Primary School Replacement Facility at PS 133 (William A. Butler School) FEIS

3.10 TRAFFIC AND TRANSPORTATION

The CEQR Technical Manual requires detailed assessment of traffic and parking conditions when 50 or more
vehicular trips would be generated by the project through one intersection during the peak hour. Similarly, if
the project would generate 200 or more transit or pedestrian trips during a peak hour, then a detailed
assessment is required because there is a potential for significant impact.

3.10.1 Introduction

The project site is located in the northern Park Slope area of Brooklyn. The current PS 133 school building on
the site is proposed to be replaced with an expanded facility, accommodating the existing building’s
enrollment of 264 students plus 696 new students in Pre-K through Grade 5, and 54 new faculty and staff.
The transportation analysis study area was selected to include the transportation facilities most likely to be
used by the majority of new trips traveling to and from the proposed new school facility. Eight intersections
were analyzed for vehicular traffic during the weekday AM (7:15 AM-8:15 AM) and PM (2:45 PM-
3:45 PM) peak hours (Figure 12). These peak hours were selected based on a review of travel demand
characteristics of similar schools. As the proposed school facility would generate negligible traffic during the
weekday Midday peak hour, that time period was not analyzed.

The proposed school facility would provide an overall increase in capacity and, consequently, would generate
new vehicular trips (by faculty/staff and student pickups/drop-offs) and pedestrian trips (by students and
accompanying parents/guardians); both are analyzed in detail. In addition, the transportation analysis
considers safety at intersections along principal pedestrian paths to and from the proposed school building.
New subway trips generated by the increase in school capacity are expected to total 25 and 32 trips during the
AM and PM peak hours, respectively. The proposed project is also expected to generate new local bus trips
totaling 63 in both the AM and PM peak hours. As the level of new transit demand is well below the CEQR
Technical Manual’s threshold of 200 bus or subway trips per hour to require a detailed transit analysis, it
would be unlikely to result in significant adverse impacts. Therefore, a detailed quantitative analysis of the
project impacts to local transit services has been screened out and a qualitative discussion of study area transit
services has been provided for informational purposes.

3.10.2 Existing Conditions

Data on the existing traffic, parking, and pedestrian conditions in the study area were primarily developed
based on field data collected in November 2008 and January 2009. Traffic counts included manual turning
movement and vehicle classification counts at eight intersections conducted on Thursday, November 20,
2008, and automatic traffic recorder (ATR) counts compiled at three locations for the week of November 18-
24, 2008 (see Figure 12). Figure 13 shows the resultant traffic volumes for existing conditions during the AM
and PM peak hours. On-street parking utilization was observed on Thursday, January 22, 2009. Pedestrian
counts were conducted at five intersections on Thursday, November 20, 2008. To address pedestrian safety
conditions, accident summary data were obtained from the New York City Department of Transportation
(NYCDOT) for 12 intersections located along principal pedestrian access paths to/from the school.
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FIGURE 12: TRAFFIC STUDY AREA
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FIGURE 13: EXISTING TRAFFIC VOLUMES (2008)
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3.10.2.1 Vehicular Traffic
The traffic study area is defined by the following street network:

o Buitler Street is a one-way westbound roadway, 30 feet wide, with one moving lane and parking on both
sides of the street. As shown in Figure 13, Butler Street carries traffic volumes of 40 vehicles per hour
(vph) during both peak hours. The north side of the street abuts the front entrance to PS 133 and serves as
a principal drop-off location for the existing school. It does not extend to Fifth Avenue and therefore,
traffic flows from Baltic Street via Gregory Place.

o Fourth Avenue is a major two-way north-south arterial, 86 feet wide, with three moving lanes in each
direction and parking on both sides of the street. The east side of the street abuts the schoolyard of
PS 133. All intersections on Fourth Avenue within the study area are signalized. Two-way traffic
volumes on Fourth Avenue range from 1,830-1,855 vph during both peak hours.

o Baltic Street is a one-way eastbound roadway, 30 feet wide, with one moving lane and parking on both
sides of the street. The south side of the street abuts the existing school’s playground. Traffic volumes on
Baltic Street are approximately 275 vph during the AM and 365 vph during the PM peak hours. The
intersection of Baltic Street and Gregory Place is uncontrolled (i.e., there are no traffic signals or stop
signs).

e Third Avenue is a two-way north-south roadway, 45 feet wide, with one moving lane in each direction, a
bike lane in the southbound direction, and parking on both sides of the street. Both the B37 and B103 bus
routes operate along this street. Traffic volumes on Third Avenue number 940 vph during the AM peak
hour and 845 vph during the PM peak hour.

o Fifth Avenue is a two-way north-south roadway, 40 feet wide, with one moving lane and parking on both
sides of the street. The B63 bus route operates along this street. A shared-lane bicycle route also runs in
both directions along this street. Traffic volumes on Fifth Avenue range from 565-570 vph during the
AM peak hour and 640-665 vph during the PM peak hour.

o Warren Street is a one-way westbound roadway, with one moving lane and parking on both sides. Traffic
volumes on this street range from 235-240 vph during both peak hours.

e Douglass Street is a one-way eastbound roadway, with one moving lane and parking on both sides of the
street. Douglass Street carries traffic volumes of approximately 95 vph during the AM peak hour and
160 vph during the PM peak hour.

3.10.2.2 Capacity Analysis

The capacity analyses performed for study area intersections are based on the methodology presented in the
Highway Capacity Manual (HCM) Software Release 5.21. Traffic data required for these analyses include
volumes on each approach and various other physical and operational characteristics. Signal timing plans for
each signalized intersection were obtained from NYCDOT. Field inventories were conducted to document
curbside parking regulations, vehicle classifications, and other relevant characteristics needed for the analysis.

The HCM methodology provides a volume-to-capacity (v/c) ratio for each signalized intersection approach or
lane group. The v/c ratio represents the ratio of the traffic volume on an approach/lane group to its vehicular
carrying capacity. At a v/c ratio of between 0.95 and 1.0, near-capacity conditions are reached and delays can
becomes substantial. Ratios of greater than 1.05 indicate saturated conditions with queuing.

The HCM methodology also expresses quality of flow in terms of level of service (LOS), which is based for

intersection analysis on the average delay that a driver experiences in traveling through an intersection during
the analysis period. LOS measures for signalized intersections are reported using letter designations and
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range from LOS A, with minimal delay (10 seconds or less per vehicle), to LOS F, which represents long
delays (80 seconds or greater per vehicle).

For unsignalized intersections (e.g., controlled by stop signs on the minor street), the HCM methodology
generally assumes that major street traffic is not affected by minor street flows. Left turns from the major
street are assumed to be affected by the opposing, or oncoming major street flow. Minor street traffic is
obviously affected by all conflicting movements. Similar to signalized intersections, the HCM methodology
expresses the quality of flow at unsignalized intersections in terms of LOS measures based on the amount of
delay that a driver experiences. This relationship differs somewhat from the criteria used for signalized
intersections, primarily because drivers expect different levels of delay at the two different types of
intersections. For unsignalized intersections, these measures range from LOS A (10 seconds or less of delay
per vehicle) to LOS F (50 seconds or more of delay per vehicle).

Table 2 shows the LOS/delay relationship for signalized and unsignalized intersections using the HCM
methodology. Levels of service A, B and C generally represent conditions that are extremely favorable to fair
levels of traffic flow; at LOS D the influence of congestion becomes noticeable; LOS E is considered to be
the limit of acceptable delay; and LOS F is considered to be unacceptable to most drivers.

TABLE 2:
INTERSECTION LEVEL OF SERVICE (LOS) CRITERIA

Average Delay per Vehicle (seconds)
Level of Service Signalized Intersections Unsignalized Intersections
A <10 0-10
B > 10-20 >10-15
C > 20-35 > 15-25
D > 35-55 > 25-35
E > 55-80 > 35-50
F >80 > 50

Source: 2000 Highway Capacity Manual

For this traffic analysis, each intersection was evaluated by overall intersection delay, approach delay and,
where appropriate, by lane group or movement delay (e.g., through, left turn, right turn, and de facto turn, if a
lane is not exclusively designated for turns). Table 3 shows the results of the existing conditions capacity
analysis at study area intersections for the AM and PM peak hours analyzed. The table identifies intersection
approaches, lane groups or movements that operate at LOS E or F and/or at a v/c ratio of 0.90 or above.

As shown in Table 3, there are two intersections with an approach that exhibits a poor LOS. At the Fourth
Avenue/Baltic Street intersection, the southbound left turn movement operates with a delay of 97.6 seconds
(LOS F) during the AM peak hour. During the PM peak hour, the eastbound approach of this intersection
operates with a v/c ratio of 0.99 and a delay of 88.5 seconds (LOS F). At the Fourth Avenue/Warren Street
intersection, the westbound approach operates with a delay of 67 seconds (LOS E). All other analyzed
intersection movements operate with a v/c ratio of less than 0.90 and/or LOS D or better during the peak
hours analyzed.
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TABLE 3:
EXISTING TRAFFIC CONDITIONS (2008)

AM Peak Hour PM Peak Hour
Lane Delay Lane Delay

Signalized Intersection Approach1 Group’| VIC Ratio|  (sec.) LOS Approach1 Group® |VIC Ratio| (sc.) LOS
Fifth Avenue (N-S) @ EB LTR 0.48 232 [} EB LTR 0.67 28.1 C
Baltic Street/Park Place (E-W) NB TR 0.60 195 B NB TR 0.46 16.4 B
SB LT 0.34 149 B SB LT 0.38 15.2 B
|ptersectionl  19.6 B Intersection|  20.7 C
Fifth Avenue (N-S) @ EB LTR 0.29 20.3 C EB LTR 0.33 20.8 C
Douglass Street/St Johns Place (E-W) NB TR 0.51 176 B NB TR 042 15.7 B
SB LT 0.48 17.2 B SB LT 0.55 18.3 B
Intersection]  17.9 B Intersection| 17.9 B
Fourth Avente (N-S) @ EB LTR 0.48 250 [¢ EB LTR 0.99 88.5 F
Baltic Street (E-W) NB TR 0.72 285 C NB TR 0.40 9.9 A
SB L 0.85 97.6 F SB L 0.84 47.4 D
T 0.32 210 C T 0.40 9.9 A
Intersection] 280 C Intersection|  23.2 C
Fourth Avenue (N-S) @ WB LTR 0.12 21.2 C WB LTR 0.17 35.5 D
Butler Street (E-W) NB L 0.34 22.0 C NB L 041 15.1 B
T 0.73 265 C T 0.36 95 A
SB TR 0.35 19.2 B SB TR 041 10.1 B
Intersectionl  24.0 C Intersection|  10.8 B
Fourth Avenue (N-S) @ EB LTR 0.20 249 C EB LTR 0.72 51.0 D
Douglass Street (E-W) NB TR 0.71 23.7 C NB TR 0.40 9.9 A
SB L 0.21 21.7 C SB L 0.10 8.4 A
T 0.32 16.7 B T 0.34 9.3 A
Intersection]  21.7 C Intersection|  14.6 B
Fourth Avenue (N-S) @ WB LTR 0.51 23.2 C WB LTR 0.88 67.0 E
Warren Street (E-W) NB L 0.39 28.6 C NB L 0.14 8.7 A
T 0.71 30.7 C T 031 9.1 A
SB TR 0.36 24.1 C SB TR 0.34 9.3 A
Intersection]  27.7 c Intersection|  17.7 B
Third Avenue (N-S) @ EB LTR 0.28 33.6 C EB LTR 053 41.4 D
Baltic Street NB TR 0.80 238 C NB TR 051 11.7 B
SB LT 0.82 324 C SB LT 0.67 17.5 B
Intersection]  27.7 C Intersection|  22.4 C
Third Avenue (N-S) @ WB LTR 0.46 421 D WB LTR 0.39 40.3 D
Butler Street (E-W) NB LT 0.89 28.8 C NB LT 0.55 12.6 B
SB TR 0.37 10.1 B SB TR 051 12.2 B
Intersection] 262 C Intersection|  16.0 B

Notes:

1. EB - Eastbound, WB - Westbound, NB - Northbound, SB - Southbound
2. L - Left, T- Through, R - Right, DefL - De Facto Left Turn

Congested intersections are designated by shading.
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3.10.2.3 Parking

As shown in Figure 14, alternate side of the street parking regulations apply on most streets, as much of the
area encompasses residential and manufacturing districts. Metered parking is provided on most blockfaces
along Fifth Avenue as this street is a commercial corridor with street-level retail storefronts. Adjacent to
PS 133, parking on the north side of Butler Street and the east side of Fourth Avenue is reserved from 7 AM
to 4 PM on school days for faculty vehicles and school buses.

The on-street parking supply provides approximately 1,871 and 2,112 parking spaces during the AM and PM
periods, respectively. Overall, the average weekday utilization rate during the AM period is 89 percent with
202 available spaces. During the PM period, on-street parking utilization decreases to 85 percent, with 307
available spaces.

Within the study area, there are no off-street public parking facilities.

3.10.2.4 Public Transportation

As shown in Figure 15, the project area is well served by public transportation. One subway station is within
walking distance to the site, and eight bus routes provide service to the area.

The nearest subway station, Union Street (M, R) on the BMT Fourth Avenue Line is located less than a
Y2 mile away. The M line provides local service between Middle Village-Metropolitan Avenue, Queens and
Bay Parkway, Brooklyn on weekdays. The R line provides local service between Forest Hills in Queens to
95" Street/Fourth Avenue in Brooklyn.

There are eight bus lines providing service within half a mile of the project site; all of which are operated by
MTA New York City Transit (NYCT). The following provides a brief description of five of these routes that
could attract demand from the proposed project:

o B37. Serving the Third Avenue corridor, this route operates between Shore Road in Bay Ridge and
Court/Livingston Streets in Downtown Brooklyn. Service is provided at a frequency of approximately
15 minutes during the AM peak hour and 12 minutes during the PM peak hour. The nearest bus stops are
located at the intersections of Third Avenue with Baltic and Butler Streets.

o B63. This route serves the Fifth Avenue corridor, operating between Shore Road in Bay Ridge and
Columbia Street/Atlantic Avenue in Brooklyn Heights. Service frequencies for buses on this route range
from 9-11 minutes during the AM and PM peak hours.

e B65. This route provides service between Ralph Avenue/St. Johns Place and Fulton/Smith Streets in
Downtown Brooklyn. The B65 route operates at a frequency of 9-11 minutes during the AM and PM
peak hours.

e B71. Serving the Union Street corridor, this route operates between Sterling Place/Rogers Avenue and
Van Brunt/Sackett Streets. Service is provided at a frequency of 20 minutes during the AM peak hour
and 36 minutes during the PM peak hour. The nearest bus stop is located at the intersection of Fourth
Avenue with Union Street.

e B103. This route provides limited stop service between East 94™ Street/Flatlands Avenue in Canarsie and
Tillary/Adams Street in Downtown Brooklyn. Within the study area, the B103 route operates along Third
Avenue at a frequency of 5 minutes during the AM peak hour and 8 minutes during the PM peak hour.
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FIGURE 14: ON-STREET PARKING REGULATIONS
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FIGURE 13:

ON-STREET PARKING REGULATIONS (CONTINUED)
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No Parking Anytime

No Standing Anytime

No Standing 7 AM - 7 PM Except Sun

No Standing 7 AM - 10 AM Mon thru Fri

No Standing Except Trucks Loading & Unloading
8 AM - 6 PM Mon thru Fri

1 Hour Parking 8 AM - 7 PM Except Sun

1 Hour Parking 8:30 AM - 7 PM Except Sun
1 Hour Parking 7:30 AM - 7 PM Except Sun
2 Hour Parking 8 AM - 7 PM Except Sun

2 Hour Parking 8:30 AM - 7 PM Except Sun
No Parking 7 AM - 4 PM School Days

No Parking 8 AM - 6 PM Mon thru Fri

No Parking 4 PM - 7 PM Mon thru Fri

No Parking 7 - 7:30 AM Except Sun

No Parking 7:30 - 8 AM Tue

No Parking 7:30 - 8 AM Thu

No Parking 7:30 - 8 AM Except Sun

No Parking 7:30 - 8 AM Mon Tue Thu Fri
No Parking 8 - 8:30 AM Except Sun

No Parking 9 - 10:30 AM Wed

No Parking 9 - 10:30 AM Fri

No Parking 9:30 - 11 AM Mon & Thu

No Parking 9:30 - 11 AM Tue & Fri

No Parking 11 AM - 12:30 PM Tue

No Parking 11 AM - 12:30 PM Wed

No Parking 11:30 AM - 1 PM Mon

No Parking 11:30 AM - 1 PM Tue

No Parking 11:30 AM - 1 PM Wed

No Parking 11:30 AM - 1 PM Thu

No Parking 3 - 6 AM Mon & Thu

No Parking 3 - 6 AM Tue & Fri

No Standing 7 AM - 4 PM School Days
Except School Buses

Bus Stop
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FIGURE 15: TRANSIT SERVICES
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3.10.2.5 Pedestrians

For a school site, the CEQR Technical Manual indicates that the pedestrian study area should include all
pedestrian facilities that are expected to absorb 200 or more new trips in the peak hour. The analysis of
pedestrian flow conditions therefore focuses on those sidewalks in the immediate vicinity of the site that are
expected to be used by concentrations of students and staff as they enter and exit the proposed school
building and are most likely to approach or exceed the CEQR Technical Manual threshold criteria. The
primary pedestrian facilities most affected by project demand would be the sidewalks and crosswalks
immediately adjacent to the site. In addition, an assessment of pedestrian safety conditions on principal
pedestrian access paths to/from the project site is also required for a new or expanded school.

Pedestrian flow conditions were analyzed using the Highway Capacity Manual (HCM) methodology, and
consider conditions during the peak 15-minute period of the AM and PM peak hours. For sidewalks,
conditions are measured in terms of pedestrian flow rate per foot of width per minute (PFM) for that portion
of the sidewalk that can be effectively used for pedestrian flow. The sidewalk analyses determine both the
average flow rate’s LOS as well as the platoon-adjusted LOS, which more accurately estimates the dynamics
of walking. “Platooning” is the tendency of pedestrians to move in bunched groups or “platoons” once they
cross a street where traffic conditions required them to wait. Table 4 shows the flow rate/LOS relationships
using the HCM methodology for sidewalks.

TABLE 4:
SIDEWALK LEVEL OF SERVICE (LOS) CRITERIA

Level of Pedestrians/Foot/Minutes (PFM)
Service Average Flow Platoon-Adjusted Comments
A <5 <05 Unrestricted flow
B >5-7 > (0.5-3 Slightly restricted flow
C >7-10 > 3-6 Restricted, but fluid flow
D > 10-15 >6-11 Re_stricted fl_ow t_hat requires continuous alteration of walking
stride and direction
E > 15-23 >11-18 Severely restricted flow
= Variable >18 Flc_)ws that exceed capacity wht_ere shu_ffling and queuing are
evident, no reverse movement is possible

Source: 2000 Highway Capacity Manual

The evaluation of crosswalks is more complicated since these spaces cannot be treated as corridors because
they involve pedestrians crossing the street and others queued waiting for the signal to change. To effectively
evaluate these facilities, the analysis of crosswalks compares available time and space with pedestrian
demand, measured in terms of square feet of circulation space per pedestrian, with LOS A equating to 60 or
more square feet per pedestrian (SF/ped), LOS B ranging from 40-60 SF/ped. LOS C from 24 to 40 SF/ped,
LOS D from 15 to 24 SF/ped, LOS E from 8 to 15 SF/ped and LOS F less than 8 SF/ped. Similar to the
methodology used for sidewalks with the representation of “platooning,” the evaluation of crosswalks also
considers the effect of maximum surge conditions. This is the point in which the maximum number of
pedestrians is in the crosswalk and usually occurs when the lead pedestrians reach the opposite corner of the
street.

There will be two entrances to the new school facility. The main entrance for students will be on Baltic Street.
School bus drop-offs and pick-ups would occur on Baltic Street. Pedestrian demand would, therefore, be
expected to distribute from the south sidewalk of Baltic Street and the east sidewalk of Fourth Avenue to the
areas served by the school. The analysis of pedestrian conditions was limited to the sidewalks and crosswalks
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adjacent to the school where new project-generated pedestrian trips would be most concentrated. Figure 16
shows existing pedestrian volumes in these areas for the AM and PM peak hours and Table 5 shows existing
levels of service at sidewalks and crosswalks. All of the analyzed pedestrian elements operate under excellent
conditions (LOS A).

Accident summary data within the study area were obtained from NYCDOT for the three-year period
spanning 2005 to 2007. Figure 17 shows the 12 intersections along pedestrian access paths to/from the school
site for which accident histories were examined to identify potential safety problems. Table 6 provides a
summary of the accidents reported at these locations. Accidents involving pedestrians/bicyclists occurred at
eight of these intersections.

According to the CEQR Technical Manual, a high accident location is one where there were five or more
pedestrian accidents in any year in the most recent three-year period. Of the 12 intersections analyzed, none
experienced five or more pedestrian/bicycle-related accidents in any one year. For this reason, none of the
study area intersections are considered high-accident locations.

3.10.3 Future No-Action Conditions

Between 2008 and 2012, transportation demands in the study area are anticipated to increase due to known
development projects in the area and background growth. Over this period, it is expected that background
growth would increase traffic, parking, transit, and pedestrian volumes by approximately 1.0 percent per year
(or approximately 4 percent over the four-year period). Discussions with the Brooklyn office of the New
York City Department of City Planning indicate that there are several developments anticipated to be built in
the surrounding area by 2012.

One residential development of 49 units expected to be constructed on Fourth Avenue at Warren Street in
2009 was not anticipated to generate considerable vehicle traffic and was assumed to be included as part of
the background growth rate. However, traffic assignments for a 447-unit mixed-use development at 363—-365
Bond Street and a 95-unit residential development at 150 Fourth Avenue (now under construction between
Douglas and Butler Streets) were completed and included in the 2012 No-Action traffic volumes. In addition,
traffic assignments for Phase | of the Atlantic Yards Arena and Redevelopment project were included in the
No-Action traffic volumes. The commercial variation trip assignments were used as they provide the most
conservative assumption. Under this scenario, an 850,000 GSF arena, 1,005 residential units, 1,606,000 GSF
of office space, and 91,000 GSF of local retail will be constructed by 2010.

3.10.3.1 Vehicular Traffic

Figure 18 shows the projected 2012 No-Action traffic volumes during the AM and PM peak hours within the
study area. Table 7 shows the results of the No-Action conditions capacity analysis at the study area
intersections. As shown in the table, there are two additional intersections with congested movements under
No-Action conditions. Intersection movements identified as congested under existing traffic conditions will
worsen due to increased traffic. During the AM peak hour, the Fourth Avenue/Baltic Street intersection
southbound left turn movement will operate with a v/c ratio of 1.08 and a delay of 173.6 seconds (LOS F). At
the Third Avenue/Baltic Street intersection, the southbound approach will operate with a v/c ratio of 0.91 and
a delay of 44.8 seconds (LOS D). At the Third Avenue/Butler Street intersection, the northbound approach
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FIGURE 16: EXISTING PEDESTRIAN VOLUMES (2008)
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TABLE5:
EXISTING PEDESTRIAN CONDITIONS (2008)

SIDEWALK ANALYSIS

Effective Persons per Foot per Minute Platoon Conditions
Sidewalk Peak 15 Minute Volume (PFM) Average Level of Service Level of Service
Blockface Side of Street | Width! (Feet) AM PM AM PM AM PM AM PM
Fourth Avenue East 9.6 37 5 03 0.0 A A A A
(south of Baltic Street)
Butler Street North 11.8 17 3 0.1 0.0 A A A A
(east of Fourth Avenue)
Fourth Avenue East 9.6 22 24 0.2 0.2 A A A A

(north of Butler Street)

Gregory Place West 7 1 8 01 01 A A A A
(south of Baltic Street)
Butler Street

(west of Gregory Place)

Gregory Place West 4 19 7 03 0.1 A A A A
(north of Butler Street)

North 4.8 19 7 0.3 0.1 A A A A

STREET CORNER ANALYSIS
Sidewalk Average Pedestrian Space
Intersection Dimen- sions.| Curb Radii (SF/ped) Level of Service
Corner (ft) (ft) AM PM AM PM
Butler Street (E-W) @ NE 17x17.3 13 1,030 1,071 A A

Fourth Avenue (N-S)

CROSSWALK ANALYSIS

Maximum Surge Pedestrian Maximum Surge
Intersection Space (SF/ped) Level of Service
Crosswalk | Length (ft) | Width (ft) AM PM AM PM
Baltic Street (E-W) @ East 30 16.0 103 151 A
Fourth Avenue (N-S) South 86 13.0 548 579 A A
Butler Street (E-W) @ East 30 14.5 227 260 A A
Fourth Avenue (N-S) North 86 15.3 824 10,235 A A
Baltic Street (E-W) @ West 30 15.0 196 108 A A
Fifth Avenue (N-S) South 53 13.0 703 421 A A

Notes:
1. Total sidewalk width minus the sum of widths and shy distances from obstructions
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FIGURE 17: PEDESTRIAN ACCIDENT STUDY LOCATIONS
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TABLE 6:
SUMMARY OF ACCIDENT DATA

TnvoIving

Total Pedestrian | Pedestrians/
Intersection Signalized | Accidents | Fatalities | Bicyclists
Fifth Avenue @
Baltic Street/Park Place Yes 7 0 1
FITth Avenue @
Douglass Street/St Johns Place Yes S 0 1
Fourth Avenue @
Warren Street Yes 37 0 4
Fourth Avenue @
Baltic Street Yes 25 0 1
Fourth Avenue @
Butler Street Yes 11 0 1
Fourth Avenue @
Douglass Street Yes 17 0 1
Fourth Avenue @
Degraw Street Yes 21 0 0
Fourth Avenue @
Sackett Street Yes 22 0 0
Fourth Avenue @
Union Street Yes 71 0 5
Third Avenue @
Baltic Street Yes 28 0 0
Third Avenue @
Butler Street Yes 19 0 1
Gregory Place @
Baltic Street No 0 0 0

Source: NYCDOT for the three-year period spanning 2005 to 2007.
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FIGURE 18: NO-ACTION TRAFFIC VOLUMES (2012)
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TABLE7:
NO-ACTION TRAFFIC CONDITIONS (2012)

AM Peak Hour PM Peak Hour
Lane Delay Lane Delay

Signalized Intersection Approach1 Group’| VIC Ratio|  (sec.) LOS Approach1 Group® |VIC Ratio| (sc.) LOS
Fifth Avenue (N-S) @ EB LTR 0.50 236 [} EB LTR 0.70 29.1 C
Baltic Street/Park Place (E-W) NB TR 0.66 211 C NB TR 049 17.0 B
SB LT 0.37 15.3 B SB LT 041 15.6 B
|ntersectionl  20.6 C Intersection|  21.3 C
Fifth Avenue (N-S) @ EB LTR 0.32 20.7 C EB LTR 0.35 21.0 C
Douglass Street/St Johns Place (E-W) NB TR 0.56 186 B NB TR 044 16.1 B
SB LT 0.52 18.2 B SB LT 0.58 19.0 B
Intersection] 18.8 B Intersection| 18.4 B
Fourth Avente (N-S) @ EB LTR 0.51 258 [¢ EB LTR 1.06 1078 F
Baltic Street (E-W) NB TR 0.79 30.7 C NB TR 0.44 10.3 B
SB L 1.08 173.6 F SB L 0.98 81.2 E
T 0.34 21.3 C T 042 10.2 B
Intersection] 314 C Intersection|  28.0 C
Fourth Avenue (N-S) @ WB LTR 0.12 21.3 C WB LTR 0.18 35.6 D
Butler Street (E-W) NB L 0.37 23.2 C NB L 047 17.7 B
T 0.80 29.0 C T 0.39 9.8 A
SB TR 0.37 195 B SB TR 044 10.4 B
Inersection]  25.8 C Intersection| 11.2 B
Fourth Avenue (N-S) @ EB LTR 0.23 253 C EB LTR 0.76 53.9 D
Douglass Street (E-W) NB TR 0.78 25.7 C NB TR 043 10.3 B
SB L 0.45 40.2 D SB L 0.13 9.1 A
T 0.34 16.9 B T 0.36 95 A
Intersection]  23.3 C Intersection|  15.2 B
Fourth Avenue (N-S) @ WB LTR 0.53 23.8 C WB LTR 091 72.6 E
Warren Street (E-W) NB L 0.43 30.3 C NB L 0.16 9.0 A
T 0.78 332 C T 0.33 9.3 A
SB TR 0.39 244 C SB TR 0.36 95 A
Intersection] 294 c Intersection|  18.5 B
Third Avenue (N-S) @ EB LTR 0.29 339 C EB LTR 0.56 42.0 D
Baltic Street NB TR 0.84 26.2 C NB TR 0.53 12.1 B
SB LT 0.91 448 D SB LT 0.72 19.7 B
Intersection] 325 C Intersection|  23.4 C
Third Avenue (N-S) @ WB LTR 0.48 42.6 D WB LTR 0.40 40.6 D
Butler Street (E-W) NB LT 0.94 36.7 D NB LT 0.57 13.1 B
SB TR 0.39 10.3 B SB TR 0.54 12.7 B
Intersection] 313 C Intersection|  16.4 B

Notes:

1. EB - Eastbound, WB - Westbound, NB - Northbound, SB - Southbound
2. L - Left, T- Through, R - Right, DefL - De Facto Left Turn

Congested intersections are designated by shading.
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will operate with a v/c ratio of 0.94 and a delay of 36.7 seconds (LOS D). During the PM peak hour, the
Fourth Avenue/Baltic Street intersection eastbound approach will operate at a v/c ratio of 1.06 and a delay of
107.8 seconds (LOS F). The southbound left turn movement will operate at a v/c ratio of 0.98 and a delay of
81.2 seconds (LOS F). At the Fourth Avenue/Warren Street intersection, the westbound approach will
operate at a v/c ratio of 0.91 and a delay of 72.6 seconds (LOS E).

3.10.3.2 Parking

In 2012 No-Action conditions, four new developments are anticipated. The 49-unit residential development
on Fourth Avenue at Warren Street as well as the 95-unit residential development on Fourth Avenue between
Douglass and Butler Streets will both provide parking on-site. The other two developments, the mixed-use
development at 363-365 Bond Street and Phase | of the Atlantic Yards Arena and Redevelopment, are not
located within the parking study area. Therefore, no additional parking demand in the immediate vicinity of
the school is expected from any of these developments. Additionally, a background growth factor of
1.0 percent per year was applied to account for general background growth in on-street parking demand
within the study area.

Consequently, on-street parking utilization levels within the study area would increase under future 2012
conditions without the proposed project. Overall, the utilization levels within a ¥-mile radius of the site are
expected to reach 93 percent in the AM period, with 134 available spaces and 89 percent in the PM period,
with 234 available spaces.

3.10.3.3 Pedestrians

In the future without the proposed project, pedestrian volumes are assumed to increase by the 1.0 percent
annual background growth factor, accounting for general growth within the study area. Figure 19 shows the
2012 No-Action pedestrian volumes at the analyzed locations and Table 8 shows the 2012 No-Action levels
of service at the analyzed sidewalks and crosswalks. All pedestrian elements would continue to operate at
LOS A.

3.10.4 Potential Impacts of the Project

The proposed project would replace the existing school with a new school facility to be built on the existing
schoolyard. The new facility would accommodate two schools, an expanded 300-student primary school for
CSD 13 and a new 660-student primary school for CSD 15. With the project, there would be a net increase of
696 students as well as 54 new faculty and staff. The expanded school facility would be expected to
accommodate anticipated student growth in the area.

3.10.4.1 Trip Generation

Table 9 presents the transportation planning assumptions utilized in the travel-demand analysis. The modal
split percentages were developed from forecasts for similar elementary schools in Brooklyn, The Bronx, and
Queens, and transportation mode data from the 2000 U.S. Census.

As a worst-case trip generation scenario, it was assumed that all 696 new students would be present during
the school day (not accounting for the typical student absentee rate of approximately eight percent for
PS 133) and that all of the students would arrive and leave during the AM and PM peak hours, respectively. It
was also assumed that 70 percent of the faculty and staff would arrive during the AM peak hour and 90
percent would leave during the PM peak hour.
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FIGURE 19: NO-ACTION PEDESTRIAN VOLUMES (2012)
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TABLE 8:

NO-ACTION PEDESTRIAN CONDITIONS (2012)

SIDEWALK ANALYSIS

Note:

1. Total sidewalk width minus the sum of widths and shy distances from obstructions

3-57

Effective Persons per Foot per Minute Platoon Conditions
Sidewalk Peak 15 Minute Volume (PFM) Average Level of Service Level of Service
Blockface Side of Street | Width' (Feet) AM PM AM PM AM PM AM PM
Fourth Avenue
(south of Baltic Street) East 96 3 S 03 00 A A A A
Butler Street
(east of Fourth Avenue) North 11.8 18 3 0.1 0.0 A A A A
Fourth Avenue East 956 23 25 02 02 A A A A
(north of Butler Street)
Gregory Place West 7 11 8 01 01 A A A A
(south of Baltic Street)
Butler Street
(west of Gregory Place) North 4.8 20 7 0.3 0.1 A A A A
Gregory Place
(north of Butler Street) WWest 4 20 ’ 03 0.1 A A A A
STREET CORNER ANALYSIS
Sidewalk Average Pedestrian Space
Intersection Dimen- sions.| Curb Radii (SF/ped) Level of Service
Corner (ft) (ft) M PM AM PM
Butler Street (E-W) @
Fourth Avente (N-S) NE 17 x17.3 13 990 1,030 A A
CROSSWALK ANALYSIS
Maximum Surge Pedestrian Maximum Surge
Intersection Space (SF/ped) Level of Service
Crosswalk | Length (fty | Width (ft) AM PM M
Baltic Street (E-W) @ East 30 16.0 99 145 A A
Fourth Avenue (N-S) South 86 13.0 526 557 A A
Butler Street (E-W) @ East 30 14.5 218 250 A A
Fourth Avenue (N-S) North 86 15.3 792 9,836 A A
Baltic Street (E-W) @ West 30 15.0 188 104 A A
Fifth Avenue (N-S) South 53 13.0 676 405 A A
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Sources/Notes:

Project Components:

Attendance Rate:

Daily Trip Generation:

Temporal Distribution:
AM
PM

In/Out Splits:
AM
PM

Modal Splits:
Auto
Dropoff/Pickup
Walk
Subway
Bus (Transit)
School Bus/Van

Vehicle Occupancy:
Auto
Dropoff/Pickup
School Bus/Van

TABLE9:
TRANSPORTATION PLANNING ASSUMPTIONS

(Grades Pre-K-5)

(Special Education)

Daily Truck Trip Generation:

AM
PM

Students Students Faculty/Staff
612 84 54
@) €
100% 100% -
2.0 20 2.0
per student per student peremployee
@) (2 (2
50% 50% 35%
50% 50% 45%
In Out In Out In Out
100% 0% 100% 0% 100% 0%
0% 100% 0% 100% 0% 100%
@) 4 ©)

AM PM AM PM AM/PM

0% 0% 0% 0% 20%
10% 5% 0% 0% 0%
50% 55% 0% 0% 10%

0% 0% 0% 0% 65%
10% 10% 0% 0% 5%
30%  30% 100% 100% 0%

100% 100% 100% 100% 100%
@ 2 (2
15 15 13
15 15
30 11 -
@) (4
0.03 0.03

per student

®)
9.6%
1.0%

In Out
50% 50%

per student

®
9.6%
1.0%

In Out
50% 50%

1. The worst-case scenario for trip generation does not consider absentees.
2. PS/IMS 189-X Supplemental Environmental Studies. 2003.

3. Assumption based on 2000 U.S. Census.
4. Assumption based on Queens Vocational High School Addition Supplemental Report, 2001.

5. Federal Highway Administration, Curbside Pickup and Delivery and Arterial Traffic Impacts, 1981. Figure 15.
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Due to the dense level of residential development in the surrounding areas, it was assumed that the principal
travel mode by new students would be walking. During the AM peak hour, it was estimated that 50 percent of
the students would walk to school, 30 percent would take school buses or vans, 10 percent would take MTA
NYCT buses, and 10 percent would be dropped off in private autos. Projected modal splits during the PM
peak hour are similar, except that 55 percent of students would walk and 5 percent would be picked up by
private autos. During both peak hours, it was assumed that half of the elementary students walking to school
would be accompanied by parents/guardians and that these adults would walk with an average of two
students each.

Since the project site is located in an area well served by subway transit, it was estimated that the majority of
trips (approximately 65 percent) generated by the faculty and staff would be by subway. It is expected that 20
percent would travel by automobile, 10 percent would walk, and 5 percent would use MTA NYCT buses
during the AM and PM peak hours. Based on these assumptions, Table 10 shows the weekday peak hour
person-trip and vehicle-trip forecasts for new students, special education students, and faculty and staff.
(Sources for these assumptions are provided after Table 9.)

3.10.4.2 Trip Assignment

Automobile trips to the school building were assigned to major corridors leading to and from the site. New
teachers and staff at the school would be expected to reside in various parts of New York City and were
primarily assigned to approach the site via Fourth Avenue. Teachers and staff would seek on-street parking
spaces on their way to the site. Drop-offs and pick-ups by auto and school bus generate the most vehicle trips
since they involve both inbound and outbound trips. These trips were assigned to the site from the local area,
with school bus and auto drop-offs and pick-ups utilizing the south curbface on Baltic Street and the north
curbface on Butler Street adjoining the main entrances of the school.

3.10.4.3 Vehicular Traffic

Figure 20 shows the incremental traffic generated by the proposed project at the study intersections during the
AM and PM peak hours. Figure 21 shows the Build condition traffic network during these peak hours, which
is a combination of the incremental project-generated traffic and future traffic volumes without the project.
Table 11 presents the resulting traffic analysis under the Build condition and compares this to No Build
conditions.

Based on the thresholds established for signalized intersections in the CEQR Technical Manual, a traffic
impact would occur if a No Build LOS A, B or C deteriorates to unacceptable mid-LOS D, or an LOS E or F
in the future Build condition. The CEQR Technical Manual further states that for a No Build mid-LOS D, an
increase of five or more seconds of delay in a lane group in the Build condition should be considered
significant. For No Build LOS E, an increase in delay of four seconds should be considered significant. For
No Build LOS F, three seconds of delay should be considered significant, however, if a No Build LOS F
condition already has delays in excess of 120 seconds, an increase of 1.0 second in delay should be
considered significant, unless the proposed action would generate fewer than five vehicles through that lane
group in the peak hour. For unsignalized intersections, these same impact criteria are also applicable,
however for a minor street to trigger a significant impact, 90 passenger car equivalents must be identified in
the Build condition in any peak hour.

Table 11 shows the results of the traffic analysis under Build conditions during the AM and PM peak hours.
The table highlights any significant traffic impacts as compared to No Action conditions based on the impact
criteria described above. In the future with the proposed project, there would be one intersection with
significant impacts during the AM and PM peak hours.
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TABLE 10:
TRIP GENERATION
(Grades Pre-K-5) @) (Special Education)
Students Parents/Guardians Students Faculty/Staff
Project Components: 612 - 84 54
Peak Hour Trips:
Weekday AM 612 153 84 38
Weekday PM 612 168 84 49
In/Out Splits: In Out In Oout In out In Out
Weekday AM 612 0 7 77 84 0 38 0
Weekday PM 0 612 84 84 0 84 0 49
Peak Hour Net
Person Trips: In Out In Out In Out In Out In Out
AM  Auto 0 0 0 0 0 0 8 0 8 0
Dropoff/Pickup 61 0 0 0 0 0 0 0 61 0
Walk 306 0 77 77 0 0 4 0 387 77
Subway 0 0 0 0 0 0 25 0 25 0
Bus (Transit) 61 0 0 0 0 0 2 0 63 0
School BusNan 184 0 0 0 84 0 0 0 268 0
Total 612 0 77 77 84 0 38 0 812 77
PM  Auto 0 0 0 0 0 0 0 10 0 10
Dropoff/Pickup 0 31 0 0 0 0 0 0 0 31
Walk 0 337 84 84 0 0 0 5 84 426
Subway 0 0 0 0 0 0 0 32 0 32
Bus (Transit) 0 61 0 0 0 0 0 2 0 63
School BusNVan 0 184 0 0 0 84 0 0 0 268
Total 0 612 84 84 0 84 0 49 84 830
Peak Hour Net
Vehicle Trips: In Out In Oout In out In Out In out
AM  Auto 0 0 - - 0 0 6 0 6 0
Dropoff/Pickup 41 41 - - 0 0 - - 41 41
School BusNan 7 7 - - 8 8 - - 15 15
Truck 1 1 - - - - - - 1 1
63 57
PM Auto 0 0 - - 0 0 0 7 0 7
Dropoff/Pickup 20 20 - - 0 0 - - 20 20
School BusNVan 7 7 - - 8 8 - - 15 15
Truck 0 0 - - - - - - 0 0
35 42
Peak 15-Minute Net
Person Trips: In Out In Out In Out In Out In Out
AM  Auto 0 0 - - 0 0 0 0 0 0
Dropoff 24 0 - - 0 0 - - 24 0
Walk 122 0 31 31 0 0 0 0 153 31
Subway 0 0 - - 0 0 0 0 0 0
Bus (Transit) 24 0 - - 0 0 0 0 24 0
School BusNVan 73 0 - - 34 0 - - 107 0
Total 245 0 31 31 34 0 0 0 308 31
PM Auto 0 0 - - 0 0 0 0 0 0
Dropoff 0 24 - - 0 0 - - 0 24
Walk 0 269 67 67 0 0 0 0 67 336
Subway 0 0 - - 0 0 0 0 0 0
Bus (Transit) 0 49 - - 0 0 0 0 0 49
School BusNan 0 147 - - 0 67 - - 0 214
Total 0 490 67 67 0 67 0 0 67 623

Note:
1. Represents parents/guardians accompanying students on their walk to/from school.
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FIGURE 20: PROJECT-GENERATED TRAFFIC VOLUMES
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FIGURE 21: BUILD TRAFFIC VOLUMES (2012)
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TABLE 11:
BuILD TRAFFIC CONDITIONS (2012)

AM Peak Hour PM Peak Hour
No-Action Build No-Action Build
Lane VIC | Delay VIC | Delay VIC | Delay VIC | Delay

Signalized Intersection Approach'| Group’ ] Ratio | (sec) | LOS [ Ratio [ (sec) | LOS | Ratio | (sec) | LOS || Ratio | (sec) | LOS
Fifth Avenue (N-S) @ EB LTR 0.50 236 C 0.53 244 C 0.70 20.1 C 0.72 30.3 C
Baltic Street/Park Place (E-W) NB TR 0.66 21.1 C 0.66 211 C 0.49 17.0 B 0.49 17.0 B
SB LT 0.37 15.3 B 0.37 15.3 B 041 156 B 041 15.6 B
Intersection] 20.6 C 208 C 213 C 218 C
Fifth Avenue (N-S) @ EB LTR 0.32 20.7 C 0.32 20.7 C 0.35 21.0 C 0.35 21.0 C
Douglass Street/St Johns Place (E-W) NB TR 0.56 18.6 B 0.56 18.6 B 044 16.1 B 0.44 16.1 B
SB LT 052 18.2 B 0.53 185 B 0.58 19.0 B 0.58 19.1 B
Intersection| 18.8 B 189 B 184 B 184 B
Fourth Avenue (N-S) @ EB LTR 051 25.8 C 0.56 27.0 C 106 | 107.8 F 118 | 150.0 F
Baltic Street (E-W) NB TR 0.79 30.7 C 0.83 326 C 0.44 10.3 B 0.45 105 B
SB L 108 | 173.6 E 138 | 280.3 F *| 098 812 E 113 | 127.6 =
T 0.34 213 C 0.34 213 C 042 10.2 B 042 10.2 B
Intersection] 314 C 36.8 D 28.0 C 37.2 D
Fourth Avenue (N-S) @ WB LTR 0.12 213 C 0.28 23.6 C 0.18 35.6 D 0.33 38.2 D
Butler Street (E-W) NB L 0.37 232 C 0.37 232 C 047 17.7 B 047 17.7 B
T 0.8 29.0 C 0.82 29.8 C 0.39 9.8 A 0.40 9.9 A
SB TR 0.37 19.5 B 0.37 195 B 0.44 104 B 0.44 104 B
Intersection] 25.8 C 26.3 C 112 B 119 B
Fourth Avenue (N-S) @ EB LTR 0.23 253 C 0.23 253 C 0.76 539 D 0.76 539 D
Douglass Street (E-W) NB TR 0.78 257 C 0.80 26.3 C 043 10.3 B 044 103 B
SB L 0.45 40.2 D 0.45 40.2 D 0.13 9.1 A 0.13 9.2 A
T 0.34 16.9 B 0.35 17.0 B 0.36 9.5 A 0.36 9.6 A
Intersection] 233 C 23.8 C 15.2 B 15.1 B
Fourth Avenue (N-S) @ WB LTR 053 238 C 0.53 238 C 0.91 726 E 091 726 E
Warren Street (E-W) NB L 043 30.3 C 044 30.8 C 0.16 9.0 A 0.16 9.1 A
T 0.78 332 C 0.79 336 C 0.33 9.3 A 0.34 9.3 A
SB TR 0.39 244 C 0.40 246 C 0.36 9.5 A 0.36 9.6 A
Third Avenue (N-S) @ EB LTR 0.29 339 C 0.32 342 C 0.56 42.0 D 0.57 42.3 D
Baltic Street NB TR 0.84 26.2 C 0.84 26.3 C 0.53 12.1 B 0.53 121 B
SB LT 091 44.8 D 091 448 D 0.72 19.7 B 0.72 19.7 B
Intersectionl 325 C 32.6 C 234 C 23.6 C
Third Avenue (N-S) @ WB LTR 0.48 426 D 053 44.1 D 0.4 40.6 D 043 412 D
Butler Street (E-W) NB LT 0.94 36.7 D 0.94 36.9 D 0.57 13.1 B 0.57 131 B
SB TR 0.39 10.3 B 0.39 10.3 B 0.54 12.7 B 0.54 12.7 B
Intersection] 31.3 C 319 C 16.4 B 16.7 B

Notes:

1. EB - Eastbound, WB - Westbound, NB - Northbound, SB - Southbound
2. L - Left, T- Through, R - Right, DefL - De Facto Left Turn

* Impacted intersection movement
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At the intersection of Fourth Avenue with Baltic Street, the southbound left turn movement would be
impacted by project-generated traffic in the AM peak hour, operating at LOS F, unchanged from the No-
Action condition, with delay deteriorating to 280.3 seconds from 173.6 seconds. During the PM peak hour,
the eastbound approach and southbound left turn movement would be impacted by project-generated trips.
The eastbound approach would operate at LOS F, unchanged from the No-Action condition, with delay
deteriorating to 150.0 seconds from 107.8 seconds. The southbound left turn movement would operate at
LOS F, unchanged from the No-Action condition, with delay deteriorating to 127.6 seconds from 81.2
seconds. (See Chapter 4.0: Mitigation for a discussion of recommended traffic mitigation measures that
would eliminate the predicted impacts.)

3.10.4.4 Parking

Teachers and staff from the proposed new school facility would generate a new parking demand of
approximately 7 spaces. As no parking supply would be provided on site, this parking demand would be
accommaodated by on-street parking spaces in the study area. In the future with the proposed action, on-street
parking utilization during the AM period would remain at 93 percent, with 128 available spaces. During the
PM period, on-street parking utilization levels would remain at 89 percent, with 227 available spaces.

According to the CEQR Technical Manual, for residential areas outside the Manhattan Central Business
District (CBD), a parking shortfall that exceeds the number of off-street spaces and more than half the
available on-street spaces within ¥-mile of the site may be considered significant. As all parking demand
from the proposed project would be accommodated within a %z-mile radius, there would be no significant
parking impact.

3.10.4.5 Public Transportation

New subway trips generated by the new school facility are expected to total 25 and 32 trips during the AM
and PM peak hours, respectively. The proposed project is also expected to generate new local bus trips
totaling 63 in the AM and PM peak hours. This level of demand is below the CEQR threshold of 200 local
bus or subway trips for a detailed transit impact analysis. Therefore, no transit impacts are anticipated.

3.10.4.6 Pedestrians

The proposed new school facility would add 560 and 615 new pedestrian trips during the AM and PM peak
hours, respectively. This includes walk-only trips as well as trips to or from subway stations, NYCT bus
stops, and parking locations. Figure 22 shows the future pedestrian volumes with the proposed project and
Table 12 shows the future levels of service at the analyzed sidewalks and crosswalks with the proposed
project.

The determination of significant pedestrian impacts is generally based on comfort and convenience
characteristics of pedestrian flow and safety considerations. According to the CEQR Technical Manual, a
significant impact to a sidewalk occurs when the flow rate increases by two or more PFM over No-Action
conditions characterized by flow rates over 13 PFM (mid-LOS D), under platoon conditions. For crosswalks,
CEQR criteria define a significant impact as a decrease in pedestrian space of one or more SF/ped when the
No-Action condition has an average occupancy of 20 SF/ped (mid-LOS D) or less. The CEQR Technical
Manual also indicates that if a No-Action crosswalk operating at LOS A, B or C deteriorates to LOS D, such
a change may be perceptible, but not necessarily considered to be a significant impact. The assessment of
significant impacts for crosswalks considers maximum surge conditions.

As shown in Table 12, all pedestrian elements would continue to operate at LOS C or better and would not be
significantly impacted by new demand generated by the proposed school facility under CEQR criteria.
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FIGURE 22: BUILD PEDESTRIAN VOLUMES (2012)
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TABLE 12:
BuiLD PEDESTRIAN CONDITIONS (2012)

SIDEWALK ANALYSIS

Effective Persons per Foot per Minute Platoon Conditions
Sidewalk Peak 15 Minute Volume (PFM) Average Level of Service Level of Service
Blockface Side of Strest | Width' (Feet) AM PM AM PM AM PM AM PM
Fourth Avenue
(south of Baltic Street) East 96 1 163 08 11 A A B B
Butler Street
(east of Fourth Avenue) North 11.8 30 31 0.2 0.2 A A A A
Fourth Avenue East 96 95 18 07 13 A A B B
(north of Butler Street)
Gregory Place West 7 13 13 0.1 0.1 A A A A
(south of Baltic Street)
Butler Street North 48 24 17 03 0.2 A A A A
(west of Gregory Place)
Gregory Place
(north of Butler Street) West 4 22 12 04 0.2 A A A A

STREET CORNER ANAL YSIS

Sidewalk Average Pedestrian Space
Intersection Dimen-sions.| Curb Radii (SF/ped) Level of Service
Corner (ft) (ft) AM PM AM PM
Butler Street (E-W) @ NE 17x17.3 13 416 246 A A

Fourth Avenue (N-S)

CROSSWALK ANALYSIS

Maximum Surge Pedestrian Maximum Surge

Intersection Space (SF/ped) Level of Service
Crosswalk | Length (ft) | Width (ft) AM PM AM

Baltic Street (E-W) @ East 30 16.0 82 100 A A
Fourth Avenue (N-S) South 86 13.0 104 44 A B
Butler Street (E-W) @ East 30 14.5 55 39 B C
Fourth Avenue (N-S) North 86 15.3 668 1,355 A A
Baltic Street (E-W) @ West 30 15.0 141 75 A A
Fifth Avenue (N-S) South 53 13.0 329 171 A A

Note:
1. Total sidewalk width minus the sum of widths and shy distances from obstructions
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