be generated (I ,657 external and 76 i ntcrnal). 

The Museum Market Pla1-a Specific Plan would generate between 17,990 weekday trip­
ends (with Less-Intense Alternative B) and 23,390 weekday trip-ends (with the Preserve 
Town & Country Center Alternative). Of that total, between 16.540 and 21,330 of the trip­
ends would be exteroal and between 900 and 2.060 would remain internal to the site. It is 
estimated that between 1,415 and 2005 trip-ends would be generated in the midday peak 
hour by the (of which between 70 and 164 would be inremaltrip-ends and between 1.319 
and 1,841 would be external trip-end~). During the evening peak hour, between 1,647 aml 
2.156 trip-end~ would be generated (of which between 76 and 194 trip-ends would be 
inrcmnl and between 1.569 and 1962 would bee~temal). 

1lte nel change in the rypic:tl weekday trip generation a.~sociatcd with the Museum Marker 
Plaza Specific Plan would range from a decrease of 690 trip-ends (with Less-Intense 
Alternative B) to an incrca.~c of 4,710 trip-ends {wilh the Preserve Town & Country Center 
Alternative). In the midd;ty peak hour on a weekday, the net change in the trip gencmtion 
would range from a decrease of 219 trip-ends (with Less-Intense Alternative A) to an 
incrc.1se of371 trip-ends (with the Preserve Town & Country Center Altcroative). During 
the evening peak hour.the net change in the trip generation would range from a decrease of 
86 trip-ends (with Less-Intense Alternative B) to an increase of 423 trip-ends (with the 
Preserve Town & Country Center Al1emativc). 

Peak Season Saturday Trip Generation 

During a typical Saturday in the peak season, the No-Project Alternative would generate 
approximately 2.363 trip-ends in the midday peak hour. or that total. it is estimated that 
2,255 would have either an origin or a dc,~rinarion oul~idc of the site and the remaining 108 
would remain intcma!IO the site. 

Tile Museum Market Plaza Specific Plan would generate between 1.989 and 2,637 trip­
ends during the midday peak hour on Salurdays, depending on the site development 
alternative. Of that total, between 78 and 186 of the trip-ends would remain within the site. 
Between 1,845 and 2,451 of the midday trip-end~ involve e~temaltrips. 

llte net change in trip generation :L~sociatcd with the Museum Marker Plaza Specific Plan in 
the midday peak hour on a peak season Saturday would mnge from a decrease of 374 trip-
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ends to an increase of 274 trip-ends, depending on which development alternative is 
implemented. Referto Table 4-2 for the internal and external trip-generation estimates with 
the various site development alternatives. 

I'ROJEC'r-Rt;Li\TEO Clli\NGE IN PEIJESTRii\N ACTIVITY 

Pcdeslrian lnwcl within !he Central Business Districl is quire common and the numhcr of 
pedestrians would increase once the Museum Market PJa,~1 Specific Plan is constructcu. 
Since pedestrian density is primarily a function of the walkway space provided and the 
building floor space occupied by retail, restaurant and office uses, the proposed project 
should substantially increase the pedestrian density within the study arc'L '!lte proposed 
project would create many destinations close to each other at sufficient densities to support 
public transit. By supporting a balanced transportation system. the proposed project would 
promote pedestrian activity and make both walking and public transit auractive options for 
site access. 

Accessibility features to accomplish this include the provision of: adequate time for 
pedestrians to cross slreers, well-designed curb ramps, n limited number of driveways on 
Palm Canyon Drive and Indian Canyon Drive, and wide sidewalks that nrc clear of 
obstructions (such as poles, signs, and street trees located in the middle of the sidewalk). 
With relatively low travel speeds and low projecled traffic volumes. the east/west internal 
streets would be good candidates for pedestrian linkages and other pedestrian-friendly 
amenities to make the area attractive, inviting, interesting and safe for pedestrians. 

SA. TR,\HIC IMI'ACTS 

The following me the circulation impacts :t~sociated with ~1e proposed project: 

1. The trip generation associated with the existing land uses on-site currently includes 
npproximnrely 6,700 cxlemal trip-end.~ on a typical weekday and 9,320 external trip­
ends on a Saturday in the peak season which arc currently using the surrounding 
street system in !he study area for access. 

2. The trip generation it.~sociatcd with the No-Project Alternative would include 
nppro~imately 17.850 external trip-ends on a typical weekd.1y, and 23,750 external 
trip-ends on a typical Sarurday in the peak season. 

3. The external trip generation associated with the Preferred Project would 
approximately 2,750 trip-ends greater on a typical weekday and 630 trip-ends greater 
on a typical Saturday in the peak se;L~on than that of the No-Project Altcmntive. 

4. The external trip gencmtion a.~soci:ued with the Preserve Town & Country Center 
Alternative would be approximately 3.480 trip-ends greater on a typical weekday and 
2~100 trip-ends greater on a typical Saturday in the peak season than that of the No· 
Project Alternative. 

5. llte external trip generation associated with Less-Intense Alternative A would be 
apprmimatcly 1.310 trip-ends fewer on a typical weekday and 2,280 trip-end~ fewer 
on a typical Saturday in the peak season than that of the No-Project Alternative. 

6. The external trip generation associated with Le.~s-Jnrcnse Alternative B would be 
approximately 760 trip-ends fewer on n typical weekday and 1,910 trip-ends fewer 
on a typical Saturday in the peak sea~on than that of the No-Project Alternative. 
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7. In the peak season of the year 2030 with all site development nlternatives. all of the 
key intersections arc projected to meet the City of Palm Springs minimum 
performance standard of LOS D in the midday and evening peak hours on typical 
weekdays without off-site mitigation. The levels of delay at the intersections 
evaluated with two-way stop control would be within the range considered acceptable 
by the City of Palm Springs on weekdays in the year 2030. 

8. In the peak season of the year 2030 with all site development alternatives. all of the 
key intersections are projected to meet the City of Palm Springs minimum 
pcrform:mce standard of LOS D in the midday peak hour on Saturdays without 
mitigation, except the intersection of Belardo Road and Tahquitz Canyon Way (only 
with the Preserve Town & Country Center Alternative). The levels of delay at this 
intersection with two-way slop control would be within the range considered 
acceptable by the City of Palm Springs on Saturdays in the year 2030, if a dedicated 
westbound right-turn lane is provided on Tahquitz Canyon Way. 

9. On Thursday evenings in the year 2030 when the Villagefest street fair is underway, 
the intersection of Bclardo Road and Arenas Road is projected to operate at LOS r 
with all-way stop control with the Preferred Project and with the Preserve Town & 
Country Center Alternative. This intersection is projected to operate at acceptable 
levels of service with the No-Project Alternative, Less-Intense Alternative A, and 
Less Intense Alternative B. Although signali1.ation would allow this intersection to 
operate at acceptable levels of service, urban signal warrants do not appear to be met 
by the projected pc.~k hour traffic volume.~ at this intersection in the year 2030. 

I 0. On Thursday evenings in the year 2030 when the Villagefcst street fair is underway, 
the intersection of llclardo Road and Museum Way on-site is projected to operntc at 
LOS r with all-way stop control with the Preferred Project and with all site 
development alternatives except the No-Project Alternative (which docs not include 
this intersection) and Less-Intense Alternative A. This intersection appears to require 
signali1.1tion to meet the City of Palm Springs minimum performance standard with 
the Preferred Projcct,thc l'rc.~crvc Town and Country Center Alternative. and Less­
Intense Alternative B. 

II. On Thursday evenings in the year 2030 when the Village fest street fair is underway 
and Palm Canyon Drive is closed to southbound traffic, the westbound (Amado 
Road) approach to the intersection of Belardo Road is projected to operate at LOS F 
with the Preferred Project and all site development alternatives with the existing two­
way stop control. Signali7A11ion may be nccc.~snry at this intersection to maintain 
accep!able levels of minor-street control delay during the evening hours on Villagefcst 
Thursdays, and urban peak hour traffic signal volume warrnnts appear to be met 
during this period. If signalization is not desirnble,the following alternatives may be 
considered: (I) closure of the nonh leg of Belardo Road at Amado Road to permit the 
westbound left-tum movement to proceed unimpeded; (2) the provision of a traffic 
control officer to manually direct traffic during peak hours: and (3) the provision of 
remote parking at undcnnilizcd parking lol~ with shuttles to Villagcfc.~t activitie.~. 

12. Andrea~ Rood (between Palm Canyon Drive and Indian Canyon Drive) would need to 
be widened on the south side to permit two-way operation by removing the existing 
angled parking with Lc.•.s·lnten~ Alternative A. 1l1c chnnneli1.1tion of AndreiL~ Road 
at Indian Canyon Drive would also need to be removed. The existing tmfric signals 
may also require modification. 
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I 3. Traffic signals would be warranted and required to meet the City minimum 
intersection performance standard at the proposed intersection of Palm Canyon Drive 
with Museum Way and at Indian Canyon Drive with Museum Way, with the 
Preferred Project and Less-Intense Alternative B. 

14. By eliminating a segment of the existing bike Janes on both sides of Belardo Road 
between the nonhern site boundary and Museum Drive, the vacation of right-of-way 
proposed along Bclardo Road/Museum Drive would adversely affect the connectivity 
and continuity of the existing recreational bike trails in the area as weiiiL~ accc.~s to the 
Las Palmas Loop, the Heritage Trail, the Citywide Loop. and the Downtown Loop 
bike trail. 

15. All of the site development alternatives would substantially increase the number of 
pedestrians crossing roadways at-grade within the downtown, including Palm 
Canyon Drive and Indian Canyon Drive. Pedestrian travel typically peaks during the 
lunch hour in Central Business Districts when volumes will likely be double the 
average now. The provision of Museum Way (or Andreas Road with Less-Intense 
Alternative A) as a pedestrian corridor would create a critical connection between the 
downtown core area and the City's resort amcnitic.< (including the convention center, 
casino, and hotels in Section 14). The pedestrian nows arc expected to be greatest 
along the Palm Canyon Drive, Indian Canyon Drive, and Tahquitz Canyon Way 
block face.~. Therefore, a major e.1st/wc.•t pedestrian boulevard located along Museum 
Way (400 feet nonh ofTnhquitz Canyon Way) which connects Indian Canyon Drive 
to Palm Canyon Drive appear,; to provide the requisite connectivity while minimizing 
connicL< with motorisL~ entering and leaving the site. 

16. All of the site development alternatives would substantially increase the demand for 
public transponation services within the downtown core area. 1l1e transit service 
improvement plan recently developed by the SunLinc Transit Agency would reduce 
the significance of this impact by increasing access to public transportntion along 
Indian Canyon Drive via Route.~ 14, 30, and Ill. 

17. Other than the No-Project Alternative, all site development alternatives would 
adversely impncttbe General Plnn street system within the study area by providing 
angled parking on the west side of Palm Canyon Drive and possibly on the west side 
of Indian Canyon Drive. The sight dislllncc for motorist~ backing out of the angled 
parking space.• would be very poor when large vehicles (minivan~. SUVs, RVs or 
delivery trucks) were parked beside them, restricting the driver's view of approaching 
traffic until they backed a considerable distance into the travel lane to get a clear view 
around the adjacent vehicle. Approoching drivers would be forced to react suddenly 
to unexpected midblock connicl~ by braking to a stop to avoid collisions, with the 
additional concern of being rear-ended. A major thoroughfare {such ns Palm Canyon 
Drive and Indian Canyon Drive) that ha.• numerous vehicles backing out of angled 
parking spaces into the adjacent travel lane cannot safely accommodate high traffic 
volume.~ and would have substantially higher crash rate.~ with angled parking than 
parallel parking. 

IS. With the exception of the No-Project Alternative, all site development alternative.• 
would adversely impact the General !'Inn street system by deleting an existing 
"Collector" street link (Belardo Road/Museum Drive) shnwn in the current 
Circulation Element of the P<1lm Spri11g.s Gcmcral Plm1. The proposed improvement 
of Belardo Road across the site to Tahquitz Canyon Way as a private street with on­
street angled parking would make through traffic movements secondary to the 
provision of shan-duration on-street parking and ncccs.~ to the abutting development. 

5-12 



Studies have shown thot ongled parking rcsull~ in substantially higher accident rates 
than parallel parking in Central Business Districts. Although the capacity of Bclardo 
Road docs not appear to be of conccm with year 2030 weekday or Saturday traffic 
volumes, Bclardo Road is projected to operate ncar the capacity of n two-lane street 
during Villagcfest, especially ncar the intersection of Museum Way_ With the need to 
maintain cap"city and pedestrian safety along Bclardo Road, as weB as the risk of 
higher "ccident r"tes associated with angled parking, Belardo Road should not 
provide angled parking through the study area. 

19. The proposed project and all project alternatives would incrca~e the number of 
pedestrians and the demand for pedc.qrian facilities on-site when compared to the 
existing uses. Pede.~trian fadlitie-~ need to be provided to link the parking areas with 
the proposed uses to provide easy and safe access throughout the project site_ 
Pedestrian crossings of Palm Canyon Drive and Indian Canyon Drive should be 
providedin conjunction with the enstlwcst streets to take advantage of the required 
traffic signal control. Where pedestrian boulevards arc proposed across Palm 
Canyon Drive and Indian Canyon Drive without a new cast/west street (i.e. with the 
Preserve Town & Country Center Alternative and Less-Intense Alternative A) 
signalized pcdc.~trian crossings should be provided to insure safe pede$trian access. 

20. With Palm Canyon Drive closed during Villagefcst, Bclardo Road provides the 
shortest access to the area west of Palm Canyon Drive for the Palm Springs Fire 
Department. If Belardo Road/ Museum Drive is vacated and abandoned a~ proposed, 
the extension of Bclardo Road must be extended across the project site to Tahquitz 
Canyon Way. 1l1e Bclnrdo Road extension must have adequate capacity to provide 
acceptable levels of service at all times (including during Villagcfcst) to maintain 
acceptable response time-~ by emergency services responding to calls from areas west 
of Palm Canyon Drive. 

21. The proposed project would increase the demand for off-street pnrking and short 
duration on-street pnrking within the i mmediatc project vicinity. The project would 
eliminate some of the off-street parking spaces that have been used to meet the peak 
parking demands generated by the land uses within downtown Palm Springs. 
However, new parking f"cilities will be constructed at various locations throughout 
the project site. It may be nccc.<sary for the applicnnt to have a shared parking study 
prepared for City review and approval as well as enter into new shared parking 
agreements to assure sufficient off-street parking to satisfy the peak parking demands 
generated by the mixed-usc development proposed within ~1c Museum Market Pla1-1 
Specific Plan site. Up to 25 percent of the required parking for the Specific Plan area 
may be provided through the payment of in lieu fees. 

23. 1l1e proposed project woultl increa~e traflic volume-~ on Palm Canyon Drive at the 
existing pedestrian crosswalks located north and south of Andreas Road and would 
nlro increase the number of pedc.;trinns using these crosswalks to reach the proposed 
development ns well as the casino, the convention center, and various rc.~orts with in 
Section 14. 111esc increases may adversely affect the safety of pedestrians using 
these crosswalks by incrca~ing the potential for vehicle-pedestrian collisions. 
Provided that adequate intersection sight distance and minimum stopping sight 
distance is maintained along Palm Canyon Drive, the adverse effect should not be 
significant. as these crosswalks have been designed and constructed with appropriate 
features to facilitate the s"fc and efficient movement of large numbers of pedestrians. 
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AllEQU,\CY m· SITE ACCESS 

With five major access roadways and five minor acce.~s roadways avnilable for site traffic, 
the project site appears to have adequate access for the proposed land uses. With only 
minor mitigation,thc roadway network within the study area is projected to operate at 
acceptable levels of service in the peak hmtrs on typical weekdays and Satttrdays in the 
peak season of the year 2030 upon build out of the Preferred Project or any of the four site 
development alternatives. However. without additional mitigation (including traffic 
signals) tmffic congestion mny occur nt some locations within the study nrca upon full 
occupancy of the project site during Thursday evenings when Villagcfest activitie-< occur. 

SB. REOUIREI) lMrROYI\MENTS 

TYI'ICAL WEEKilAY AND SATURilAY INTERSECTION IMPROVEMENTS 

The proposed street system appears to be generally adequate to serve the proposed land 
uses with the Preferred Project and the project alternatives with typical weekday and 
Saturday trnffic volumes. The mitig"tion required for the Preferred Project and the site 
development alternative.~ with projected year 2030 weekday and Satunday traffic volumes 
would be minor. New traffic signals would be required with the Preferred Project and 
those site development alternatives that would have new roadways with cross traffic on 
Palm Canyon Drive and Indian Canyon Drive. 

The Preferred Project nnd Less-Intense Alternative B include Museum Way, a roadway that 
would provide additional access to Palm Canyon Drive and Indian Canyon Drive. With 
this roadwny network, traffic would be diverted from Tahquitz Canyon Way and Amado 
Ro"d onto Museum Way. As shown in Figure 5-1, the Preferred Project and Less-Intense 
Alternative B would require traffic signals at the intersections of Palm Canyon Drive anti 
Museum Way and at the intersection of Indian Canyon Drive and Museum Way. No 
additional improvements would be required to accommodate typical weekday :md Satunday 
tmffic volume.~ in the year 2030. 

1l1c No-Project Altcmmive would not require any roadway improvements to accommodate 
weekday and Saturd"Y traffic volumes. Although the projected traffic volumes on Amado 
Road and Tahquitz Canyon Way arc higher with this nltcmative than the Preferred Project, 
the intersections would operate at acceptable levels of service with the existing approach 
lanes and traffic control intersections for typical weekday and Saturday traffic volume-,. 

Without the extension of Museum Way from Palm Canyon Drive to Indian Canyon Drive, 
the Preserve Town & Country Center Alternative would rc.~ult in higher volumes on 
Amado Road and Tnhquitz Canyon Way. However. all of the key intersections nrc 
projected to operate "t ncccptahle levels of service without mitig"tion except one. As 
shown in Figure 5-2. the Prc.~ervc Town & Country Center Alternative would require the 
addition of n westbound dedicated right-lllm lane at the intersection of Belardo Road and 
Tahquitz Canyon Way to accommodate the projected traffic volume.' at acceptable levels of 
service for peak season So!Unday traffic volume-< in the year 2030. 

Less Intense Alternative A would provide a new project access to Palm Canyon Drive and 
Indian Canyon Drive aligned with Andreas Road. As shown in Figure 5-3. Less Intense 
Alternative A would requi rc a new traffic signal at the intersection of Palm Canyon Drive 
and Andrea< Road. In addition, the segment of Andrea~ Road between Palm Canyon Drive 
and Indian Canyon Drive would need to be widened to accommodate two-way tr"ffic. The 
angled parking on the south side of Andreas Road would need to be removed to provide 
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Figure 5-1 

Recommended Mitigation For Typical Weekdays And Saturdays 
With The Preferred Project Or Less-Intense Alternative 8 
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Figure 5-2 

Recommended Mitigation For Typical Weekdays And Saturdays 
With The Preserve Town And Country Center Alternative 
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Figure 5-3 

Recommended Mitigation For Typical Weekdays 
And Saturdays With Less-Intense Alternative A 
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mlditional roadway width to align the lanes with the Andrea.~ Road !«:gment on the ea.~t side 
of Indian Canyon Drive. 

VILI.AGEFE!.I TIIURSt>AY NIGIIT INTERSECTION IMrROVt;MENTS 

Although the mitigation required to accommod:ltc typical weekday and S:nurday traffic 
volume~ i~ minor, the projected traffic demand for the intersections along Belardo Road 
during Villagefest is much greater. The 24-hour traffic counts on Bclardo Road show that 
the Thursday night Village fest southbound traffic is approximately eleven times greater than 
the Wednesday night traffic, and the Vill:tgcfest northbound traffic is approximately three 
times greater than the Wednesday night tmffic for the same hours. The total projected peak 
hour traffic volume on Bclardo Road is approximately lhrcc times greater during Villagefc.~t 
than on a typical weekday evening peak hour. 

By adding the seasonally adjusted traffic from the Villagefest counts to the Preferred 
l'roject wllh background traffic growth projects a total traffic volume of 1.335 vehicles per 
hour on llclardo Road, sollth of Tnhquitz Canyon Way, To accommodate this projected 
traffic volume on a two-lane street, Belardo Road would need to minimi7.c the friction that 
results from parking maneuvers and traffic merging. Traffic signals would be needed at 
most of the key intersections along Bclardo Road and !here would be significant congestion 
along Belnrdo Road. 

To accommodnte the projected traffic volumes, the intersection of llclanlo Road and 
Amado Road would require signa\i7.ation to provide acceptable levels of service during 
Villagefc.~t for the Preferred Project and all nllcmntivcs. WiU10ut signalization, delays over 
15 minute.~ nrc projected for the year 2030 for traffic diverting from Palm Canyon Drive 
onto Amndo Road. With this amount of dcluy, lraffic would be diverted from the study 
area and the projected traffic in the study area could be substantially reduced. 

To accommodate projected year 2030 traffic volumes during Vi\lagefc~t at acccpt:1blc levels 
of service (a.~ shown in Figure 5-4), the Preferred Project and the l..css-lntcnsc Alternative 
ll would require signalization of the intersections of Belardo Road at Amado Road and 
Belardo Road at Museum Way. In addition, the Preferred Project would require the 
signali7.1tion of the intersection of llelardo Road at Arenns Road in the year 2030 during 
Villngcfest to provide acceptable levels of service, although this intersection docs not 
appear to meet urban peak hour trnffic signal volume warrants. 

As shown in Figure 5-5. the No-Project Alternative would require the signali1.1tion of the 
intersection of Bclardo Road and Amado Road during Villngcfcst to provide acceptable 
levels of service lhrough the study nren. The No-Project Alternative would not require any 
ndditional mitigation to provide acceptable levels of service through the study area in the 
year 2030 during Villagcfc.~t. 

To adequately mitigate impacts with year 2030 trarfic volumes during Villngefesl, the 
!'reserve Town & Country Center Altemutive would require the signalization of three 
intersections, as shown in Figure 5-6. Similar lo the Preferred Project, the Preserve Town 
& Country Center Alternative would require signalization of the intersection of llclardo 
Road at Amado Rond, Bclardo Rond at Museum Way, and Bclardo Road nt Arenas Road 
with Vi\lagcfc.~t traffic volume.~. 

Similar to the No-Project Alternative. J..css Intense Alternative A (shown in Figure 5-7) 
wnuld require the signaliz.ntion of only one additional inter.;cction (Belardo Road at Amado 
Road) to mitigate traffic volume.~ during Villagefc.~t. In addition,l'igure 5-7 identifies the 
recommended year 2030 intersection lane improvements required to provide ncccpH1ble 
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Figure 5-4 

Additional Mitigation Recommended For Year 2030 With Villagefest 
And The Preferred Project Or Less-Intense Alternative B 
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Figure 5-5 

Additional Mitigation Recommended For Year 2030 
With Villagefest And The No-Project Alternative 
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Figure 5-6 

Additional Mitigation Recommended For Year 2030 With Villagefest 
And The Preserve Town And Country Center Alternative 
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Figure 5-7 

Additional Mitigation Recommended For Year 2030 
With Villagefest And Less-Intense Alternative A 
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levels of service at other intersections along l3elnrdo Road without signalization. If 
Alternative A were constructed with separate ea.~tbound left and right-turn Innes at the 
intersection of Belnrdo Road and Museum Way, the intersection projected to operate at 
acceptable levels of service without signali7~1tion. 11tc segment of Andreas Road between 
Palm Canyon Drive and Indian Canyon Drive would need to be widened to accommodate 
two-way traffic. The angled parking on the south side of Andreas Road would need to be 
removed to provide additional roadway width and to align the lanes with Andreas Road on 
the east side of lndilm Canyon Drive. 

Some of the mitigation shown in Figures 5-1 through 5-7 represent a consolidation of the 
mitigation required for typical weekdays, Saturdays, and Villagefest. For example, the 
intersection of Bclnrdo Road and Tnhquiu Ca.nyon Way would provide acceptable levels of 
servite for typical weekdays and Saturdays as an all-way stop and improve pede.~trilm 
crossing opportunitie.~. However, the high volumes on Belardo Road during Villagefest 
can be better accommodated with two-way stop control. llterefore.two-wny stop control 
was shown for the intersection of Belardo Road and Tahquitz Cnnyon Way since it is 
projected to provide acceptable levels of service for all scenarios. 

REQUIRt:D TR,U"t"IC CONTROl, 

Traffic signals influence both capacity and levels of service. Delays to traffic are important 
in establishing the level of service. Since vehicles must stop for red indications at traffic 
signals. signalization increases the control delay experienced by some of the motorists 
entering every signalized intersection. A series of signalized intersections, each of which 
ha.~ adc()Uate capacity to handle the demand. may provide poor service a.• a group if they 
are not coordinated. Without signal coordination, traffic is forced to make frequent stops 
which increase.~ delay and lowers service levels. 11tus, fewer signals with uniform signal 
spacing improve traffic flow and reduce delay. 

The unsignalized key intersections proposed within the project site (excluding the 
intersections proposed on Palm Canyon Drive and Indian Canyon Drive) would operate at 
acceptable levels of service with two-way stop control or with all-way stop control. 
Traffic signals were assumed at the intersections proposed on-site along Palm Canyon 
Drive and Indian Cnnyon Drive, c~ccpt where the turning movements associated with the 
minor-street approach would be limited to right turns only onto the major street. 

'lltis was the case at the intersection of Palm Canyon Drive and Museum Way with the 
Preserve Town & Country Alternative. It wa.• also the ca.•e for the proposed site access on 
Palm Canyon Drive, between Museum Way and Andreas Road. with the Preferred Project, 
Less Intense Alternative l3, Md the Pre.~rve Town & Country Alternative. 

One-eighth mile ({!60 feel) signal spacing with n 60-second signal cycle length allows for a 
progression speed of 15 miles per hour. Increasing the signal cycle length to 70 seconds 
decrcnses the progression speed to 13 mph. With a 90-second cycle a progression speed of 
only 10 mph is possible. 

If traffic signals arc instaHed on Palm Canyon Drive ttt Museum W:ty with the Preferred 
Project or Less-Intense Allernative B. the proximity of Tahquit<. Canyon Way would 
restrict the available storage space between Tahquit<. Canyon Way and Museum Way to 
approximately 400 feet. There is the potential for the southbound queue of vehicles on 
Palm Canyon Drive at Tahquil7. Canyon Way to back-up to the intcr.;ection at Museum Way 
and interfere with the npcration of this intersection. This potential impact could be 
mitigated by interconnecting and coordinating the traffic signals on Palm Canyon Drive. 
Lc.o;.•-lntense AltemJttive A would provide a signalized intersection on Palm Canyon Drive 
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at Andreas Rond midway between Amado Road and Tahquitz Canyon Way (6(,0 feet north 
ofTahquil7. Canyon W:ty). 

1ltc Palm Springs City Engineer will make a determination regarding which intersection 
improvements are the responsibility of the project proponent ba.~cd upon: intersection 
location, benefil~ that may accrue to site acce.~s. improvements expected from cumulative 
developmcnL~. etc. The project·relatcd contribution to the increa.o;e in evening peak hour 
traffic projected to occur by the year 2030 at each intersection where signali1~1tion would be 
needed was utilized to determine the applicant's fair-share percentage of the co.~t of 
signalization at each intersection. 

"Inc value of project-related traffic as a percen111gc of future traffic growth was determined 
from all evening peak hour approach volumes at each of the key intersections where traffic 
signals would be needed. The formula milizcd to determine the pcrccnt:tgc contribution is 
shown below. 

Sire Contribution 
To future Growth(%) 

F AIR·SIIAR•: CONTRIIIUTIONS 

Site Traffic x 100 

Yoar 20lll Toto! Trnffic- Exi.,ingTrnJfic 

Fair-share contributions to the cost of fmure mitigation ha.• been identified nnd included in 
Tltbles 5-2 through 5-6. llte project proponent may be required to contribute on a "'fair­
share" ba.•is to the cost of signalizing the key inten;ections shown in Tables 5-2 through 5-
6 below. However, funding for the constmction nnd maintenance of the public 
infrastructure on-site may be obtained through the development of a Benefit Assessment 
District. This mechanism is of particular importance if the proposed streets crossing the 
project site are public. 

SC. COMrl.(ANCE W!TIJ CITY STANDARDS ANP PO!.(CIES 

LOS D or beuer operation shall be provided and maintained at the key intersections under 
typical weekday peak hour conditions during the pe.1k sea.wn. The project proponent shall 
dedicate arpropriate right-of-way to accommodate the ultimate improvement of all General 
Plan rondways on and abutting the site. In addition, circulation improvements will be made 
in conjunction with the proposed development on-site as outlined in the Museum Market 
Pllmt Specific Plan. lltc project proponent wlll comply City of Palm Springs requirements 
regarding the provision of bikewny improvement• on or adjaccntlo the site to replace the 
segment• vacated nod abandoned on Bclardo Road/Museum Drive. The project proponent 
will coordinate with SunLine Tmnsit Agency regarding public tran•it facilities on·site. 

The Coachella Valley Association of Govemntents (CVAG) ha.~ developed a Trnnsport:ttion 
Uniform Mitigation Fee (TUM!') that compliments the objectives of the Congestion 
Management Program (CMP). In addition, the City of Pahn Springs has adopted an 
approved TOM Ordinance. The proposed project will participate in the TUM I' program 
nnd comply with the City of Palm Springs TDM Ordinance requiremenL•. 

5!). TR.\NSI'ORTATJON UN!t-oRM MJTIGAT!ON I:'EE !TlJMFl PROGRAM 

11te Transportation Uniform Mitigation Fcc (TUMF) program is a regional traffic 
mitigation program intended to address lnnd use and transportation system consistency 
through an integrated system-wide program that is reviewed nnnually and based upon local 
agency general plans and associated ITE trip generation rates. "The number of daily trips 
generated by each land use is derived from the most recent ITE Trip Generation manual. 
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Table 5-2 
Intcr~cction Improvements Recommended to Maintain 

Acceptable Levels of Service in the Year 2030 
With the Preferred Project 

lntcrscctionlmpmvcmcnt Project-Related Contribution 
To Future Traffic Growth 

\VEEl<.O,\ Y liND SA llJRD/1 Y Rl'.QUIRIID MITIGATION 
l'olm Canyon Ddvo ® Mu•cum Way Project ShiltC ofT rnrric 
· in~t.:dt a tr.~ffic signal lncrea.<e = 68.22% 
-construct o.n ea.44thound Lhrough l:me 
-construct an C3-'itbound right-turn Jane3 

- COil!i;UlJCI a we~lbound lhrough lane 
.. C.Oil!i.truct a we~nOOunc.lldHum f:.11t:3 

Indian Canyon llri .. ® Museum Woy l'rojcct ShoJ< oiTmffic 
- ins1.a11 n lmfric .'i.ignral ln<-reo.., =49.90% 
- C(J-n.o;;truct an ea...;liXJunU left-tum l:.llie 

llclordo Rood ® l\lu•c•m Way Project Shore ofTr.~lr.c 
- insto'l.lla:n nll-wny :'ilop lncrea~<: = 97119% 
- coll-<l111ct • nonhbound oppro,>eh lane 
.. c:on!i.truct a south hound appro..,.;:h lane 
- con.'\lrucl an c:a.'itbound appT(){'Ich I nne 
· cons,:ruct 3 \\'e."ithounc.l approach Jane 

Dolardo Rood @ Tohqult• Cnnynn Woy Project Sh.rco!Tr.tflic 
- im.tal1 3 hvo-,vay 5IOp. wilh STOP :!i.igm; on Tnhquill. Jncn:o.<e = 90.S9% 
Conyon Woy 

• ;1ripc o oonhbound loll-tum lone 
-construct 01. !liOUihbountt lcft·tum hme 
• C'OD:!itrucE a oouthbound lhrouglu'right-tum l;mc 
- stripe nn c.1 . .'tlbountllc:ft-tum fane 
- .slripe a we.t;lboui'KI left-tum lome 

ADDITIONAl. MrnG,\llON ON Vti.L\GEHiST llll.iRSD/1 Y 
Bclardo Rood @ Amado Rood Project Sh.rc ofTr•lfic 
- in..~~.all a traffic :">ignal ln<"l"<"'-"' = 59.32% 

Bclnrd<> Road @ Mu.<eum Wo7 Project Sh.rc ofTrnflic 
- in~t.11l a tr::.ffic ~ign;LI lncrco.<e = 97.09% 
• :w.ltl n northbound ]efl-lum l11nea 
·add a somhOOunLIIeft-tum liJnc3 

Dclardo Rood @ Arena.• Rood Project Sh.rc ofTrnllic 
-in!i.tall iltr:.trfic~ig_n>~;l lncn:o.<e = ti0.36% 
- a~.kl il northb:mnd ldt-tum l;;mca 
- ~Lid a F;Oulhboumllert-tum hmc=t 

--------- -----

a. Thi5 impnn·emen~ i!li rccomn,cnt.l~d in c·onjunction wilh the in..."i.taUalion or a trnJfic :signal nl1hc 
intt:rKCtion and i'l. no' rtquirec.J rrom an intc:n;ecLion cap~ity p::~pcctive. 
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Table 5-3 
Intersection Improvements Recommended to Maintain 

Acceptable Levels of Service in the Year 2030 
With the No-Project Alternative 

Intersection Improvement Project-Relnted Contribution 
To Future Traflic Growlh 

No MmG,\TION Rt:QUl~ED FOR WEE!lnll v ,\NO S,\llJRDIIY 
y~---·--~~ 

MlnGAllON 0."11 Vt!J~GI!I'll.'ITTIIUR.~DIIY 

Dclordo Rood @ Amndo Road l'mj""t Shm" of Troffic 
- install a lmffic !iignat lncren."' = 61.3f>% 

l11e TUMF pmgrnm is implemented throughout the Coachella Valley. The Transportation 
Uniform Mitigation Fee (l"UMF) is assessed on all new developmcnls. It also applies lo 
nny reconstruction or new use of e~isting buildings that results in a change of use nod 
generate.• addilional vehicle trips. No trnct map, parcel map, condilional u~ permit, land 
use permit or other entitlement shall be approved unless payment of I he mitigation fcc is a 
condition of approval for any such entitlement . 

The mitigntion fcc is imposed by and collected by the applicable jurisdiction (I' aim Springs) 
nnd then transmitted to CVAG to be placed in the Co:tchella Valley Transponnlion 
Miligation Trust Fund. The TUMF fees are reviewed annually In ensure that fees collcc1cd 
are set at a level that balances the cost of planned improvements. ApplicanL• who dispute 
the fee may file a written notice of appeal with the CVAG Executive Committee within IS 
days of imposition of lhc fee. A decision by majority vote of the committee will be made 
within 60 days of I he appeal filing. 

The TUMF program is not required to provide direct financial benefit to lhe State Highway 
System. However, it may provide for other improvements lhat relieve congestion on the 
Congestion Management Progr.tm (CMP) System including St.11e Highways. None of the 
roadways located within lhe study area arc part of the CMI' Syslem of Highways and 
Roadways. 
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Table 5-4 
Intersection Improvements Recommended to Maintain 

Acceptable Levels of Service in the Year 2030 
With the Preserve Town and Country Center Alternative 

Interse.:tion Improvement Project-Related Contribution 
To future Traffic Growth 

WI:EKDAV ANDSATIIRDAY REQUIREDMmOATION 

Polm Canyon ))rive @ Mu.•oum Wny l'roje<l Sh=ofTr.~fflc 
• con~rruct an ca.'I.UJOund ri_sh1-1um lane lncrca..: ~ 50.3010 

Dolordo Road @ Mu.•<um Woy Project Shore ofTrnrfic 
- jn'ifOLJI Oil nU·wny :!ltop lncren.<e = 97.29% 
.. con~.rruct :1: northbound 3ppn1ac:h lane 
·construct a "'uthbound •I'J'f""Ch l•ne 
- ron.•trucl nn e,'1."i1bound Df!pll);l't'h ta.ne 
• construcl a we."itbound i.'lppro."lch l3nc: 

Dolardo Road @ Tohqullz Can)·on Way Project Shore ofTrnfr.c 
.. lnsmll a two-w3y 5Cop. wi1h STOP sigM on Tnht1ulu lncrea« = 93Jl7% 
Canyon Way 

·stripe a nonhbound left-tum lone 
- ton:o;.tmcta soulhbound ~dt·IUm lane 
... cons1ruct a soulhbaund thruughlri,ll.h1-lum lotne 
• con!'itruct n southbound 1dt-tum li1ne 
-~tripe an ea._,.;~ hound len-1urn l;;tne 
·stripe a we,ij;lbound ldt.tum hme 
... fi.tripe a weslbournl right-tum lane: 

t\DDmONAL MmG,\ TION ON Vrt.t.AGEI·l:ST llii.!RSDAY 

Bolordo Rood @ Amado Road l'rojc:ct Sh3tll orTraffic 
• ill-'lilall a traffic ~ignal lncte."L<e~6R.I5% 

-
Ddordo Road @ Museum Way Pn>jc:ct Shore ofTroffic 
- im;~;.U a t111ffic !lii~nal lncn:n"' = 97.29% 
· adllo nonhbound left-tum lone• 
. add o "'ulhbound left-tum lone" 

Bolardo Rood @ ,\ronas Road Pn>jc:ct Shore ofTroffic 
- in:!i-~all a trnrfic ~ig.nal lncrt."L<e =62.22% 
• ad•l• northbound left-tum lane• 
• at.ld a soudtbound ldHum hmea 

a. This impmvemen' i~ m:ommcndc:d in .conjunc1ion witl1 the ins.~nllacinn of a trnHic :s.igm1.l nl the 
inlersection and h. not rrquired from an intc:rr.et;:Lion CA(Y.ICity perspecth·c. 
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Table 5·5 
Intersection Improvements Recommended to Maintain 

Acceptable Levels or Service in the Year 2030 
With Less-Intense Alternative A 

Intersection Improvement Project-Related Contribution 
To future Traffic Growth 

W!l;KDAY AND SATURDAY RllQUIRI;rJMmOA110N 

Palm Conyon Orho @ Andreas Rood Project Shore ofTr•ffic 
· in.'lilnll a lmrric !ii£_nal lncrea<e ~ S9JJ% 
- comuuct on ea.. .. tbound lhroughlrigh•·tum lane. 
... C~)nstruct n wc:!i.tbound l:hroughlleft-tum lane 

Indian Cnnyon Drive @ Androo.• Road Project Shn.re ofT r.~f!ic 
- inslollE a trnmc signal lncreo.o;e = 32.116% 
- constroct an C3S1hound lcrR-~um l:l.fle 

llclordo Rood @ Musoum Way l'rojecl Sh3tll of Traffic 
· install a 2-,.·ny >lop. with STOP •ign on Mu,.,um Woy lncreo.<e ~ 94.7610 
- con:!itruct a nonhbound npproach lane 
. con<tructa southbound oppro<~th lane 
- conslruct nn ea.'i.thound lc:f'l-tum lane 
- confiih'Uct an t:Lstbounc..L righHum lane 

llolardo Road @ Tahqull• Canyon Way Project Shore <>f Tr.~ffic 
... in:!Uall a lwo-way slop, wilh STOP signs on Tnhquilz. '"""'"-"' ~ 00.22% 

Canyon Way 
·;tripe o noMhbound left-tum lone 
r con.";1ruel a :rourhbound lefHum )lllle 

• con"nJCI a "'uthbound through/right-tum lane 
- stripe nn e.i~lboullllldt-mm lane 
- slripc n wesrbuund left-rum Jane 

-~----· -·--
ADDmONi\1. MmGA TION ON VtiJ.AGf:A'.<;flliURSDAY 

l!clnrdo Road @ Amado Rood Pn>joct Shore of Traffic 
- in!i.~all 3 U"':ilffic sigmll lncrc."J...<w: = 4436% 
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Table 5·6 
Intersection Improvements Recommended to Maintain 

Acceptable Levels of Service in the Year 2030 
With Less-Intense Alternative B 

lnter.;cction tmrmvemcnt Project-Related Contribution 
To Future Trame Growth 

WI::EIWAY Al'o'OS,\nJRDAY REQUIRED MmGATION 

Palm Canyon Drive @ Mu•eum Woy Project Shore ofTr:~rflc 
· inslall n lraffic !iign;ll lncn::t<e =61.R2% 
- con~1ruct nn e.1!'tbound 'hron,gh lane 
- con~•ruct nn ca!!:thm.Jnd ri~;,hHum kmcU 
• con:r;1nlt:~ n ~,~;-e!lilbound 1hruugh lane 
.. con~ttuCI a WMthound lcft-lum lanen 

Indian Canyon J)rive @ Mu.<eum Way Project Shan:ofTr.~ffic 
- in•tall a trnffic •ignol locrea .. "'40.39-:1> 
... con~uuct M ea.'\lbound lerr-[Um lane 

Delordo Rood @ Mu.<eum Way Project Shan:ofTr.~fr~e 
• instn.U an aJI-wny :'ilop locreao;e = 96.3R% 
-construct a. nmthOOund appro."K'h lane 
·.:on~truc:t a .'\outhhound appruilCh lone 
... con,r.;lOict an ea..oc;l'hc.ll.md appro.1ch lr.nc 
- conslnlct a ·wcsthound .appro..1eh r~mc 

llelardo Rood @ Tabqullz Canyon Way Projecl Share ofTrafrlc 
.. in.,!ii1.11l a two·w.ay s1op. wirh STOP signs. on Tahquilz lncrcao;e "88.63% 

Con)·on Woy 
~ slrirc: a nor1hbound left-tum l_.oc 
.. toll.liilruc1.a $.0Uthbound lc::fl-mm l.:mc 
- con. .. ~1ruct n .!louthbound through/rishl-~um laoc 
- :!ilripc: nn ea."ithottnd lefHum Jane 
• stripe a WC!!ilbound rcfi-lum IO.OC 

AI)DfnONAI. MfnOA110N ON VfU,\OI~~~'IT n ILR~DAY 
llolardo Road @ Amado Rood Projecl Shore ofTmffic 
- in!!:laH a lrnrflc ;o;ign3l ln<n::t<C" 53.23% 

Bolardo Road @ Mt,.oum Way l'mjecrSh=ofTralfic 
r in:'ir:.'lll a 1tt~rfic !'iignal JnCT"Ca.~ ~ 96J8% 
- ildd • notthhoond left-tum lanc3 

-odd • "'"lhbound left-tum lollC0 

a.. Thi:!l impmw;:menl i!t rtton•mcnded En ~~:onjunction with the im;1:JII:;uion ·or a. 1rnffic 11ignal r~t the 
interseclion and i~ not required from 3n inlcrsccljon capacity ~live. 
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6. RECOMMENDATIONS 

City of Palm Springs Requirement.~ 

"111e following items reflect Palm SJ!rings ordimmce or policy rcquiremenl< that apply to all 
development as conditions of approval. 

I . The project proponent shall dedicate appropriate right-of-way, as needed. to 
accommodnle the ultimate impro•·cment of all General Plan public roadways within 
and adjacent to the project site. The developer may be required, prior to approval 
of development plans. to provide increa..ed right-of-wny through land dedications 
to accommodate additional demand for exclusive riglll-turn lanes, bus stops nnd 
Innes, bicycle facilities or other improvements required to mnintain n minimum 
opemting LOS 0 at intersections . 

2. Master planned roadways shall be improved on and adjacent to !he site per the 
design standanl< specified in the Museum M<1rkct Pla;:tl Specific Plmr. 

J. Privntc roads shall be developed in accordance with the City's published 
engineering standards for public stree~~. unlc.~s otherwise approved by the City 
Engineer. 

3. The developer shall, as a condition of approval. particiJ!ate in the construction of 
bikcwnys on and/or adjacent to the site ns required by the City of P,!m Springs,to 
reconnect the e~isting recreational bike trails in !he aren known a~ the L1s l'almas 
Loop,the Heritage Trail,the CitywicJe Loop. and the Downtown Loop thnt would 
be disconnected as a result of the removal of the segment eliminated by the 
vacation and abandonment of Bclardo Road/Museum Drive proposed. The 
developer. may be required prior to approval of develoJlment plnns, to provide 
right·of-way through lnnd dedications to accommodate lite City's network of trails 
and non-mo1ori1.ed routes . 

4. The developer shall provide off-street parking and loading facilities for the 
proposed development, as specilicd in thc development standards and guidelines 
within the Museum Market Pla;•,1 Specific Plnn. Loading sraces shall be provided 
which meet the requirements of Section 93.07.01 of the Palm Spring.< Municipal 
Colle. The off-street parking layout shall be subject to the review and approval of 
the City Engineer. 

5. The project proponent shall provide accessible parking spaces and accessible 
parking aisle.~ (96 inches wide and dc.•ignatcd "Van Accessible") that nrc ADA 
compli:mt. If valet parking facilities arc provided, an accessible passenger loading 
zone shall also be provided on an ncccssiblc route to the entmnce of the facility. If 
pnssengcr loading zones are provided on-site. then at least one p:rssengcr loading 
zone shall be accessible. 

6. 1lle project proponent shall provide accc.~sible mutes of travel (including compliant 
curb ramps. sidewalks, and other improvements) along all public streets and 
within nll public space.• nnd common areas, in accordance with current ADA 
guidelines and sl:mdards. 
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7. The project proponent shall contribute traffic impact mitigation fees, by 
p:uticipating in the Traffic Unifonn Mitigation Fee (TUM F) program. 

Recommended Mitigation 

The following additional mitigation measures arc recommended to reduce potential 
circulation, site access nndlor parking impacl~ associated with the proposed project. 

8. The intersection approach Janes and traffic controls ut the on-site and off-site key 
intersections should be improved consistent with Figures 5-I through 5-7. 

9. To insure compliance wW1 City access and design standard~. the final building and 
parking layout and site access design shall be subject to the review and approval of 
tl1e City Engineer as part of the development review procc.~s. 

10. Adequate reservoir capacity shall be provided at the access proposed to all parking 
structures to assure that cnrs waiting for entry to the parking garage.~ on·site do not 
obstruct the adjacent street, particularly in the peak travel period~. 

I I. Clear unobstructed sight distances shall be maintained at the unsignalizcd site 
driveways, site access intersections, and intcmnl intersections. All driveways with 
traffic exiting across public sidewalks shall have a clear sight triangle inside the 
property mca•uring 8 feet by 8 feet to allow driver visibility ofpedc.~trians on the 
sidewalk. Screening fence.• or shrubbery shall not produce view obstructions at 
driveways or intersections. 

12. Angled parking should not be located on-street along Palm Canyon Drive, Indian 
Canyon Drive, Tahquitz Canyon Way, or Belardo Road since ro:1dways with 
angled parking lmvc been shown to have substantinlly higher crash rates than 
roadways with parallel parking. 

13. Based on the need to maintain adequate north/south capacity during Villagefcst 
(and other community activities that may reljuirc the closure of Palm Canyon 
Drive) as well as continuous ncccss for emergency services to the area west of 
Palm Canyon Drive and promote pedestrian safety along Bclardo Road. the 
c>.tension of Bclardo Road proposed across the site to Tahquitz Canyon Way 
should be cla~silicd a.~ a public "Collector" street with a 66-foot right-of-way in the 
Circulation Element of the Palm Spri11gs Gerrcml Pla11. To avoid an inconsistency 
with the General Plan Circulation Element, a Circulation Element Amendment may 
be required to add the proposed extension of Bclardo Road across the site as a 
"Collector" street to Tahquilz Canyon Way. Any on-street parking along the 
Bclardo Road extension should be proposed in a Downtown Area Parking Study 
to be completed in the ncar future and approved by the City Engineer. 

14. All off-street parking areas constructed on-site shall be adequately illuminatcd,to 
promote user safety and security a.~ well as minimize the potential for vehicle­
pedestrian collisions, without glare or excc.~sive light beyond the property. 

15. The loading faeilitic.~ on-site shall be dc.•igned in a manner such that trucks will not 
bnck in or out of the loading facilitic.~ onto a public street or be required to usc any 
public street for parking. All 11rcas used by trucks shall be graded, properly 
drained, paved, and maintained. 
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16. All of d1e site dc\'Ciopment altemativc.• would substantially increa..c the demand for 
public transportation services within the downtown core area, the project 
proponent shall coordinate with Sun Line Transit Agency and the City of Palm 
Springs regarding the need for public transit facilitic.• on·site. 

17. The project proponent shall contribute on a fair-share basis to the cost of 
circulation improvements required within the study nrea. 

6A. ROADWAY IMrROyt:Mt:NTS 

Site Access 

To maintain the necessary roadway capacity while minimizing congestion, Bclardo Road 
should be improved a• a public ''Collector" street. On-street parking should be prohibited 
on the approaches to intersections to assure adequate intersection sight distances, 
particularly in the vicinity of Museum Way. Based on the substantial reduction in capacity 
and demonstrated increa•e in accident rate.•. angled on-street parking should be avoided on· 
site if fca~ible. 

1l1e cast/west connector to Palm Canyon Drive and Indian Canyon Drive provides a better 
distribution of project traffic and reduces the impact on intersections along Amado Road 
and Tahquitz Canyon Way. Howcvcr,the Prc.~crvc Town & Country Center Altemntive 
demonstrates that an additional cast/we.~! vehicular accc.o;.~ i• not required for the Museum 
Market Plaza Specific Plan but may be desirable from a market perspective. Without 
Museum Way, new traffic signals could be avoided on Palm Canyon Drive and on Indian 
Canyon Drive that would increa~ delay for through traffic on thc.~c major thoroughfares. 

With Less-Intense Alternative A, the extension of Andreas Road across the site to Bclardo 
Road will provide additional ca~t/west vehicular acccs_~ rather than Museum Way. Andrea.~ 
Road is located midway between Amado Road and Tahquitz Canyon Way (660 feet from 
each) and would provide belter signal spacing. 

111e mixed-usc activity center proposed would create numerous transit destinations in 
close proximity and could be readily dc.•igncd with unif~ed accc.o;.~ and cireuh1tion systems 
including bicycle and pedestrian facilitic.~ that benefit drivers, tran.•it riders, pedestriaM 
nnd cyclists. A balanced connected network of streets and sidewalks with increased 
opportunities for nltcmntivc transportation mode.• will make the area more pedestrian 
friendly as well a~ more inviting to bicyclists and transit riders. Transit stops can be 
made more accessible via sidewalks and pedestrian paths if building entmnccs c•m be 
located ncnr transit stops tn provide more direct pedestrian access. Bus stop spacing in 
core areas of Central Business Districts range from 300 feel to 1,000 feet with n typical 
spacing of 600 feet. 

Bicycle lane.• can be incorporated into the design of new and reconstructed roadways to 
replace the segment eliminated with the vacation and abandonment of Bclardo 
Road/Museum Drive. To enhance the safety of bicycle lanes where they cross a right· 
tum lane, consideration should be given to changing the color of the pavement to alert 
drivers to the potential connict. 

Traffic Signals 

With the No· Project Altcmative, no traffic signals would be warranted or required upon 
project opening to accommodate traffic volumes on typical weekdays or Satmdays. 
However, upon General Plan build out in the year 2030,thc intersection of Belardo Road 
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and Amado Road is projected to meet peak hour traffic signal warrants on TilUrsdnys with 
Villagefest. 

With the Preserve Town and Country Center Alternative, none of the intersections 
evaluated arc projected to meet urban peak hour traffic signal volume warrants or require 
signalization on penk senson typical weekdays or Saturdays upon project opening or upon 
General Plan build out in the year 2030. However, with Villagefcst trnffic volumes and the 
closure of Palm Canyon Drive, three intersections arc projected to meet signal warrant< and 
require signnlir~'ltion in the year 2030 including: (1) Belardo Road at Amado Road, and (2) 
Bclardo Road at Museum Way. The imer.;cction of 13clardo Road and Arenas Road will 
require signali7~'ltion in the year 2030 with the Preferred Project.. 

With the Preferred Project and Lcss·lntensc Alternative 11, the intersections of Palm 
Canyon Drive with Museum Way and Indian Canyon Drive with Museum Way arc 
projected to meet the urban peak hour traffic signal volume warrants on typical weekdays 
and Saturdays in the peak season and require signalization upon proje~t opening. To 
a~commodate projected year 2030 traffic volumes at acceptable levels of service with 
Villagcfest tmffic and the closure of Palm Canyon Drive, two additional inter.;ections will 
require signalization: (I) Belardo Road at Amado Road, (2) Belardo Road at Museum 
Way, and (3) Belardo Road at Arenas Road. 

Witil Less-Intense Alternative A.trnffic control signals will be warranted and required upon 
project opening at two intersections based upon the traffic projections for typical weekdays 
and Saturdays in the peak season. Thc.<c two intersections include: Palm Canyon Drive at 
Andreas Road and Indian Canyon Drive at Andreas Road. Although the intersection of 
Indian Canyon Drive and Andren.~ Road is currently signalized for one-way operation of on 
Andreas Road (between Indian Canyon Drive and Palm Canyon Drive), the e~iMing signals 
would need to be modified to renee! the proposed two-way operation of Andreas Road 
(west of Indian Canyon Drive). To accommodate projected year 2030 traffic volumes at 
acceptable levels of service with Villngefcst trnffic and the closure of Palm Canyon Drive, 
the intersection of 13clnrdo Road and Amado Road would also require signali7.1tion in the 
year 2030. 

68, TRANSPORTATION S\'SU'M 1\JAN,\GEMENT ACTIONS 

The project will comply with all applicable provisions of the City of Palm Springs adopted 
Transportation Demand Management (TDM) Ordinance. Bicycle racks or bicycle parking 
facilities may be required in any development submitted for architectural approval. If 
required, the location and design of tilcsc facilities shall be shown on the Site Plan and 
subject to the review and approval of the City Engineer. 

Parking design st~ndards set forth in Municipal Code Section 93.06.00 C-8 ("On-site 
Turn-around") specify that automobile parking so arranged as to require the backing of 
motor vehicles onto a major or secondary highway shall be prohibited in any zone. Section 
C-9 ("Pedestrian Walkways") states that pedestrian walkways shall be provided between 
the parking area and the building or usc being served. Consideration should be given to the 
provision of facilitic.~ such as passenger loading areas, reserved parking for c;trpools and 
vanpools, and bicycle parking facilities for employees and customers. 
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