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INITIAL STUDY 
GENTRY – SUISUN PROJECT 

I. BACKGROUND 

1. Project Title: Gentry-Suisun Project 

2. Lead Agency Name and Address: City of Suisun City 
701 Civic Center Blvd. 
Suisun City, CA 94585 

3. Contact Person and Phone Number: Ben Hulse, Contract Project Consultant 
(707) 421-7396 

4.  Project Location: West of Suisun City limits in northwest corner of a junction in the 
Union Pacific Railroad tracks.  Pennsylvania Avenue, south of

State Route (SR) 12, diagonally transects the approximate center 
of the project area in a northeast/southwest direction.

Solano County, California 

5.  Project Sponsor’s Name and Address: City of Suisun City
Jake Raper, Community Development Director 

 701 Civic Center Blvd. 
Suisun City, CA 94585 

 (707) 421-7396 

6. General Plan Designation: Limited Industrial/Business Park 
General Commercial 

Adjacent Designations include: General Commercial (SC) 
  Service Commercial (Fairfield) 
  Residential Low Density (SC) 
  Residential Low Medium Density (Fairfield) 
  Residential High Density (Fairfield) 
  Mixed Use (Fairfield) 

7. Zoning: Solano County
Agriculture-40

 Adjacent Zoning includes:  
General Commercial  

Residential Medium Density 
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8. Project Description Summary: 

The proposed Gentry-Suisun project includes the annexation of approximately 171.50 acres of land 
to the City of Suisun City and the development of approximately 87.82 acres with a mixed-use 
project. The project includes four planning areas, one of which would not be developed, but would 
remain as open space. Planning Areas 1-3 would be developed for the proposed project.

II.  SOURCES 

The following documents are referenced information sources utilized by this analysis: 

1. City of Suisun City General Plan (Vol. I), May, 1992. 
2. Northwest Information Center, Record Search Results for the Proposed Suisun Gentry 

Project, February 24, 2006.
3. United States Department of Agriculture, Soil Conservation Service, Solano County 

Soil Survey, 1977.

III. ENVIRONMENTAL FACTORS POTENTIALLY AFFECTED

The environmental factors checked below would be potentially affected by this project, involving at 
least one impact that is a “Potentially Significant Impact” as indicated by the checklist on the 
following pages. 

� Aesthetics � Agriculture � Air Quality 

� Biological Resources � Cultural Resources � Geology/Soils 

� Hazards & Hazardous 
Materials

� Hydrology/Water Quality � Land Use & Planning 

� Energy � Noise � Population & Housing 

� Public Services � Recreation � Transportation & 
Circulation

� Utilities/Service Systems � Mandatory Findings of Significance

IV. DETERMINATION

On the basis of this initial study: 

� I find that the Proposed Project COULD NOT have a significant effect on the environment, and 
a NEGATIVE DECLARATION will be prepared. 

� I find that although the Proposed Project could have a significant effect on the environment, 
there will not be a significant effect in this case because revisions in the project have been made 
by or agreed to by the applicant.  A MITIGATED NEGATIVE DECLARATION will be 
prepared.
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� I find that the Proposed Project MAY have a significant effect on the environment, and an 
ENVIRONMENTAL IMPACT REPORT is required. 

� I find that the proposed project MAY have a “potentially significant impact” or “potentially 
significant unless mitigated” on the environment, but at least one effect 1) has been adequately 
analyzed in an earlier document pursuant to applicable legal standards, and 2) has been 
addressed by mitigation measures based on the earlier analysis as described on attached sheets. 
An ENVIRONMENTAL IMPACT REPORT is required, but it must analyze only the effects 
that remain to be addressed. 

� I find that although the proposed project could have a significant effect on the environment, 
because all potentially significant effects (a) have been analyzed adequately in an earlier EIR 
pursuant to applicable standards, and (b) have been avoided or mitigated pursuant to that earlier 
EIR, including revisions or mitigation measures that are imposed upon the proposed project, 
nothing further is required. 

        
Signature      Date 

Jake Raper, Community Development Director City of Suisun City    
Printed Name      For 

V.  BACKGROUND AND INTRODUCTION 

This Initial Study provides an environmental analysis pursuant to the California Environmental 
Quality Act (CEQA) for the annexation of approximately 171.50 acres of land and an approximately 
87.82 acres of mixed use development within the area to be annexed for the Gentry Property 
Annexation Project (proposed project).

The City of Suisun City General Plan EIR is a program EIR, prepared pursuant to Section 15168 of 
the California Environmental Quality Act (CEQA) Guidelines (Title 14, California Code of 
Regulations, Sections 15000 et seq.). The Suisun City General Plan EIR analyzed full 
implementation of the Suisun City General Plan Update and identified measures to mitigate the 
significant adverse project and cumulative impacts associated with the General Plan.  

The purpose of this Initial Study is to evaluate the potential environmental impacts of the project 
with respect to the Suisun City General Plan EIR to determine what level of additional 
environmental review, if any, is appropriate.  

Mitigation measures identified in the City of Suisun City General Plan EIR that applies to the 
proposed project would be required to be implemented as part of the project. These mitigation 
measures may be further clarified to address impacts specific to this project. Project-specific 
mitigation measures for new potentially significant impacts that were not previously identified in the 
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City of Suisun City General Plan EIR would also be required to be implemented as part of the 
proposed project. 

VI. PROJECT DESCRIPTION

The proposed project involves two main components, the “Annexation” component and the “Mixed-
Use Development” component, as described below: 

PROJECT COMPONENTS

Annexation

The annexation component consists of the annexation of approximately 171.50 gross acres of land 
(the “Annexation Property”)1 from Solano County into the City of Suisun City as shown in Table 1 
(See Figure 1).  The Annexation Property consists of the five properties which include a Mixed-Use 
site, several Gentry Parcels, the Ardave Parcel, the Gilbert Parcel, and various rights-of-way.

Table 1 
Annexation Property 

Description Gross Acreage

A site on which a mixed-project would be developed (see 
below).  Referred to herein as the “Mixed-Use Site.” 87.82 

The parcels that comprise Planning Area 4 to the extent that 
they are not already located within the boundaries of the 
City of Suisun City. 69.28 

The parcel owned by R& CS Ardave (APN 0032-190-020).
Referred to herein as the “Ardave Parcel.” 0.58 

The parcel owned by GF Gilbert (APN 0032-020-040).
Referred to herein as the “Gilbert Parcel.” 5.00 

Various rights of way including portions of Pennsylvania 
Avenue, Cordelia Road, State Route 12 and UPRR track.
Collectively referred to herein as the “Rights of Way.” 8.82 

TOTAL: 171.50 

1 Approximately 157.10 gross acres of the Annexation Property are currently owned by Gentry and approximately 14.79 
gross acres are currently public land or owned by other parties. 
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Figure 1 
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Mixed-Use Development 

The Mixed-Use Development component consists of the subdivision and development of a mixed-
use project on the approximately 87.82-acre Mixed-Use Site and is comprised of Planning Area 1, 
Planning Area 2 and Planning Area 3.  Wetland mitigation areas will be created on Planning Area 4 
for impacts of the Mixed-Use Development component of the project for all three variations of the 
project, described below.

Base Project

Planning Area 1 (approximately 70.71 gross acres) encompasses the northern portion of the Mixed-
Use Site and is intended primarily for the development of a major retail center to meet the retail and 
commercial needs of residents of Suisun City and the region.  Planning Area 1 would have a mix of 
retail tenants, which may include small shops, general merchandise stores, “big box” establishments 
such as a supercenter2 and/or a home improvement center, and service providers. 

Planning Area 2 (approximately 13.11 gross acres) encompasses the southern portion of the Mixed-
Use Site, and is intended for the development of approximately 275 town homes. Current 
development plans for this Planning Area include two- and three-story single family attached and/or 
detached for sale housing.  Designed around pedestrian walkways weaving through village-type 
housing connected to pocket parks, the project is oriented towards first time buyers.  Planning Area 
2 includes the 0.393 acre parcel owned by Sheldon Oil, referred to herein as the “Sheldon Oil 
Parcel.”

Planning Area 3 (approximately 4.00 gross acres) is located just northeast of the intersection of 
Pennsylvania Avenue and the existing Union Pacific Railroad (UPRR) tracks, and is intended for the 
development of approximately 84 town homes.  Current plans for this area are similar to those for 
Planning Area 2. 

Alternative 1

Planning Area 1 (approximately 70.71 gross acres) encompasses the northern portion of the Mixed-
Use Site and is intended primarily for the development of a major retail center and an approximately 
120-unit residential component (duet homes) to meet the retail, commercial, and residential needs of 
residents of Suisun City and the region. Planning Area 1 would have a mix of retail tenants, which 
may include small shops, general merchandise stores, “big box” establishments such as a supercenter 
and/or a home improvement center, and service providers. 

Planning Area 2 (approximately 13.11 gross acres) encompasses the southern portion of the Mixed-
Use Site, and is intended for the development of approximately 196 units of medium- to high-density 
residential units which would include town homes and duet units.  Current development plans for 
this Planning Area include two- and three-story single family attached and/or detached for sale 

2 As used in this project description, the term “supercenter” is intended to refer to a retail tenant with a building size of 
approximately 200,000 square feet that will include grocery, general merchandise, and a garden center. A supercenter 
would presumably operate 7 days a week and up to 24 hours a day. 
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housing.  Designed around pedestrian walkways weaving through village-type housing connected to 
pocket parks, the project is oriented towards first time buyers.  Planning Area 2 includes the 0.393 
acre parcel owned by Sheldon Oil, referred to herein as the “Sheldon Oil Parcel.”

Planning Area 3 (approximately 4.00 gross acres) is located just northeast of the intersection of 
Pennsylvania Avenue and the existing Union Pacific Railroad (UPRR) tracks, and is intended for the 
development of approximately 84 medium- to high-density residential units which would include 
town homes.  Current plans for this area are similar to those for Planning Area 2. 

Alternative 2

Planning Area 1 (approximately 70.71 gross acres) encompasses the northern portion of the Mixed-
Use Site and is intended for the development of approximately 42.04 acres of retail and commercial 
space as well as the development of an approximately 147-unit residential component (duet homes) 
and approximately a 103-unit single-family lot component to meet the retail, commercial, and 
residential needs of residents of Suisun City and the region. Planning Area 1 would have a mix of 
retail tenants, which may include small shops, general merchandise stores, a “big box” establishment 
such as a supercenter and/or a home improvement center, and service providers.  In addition, 
Alternative 2 would add a residential development component as well. 

Planning Area 2 (approximately 13.11 gross acres) encompasses the southern portion of the Mixed-
Use Site, and is intended for the development of approximately 196 units of medium- to high-density 
residential units which would include town homes and duet units.  Current development plans for 
this Planning Area include two- and three-story single family attached and/or detached for sale 
housing.  Designed around pedestrian walkways weaving through village-type housing connected to 
pocket parks, the project is oriented towards first time buyers.  Planning Area 2 includes the 0.393 
acre parcel owned by Sheldon Oil, referred to herein as the “Sheldon Oil Parcel.”

Planning Area 3 (approximately 4.00 gross acres) is located just northeast of the intersection of 
Pennsylvania Avenue and the existing Union Pacific Railroad (UPRR) tracks, and is intended for the 
development of approximately 84 medium- to high-density residential units which would include 
town homes.  Current plans for this area are similar to those for Planning Area 2. 

DISCRETIONARY ACTIONS

Annexation of Mixed-Use Site, Rights of Way, Ardave Parcel, and Gilbert Parcel

Approximately 171.50 gross acres of land would be annexed by Suisun City, pursuant to Division II 
of Title 17 of the City Code.  The area to be annexed includes approximately 14.79 gross acres of 
land that is not owned by the applicant: the Sheldon Oil Parcel (part of the Mixed-Use Site); the 
Rights of Way; the Ardave Parcel; and the Gilbert Parcel.  The annexation must be approved by both 
the City and the Solano County Local Agency Formation Commission. 
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General Plan Amendments - Mixed-Use Site (Planning Areas 1, 2, and 3)

General Plan Land Use Designations for Mixed-Use Site 

The land use map in the City’s General Plan would be amended to accommodate the Mixed-Use 
Development component of the project, pursuant to City Code Chapter 17.56.  Because all portions 
of the Mixed-Use Site are located within the Suisun City Sphere of Influence, General Plan land use 
designations have been assigned to all of the Mixed-Use Site by Suisun City.3  Suisun City 
designates all of the Mixed-Use Site as Limited Industrial / Business Park, except for an area 
bordering Pennsylvania Avenue at the northern end of the site, which is designated General 
Commercial.  The Suisun City General Plan is therefore proposed to be amended to include General 
Commercial and medium and high-density residential. 

Base Project

� Planning Area 1 of the Mixed-Use Site would be redesignated from Limited Industrial / 
Business Park and General Commercial to General Commercial. 

� Planning Area 2 of the Mixed-Use Site would be redesignated from Limited Industrial / 
Business Park to Residential High Density. 

� Planning Area 3 of the Mixed-Use Site would be redesignated from Limited Industrial / 
Business Park to Residential High Density. 

Table 2, below, shows the maximum density permitted for the Mixed-Use Site for the Base Project, 
pursuant to the General Plan (as amended).   

Although Table 2 identifies the maximum buildout potential for the proposed land use designations, 
the Base Project, as indicated for Planning Area 1 on the site plan (Figure 2), includes the 
development of 655,499 square feet.  This EIR will analyze the development of the proposed project 
in Planning Area 1 plus the potential 65,340 square feet of retail on the Gilbert Parcel and 15,682 
square feet of office for the Ardave parcel. 

Alternative 1

� Planning Area 1 of the Mixed-Use Site would be redesignated from Limited Industrial / 
Business Park and General Commercial to General Commercial and Residential Medium 
Density.

� Planning Area 2 of the Mixed-Use Site would be redesignated from Limited Industrial / 
Business Park to Residential High Density. 

3 In addition, because the Mixed-Use Site is currently within Solano County, the County has assigned it the following 
land use designations: Intensive Agricultural (for the portion to the north of the UPRR tracks) and Extensive Agricultural 
(for the portion to the south of the UPRR tracks). 
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� Planning Area 3 of the Mixed-Use Site would be redesignated from Limited Industrial / 
Business Park to Residential High Density. 

Table 3, below, shows the maximum density permitted for the Mixed-Use Site for Alternative 1, 
pursuant to the General Plan (as amended). Although Table 3 identifies the maximum buildout 
potential for the proposed land use designations, Alternative 1, as indicated for Planning Area 1 on 
the site plan (Figure 3), includes the development of 70.71 acres.  This EIR will analyze the 
development of Alternative 1 in Planning Area 1, plus the potential 10,000 square feet of retail on 
the Gilbert Parcel, and 4,000 square feet of office and 14,000 square feet of limited industrial on the 
Ardave Parcel.

Table 2 
Maximum Density of Mixed-Use Site – Base Project 

After General Plan Redesignation 

Planning Area Density 
Site Area

(gross acres) Max. Development 

Planning Area 1 0.30 FAR ± 70.71 655,499 sf of
Retail

Planning Area 2 21 dwelling units/acre ± 13.11 Approx. 275 dwelling units 

Planning Area 3 21 dwelling units/acre ± 4.00 Approx. 84 dwelling units 

Totals ± 87.82 655,499 sf of Retail plus 359 
dwelling units 

Table 3 
Maximum Density of Mixed-Use Site – Alternative 1 

After General Plan Redesigation 

Planning Area Density 
Site Area

(gross acres) Max. Development 

Planning Area 1 – 
General Commercial 0.30 FAR 480,000 sf of

Retail

Planning Area 1 - 
Residential 15 dwelling units/acre 

± 70.71

Approx. 120 dwelling units 

Planning Area 2 21 dwelling units/acre ± 13.11 Approx. 196 dwelling units 

Planning Area 3 21 dwelling units/acre ± 4.00 Approx. 84 dwelling units 

Totals ± 87.82 480,000 sf of Retail plus 400 
dwelling units 
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Figure 2 
Base Project Site Plan 
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Figure 3 
Alternative 1 Site Plan 
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Alternative 2

� Planning Area 1 of the Mixed-Use Site would be redesignated from Limited Industrial / 
Business Park and General Commercial to General Commercial and Residential Medium 
Density.

� Planning Area 2 of the Mixed-Use Site would be redesignated from Limited Industrial / 
Business Park to Residential High Density. 

� Planning Area 3 of the Mixed-Use Site would be redesignated from Limited Industrial / 
Business Park to Residential High Density. 

Table 4, below, shows the maximum density permitted for the Mixed-Use Site for Alternative 2, 
pursuant to the General Plan (as amended). 

Table 4 
Maximum Density of Mixed-Use Site- Alternative 2 

After General Plan Redesigation 

Planning Area Density 
Site Area

(gross acres) Max. Development 

Planning Area 1 – 
General Commercial 0.30 FAR 350,000 sf of

Retail

Planning Area 1 - 
Residential 15 dwelling units/acre 

± 70.71

Approx. 250 dwelling units 

Planning Area 2 21 dwelling units/acre ± 13.11 Approx. 196 dwelling units 

Planning Area 3 21 dwelling units/acre ± 4.00 Approx. 84 dwelling units 

Totals ± 87.82 350,000 sf of Retail plus 530 
dwelling units 

Although Table 4 identifies the maximum buildout potential for the proposed land use designations, 
Alternative 2, as indicated for Planning Area 1 on the site plan (Figure 4), includes the development 
of 70.71 acres.  This EIR will analyze the development of Alternative 2 in Planning Area 1 plus the 
potential 10,000 square feet of retail on the Gilbert Parcel, and the 4,000 square feet of office and 
12,000 square feet of limited industrial on the Ardave Parcel. 
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Figure 4 
Alternative 2 Site Plan 
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Prezoning of Mixed-Use Site

The Mixed-Use Site would be prezoned to the designations listed below in Table 5 for the Base 
Project, Table 6 for Alternative 1, and Table 7 for Alternative 2, pursuant to City Code Chapter 
18.74:

Table 5 
Planning Area Acreage and Prezoning for Mixed-Use Site  

 Base Project

Planning Area 
Site Area 

(acres) Prezoning 

1 ± 70.71 General Commercial (CG)  with Planned Unit 
Development (PUD) Overlay 

2 ± 13.11 High Density Residential (R-H) with PUD Overlay 

3 ± 4.00 High Density Residential (R-H) with PUD Overlay 

Total ± 87.82

Table 6 
Planning Area Acreage and Prezoning for Mixed-Use Site  

Alternative 1

Planning Area 
Site Area 

(acres) Prezoning 

1 ± 70.71
General Commercial (CG) and Medium Density 
Residential (R-M) with Planned Unit Development (PUD) 
Overlay

2 ± 13.11 High Density Residential (R-H) with PUD Overlay 

3 ± 4.00 High Density Residential (R-H) with PUD Overlay 

Total ± 87.82

Table 7 
Planning Area Acreage and Prezoning for Mixed-Use Site  Alternative 2

Planning Area 
Site Area 

(acres) Prezoning 

1 ± 70.71
General Commercial (CG) and Medium Density 
Residential (R-M) with Planned Unit Development (PUD) 
Overlay

2 ± 13.11 High Density Residential (R-H) with PUD Overlay 

3 ± 4.00 High Density Residential (R-H) with PUD Overlay 

Total ± 87.82

As shown in Tables 5 through 7, above, Planning Areas 1, 2 and 3 would be prezoned with a 
Planned Unit Development (PUD) overlay, including the approval of a Preliminary Development 
Plan (PDP) for the PUD, prepared pursuant to City Code Chapter 18.63.  The PDP would define the 
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scope of specific permitted and conditional uses, as well as development standards such as setbacks, 
parking, landscaping and architectural guidelines, for the Mixed-Use Site.  The PDP (in conjunction 
with the Development Agreement, discussed below) would also outline the process for future review 
and approval of specific development proposals for the Mixed-Use Site.  One or more Precise 
Development Plans would also be approved as part of the project. 

Tentative Subdivision Map for Planning Areas 1, 2, and 3 (Base Project)

Planning Area 1 would be subdivided to create 18 parcels for development and 1 parcel for a 
detention pond.  The tentative map also includes one parcel with 275 residential units for Planning 
Area 2 and one parcel with 84 residential units for Planning Area 3.  The map shows the location of 
retail and commercial building pads as well as the proposed circulation systems for the residential 
and commercial areas. The tentative map indicates that five access points are proposed along 
Pennsylvania Avenue for the commercial area, with the main access point located north of the 
proposed detention pond. The project site plan also details an internal roadway network within the 
commercial site.   This roadway network includes a major east-west roadway as well as a major 
roadway which connects to Pennsylvania Avenue.  Two access points on Cordelia Road are 
indicated for Planning Area 2 and one access point on Pennsylvania Avenue is indicated for 
Planning Area 3.

General Plan Amendment and Rezoning of Other Portions of the Project Site

General Plan Amendment to Redesignate the Ardave Parcel, Gilbert Parcel, and Planning Area 
4

The land use map in the City’s General Plan would be amended to accommodate the project, 
pursuant to City Code Chapter 17.56.  Because all portions of the Ardave Parcel, Gilbert Parcel and 
Planning Area 4 are located either within Suisun City or the Suisun City Sphere of Influence, 
General Plan land use designations already have been assigned to all of the applicable property by 
Suisun City.4  Suisun City currently designates all of that property as Limited Industrial / Business 
Park, except for an area bordering Pennsylvania Avenue at the northern end of the site (including a 
portion of the Gilbert Parcel), which is designated General Commercial.  The Suisun City General 
Plan is therefore proposed to be amended to included General Commercial and medium and high-
density residential.5

The portion of the Gilbert Parcel that is designated Limited Industrial / Business Park would be 
redesignated to General Commercial, resulting in the redesignation of the entire parcel to General 
Commercial. Planning Area 4 (not part of the Mixed-Use Site) would be redesignated from Limited 
Industrial / Business Park and General Commercial to Agriculture / Open Space. 

Rezoning and Prezoning of Ardave Parcel, Gilbert Parcel and Planning Area 4

The Ardave Parcel, Gilbert Parcel and Planning Area 4 would be rezoned or prezoned (as 

4 In addition, because the Annexation Property is currently within Solano County, the County has assigned the “Intensive 
Agricultural” land use designation to the Gilbert Parcel and the portion of Planning Area 4 that is not already within the boundaries of 
the City of Suisun City, and has assigned the “Extensive Agricultural” land use designation to the Ardave Parcel. 
5 Note that the Ardave Parcel would remain designated Limited Industrial / Business Park.
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applicable) to the designations listed below in Table 8, pursuant to City Code Chapter 18.74. 

Table 8 
Acreage and Rezoning / Prezoning for  

Ardave Parcel, Gilbert Parcel and Planning Area 4 

Parcel(s) Site Area (acres) Prezoning 

Ardave Parcel ± 0.58 M-L (Light Manufacturing) 

Gilbert Parcel ± 5.00 CG (General Commercial) 

Planning Area 4 ± 69.28 A (Agriculture) 

Total ± 74.86

Planned Unit Development Guidelines

The applicant has provided design guidelines to the City for the residential and commercial portions 
of the project.  The residential design guidelines contain details including but not limited to proposed 
landscaping, building materials and colors, and roof elevations. The commercial component of the 
PUD Guidelines include standards for exterior building design, landscaping, screening, parking lots, 
signage, circulation, and exterior lighting. 

Development Agreement

The City and the developer may enter into a Development Agreement regarding the Mixed-Use 
Development component of the project, pursuant to City Code Chapter 18.62. 

VII. ENVIRONMENTAL CHECKLIST 

The following Checklist contains the environmental checklist form presented in Appendix G of the 
CEQA Guidelines.  The checklist form is used to describe the impacts of the proposed project.  A 
discussion follows each environmental issue identified in the checklist.  Included in each discussion 
are project-specific mitigation measures recommended as appropriate as part of the Proposed 
Project.
For this checklist, the following designations are used: 

Potentially Significant Impact: An impact that could be significant, and for which no mitigation 
has been identified.  If any potentially significant impacts are identified, an EIR must be prepared. 

Potentially Significant With Mitigation Incorporated: An impact that requires mitigation to 
reduce the impact to a less-than-significant level. 

Less-Than-Significant Impact: Any impact that would not be considered significant under CEQA 
relative to existing standards. 

No Impact: The project would not have any impact. 
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Issues
Potentially 
Significant

Impact 

Potentially 
Significant

Without

 Mitigation 
Incorporated 

Less-Than-
Significant

Impact 

No
Impact 

I. AESTHETICS.
Would the project:
a. Have a substantial adverse effect on a scenic 

vista?  
� � � �

b. Substantially damage scenic resources, 
including, but not limited to, trees, rock 
outcroppings, and historic buildings within a 
State scenic highway? 

� � � �

c. Substantially degrade the existing visual 
character or quality of the site and its 
surroundings? 

� � � �

d. Create a new source of substantial light or 
glare which would adversely affect day or 
nighttime views in the area? 

� � � �

Discussion (Base Project, Alternative 1, and Alternative 2)

a. The City of Suisun City General Plan (1992) designates the area south of the project site as 
the Suisun Marsh Management Area.  The approximately 87.82 acre mixed-use site is not 
located within the designated Suisun Marsh Management Area. Although the portion of the 
project site planned for development is not designated as a scenic vista, the proposed mixed-
use development site could impact scenic resources. In addition, development of the mixed-
use site could damage scenic resources associated with the Suisun Marsh and could 
substantially degrade the existing visual character and quality of the site and surroundings.  
Furthermore, the mixed-use site would introduce new sources of light and glare as part of the 
proposed project. Therefore, the project would have a potentially significant impact.   

Mitigation Measure(s)
Further analysis of this impact will be included in the Gentry-Suisun EIR. 



Initial Study 
Gentry – Suisun Project 

February 2006 
Page 18

Issues
Potentially 
Significant

Impact 

Potentially 
Significant

With
Mitigation

Incorporated 

Less-Than-
Significant

Impact 

No
Impact

II.  AGRICULTURE RESOURCES.
In determining whether impacts to agricultural 
resources are significant environmental effects, lead 
agencies may refer to the California Agricultural Land 
Evaluation and Site Assessment Model (1977) prepared 
by the California Dept. of Conservation as an optional 
model to use in assessing impacts on agriculture and 
farmland. Would the project:

a. Convert Prime Farmland, Unique Farmland, 
or Farmland of Statewide Importance 
(Farmland), as shown on the maps prepared 
pursuant to the Farmland Mapping Program 
of the California Resources Agency, to non-
agricultural use?

� � � �

b. Conflict with existing zoning for agricultural 
use, or a Williamson Act contract? 

� � � �

c. Involve other changes in the existing 
environment which, due to their location or 
nature, could individually or cumulatively 
result in loss of Farmland to non-agricultural 
use? 

� � � �

Discussion (Base Project, Alternative 1, and Alternative 2)

a,c.  The project site consists of approximately 171.50 acres of vacant land that has historically 
been used for agriculture, cattle grazing, and hay production. The portion of the project site 
proposed for development consists of approximately 87.82 acres.  Depending on information 
regarding the nature of the soils on the site and the site’s long term prospects for 
economically viable agriculture, the conversion of approximately 87.82 acres of farmland 
could result in a potentially significant impact.  

Mitigation Measure(s)
Further analysis of this impact will be included in the Gentry-Suisun EIR. 

b.  The project site is not under Williamson Act contract; however, the site is currently zoned 
for agricultural use (A-40) by the Solano County Zoning Ordinance. As the proposed project 
involves a request to prezone the site to enable urban development on the majority of the 
project site, the project could have potentially significant impacts associated with conflicts 
to existing zoning for agricultural use.

Mitigation Measure(s)
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Further analysis of this impact will be included in the Gentry-Suisun EIR. 
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Issues
Potentially 
Significant

Impact 

Potentially 
Significant

With
Mitigation

Incorporated 

Less-Than-
Significant

Impact 

No
Impact 

III. AIR QUALITY.
Where available, the significance criteria established by 
the applicable air quality management or air pollution 
control district may be relied upon to make the 
following determinations. Would the project:
a. Conflict with or obstruct implementation of 

the applicable air quality plan? 
� � � �

b. Violate any air quality standard or contribute 
substantially to an existing or projected air 
quality violation? 

� � � �

c. Result in a cumulatively considerable net 
increase of any criteria pollutant for which 
the project region is non-attainment under an 
applicable federal or state ambient air quality 
standard (including releasing emissions 
which exceed quantitative thresholds for 
ozone precursors)? 

� � � �

d. Expose sensitive receptors to substantial 
pollutant concentrations? 

� � � �

e. Create objectionable odors affecting a 
substantial number of people? 

� � � �

Discussion (Base Project, Alternative 1, and Alternative 2)

a,c. According to the City of Suisun City General Plan, Open Space and Conservation Element (Pg. 
80), “Air pollution within the Central Solano County planning area is more a function of 
occurrences and activities outside of the planning area than within.”  The City of Suisun City is 
located within the San Francisco Bay Air Basin, which is dominated by the strength and 
position of a semi-permanent, high-pressure center over the Pacific Ocean.  Central Solano 
County, which includes Suisun City, is frequently exposed to strong and persistent prevailing 
westerly and southwesterly winds, and the level terrain provides little protection. 

These winds typically transport airborne pollutants east from the San Francisco Bay Area into 
Central Solano County.  Air quality within the region is under the jurisdiction of the Bay Area 
Air Quality Management District (BAAQMD).  Under State law, each Air Quality Management 
District is responsible for producing and implementing a revised air quality attainment plan 
every three years.  The BAAQMD is currently in the process of revising its 2000 Clean Air 
Plan; however, Year 2000 to 2003 data from the nearest BAAQMD air quality monitoring 
stations to the project site (Fairfield and Vallejo) indicate that the project area is in violation 
(“nonattainment”) of State air quality standards for two criteria pollutants, ozone and PM10, and 
in nonattainment of the federal standard for PM2.5.
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The proposed project would result in increased vehicle trips in the Suisun City area, which 
would generate increased amounts of ozone precursors (NOx and ROG) and carbon monoxide 
(CO) that could exceed District thresholds and conflict with applicable air quality plans. In 
addition, the construction phase of the project would involve grading and excavation activities 
that would generate particulate matter (PM10), which could exceed District thresholds.  
Furthermore, construction of the proposed project has the potential to release increased levels of 
airborne contaminants, which could violate air quality standards and expose sensitive receptors 
to elevated pollutant concentrations.  Therefore, the proposed project would have a potentially
significant impact on air quality by conflicting with applicable thresholds and plans. 

Mitigation Measure(s)
       Further analysis of this impact will be included in the Gentry-Suisun EIR. 

e.   The project would not include industrial or intensive agricultural uses, which are commonly 
associated with the potential for offensive odors. The project includes residential, general 
commercial (such as retail), and business park land uses. None of these land uses are commonly 
associated with the creation of offensive odors. Therefore, the project would have no impact as
regards the generation of odors.
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Issues
Potentially 
Significant

Impact 

Potentially 
Significant

With
Mitigation

Incorporated 

Less-Than-
Significant

Impact 

No
Impact 

IV. BIOLOGICAL RESOURCES.
Would the project:

a. Have a substantial adverse effect, either 
directly or through habitat modifications, on 
any species identified as a candidate, 
sensitive, or special status species in local or 
regional plans, policies, or regulations, or by 
the California Department of Fish and Game 
or U.S. Fish and Wildlife Service? 

� � � �

b. Have a substantial adverse effect on any 
riparian habitat or other sensitive natural 
community identified in local or regional 
plans, policies, or regulations, or by the 
California Department of Fish and Game or 
US Fish and Wildlife Service? 

� � � �

c. Have a substantial adverse effect on federally 
protected wetlands as defined by Section 404 
of the Clean Water Act (including, but not 
limited to, marsh, vernal pool, coastal, etc.) 
through direct removal, filling, hydrological 
interruption, or other means? 

� � � �

d. Interfere substantially with the movement of 
any resident or migratory fish or wildlife 
species or with established resident or 
migratory wildlife corridors, or impede the 
use of wildlife nursery sites? 

� � � �

e. Conflict with any local policies or ordinances 
protecting biological resources, such as a tree 
preservation policy or ordinance? 

� � � �

f. Conflict with the provisions of an adopted 
Habitat Conservation Plan, Natural 
Conservation Community Plan, or other 
approved local, regional, or state habitat 
conservation plan? 

� � � �
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Discussion (Base Project, Alternative 1, and Alternative 2)

a-e. The 171.50 acre site primarily consists of nearly level, grazed field dominated by introduced 
annual grassland.  Within the annual grasslands several seasonal wetlands exist, many of which 
appear to be man-made or enhanced due to the presence of road berms, buried utility line berms, 
and ditches.  A small remnant slough channel is located in the southern portion of the site, 
which supports willows (Salix spp.) and other riparian vegetation.  Areas of significant habitat 
value on the project site include seasonal and perennial marshes, vernal pools, seasonally 
saturated annual grasslands, riparian wetlands, and drainage channels.  In addition, the majority 
of the project site consists of grazed pastureland, providing limited biological resources for 
wildlife. Therefore, the impacts associated with the project are potentially significant. 

Mitigation Measure(s)
Further analysis of this impact will be included in the Gentry-Suisun EIR. 

f. The proposed project area is north of Cordelia Road on the west and east sides of Pennsylvania 
Avenue.  In this local region, Cordelia Avenue defines the northern boundary of the area 
regulated by the Suisun Marsh Protection Plan. The proposed project is thus located outside 
(north of) the jurisdictional area of the Suisun Marsh Protection Plan and is not subject to the 
land use regulations of the Plan.  Additionally, the City of Suisun current does not have an 
adopted Habitat Conservation Plan (HCP).

Therefore, no impact would occur.  However, issues related to potential future habitat 
conservation plans will be discussed further in the Land use and Biological Resources chapters 
of the Draft EIR. 
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Issues
Potentially 
Significant

Impact 

Potentially 
Significant

With
Mitigation

Incorporated 

Less-Than-
Significant

Impact 

No
Impact 

V. CULTURAL RESOURCES.
Would the project:
a. Cause a substantial adverse change in the 

significance of a historical resource as 
defined in Section 15064.5? 

� � � �

b. Cause a substantial adverse change in the 
significance of a unique archaeological 
resource (i.e., and artifact, object, or site 
about which it can be clearly demonstrated 
that, without merely adding to the current 
body of knowledge, there is a high 
probability that the resource contains 
information needed to answer important 
scientific research questions, has a special 
and particular quality such as being the oldest 
or best available example of its type, or is 
directly associated with a scientifically 
recognized important prehistoric or historic 
event or person)? 

� � � �

c. Directly or indirectly destroy a unique 
paleontological resource on site or unique 
geologic features? 

� � � �

d. Disturb any human remains, including those 
interred outside of formal cemeteries. 

� � � �

Discussion (Base Project, Alternative 1, and Alternative 2)

a-d. A search of the California Historical Resources Information System by the Northwest 
Information Center (NIC) was conducted specifically for the Gentry-Suisun project (February 
2006). The search did not identify historic properties or structures within the proposed project 
area.  However, historic-period archaeological deposits related to the railroad in the project 
area could be encountered during construction activities. Historic-period resources include 
stone or adobe fountains or walls, structures and remains with square nails, and refuse deposits 
or bottle dumps, often located in old wells or privies.  

In addition, the NIC did not find recorded Native American or historic-period archeological 
resources. However, the historic-era resource P-48-000549, the Union Pacific Railroad, is 
adjacent to the proposed project area, and numerous linear cultural resource studies overlap 
portions of the site.
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Based on an evaluation of the environmental setting and features associated with known sites, 
Native American cultural resources in this part of Solano County have been found adjacent to 
wetlands and marshes, near sources of water, including springs, and near valley/upland 
transition zones. The Gentry-Suisun project area is adjacent to the former tule marshes and 
wetlands and is bordered by Ledgewood Creek. Given the similarity of these environmental 
factors, a moderate likelihood exists that unrecorded Native American cultural resources exist 
in the project area. 

According to NIC, prehistoric resources include chert or obsidian flakes, projectile points, 
mortars, and pestles; and dark friable soil containing shell and bone dietary debris, heat 
affected rock, or human burials. Therefore, because of the moderate potential for historic 
and/or prehistoric archaeological resources on the project site, the development of the 
proposed project would have a potentially significant impact.  

Mitigation Measure(s)
Implementation of the following mitigation measure(s) would reduce the construction-related 
impact to a less-than-significant level.

V-1.  Prior to issuance of grading permits, the contractor shall submit plans to the Public 
Works Department for review and approval which indicate (via notation on the 
improvement plans) that if any historical archaeological resources are encountered 
during site grading or other site work, all such work shall be halted immediately 
within the area of discovery and the contractor shall immediately notify the Public 
Works Department of the discovery.  In such case, the City shall be required to 
retain the services of a qualified archaeologist for the purpose of formulating 
recommendations to the Public Works Director regarding possible strategies for 
recording, protecting, or curating the discovery as appropriate.

  Project personnel shall not collect cultural resources.  The archaeologist shall be 
required to submit to the Public Works Department for review and approval a report 
of the findings and a recommended method of curation or on-site protection of the 
resources.  No further grading or site work within the area of discovery shall be 
allowed until the proceeding work has occurred.  The Public Works Director shall 
impose any and all feasible means, considered in light of project design, to avoid any 
substantial adverse change in the significance of any archaeological find determined 
to constitute an “historical resource” within the meaning of CEQA Guidelines 
section 15064.5.

V-2 Prior to the approval of improvement plans, the plans shall state that during 
construction, if bone is uncovered that may be human; the Native American Heritage 
Commission in Sacramento and the Solano County Coroner shall be notified. Should 
human remains be found, the Coroner’s office shall be immediately contacted and all 
work halted until final disposition by the Coroner. Should the remains be determined 
to be of Native American descent, the Native American Heritage Commission shall 
be consulted to determine the appropriate disposition of such remains.  The project 
proponent shall consider any recommendations resulting from such consultation to 
the extent required by CEQA Guidelines section 15064.5, subdivision (e) and the 
statutory provisions on which it is based. 
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Issues
Potentially 
Significant

Impact 

Potentially 
Significant

With
Mitigation

Incorporated 

Less-Than-
Significant

Impact 

No
Impact 

VI. GEOLOGY AND SOILS.
Would the project:
a. Expose people or structures to potential 

substantial adverse effects, including the risk 
of loss, injury, or death involving: 
i.  Rupture of a known earthquake fault, 

as delineated on the most recent 
Alquist - Priolo Earthquake Fault 
Zoning Map issued by the State 
Geologist for the area based on other 
substantial evidence of a known fault? 

� � � �

ii. Strong seismic ground shaking? � � � �

iii. Seismic-related ground failure, 
including liquefaction? 

� � � �

iv. Landslides? � � � �

b. Result in substantial soil erosion or the loss of 
topsoil?  

� � � �

c.  Be located on a geologic unit or soil that is 
unstable, or that would become unstable as a 
result of the project, and potentially result in 
on- or off-site landslide, lateral spreading, 
subsidence, liquefaction or collapse? 

� � � �

d. Be located on expansive soil, as defined in 
Table 18-1B of the Uniform Building Code? 

� � � �

e. Have soils incapable of adequately supporting 
the use of septic tanks or alternative waste 
water disposal systems where sewers are not 
available for the disposal of waste water? 

� � � �

Discussion (Base Project, Alternative 1, and Alternative 2)

ai-iii,c. The general project area is within the Coast Ranges geomorphic province and is underlain 
primarily with Quaternary Bay mud and marshland deposits.  These materials consist of 
stratified, unconsolidated organic-rich silt and clay which contain local peat, sand, and 
gravel.  Bay mud varies in depth from two to 30 feet.  This mud is in turn underlain with 
alluvial deposits which are as much as 100 feet deep.  According to the Solano County Soil 
Survey, the proposed project site is made up of the following soil: Sycamore silty clay loam, 
saline (St), Pescadero clay loam (Pc), Alviso silty clay loam (An), and Joice muck (Ja). 
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 The proposed project area is located at the northeastern fringe of the seismically active San 
Francisco Bay region. Within a 20-mile radius, the area could be affected by Quaternary 
fault displacements which have moved within the past two million years, including the Green 
Valley fault at Cordelia, five miles to the west, and the Rodgers Creek fault 20 miles to the 
west.  The Lagoon Valley fault, approximately two miles to the north, and a concealed fault 
trace in the vicinity of Cement Hill, are considered to be inactive.  However, all three of 
these faults must be considered as potentially active, as the Green Valley fault has been 
active recently.  Studies by the U.S. Geological Survey indicate that this fault is capable of 
producing moderate earthquakes at a level of 6.6 on the Richter scale.  In October 1969, the 
Rodgers fault produced an earthquake with a Richter magnitude of 5.7.  

 Moderate and severe earthquakes from one of the surrounding faults could cause severe 
ground shaking and liquefaction within the planning area because of the underlying geology. 
Damage to buildings could, therefore, be considerable without proper structural support. 
Therefore because the project involves the construction of commercial and residential 
buildings, the possibility of damage to structures could result in a potentially significant 
impact.

Mitigation Measure(s)
Implementation of the following mitigation measure(s) would ensure the impact is less-than-
significant.

VI-3. Prior to issuance of a grading permit, a design-level geotechnical report shall be 
prepared for the proposed project for the review of the Public Works Director.
All grading and foundation plans for the development designed by the project 
Civil and Structural Engineer must be in accordance with the 2001 California 
Building Code, and reviewed and approved by the Public Works Director and 
Chief Building Official prior to issuance of building permits to ensure that all 
geotechnical recommendations specified in the geotechnical report are properly 
incorporated and utilized in design.

b. The project site is primarily vacant with grassland and marsh areas dispersed throughout. 
The proposed project would result in the construction of a mixed-use development. As part 
of the proposed project, importation of fill material would be required.  The importation and 
grading of fill, as well as excavation activities could result in erosion due to wind and water 
effects on exposed soil. The erosion of exposed soil could result in the degradation of 
downstream water quality. Therefore, because construction activities could generate erosion 
impacts,  the proposed project would result in a potentially significant impact. 

Mitigation Measure(s)
Implementation of the following mitigation measure(s) would ensure the impact is less-than-
significant.

VI-4. Prior to issuance of a building permit, the project developer shall submit, for the 
review and approval of the Public Works Director, an erosion control plan that 
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will utilize standard construction practices to limit the erosion effects during 
construction of the proposed project. Measures could include, but are not limited 
to:

� Hydro-seeding;
� Placement of erosion control measures within drainageways and ahead of 

drop inlets; 
� The temporary lining (during construction activities) of drop inlets with 

“filter fabric” (a specific type of geotextile fabric); 
� The placement of straw wattles along slope contours; 
� Directing subcontractors to a single designation “wash-out” location (as 

opposed to allowing them to wash-out in any location they desire); 
� The use of siltation fences; and 
� The use of sediment basins and dust palliatives. 

VI-5. No grading, soil disturbance, or compaction shall occur during periods of rain 
or on ground which contains free water. Soil which has been soaked and wetted 
by rain or any other cause shall not be compacted until completely drained and 
until the moisture content is within the limits approved by the Public Works 
Director. Approval by the Public Works Director shall be obtained prior to 
continuing grading operations.

d. The project area is within the Coast Ranges geomorphic province, and according to the 
General Plan, the proposed project area is underlain primarily with Quaternary Bay mud and 
marshland deposits.  These materials consist of stratified, unconsolidated organic-rich silt 
and clay, which contain local peat, sand, and gravel.  Bay mud varies in depth from two to 30 
feet.  This mud is in turn underlain with alluvial deposits that are as much as 100 feet deep.  
Because the proposed project consists of the development of commercial and residential 
structures on alluvial soils, which are likely to have expansive soil properties, the proposed 
project would result in a potentially significant impact. 

Mitigation Measure(s)
Implementation of the following mitigation measure(s) would ensure the impact is less-than-
significant.

VI-6. Implement Mitigation Measure VI-3. 

e. The project has been designed to connect to existing sewer systems.  Therefore, no impact
would occur related to soils incapable of adequately supporting the use of septic tanks. 
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Issues
Potentially 
Significant

Impact 

Potentially 
Significant With 

Mitigation
Incorporated 

Less-Than-
Significant

Impact 

No
Impact 

VII.  HAZARDS AND HAZARDOUS MATERIALS.
Would the project:

a. Create a significant hazard to the public or the 
environment through the routine transport, use, or 
disposal of hazardous materials? 

� � � �

b. Create a significant hazard to the public or the 
environment through reasonably foreseeable upset and 
accident conditions involving the likely release of 
hazardous materials into the environment? 

� � � �

c. Emit hazardous emissions or handle hazardous or 
acutely hazardous materials, substances, or waste 
within one-quarter mile of an existing or proposed 
school?

� � � �

d. Be located on a site which is included on a list of 
hazardous materials sites compiled pursuant to 
Government Code Section 65962.5 and, as a result, 
would it create a significant hazard to the public or the 
environment? 

� � � �

e. For a project located within an airport land use plan 
or, where such a plan has not been adopted, within 
two miles of a public airport or public use airport, 
would the project result in a safety hazard for people 
residing or working in the project area? 

� � � �

f. For a project within the vicinity of a private airstrip, 
would the project result in a safety hazard for people 
residing or working in the project area? 

� � � �

g. Impair implementation of or physically interfere with 
an adopted emergency response plan or emergency 
evacuation plan? 

� � � �

h. Expose people or structures to the risk of loss, injury 
or death involving wildland fires, including where 
wildlands are adjacent to urbanized areas or where 
residences are intermixed with wildlands? 

� � � �
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Discussion (Base Project, Alternative 1, and Alternative 2)

a.  The proposed project consists of commercial and residential development, which would not 
involve the routine use, transport, or disposal of hazardous materials. Existing laws prohibit the 
use of many hazardous household and commercial materials to prevent urban pollution. 
Therefore, the project would cause less-than-significant impacts to the area by hazardous 
materials.   

a. On February 21, 2006, Raney Planning & Management, Inc. conducted a site visit.  During the 
site visit, signs were observed stating that the site contained buried petroleum, natural gas, 
underground cable, and sewage force main pipelines.  The presence of said underground 
hazards could potentially cause an impact if the lines are damaged during construction 
activities.  In addition, power lines were observed traversing the northern portion of the site in a 
southwesterly to northeasterly direction. However, as delineated on the proposed project site 
plans, a “no build area” would be maintained within the PG&E easement.  Proposed project 
buildings are not present within the “no build area.”

The project site consists of approximately 171.50 acres of vacant land that has historically been 
used for agriculture, cattle grazing, and hay production.  Because it is not known whether 
pesticides were used on the project site, pesticides could potentially exist on-site.  In addition, 
wells and fuel storage tanks may have been used in the past. 

Therefore, should the locations of the above underground hazards not be delineated prior to 
construction of the proposed project and a study of project site soils for pesticides not be 
completed, a potentially significant impact would occur. 

Mitigation Measure(s)
Implementation of the following mitigation measures would reduce the above impacts to a less-
than-significant level.

VII-7. Prior to construction, representatives from the fuel line operators and a 
representative from the City’s Public Works Department shall meet on the project 
site and prepare site-specific safety guidelines for construction in the field to the 
satisfaction of the Public Works Director. These guidelines shall include provisions 
relating to the identification and protection of existing gas and petroleum pipelines 
on the project site.  The safety guidelines shall be noted on the improvement plans 
and be included in all construction contracts involving the project site.

VII-8. During construction, an on-site safety manager shall be designated to address any 
discovered release or accidental rupture of the pipeline(s), which might occur during 
construction.  The on-site safety manager shall obtain and keep in a readily 
available location the emergency response plans of fuel line operators and the 
appropriate contact phone numbers for emergencies.  This requirement shall be 
noted on the improvement plans and be included in all construction contracts for the 
review and approval of the Public Works Director. 
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VII-9. Prior to construction, the City shall coordinate with PG&E to ensure that service 
from the pipelines within the project area is not affected.  

VII-10. During construction of diversion pipes for the affected utilities, the project 
contractor shall apply Public Utilities Commission General Order 112-E. 

VII-11. Prior to the construction, the project contractor shall coordinate with the Public 
Works Director in establishing a utilities relocation plan, which shall include 
methods to ensure the provision of utilities during construction of the project. 

VII-12. Prior to the issuance of grading permits, the Applicant shall have a Phase I 
Environmental Site Assessment conducted by a qualified soils engineer for the 
Gentry-Suisun project site. Additional recommendations included in the Phase I and 
not addressed in Mitigation Measures VII-7 to VII-11 shall be incorporated into the 
project.

c.  Crystal Middle School is the nearest school, located approximately 0.5 miles east of the project 
site in the City of Suisun City.  A school is not anticipated to be constructed or located within 
one-quarter mile of the project site, and Crystal Middle School is located further than one-
quarter mile of the project site. Therefore, no impact would occur. 

d.  According to the Department of Toxic Substances Control (DTSC), Facility Inventory Data 
Base Hazardous Waste and Substances Sites List, the proposed project site is not listed as a 
hazardous materials site. Therefore, no impact would occur. 

e-f. The project site is not within an airport land use plan or within two miles of an airport.  
Therefore, no impact would occur. 

g.  Development of the project site would not interfere with an adopted emergency response plan or 
emergency evacuation plan.  Therefore, no impact would occur. Issues related to traffic 
conditions related to the addition of emergency service providers will be discussed in detail in 
the traffic and circulation section of the Draft EIR. 

h.  The site is not located within an area where wildland fires occur.  According to the General Plan 
(Pg. 109), “The risk of wildfire is low in Suisun city as natural habitats within or bordering the 
City are not characterized by the type of heavy brush or wooded vegetation that constitute a 
severe fire hazard.” However, the site is covered in natural vegetation, sections of which have 
the potential to become dry in the summer months, creating the risk of wildland fires on the 
project site. The development of the proposed project would include the removal of this 
vegetation and would reduce the chances of wildland fires on the project site. Therefore, no
impact would occur. 
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VIII.  HYDROLOGY AND WATER QUALITY.
Would the project:

a. Violate any water quality standards or waste discharge 
requirements? 

� � � �

b. Substantially deplete groundwater supplies or interfere 
substantially with groundwater recharge such that there 
would be a net deficit in aquifer volume or a lowering of the 
local groundwater table level (i.e., the production rate of 
pre-existing nearby wells would drop to a level which 
would not support existing land uses or planned uses for 
which permits have been granted)? 

� � � �

c. Substantially alter the existing drainage pattern of the site 
or area, including through the alteration of the course of a 
stream or river, in a manner which would result in 
substantial erosion or siltation on- or off-site? 

� � � �

d. Substantially alter the existing drainage pattern of the site 
or area, including through the alteration of the course of a 
stream or river, or substantially increase the rate or amount 
of surface runoff in a manner which would result in 
flooding on- or off-site? 

� � � �

e. Create or contribute runoff water which would exceed the 
capacity of existing or planned stormwater drainage 
systems or provide substantial additional sources of 
polluted runoff? 

� � � �

f. Otherwise substantially degrade water quality? � � � �

g. Place housing within a 100-year floodplain, as mapped on a 
federal Flood Hazard Boundary or Flood Insurance Rate 
Map or other flood hazard delineation map? 

� � � �

h. Place within a 100-year floodplain structures which would 
impede or redirect flood flows? 

� � � �

i. Expose people or structures to a significant risk of loss, 
injury or death involving flooding, including flooding as a 
result of the failure of a levee or dam. 

� � � �

j. Inundation by seiche, tsunami, or mudflow? � � � �



Initial Study 
Gentry – Suisun Project 

February 2006 
Page 34

Discussion (Base Project, Alternative 1, and Alternative 2)

a,c-i. The proposed project consists of the subdivision and development of a mixed-use project on 
approximately 87.82 currently vacant acres.  The proposed project would create impervious 
surfaces where none currently exist, which would increase stormwater peak flows.  The 
increased runoff volume could impact the local drainage system.  In addition, the entire site is 
within the 100-year floodplain.

 During construction of the proposed project, a potential exists to impact the water quality of 
jurisdictional waters.  In addition, because of hydrocarbons and other pollutants associated 
with commercial land uses (e.g., parking lot areas), operational stormwater discharges have the 
potential to impact water quality.  Therefore, the proposed project would have a potentially
significant impact. 

 Mitigation Measure(s)
Further analysis of this impact will be included in the Gentry-Suisun EIR. 

b. The proposed project would create impervious surfaces where few currently exist.  The 
stormwater that currently percolates into the site’s soils and becomes subsurface flow would be 
discharged into Ledgewood Creek and then join the bay to the south.  In addition, because of 
the proposed project’s proximity to sea level, the local recharge rate is expected to be high. 
Furthermore, the City of Suisun City does not rely on groundwater for water supply. The total 
project area includes 497.61 acres. This area includes 321 acres located to the south of the 
proposed project site and approximately 84 acres to the east of the proposed project, which 
would remain undeveloped open space, and groundwater operations, including recharge and 
drainage patterns, would remain unchanged.  Therefore, any reduction in groundwater level 
would not adversely affect the area surrounding the proposed project resulting in a less-than-
significant impact.  

j.       Tsunamis are defined as sea waves created by undersea fault movement. A tsunami poses little 
danger away from shorelines; however, when it reaches the shoreline, a high swell of water 
breaks and washes inland with great force. Waves may reach fifty feet in height on unprotected 
coasts. Historic records of the Bay Area used by one study indicate that nineteen tsunamis 
were recorded in San Francisco Bay during the period of 1868-1968. Maximum wave height 
recorded at the Golden Gate tide gauge, where wave heights peak, was 7.4 feet. The available 
data indicate a standard decrease of original wave height from the Golden Gate to about half 
original wave height on the shoreline near Richmond, and to nil at the head of the Carquinez 
Strait. The proposed project is several miles inland from the Carquinez Strait. Furthermore, in 
the event of an unexpected emergency associated with a tsunami, the City would implement its 
standard procedures for emergency/disaster events in order to ensure a highly organized and 
efficient safety management effort.   

        A seiche is a long wavelength, large-scale wave action set up in a closed body of water such as 
a lake or reservoir, whose destructive capacity is not as great as that of tsunamis. Seiches are 
known to have occurred during earthquakes, but none have been recorded in the Bay Area. 
Furthermore, the project is not located near such a body of water. Therefore, it is not 
anticipated that the project site would be inundated by seiches in the future. 
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 Because mudflows typically occur in mountainous or hilly terrain, and the project site and 
surrounding areas are relatively flat, the risk of impacts from mudflows would be negligible.  

The above analysis indicates that the project site would not be expected to be threatened by a 
seiche, tsunami, or mudflow; therefore, less-than-significant impacts from such phenomena 
would occur. 
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Potentially 
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Impact 
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Significant
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Less-Than-
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No
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IX. LAND USE AND PLANNING.
Would the project:
a. Physically divide an established community?  � � � �

b. Conflict with any applicable land use plans, 
policies, or regulations of an agency with 
jurisdiction over the project (including, but not 
limited to the general plan, specific plan, local 
coastal program, or zoning ordinance) adopted 
for the purpose of avoiding or mitigating on 
environmental effect? 

� � � �

c. Conflict with any applicable habitat 
conservation plan or natural communities 
conservation plan? 

� � � �

Discussion (Base Project, Alternative 1, and Alternative 2)

a. Although the project site is outside the City limits, the site is within the City’s Sphere of 
Influence and has been assigned Suisun City General Plan land use designations.  According 
to the General Plan, existing land use designations for the project site include General 
Commercial, Limited Industrial/Business Park.  The project involves the construction of an 
88.4 acre mixed-use development. The project site is surrounded by the following 
commercial and residential uses: 

� To the west of the project is Ledgewood Creek which is designated as conservation land 
and vacant land beyond the Ledgewood Creek buffer.

� To the south of the project site is agricultural land used for cattle grazing. 
� To the east of the project site lie the UPRR tracks and residential and commercial 

development. 
� To the north of the project site is SR 12 with low to medium and high density residential, 

service commercial, and mixed-use.   
� In the central portion of the project site are two parcels used for commercial services 

(automotive repair and industrial concrete services). 

Therefore, the proposed project would not divide an established community, resulting in a 
less-than-significant impact. 

b. The proposed project would require a General Plan amendment to include the proposed 
residential uses on the site.  Furthermore, the project could result in incompatibilities with 
surrounding land uses such as the residences adjacent to agricultural uses, and other land use 
policies governing this portion of the City of Suisun City. Therefore, the impact would be 
considered potentially significant.
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Mitigation Measure(s)
Further analysis of this impact will be included in the Gentry-Suisun EIR. 

c.  The project site is not located within a designated General Plan open space or conservation 
area, and does not fall within the Suisun Marsh Preservation Plan. Additionally, the City of 
Suisun current does not have an adopted Habitat Conservation Plan (HCP). Therefore, no
impact would occur. However, issues related to potential future habitat conservation plans 
will be discussed further in the Land use and Biological Resources chapters of the Draft EIR. 



Initial Study 
Gentry – Suisun Project 

February 2006 
Page 38

Issues
Potentially 
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No
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X. MINERAL RESOURCES.
Would the project:
a. Result in the loss of availability of a known 

mineral resource that would be of value to the 
region and the residents of the state? 

� � � �

b. Result in the loss of availability of a locally-
important mineral resource recovery site 
delineated on a local general plan, specific plan 
or other land use plan? 

� � � �

Discussion (Base Project, Alternative 1, and Alternative 2)

a,b. The Suisun City General Plan does not provide detailed information regarding mineral 
resources.  As a result, it is not possible to identify if the project site is located within an oil 
or gas field where potential oil and gas reserves exist, or where mineral deposits exist. 
However, because new mining technology can access mineral resources from off-site 
locations, the proposed project would not prohibit access to mineral resources located on the 
project site. Therefore, the proposed project would result in a less-than-significant impact to 
mineral resources.  
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Impact 

No
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XI. NOISE.
Would the project result in:

a. Exposure of persons to or generation of noise 
levels in excess of standards established in the 
local general plan or noise ordinance, or 
applicable standards of other agencies? 

� � � �

b. Exposure of persons to or generation of 
excessive groundborne vibration or groundborne 
noise levels? 

� � � �

c. A substantial permanent increase in ambient 
noise levels in the project vicinity above levels 
existing without the project? 

� � � �

d. A substantial temporary or periodic increase in 
ambient noise levels in the project vicinity 
above levels existing without the project? 

� � � �

e. For a project located within an airport land use 
plan or, where such a plan has not been adopted, 
within two miles of a public airport or public use 
airport, would the project expose people residing 
or working in the project area to excessive noise 
levels?

� � � �

f. For a project within the vicinity of a private 
airstrip, would the project expose people 
residing or working in the project area to 
excessive noise levels? 

� � � �

Discussion (Base Project, Alternative 1, and Alternative 2)

a-d.  The proposed project includes the construction of commercial uses adjacent to residential 
uses, which could create incompatibilities. In addition, Pennsylvania Avenue and Cordelia 
Road are located adjacent to proposed residential areas. Traffic along these roadways could 
result in noise exposure at the residential areas in exceedance of City standards. The railroad 
that bisects the project site would also potentially impact adjacent proposed residential uses. 
 In addition, the construction of the proposed project would create a temporary increase in 
project-related noise impacts.  Therefore, development of the proposed project would result 
in a potentially significant impact. 
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 Mitigation Measure(s)
Further analysis of this impact will be included in the Gentry-Suisun EIR. 

e,f. The project site is not located within two miles of an existing airport and is not located 
within any existing airport land use plans. Though Travis Air Force Base is located nearby to 
the east of the City of Suisun, the project site is outside of the area designated in the Airport 
Land Use Plan for Travis Air Force Base.  Therefore, no impact would occur.
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XII. POPULATION AND HOUSING.
Would the project:

a. Induce substantial population growth in an area, 
either directly (for example, by proposing new homes 
and businesses) or indirectly (e.g., through projects in 
an undeveloped area or extension of major 
infrastructure)? 

� � � �

b. Displace substantial numbers of existing housing, 
necessitating the construction of replacement housing 
elsewhere?

� � � �

c. Displace substantial numbers of people, necessitating 
the construction of replacement housing elsewhere? 

� � � �

Discussion (Base Project, Alternative 1, and Alternative 2)

a. The proposed project would include between 359 and 530 medium-high residential units, 
depending upon whether the Base Project, Alternative 1, or Alternative 2 is implemented.  The 
development of up to 530 residential units would directly increase population in the area. 
Furthermore, as the site is designated for non-residential development, the increase in 
population associated with the project was not previously anticipated in the Suisun City 
General Plan.  Therefore, the development of the proposed project would result in a potentially
significant impact. 

Mitigation Measure(s)
Further analysis of this impact will be included in the Gentry-Suisun EIR. 

b,c  The proposed project would not displace any residents. Therefore, the project would not 
displace a substantial number of homes requiring the construction of replacement housing 
elsewhere, resulting in no impact.
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No
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XIII. PUBLIC SERVICES.
Would the project result in substantial adverse 
physical impacts associated with the provision of new 
or physically altered governmental facilities, need for 
new or physically altered governmental facilities, the 
construction of which could cause significant 
environmental impacts, in order to maintain 
acceptable service ratios, response times or other 
performance objectives for any of the public works:
a. Fire protection? � � � �

b. Police protection? � � � �

c. Schools? � � � �

d. Parks? � � � �

Discussion (Base Project, Alternative 1, and Alternative 2)

a-d. The proposed project would be located within the jurisdiction of the City of Suisun Police 
Department and the Suisun Volunteer Fire Department.  The demand for fire and police 
services and the need for additional personnel would be increased as a result of the project, 
which involves the construction of an 87.82 acre mixed-use project.    

 The residential areas of the project would result in increased enrollment in existing schools 
within the Fairfield-Suisun School District. The project does not involve the construction of 
new school facilities. The addition of students from the project could degrade existing school 
facilities or require the construction of new schools elsewhere.

 The residential areas proposed would also increase the number of individuals using existing 
park and recreational facilities. The project would include dedication of park acreage for the 
residential areas. However, in the event that the acreage dedicated is not consistent with City 
standards, adverse impacts would result.  

Because the project would increase the demand on police, fire, school, and park facilities, a 
potentially significant impact would result. 

Mitigation Measure(s)
Further analysis of this impact will be included in the Gentry-Suisun EIR. 
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XIV. RECREATION.
Would the project:
a. Would the project increase the use of existing 

neighborhood and regional parks or other 
recreational facilities such that substantial 
physical deterioration of the facility would occur 
or be accelerated? 

� � � �

b. Does the project include recreational facilities or 
require the construction or expansion of 
recreational facilities which might have an 
adverse physical effect on the environment? 

� � � �

Discussion (Base Project, Alternative 1, and Alternative 2)

a,b.  The proposed project involves the construction of commercial and residential land uses on 
approximately 87.82 acres.  The residential areas would increase the number of individuals 
using existing park and recreational facilities. The project would include dedication of park 
acreage for the residential areas. In the event that the acreage dedicated is not consistent with 
City standards, a potentially significant impact would result. 

Mitigation Measure(s)
Further analysis of this impact will be included in the Gentry-Suisun EIR. 
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XV. TRANSPORTATION/CIRCULATION.
Would the project:
a. Cause an increase in traffic which is substantial in 

relation to the existing traffic load and capacity of 
the street system (i.e., result in a substantial 
increase in either the number of vehicle trips, the 
volume to capacity ratio on roads, or congestion at 
intersections)?

� � � �

b. Exceed, either individually or cumulatively, a 
level of service standard established by the county 
congestion management agency for designated 
roads or highways? 

� � � �

c. Result in a change in air traffic patterns, including 
either an increase in traffic levels or a change in 
location that results in substantial safety risks?  

� � � �

d. Substantially increase hazards due to a design 
features (e.g., sharp curves or dangerous 
intersections) or incompatible uses (e.g., farm 
equipment)? 

� � � �

e. Result in inadequate emergency access? � � � �

f. Result in inadequate parking capacity?  � � � �

g. Conflicts with adopted policies supporting 
alternative transportation (e.g., bus turnouts, 
bicycle racks)? 

� � � �

Discussion (Base Project, Alternative 1, and Alternative 2)

a,b,e-g. The proposed project would develop commercial and residential uses on approximately 
87.82 acres.  The commercial complex would result in an increase in the number of visitors 
to the City of Suisun City.  The residential development would increase the number of trips 
generated from the site.  Both the visitors to the City and the existing residents of the City 
using the commercial complex would result in an increase in traffic in the project site 
vicinity.  Therefore, implementation of the proposed project would result in a potentially
significant impact to increased traffic volumes, which could impact intersection levels of 
service, emergency access, parking capacity, or conflict with adopted policies supporting 
alternative transportation. 

Mitigation Measure(s)
Further analysis of this impact will be included in the Gentry-Suisun EIR. 
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c. The proposed project does not require any changes to existing regional air traffic activity. In 
addition, the project site is located at a distance of approximately 6 miles from Travis Air 
Force Base. Therefore, no impact would occur. 

d.  The proposed project would be designed to City standards and thus would not include any 
unusual design features in the layout of the streets that would increase hazards. Therefore, a 
less-than-significant impact would result from the buildout of the proposed development. 
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XVI. UTILITIES AND SERVICE SYSTEMS.
Would the project:

a. Exceed wastewater treatment requirements of 
the applicable Regional Water Quality Control 
Board? 

� � � �

b. Require or result in the construction of new 
water or wastewater treatment facilities or 
expansion of existing facilities, the construction 
of which could cause significant environmental 
effects?

� � � �

c. Require or result in the construction of new 
storm water drainage facilities or expansion of 
existing facilities, the construction of which 
could cause significant environmental effects? 

� � � �

d. Have sufficient water supplies available to serve 
the project from existing entitlements and 
resources, or are new or expanded entitlements 
needed?

� � � �

e. Result in a determination by the wastewater 
treatment provider which serves or may serve 
the project that it has adequate capacity to serve 
the project’s projected demand in addition to the 
provider’s existing commitments? 

� � � �

f. Be served by a landfill with sufficient permitted 
capacity to accommodate the project’s solid 
waste disposal needs? 

� � � �

g. Comply with federal, state, and local statutes 
and regulations related to solid waste? 

� � � �

Discussion (Base Project, Alternative 1, and Alternative 2)

a-g. The proposed project site is located within the Suisun-Solano Water Authority (SSWA) 
which manages water supply and distribution to the City. The SSWA is a joint powers 
authority between the City of Suisun City and the Solano Irrigation District under an 
implementation agreement entered into in 1990. Both Suisun City and Solano Irrigation 
District have contracted with the Solano County Water Agency for water supplies from the 
federal Solano Project.  The proposed project would construct commercial and residential 
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uses on approximately 87.82 acres.  Both the commercial and residential uses would increase 
the demand for water supply at the project site.  

 The Fairfield-Suisun Subregional Wastewater Treatment Plant (WWTP) provides tertiary 
treatment of wastewater generated from domestic, commercial, and industrial sources within 
the City boundaries of Fairfield and Suisun City. This WWTP would be expected to serve 
the needs of the project. However, the possibility exists that because the residential 
development proposed for the project was not anticipated in the Suisun City General Plan for 
the project site, adequate capacity does not exist to serve all of the land uses proposed for the 
project.

Suisun City’s solid waste is hauled to the Potrero Hills Landfill (PHL), owned and operated 
by Republic Services, Inc. PHL’s current service area encompasses portions of the Bay Area, 
Central Valley, Sierra foothills, and north coast of California, within an approximately 150-
mile radius. PHL accepts wastes from a variety of communities and transfer facilities located 
throughout northern California, including the Sierra foothill counties and Alameda, Contra 
Costa, Marin, Mendocino, Napa, Sacramento, Santa Clara, San Mateo, Solano, and Yolo 
Counties. The increased amount of solid waste generated from the commercial and 
residential uses proposed for the project could result in adverse effects to the landfill’s 
available capacity.

 As a result, the proposed project could have potentially significant impacts to water supply, 
wastewater, and solid waste disposal.

 Mitigation Measure(s)
Further analysis of this impact will be included in the Gentry-Suisun EIR. 
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XII. MANDATORY FINDINGS OF SIGNIFICANCE.
a. Does the project have the potential to degrade 

the quality of the environment, substantially 
reduce the habitat of a fish or wildlife species, 
cause a fish or wildlife population to drop below 
self-sustaining levels, threaten to eliminate a 
plant or animal community, substantially reduce 
the number or restrict the range of an 
endangered, rare or threatened species or 
eliminate important examples of the major 
periods of California history or prehistory? 

� � � �

b. Does the project have the potential to achieve 
short-term, to the disadvantage of long-term, 
environmental goals? 

� � � �

c. Does the project have impacts that are 
individually limited, but cumulatively 
considerable?  ("Cumulatively considerable" 
means that the incremental effects of a project 
are significant when viewed in connection with 
the effects of past projects, the effects of other 
current projects, and the effects of probable 
future projects)? 

� � � �

d. Does the project have environmental effects 
which will cause substantial adverse effects on 
human beings, either directly or indirectly?  

� � � �

Discussion (Base Project, Alternative 1, and Alternative 2)

a,b.  The proposed project consists of the development of commercial and residential uses on 
approximately 87.82 acres, resulting in the conversion of portions of the project site from 
vacant to urban.  The conversion could interfere with habitats on the project site and could 
potentially harm special-status plant and/or animal species. Furthermore, project-associated 
excavation and grading activities could potentially disturb currently unknown archeological 
resources on the site.  Such impacts may also be considered to achieve short-term, to the 
disadvantage of long-term environmental goals.  Therefore, the impact would be considered 
potentially significant.

 Mitigation Measure(s)
Further analysis of this impact will be included in the Gentry-Suisun EIR. 
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c,d.  As part of the greater San Francisco Bay Area, the City of Suisun City is experiencing more 
urban growth than in previous years.  When taken in combination with impacts elsewhere in 
the project region, the impacts associated with the proposed project could result in 
individually limited, but cumulatively considerable, adverse effects on the environment, 
including increased demand for services and resources, and physical changes to the natural 
environment. These impacts could result in adverse effects on human beings. Therefore, the 
impacts would be considered potentially significant.

 Mitigation Measure(s)
Further analysis of this impact will be included in the Gentry-Suisun EIR. 
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I.  Introduction 

This report provides an air quality impact assessment of the proposed Gentry/Suisun 
Annexation Project, which involves the annexation of 172.5 acres of land from Solano 
County into the City of Suisun City.  This report is intended to meet the requirements of the 
Bay Area Air Quality Management District=s guidance for environmental documents.1  It 
addresses existing air quality conditions, the impacts of the project during construction, and 
permanent local and regional air quality impacts. Where significant air quality impacts are 
identified, mitigation measures are described that would reduce or eliminate the impact. 

II. Existing Setting 

Air Pollution Climatology 

Suisun City is located between the San Francisco Bay and the Sacramento Valley and is 
within the San Francisco Bay Air Basin.  Suisun City has a relatively low potential for air 
pollution given the persistent and strong winds typical of the area.  Wind records from the 
closest wind-measuring sites show a strong predominance of southwesterly winds.  
Average wind speed is relatively high and the frequency of calm winds is quite low.2  These 
winds dilute pollutants and transport them away from the area, so that emissions released 
in the project area have more influence on air quality in the Sacramento and San Joaquin 
valleys than they do locally.  However, project’s location downwind of the greater Bay Area 
means that pollutants from other areas are transported to the area. 

Air Pollutants and Ambient Air Quality Standards 

Criteria Pollutants

Both the U. S. Environmental Protection Agency and the California Air Resources Board 
have established ambient air quality standards for common pollutants.  These ambient air 
quality standards are levels of contaminants which represent safe levels that avoid specific 
adverse health effects associated with each pollutant.  The ambient air quality standards 
cover what are called "criteria" pollutants because the health and other effects of each 
pollutant are described in criteria documents.  .  The federal and California state ambient air 
quality standards are summarized in Table 1. 

                         
1Bay Area Air Quality Management District, BAAQMD CEQA Guidelines, 1996 (Revised 1999). 

2California Department of Water Resources, Wind in California, Bulletin No. 185, January 1978. 
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Table 1:  Federal and State Ambient Air Quality Standards 

Pollutant Averaging
Time

Federal
Primary

Standard

State
Standard

Ozone 1-Hour 
8-Hour

0.12 PPM 
0.08 PPM 

0.09 PPM 
 0.07 PPM 

Carbon Monoxide 8-Hour 
1-Hour

  9.0 PPM 
35.0 PPM 

  9.0 PPM 
20.0 PPM 

Nitrogen Dioxide Annual Average 
1-Hour

0.05 PPM 
  -- 

  -- 
0.25 PPM 

Sulfur Dioxide Annual Average 
24-Hour
1-Hour

0.03 PPM 
0.14 PPM 
  -- 

  -- 
0.05 PPM 
0.25 PPM 

PM10 Annual Average
24-Hour

  50 µg/m3

150 µg/m3
20 µg/m3

50 µg/m3

PM2.5 Annual 
24-Hour

15 µg/m3

65 µg/m3
 12 µg/m3

  -- 
Lead Calendar Quarter 

30 Day Average 
1.5 µg/m3

    -- 
  -- 
1.5 µg/m3

Sulfates 24 Hour 25  µg/m3   -- 

Hydrogen Sulfide 1-Hour 0.03 PPM   -- 

Vinyl Chloride 24-Hour 0.01 PPM   -- 

PPM = Parts per Million 
µg/m3 = Micrograms per Cubic Meter 
Source: California Air Resources Board, Ambient Air Quality Standards (5/6/05) 
http://www.arb.ca.gov.aqs/aaqs2.pdf
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The federal and state ambient standards were developed independently with differing 
purposes and methods, although both processes attempted to avoid health-related effects. 
As a result, the federal and state standards differ in some cases.  In general, the California 
state standards are more stringent.  This is particularly true for ozone and particulate matter 
(PM10 and PM2.5).

In 1997 new national standards for fine Particulate Matter (diameter 2.5 microns or less) were 
adopted for 24-hour and annual averaging periods.  The current PM10 standards were to be 
retained, but the method and form for determining compliance with the standards were 
revised.

The State of California regularly reviews scientific literature regarding the health effects and 
exposure to PM and other pollutants.  On May 3, 2002, the California Air Resources Board 
(CARB) staff recommended lowering the level of the annual standard for PM10and establishing 
a new annual standard for PM2.5 (particulate matter 2.5 micrometers in diameter and smaller).  
The new standards became effective on July 5, 2003. 

On April 28, 2005 the California Air Resources Board established a new 8-hour standard for 
ozone (0.07 PPM), expected to become effective in early 2006. 

Toxic Air Contaminants

In addition to the criteria pollutants discussed above, Toxic Air Contaminants (TACs) are 
another group of pollutants of concern.  There are many different types of TACs, with 
varying degrees of toxicity.  Sources of TACs include industrial processes such as 
petroleum refining and chrome plating operations, commercial operations such as gasoline 
stations and dry cleaners, and motor vehicle exhaust.  Cars and trucks release at least forty 
different toxic air contaminants.  The most important, in terms of health risk, are diesel 
particulate, benzene, formaldehyde, 1,3-butadiene and acetaldehyde. 

Public exposure to TACs can result from emissions from normal operations, as well as 
accidental releases.  Health effects of TACs include cancer, birth defects, neurological 
damage and death. 

Attainment Status and Regional Air Quality Plans

The federal Clean Air Act and the California Clean Air Act of 1988 require that the State Air 
Resources Board, based on air quality monitoring data, designate portions of the state 
where the federal or state ambient air quality standards are not met as "nonattainment 
areas".  Because of the differences between the national and state standards, the 
designation of nonattainment areas is different under the federal and state legislation. 

The Bay Area is currently a nonattainment for 1-hour ozone standard.   However, in April 
2004, U.S. EPA made a final finding that the Bay Area has attained the national 1-hour 
ozone standard.  The finding of attainment does not mean the Bay Area has been 
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reclassified as an attainment area for the 1-hour standard. The region must submit a re-
designation request to EPA in order to be reclassified as an attainment area. 

The U. S. Environmental Protection Agency has classified the San Francisco Bay Area as a 
nonattainment area for the federal 8-hour ozone standard. The Bay Area was designated 
as unclassifiable/attainment for the federal PM2.5 standards.

Under the California Clean Air Act western Solano County is a nonattainment area for 
ozone and particulate matter (PM10 and PM2.5).  The county is either attainment or 
unclassified for other pollutants.  The California Clean Air Act requires local air pollution 
control districts to prepare air quality attainment plans.  These plans must provide for 
district-wide emission reductions of five percent per year averaged over consecutive three-
year periods or if not, provide for adoption of "all feasible measures on an expeditious 
schedule".

Current Air Quality 

The state and national ambient air quality standards cover a wide variety of pollutants. Only 
a few of these pollutants are problems in the Bay Area either due to the strength of the 
emission or the climate of the region.  The BAAQMD maintains a network of monitoring 
sites in the Bay Area.  The closest monitoring site to Suisun City is in Fairfield, but only 
ozone is monitored at that site.  The closest multi-pollutant monitoring site is located in 
Vallejo. Table 2 summarizes violations of air quality standards at these monitoring sites for 
the period 2002-2004. Table 2 shows that the federal ambient air quality standards are met 
in the project area with the exception of the standard for PM2.5.  State ambient standards 
are met with the exception of ozone and PM10.

Sensitive Receptors 

The Bay Area Air Quality Management District defines sensitive receptors as facilities 
where sensitive receptor population groups (children, the elderly, the acutely ill and the 
chronically ill) are likely to be located.  These land uses include residences, schools 
playgrounds, child care centers, retirement homes, convalescent homes, hospitals and 
medical clinics.  There are residences north of the project site on the far side of SR 12 and 
east of Planning Area 4. 

Standards of Significance 

BAAQMD CEQA Guidelines3 provide the following definitions of a significant air quality 
impact:

                         
3    Bay Area Air Quality Management District, BAAQMD CEQA Guidelines, 1996 (Revised December 
1999). 
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Table 2. Air Quality Data Summary for Fairfield and Vallejo, 2002-2004 

Pollutant Standard
Days Standard Exceeded During: 

  Station 2002 2003 2004 
Ozone Federal 1-Hour Fairfield

Vallejo
0
0

0
0

0
0

Ozone State 1-Hour Fairfield
Vallejo

4
1

0
2

1
1

Ozone Federal 8-Hour Fairfield
Vallejo

0
0

0
0

0
0

PM10 Federal 24-
Hour

Fairfield
Vallejo

-
0

-
0

-
0

PM10 State 24-Hour Fairfield
Vallejo

-
2

-
0

-
1

PM2.5 Federal 24-
Hour

Fairfield
Vallejo

-
1

-
0

-
0

Carbon
Monoxide

State/Federal
8-Hour

Fairfield
Vallejo

-
0

-
0

-
0

Nitrogen
Dioxide

State 1-Hour Fairfield
Vallejo

-
0

-
0

-
0

 
Source: Air Resources Board, Aerometric Data Analysis and Management (ADAM), 
2005. (http://www.arb.ca.gov./adam/cgi-bin/adamtop/d2wstart) 
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$ A project contributing to carbon monoxide (CO) concentrations exceeding the State 
Ambient Air Quality Standard of 9 parts per million (ppm) averaged over 8 hours or 
20 ppm for 1 hour would be considered to have a significant impact. 

$ A project that generates criteria air pollutant emissions in excess of the BAAQMD 
annual or daily thresholds would be considered to have a significant air quality 
impact.  The current thresholds are 15 tons/year or 80 pounds/day for Reactive 
Organic Gases (ROG), Nitrogen Oxides (NOx) or PM10.  Any proposed project that 
would individually have a significant air quality impact would also be considered to 
have a significant cumulative air quality impact. 

$ Any project with the potential to frequently expose members of the public to 
objectionable odors would be deemed to have a significant impact. 

$ Any project with the potential to expose sensitive receptors or the general public to 
substantial levels of toxic air contaminants would be deemed to have a significant 
impact.

Despite the establishment of both federal and state standards for PM2.5 (particulate matter, 
2.5 microns), the BAAQMD has not developed a threshold of significance for this pollutant.  
For this analysis, PM2.5 impacts would be considered significant if project emissions of PM10
(which includes PM2.5) exceed 80 pounds per day.

The BAAQMD significance threshold for construction dust impacts is based on the 
appropriateness of construction dust controls.  The BAAQMD guidelines provide feasible 
control measures for construction emission of PM10.  If the appropriate construction controls 
are to be implemented then air pollutant emissions for construction activities would be 
considered less-than-significant. 

IMPACTS

Impact 1:  Construction Dust Emissions. Construction activities such as demolition, 
clearing, excavation and grading operations, construction vehicle traffic and 
wind blowing over exposed earth would generate fugitive particulate matter 
emissions that would temporarily affect local air quality.

Base Project

Dust would affect local air quality during construction of the project.  Grading, earthmoving 
and excavation are the activities that generate the most PM10 emissions. The dry, windy 
climate of the area during the summer months creates a high potential for dust generation 
when and if underlying soils are exposed to the atmosphere. 

Construction activities would also generate exhaust emissions from vehicles/equipment and 
fugitive particulate matter emissions that would affect local air quality.  Construction 
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activities are also a source of organic gas emissions.  Solvents in adhesives, non-
waterbase paints, thinners, some insulating materials and caulking materials would 
evaporate into the atmosphere and would participate in the photochemical reaction that 
creates urban ozone.  Asphalt used in paving is also a source of organic gases for a short 
time after its application. 

According the BAAQMD CEQA Guidelines, emissions of ozone precursors (ROG and NOx) 
and carbon monoxide related to construction equipment are already included in the 
emission inventory that is the basis for regional air quality plans, and thus are not expected 
to impede attainment or maintenance of ozone and carbon monoxide standards in the Bay 
Area.  Thus, the major effect of construction activities would be increased dustfall and 
locally elevated levels of particulate matter downwind of construction activity.  Construction 
dust has the potential for creating a nuisance at nearby properties.  This is considered a 
potentially significant impact. 

Alternative 1

Dust would affect local air quality during construction of the project.  Grading, earthmoving 
and excavation are the activities that generate the most PM10 emissions. The dry, windy 
climate of the area during the summer months creates a high potential for dust generation 
when and if underlying soils are exposed to the atmosphere. 

Construction activities would also generate exhaust emissions from vehicles/equipment and 
fugitive particulate matter emissions that would affect local air quality.  Construction 
activities are also a source of organic gas emissions.  Solvents in adhesives, non-
waterbase paints, thinners, some insulating materials and caulking materials would 
evaporate into the atmosphere and would participate in the photochemical reaction that 
creates urban ozone.  Asphalt used in paving is also a source of organic gases for a short 
time after its application. 

According the BAAQMD CEQA Guidelines, emissions of ozone precursors (ROG and NOx) 
and carbon monoxide related to construction equipment are already included in the 
emission inventory that is the basis for regional air quality plans, and thus are not expected 
to impede attainment or maintenance of ozone and carbon monoxide standards in the Bay 
Area.  Thus, the major effect of construction activities would be increased dustfall and 
locally elevated levels of particulate matter downwind of construction activity.  Construction 
dust has the potential for creating a nuisance at nearby properties. This is considered a 
potentially significant impact. 

Alternative 2

Dust would affect local air quality during construction of the project.  Grading, earthmoving 
and excavation are the activities that generate the most PM10 emissions. The dry, windy 
climate of the area during the summer months creates a high potential for dust generation 
when and if underlying soils are exposed to the atmosphere. 
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Construction activities would also generate exhaust emissions from vehicles/equipment and 
fugitive particulate matter emissions that would affect local air quality.  Construction 
activities are also a source of organic gas emissions.  Solvents in adhesives, non-
waterbase paints, thinners, some insulating materials and caulking materials would 
evaporate into the atmosphere and would participate in the photochemical reaction that 
creates urban ozone.  Asphalt used in paving is also a source of organic gases for a short 
time after its application. 

According the BAAQMD CEQA Guidelines, emissions of ozone precursors (ROG and NOx) 
and carbon monoxide related to construction equipment are already included in the 
emission inventory that is the basis for regional air quality plans, and thus are not expected 
to impede attainment or maintenance of ozone and carbon monoxide standards in the Bay 
Area.  Thus, the major effect of construction activities would be increased dustfall and 
locally elevated levels of particulate matter downwind of construction activity.  Construction 
dust has the potential for creating a nuisance at nearby properties. This is considered a 
potentially significant impact. 

Mitigation Measure 1 for Base Project, Alternative 1 and Alternative 2: Consistent with 
guidance from the BAAQMD, the following measures shall be required of construction 
contracts and specifications for the project: 

� Water all active construction areas at least twice daily and more often during windy 
periods; active areas adjacent to existing land uses shall be kept damp at all times, or 
shall be treated with non-toxic stabilizers or dust palliatives; 

� Cover all trucks hauling soil, sand, and other loose materials or require all trucks to 
maintain at least 2 feet of freeboard; 

� Pave, apply water three times daily, or apply (non-toxic) soil stabilizers on all unpaved 
access roads, parking areas, and staging areas at construction sites; 

� Sweep daily (preferably with water sweepers) all paved access roads, parking areas, 
and staging areas at construction sites; water sweepers shall vacuum up excess water 
to avoid runoff-related impacts to water quality; 

� Sweep streets daily (preferably with water sweepers) if visible soil material is carried 
onto adjacent public streets; 

� Apply non-toxic soil stabilizers to inactive construction areas; 

� Enclose, cover, water twice daily, or apply non-toxic soil binders to exposed stockpiles 
(dirt, sand, etc.); 
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� Limit traffic speeds on unpaved roads to 15 mph; 

� Install sandbags or other erosion control measures to prevent silt runoff to public 
roadways;

� Replant vegetation in disturbed areas as quickly as possible. 

The above measures include all feasible measures for construction emissions identified by 
the Bay Area Air Quality Management District for large sites.  According to the District 
threshold of significance for construction impacts, implementation of the measures would 
reduce construction impacts to a less-than-significant level. 

Impact 2:  Construction TAC Emissions. During construction various diesel-powered 
vehicles and equipment would be in use on the site, potentially exposing 
sensitive receptors to diesel particulate.

During construction various diesel-powered vehicles and equipment would be in use on the 
site.  In 1998 the California Air Resources Board identified particulate matter from 
diesel-fueled engines as a toxic air contaminant (TAC).  CARB has completed a risk 
management process that identified potential cancer risks for a range of activities using 
diesel-fueled engines.4  High volume freeways, stationary diesel engines and facilities 
attracting heavy and constant diesel vehicle traffic (distribution centers, truckstop) were 
identified as having the highest associated risk. 

Base Project

Health risks from Toxic Air Contaminants are function of both concentration and duration of 
exposure.  Unlike the above types of sources, construction diesel emissions are temporary, 
affecting an area for a period of days or perhaps weeks.  The major source of diesel 
exhaust during construction would be earthmoving equipment.  Also, there would be 
roughly 2350 trucks trips bringing imported fill to the site. These emissions would be 
released prior to occupation of the site and thus would not affect on-site sensitive receptors 
such as proposed residences.  Construction activity would be occurring at a substantial 
distance from the closest sensitive receptors, which are located roughly 250 feet north of 
Highway 12.  Because of the above considerations, and the short duration of construction, 
health risks form construction emissions of diesel particulate would be a less-than-
significant impact. 

Alternative 1

Health risks from Toxic Air Contaminants are function of both concentration and duration of 
exposure.  Unlike the above types of sources, construction diesel emissions are temporary, 
                         
4 California Air Resources Board, Risk Reduction Plan to Reduce Particulate Matter Emissions from 
Diesel-Fueled Engines and Vehicles, October 2000. 
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affecting an area for a period of days or perhaps weeks.  The major source of diesel 
exhaust during construction would be earthmoving equipment.  Also, there would be 
roughly 2350 trucks trips bringing imported fill to the site. These emissions would be 
released prior to occupation of the site and thus would not affect on-site sensitive receptors 
such as proposed residences.  Construction activity would be occurring at a substantial 
distance from the closest sensitive receptors, which are located roughly 250 feet north of 
Highway 12.  Because of the above considerations, and the short duration of construction, 
health risks form construction emissions of diesel particulate would be a less-than-
significant impact. 

Alternative 2

Health risks from Toxic Air Contaminants are function of both concentration and duration of 
exposure.  Unlike the above types of sources, construction diesel emissions are temporary, 
affecting an area for a period of days or perhaps weeks.  The major source of diesel 
exhaust during construction would be earthmoving equipment.  Also, there would be 
roughly 2350 trucks trips bringing imported fill to the site. These emissions would be 
released prior to occupation of the site and thus would not affect on-site sensitive receptors 
such as proposed residences.  Construction activity would be occurring at a substantial 
distance from the closest sensitive receptors, which are located roughly 250 feet north of 
Highway 12.  Because of the above considerations, and the short duration of construction, 
health risks form construction emissions of diesel particulate would be a less-than-
significant impact. 

Mitigation Measure 2 for Base Project, Alternative 1 and Alternative 2:  None required. 

Impact 3:  Permanent Local Impacts. Project traffic would add to carbon monoxide 
concentrations near streets and intersections providing access to the site.

On the local scale, the project would change traffic on the local street network, changing 
carbon monoxide levels along roadways used by project traffic.  Carbon monoxide is an 
odorless, colorless poisonous gas whose primary source in the Bay Area is automobiles. 
Concentrations of this gas are highest near intersections of major roads. 

The Bay Area Air Quality Management District=s BAAQMD CEQA Guidelines recommends 
estimation of carbon monoxide concentrations for projects where project traffic would 
impact signalized intersections or roadway links operating at Level of Service D, E, or F or 
would cause Level of Service to decline to D, E, or F.

The traffic study prepared for the project found that five signalized intersections meet the 
BAAQMD threshold for modeling in the PM peak hour. Carbon monoxide concentrations 
under worst-case meteorological conditions have been predicted for these intersections.  
PM peak traffic volumes were applied to the a screening form of the CALINE-4 dispersion 
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model to predict maximum 1- and 8-hour concentrations near these intersections under the 
worst-case assumption that project traffic changes would occur in 2006.  Appendix 1 
provides a description of the model and a discussion of the methodology and assumptions 
used in the analysis.  The model results were used to predict the maximum 1- and 8-hour 
concentrations, corresponding to the 1- and 8-hour averaging times specified in the state 
and federal ambient air quality standards for carbon monoxide. 

Tables 3-5 show the results of the CALINE-4 analysis for the peak 1-hour and 8-hour traffic 
periods in parts per million (PPM).  The 1-hour values are to be compared to the federal 1-
hour standard of 35 PPM and the state standard of 20 PPM.  The 8-hour values in Table 3 
are to be compared to the state and federal standard of 9 PPM.   

Base Project

Table 3 shows that existing predicted concentrations near the intersections meet the 1-hour 
and 8-hour standards.  Traffic from the proposed project would increase concentrations by 
up to 1.1 PPM, but concentrations would remain below the most stringent state or federal 
standards.  Concentrations with project and cumulative traffic

Table 3: Base Project Worst Case Carbon Monoxide Concentrations Near Selected 
Intersections, in Parts Per Million 

Intersection Existing
     (2006) 

  1-Hr      8-Hr

Existing + Base 
Project (2006) 

  1-Hr      8-Hr 

Cumulative + Base 
Project (2030) 

1-Hr      8-Hr
Texas/
I-80 WB Ramps 

         6.6         3.9          6.8         4.1          4.2         2.2 

Pennsylvania/
SR 12. 

         9.4         5.9        10.5         6.7           5.3         3.0 

Beck/
SR 12 

         9.0         5.6          9.6         6.0          5.2         2.9 

Texas/
Pennsylvania

         6.9         4.2          7.3         4.5          4.6          2.5 

Texas/
Beck

         7.4         4.5          7.6          4.7          4.9          2.7 

Most Stringent 
Standard

       20.0         9.0         20.0         9.0         20.0         9.0 



 
 

13

growth in 2030 would also not exceed the state/federal ambient air quality standards. 

Since project traffic would not cause any new violations of the 8-hour standards for carbon 
monoxide, nor contribute substantially to an existing or projected violation, project impacts 
on local carbon monoxide concentrations are considered to be less-than-significant.

Alternative 1

Table 4 shows that existing predicted concentrations near the intersections meet the 1-hour 
and 8-hour standards.  Traffic from the proposed project would increase concentrations by 
up to 0.8 PPM, but concentrations would remain below the most stringent state or federal 
standards.  Concentrations with project and cumulative traffic growth in 2030 would also not 
exceed the state/federal ambient air quality standards. 

Since project traffic would not cause any new violations of the 8-hour standards for carbon 
monoxide, nor contribute substantially to an existing or projected violation, project impacts 
on local carbon monoxide concentrations are considered to be less-than-significant.

Alternative 2

Table 5 shows that existing predicted concentrations near the intersections meet the 1-hour 
and 8-hour standards.  Traffic from the proposed project would increase concentrations by 
up to 0.7 PPM, but concentrations would remain below the most stringent state or federal 
standards.  Concentrations with project and cumulative traffic growth in 2030 would also not 
exceed the state/federal ambient air quality standards. 

Since project traffic would not cause any new violations of the 8-hour standards for carbon 
monoxide, nor contribute substantially to an existing or projected violation, project impacts 
on local carbon monoxide concentrations are considered to be less-than-significant.

Mitigation Measure 3 for Base Project, Alternative 1 and Alternative 2:  None required. 

Impact 4:  Permanent Regional Impacts. Additional trips to and from the project would 
result in new air pollutant emissions within the air basin.

Base Project

Vehicle trips generated by the Base Project would result in air pollutant emissions affecting 
the entire San Francisco Bay Air Basin.  The Base Project is expected to generate an 
additional 26,600 new daily vehicle trips.  Regional emissions associated with new vehicle 
trips have been calculated using the URBEMIS2002 emission model.  The methodology 
used in estimating vehicular emissions is described in Appendix 2. 
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Table 4: Alternative 1 Worst Case Carbon Monoxide Concentrations Near Selected 
Intersections, in Parts Per Million 

Intersection Existing
(2006)

    1-Hr      8-Hr

Existing + 
Alternative 1 

(2006)

    1-Hr      8-Hr 

Cumulative + 
Alternative 1 

(2030)

  1-Hr      8-Hr
Texas/
I-80 WB Ramps 

         6.6         3.9          6.7         4.0          4.2         2.2 

Pennsylvania/
SR 12. 

         9.4         5.9        10.2         6.5           5.3         2.9 

Beck/
SR 12 

         9.0         5.6          9.4         5.9          5.1         2.8 

Texas/
Pennsylvania

         6.9         4.2          7.2         4.4          4.5         2.4 

Texas/
Beck

         7.4         4.5          7.6         4.6          4.9         2.7 

Most Stringent 
Standard

       20.0         9.0        20.0         9.0         20.0        9.0 
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Table 5: Alternative 2 Worst Case Carbon Monoxide Concentrations Near Selected 
Intersections, in Parts Per Million 

Intersection Existing
     (2006) 

  1-Hr      8-Hr

Existing + 
Alternative 1 

(2006)

  1-Hr      8-Hr 

Cumulative + 
Alternative 2 

(2030)

1-Hr      8-Hr
Texas/
I-80 WB Ramps 

         6.6         3.9            6.7         4.0           4.2         2.2 

Pennsylvania/
SR 12. 

         9.4         5.9          10.1         6.4            5.2         2.9 

Beck/
SR 12 

         9.0         5.6            9.4         5.9           5.1         2.8 

Texas/
Pennsylvania

         6.9         4.2            7.2         4.4           4.5         2.4 

Texas/
Beck

         7.4         4.5            7.5         4.6           4.9         2.7 

Most Stringent 
Standard

       20.0         9.0          20.0         9.0         20.0         9.0 
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The incremental daily emission increase associated with Base Project land uses is 
identified in Table 6 for reactive organic gases and oxides of nitrogen (two precursors of 
ozone) and PM10.  The Bay Area Air Quality Management District has established threshold 
of significance for ozone precursors and PM10 of 80 pounds per day.  Proposed Base 
Project emissions shown in Table 6 would exceed these thresholds of significance by a 
substantial amount, so the Base Project would have a significant effect on regional air 
quality.

Alternative 1

Vehicle trips generated by Alternative 1 would result in air pollutant emissions affecting the 
entire San Francisco Bay Air Basin.  Alternative 1 is expected to generate an additional 
21,700 new daily vehicle trips.  Regional emissions associated with new vehicle trips have 
been calculated using the URBEMIS2002 emission model.  The methodology used in 
estimating vehicular emissions is described in Appendix 2. 

The incremental daily emission increase associated with Alternative 1 land uses is 
identified in Table 6 for reactive organic gases and oxides of nitrogen (two precursors of 
ozone) and PM10.  The Bay Area Air Quality Management District has established threshold 
of significance for ozone precursors and PM10 of 80 pounds per day.  Proposed Alternative 
1 emissions shown in Table 6 would exceed these thresholds of significance by a 
substantial amount, so Alternative 1 would have a significant effect on regional air quality. 

Alternative 2

Vehicle trips generated by Alternative 2 would result in air pollutant emissions affecting the 
entire San Francisco Bay Air Basin.  Alternative 2 is expected to generate an additional 
18,800 new daily vehicle trips.  Regional emissions associated with new vehicle trips have 
been calculated using the URBEMIS2002 emission model.  The methodology used in 
estimating vehicular emissions is described in Appendix 2. 

The incremental daily emission increase associated with Alternative 2 land uses is 
identified in Table 6 for reactive organic gases and oxides of nitrogen (two precursors of 
ozone) and PM10.  The Bay Area Air Quality Management District has established threshold 
of significance for ozone precursors and PM10 of 80 pounds per day.  Proposed Alternative 
2 emissions shown in Table 6 would exceed these thresholds of significance by a 
substantial amount, so Alternative 2 would have a significant effect on regional air quality. 

Mitigation Measure 4 for the Base Project, Alternative 1 and Alternative 2: The 
BAAQMD has identified mitigation measures for reducing vehicle emissions from residential 
projects.  Many of these measures, however, are predicated on the availability of 
substantial transit service.  The site is suburban in nature with only limited transit service 
available. Feasible mitigation measures to reduce vehicle emissions for a suburban project 
would include: 
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Table 6:  Project Regional Emissions in Pounds Per Day 

Reactive
Organic
Gases

Nitrogen
Oxides

PM10

Base Project 166.7 164.8 143.1

Alternative 1 139.9 138.9 121.5 

Alternative 2 125.7 124.4 109.7 

BAAQMD Significance 
Threshold

80.0 80.0 80.0
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$ Provide bicycle lanes, sidewalks and/or paths, connecting project residences to 
adjacent schools, parks, the nearest transit stop and nearby commercial areas. 
Provide a satellite tele-commute center within or near the development. 

$ Provide secure and conveniently placed bicycle parking and storage facilities at 
parks and other facilities. 

� Allow only natural gas fireplaces, pellet stoves or EPA-Certified wood-burning 
fireplaces or stoves in single-family houses.  Conventional open-hearth fireplaces 
should not be permitted.  EPA-Certified fireplaces and fireplace inserts are 75 
percent effective in reducing emissions from this source. 

� Use electric lawn and garden equipment for landscaping. 

� Construct transit amenities such as bus turnouts/bus bulbs, benches, shelters, etc. 

� Provide direct, safe, attractive pedestrian access from project land uses to transit 
stops and adjacent development. 

� Utilize reflective (or high albedo) and emissive roofs and light colored construction 
materials to increase the reflectivity of roads, driveways, and other paved surfaces, 
and include shade trees near buildings to directly shield them from the sun's rays 
and reduce local air temperature and cooling energy demand.

The commercial and office portions of the project should be required to apply TSM 
measures to reduce trips.  Appropriate strategies would be: 

� Provide physical improvements, such as sidewalk improvements, landscaping and 
bicycle parking that would act as incentives for pedestrian and bicycle modes of 
travel.

� Connect site with regional bikeway/pedestrian trail system. 

� Provide transit information kiosks. 

� Implement feasible travel demand management (TDM) measures for a project of 
this type. This would include a ride-matching program, guaranteed ride home 
programs, coordination with regional ridesharing organizations and transit incentives 
program.

� Provide showers and lockers for employees bicycling or walking to work. 
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� Provide secure and conveniently located bicycle parking and storage for workers 
and patrons. 

� Provide electric vehicle charging facilities. 

� Provide preferential parking for Low Emission Vehicles (LEVs). 

� Specialty equipment (utility carts, forklifts, etc.) should be electrically, CNG or 
propane powered. 

� Utilize reflective (or high albedo) and emissive roofs and light colored construction 
materials to increase the reflectivity of roads, driveways, and other paved surfaces, 
and include shade trees near buildings to directly shield them from the sun's rays 
and reduce local air temperature and cooling energy demand.

The above measures have the potential to reduce project-related regional emissions by 10-
20%.  Even with a reduction of this magnitude, Base Project, Alternative 1 and Alternative 2 
emissions would remain well above the BAAQMD significance threshold of 80 pounds per 
day.  Project regional air quality impacts would remain significant after mitigation. 

Impact 5:  Diesel Particulate. The project would generate additional deliveries by diesel 
trucks and would create new loading docks which would increase the exposure 
to diesel particulate at residences.

Base Project

The Base Project would result in new truck trips accessing the receiving docks on the south 
side of the major anchor stores.  The railroad right-of-way and Pennsylvania Avenue 
provide a setback between the loading docks and the closest homes. In addition, these 
closest homes would not be downwind of the receiving docks under normal prevailing west 
winds.

Because of the relatively low level of truck activity, lack of extended truck idling on the 
project site, lack of receptors downwind of the loading dock area, and generally good 
ventilation characteristics of the project area during daylight hours, the project would not be 
considered to Aexpose sensitive receptors substantial levels of toxic air contaminants.@  Base 
Project impacts related to diesel truck exhaust are considered to be less-than-significant. 

Alternative 1

Alternative 1 would result in new truck trips accessing the receiving docks on the south side 
of the major anchor stores.  The railroad right-of-way and Pennsylvania Avenue provide a 
setback between the loading docks and the closest homes. In addition, these closest 
homes would not be downwind of the receiving docks under normal prevailing west winds. 
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Because of the relatively low level of truck activity, lack of extended truck idling on the 
project site, lack of receptors downwind of the loading dock area, and generally good 
ventilation characteristics of the project area during daylight hours, Alternative 2 would not 
be considered to Aexpose sensitive receptors substantial levels of toxic air contaminants.@
Alternative 1 impacts related to diesel truck exhaust are considered to be less-than-significant. 

Alternative 2

Alternative 2 would result in new truck trips accessing the receiving docks at the rear of the 
major anchor store.  There would be only a limited setback between the loading docks and 
the closest homes. However, these closest homes would not be downwind of the receiving 
dock under normal prevailing west winds. 

Because of the relatively low level of truck activity, lack of extended truck idling on the 
project site, lack of receptors downwind of the loading dock area, and generally good 
ventilation characteristics of the project area during daylight hours, Alternative 2 would not 
be considered to Aexpose sensitive receptors substantial levels of toxic air contaminants.@
Alternative 2 impacts related to diesel truck exhaust are considered to be less-than-significant. 

Mitigation Measure 5 for Base Project, Alternative 1 and Alternative 2: None required. 

Impact 6:  Other TACs. The project would include sensitive receptors that would be 
exposed to mobile and possibly stationary sources of TACs.

The California Air Resources Board recently published an air quality/land use handbook.5
The handbook, which is advisory and not regulatory, was developed in response to recent 
studies that have demonstrated a link between exposure to poor air quality and respiratory 
illnesses, both cancer and non-cancer related.  The CARB handbook recommends that 
planning agencies strongly consider proximity to these sources when finding new locations 
for "sensitive" land uses such as homes, medical facilities, daycare centers, schools and 
playgrounds.

Air pollution sources of concern include freeways, rail yards, ports, refineries, distribution 
centers, chrome plating facilities, dry cleaners and large gasoline service stations. 

Key recommendations in the handbook include taking steps to avoid siting new, sensitive 
land uses:

� Within 500 feet of a freeway, urban roads with 100,000 vehicles/day, or rural roads with 
50,000 vehicles/day;

� Within 1,000 feet of a major service and maintenance rail yard; 

                         
5 California Air Resources Board, Air Quality and Land Use Handbook: A Community Health Perspectiv, 
April 2005. 
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� Immediately downwind of ports (in the most heavily impacted zones) and petroleum 
refineries;

� Within 300 feet of any dry cleaning operation (for operations with two or more 
machines, provide 500 feet); 

� Within 300 feet of a large gas station (defined as a facility with a throughput of 3.6 
million gallons per year or greater).

Base Project

The Base Project would create new residential areas.  These sensitive receptors would be 
a substantial distance from Highway 12, but would be adjacent or near the existing railroad 
that traverses the site. While the CARB handbook provides siting guidelines near “major 
service and maintenance yards”, it contains no minimum setbacks from rail corridors.   
Base Project impacts related to mobile and stationary sources of TACs are considered to be 
less-than-significant.

Alternative 1

Alternative 1 would create new residential areas.  While two of the three residential areas 
would be a substantial distance from Highway 12, one would front Highway 12 at the 
northwest corner of the site.  Highway 12, which would be considered an urban road and 
not a freeway, does not currently carry more than 100,000 vehicles per day. 

The other residential portions of Alternative 1 would be adjacent or near the existing 
railroad that traverses the site.  While the CARB handbook provides siting guidelines near 
“major service and maintenance yards”, it contains no minimum setbacks from rail 
corridors. Alternative 1 impacts related to mobile and stationary sources of TACs are 
considered to be less-than-significant. 

Alternative 2

Alternative 2 would create new residential areas.  While two of the three residential areas 
would be a substantial distance from Highway 12, one would front Highway 12 at the 
northwest corner of the site.  Highway 12, which would be considered an urban road and 
not a freeway, does not currently carry more than 100,000 vehicles per day. 

The other residential portions of Alternative 2 would be adjacent or near the existing 
railroad that traverses the site.  While the CARB handbook provides siting guidelines near 
“major service and maintenance yards”, it contains no minimum setbacks from rail 
corridors. Alternative 2 impacts related to mobile and stationary sources of TACs are 
considered to be less-than-significant. 

Mitigation Measure 6 for Base Project, Alternative 1 and Alternative 2: None required. 
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Impact 7: Cumulative Regional Impacts. The project would have a significant impact 
individually on regional air quality and therefore would also have a cumulatively 
significant regional air quality impact.

Base Project

According to BAAQMD significance criteria, any proposed project that would individually 
have a significant air quality impact would also be considered to have a significant 
cumulative air quality impact.  Project local impacts on carbon monoxide concentrations 
were found to be less than significant when combined with the effects of cumulative traffic 
increases (See Table 3).  However, the Base Project was found to individually have a 
significant impact on regional air quality and thus would also have a significant cumulative 
impact on regional air quality (See Impact 4 and Table 6). 

Alternative 1

According to BAAQMD significance criteria, any proposed project that would individually 
have a significant air quality impact would also be considered to have a significant 
cumulative air quality impact.  Project local impacts on carbon monoxide concentrations 
were found to be less than significant when combined with the effects of cumulative traffic 
increases (See Table 4).  However, Alternative 1 was found to individually have a 
significant impact on regional air quality and thus would also have a significant cumulative 
impact on regional air quality (See Impact 4 and Table 6). 

Alternative 2

According to BAAQMD significance criteria, any proposed project that would individually 
have a significant air quality impact would also be considered to have a significant 
cumulative air quality impact.  Project local impacts on carbon monoxide concentrations 
were found to be less than significant when combined with the effects of cumulative traffic 
increases (See Table 5).  However, Alternative 2 was found to individually have a 
significant impact on regional air quality and thus would also have a significant cumulative 
impact on regional air quality (See Impact 4 and Table 6). 

Mitigation Measure 7 for Base Project, Alternative 1 and Alternative 2: Same as 
Mitigation Measure 4. 
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APPENDIX 1

CALINE-4 MODELING

The CALINE-4 model is a fourth-generation line source air quality model that is based on 
the Gaussian diffusion equation and employs a mixing zone concept to characterize 
pollutant dispersion over the roadway.  Given source strength, meteorology, site geometry 
and site characteristics, the model predicts pollutant concentrations for receptors located 
within 150 meters of the roadway.  The CALINE-4 model allows roadways to be broken into 
multiple links that can vary in traffic volume, emission rates, height, width, etc.

A screening-level form of the CALINE-4 program was used to predict concentrations.6
Normalized concentrations for each roadway size (2 lanes, 4 lanes, etc.) are adjusted for 
the two-way traffic volume and emission factor. Calculations were made for a receptor at a 
corner of the intersection, located at the curb.  Emission factors were derived from the 
California Air Resources Board EMFAC7-2002 computer program based on a 2006 and 
2030 Bay Area vehicle mix. 

The screening form of the CALINE-4 model calculates the local contribution of nearby 
roads to the total concentration.  The other contribution is the background level attributed to 
more distant traffic.  The 1-hour background level in 2005 was taken as 3.7 PPM and the 8-
hour background concentration was taken as 1.9 PPM.  The 1-hour background level in 
2030 was taken as 3.5 PPM and the 8-hour background concentration was taken as 1.7 
PPM. These backgrounds were estimated using isopleth maps and correction factors 
developed by the Bay Area Air Quality Management District. 

Eight-hour concentrations were obtained from the 1-hour output of the CALINE-4 model 
using a persistence factor of 0.7. 

                         
6  Bay Area Air Quality Management District, BAAQMD CEQA Guidelines, 1996 (Revised 1999). 
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APPENDIX 2 

URBEMIS-2002

Estimates of regional emissions generated by project traffic were made using a program 
called URBEMIS-2002 (Version 8.7).7  URBEMIS-2002 is a program that estimates the 
emissions that result from various land use development projects.  Land use project can 
include residential uses such as single-family dwelling units, apartments and 
condominiums, and nonresidential uses such as shopping centers, office buildings, and 
industrial parks.  URBEMIS-2002 contains default values for much of the information 
needed to calculate emissions.  However, project-specific, user-supplied information can 
also be used when it is available. 

Inputs to the URBEMIS-2002 program include trip generation rates, vehicle mix, average 
trip length by trip type and average speed.  Trip generation rates for project land uses were 
provided by the project transportation consultant.  Average trip lengths and vehicle mixes 
for the Bay Area were used.  Average speed for all types of trips was assumed to be 30 
MPH.  The URBEMIS-2002 run assumed summertime conditions with an ambient 
temperature of 85 degrees F.

The analysis was carried out assuming project build-out would occur by the year 2007.  The 
URBEMIS-2002 output is attached. 

                         
7  Jones and Stokes Associates, Software User’s Guide:  URBEMIS2002 for Windows with Enhanced 
Construction Module, Version 8.7, April 2005. 
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Page: 1 
02/17/2006 9:26 AM 

               URBEMIS 2002 For Windows   8.7.0 

File Name:                      C:\Program Files\URBEMIS 2002 Version 
8.7\Projects2k2\gentrysuisun.urb
Project Name:                   Suisun Gentry Base Project 
Project Location:               San Francisco Bay Area 
On-Road Motor Vehicle Emissions Based on EMFAC2002 version 2.2 

                       SUMMARY REPORT
                    (Pounds/Day - Summer) 

OPERATIONAL (VEHICLE) EMISSION ESTIMATES 
                                    ROG       NOx        CO       SO2      PM10 

 TOTALS (lbs/day,unmitigated)    166.65    164.75  1,664.93      0.95    143.10 
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Page: 2 
02/17/2006 9:26 AM 

               URBEMIS 2002 For Windows   8.7.0 

File Name:                      C:\Program Files\URBEMIS 2002 Version 
8.7\Projects2k2\gentrysuisun.urb
Project Name:                   Suisun Gentry Base Project 
Project Location:               San Francisco Bay Area 
On-Road Motor Vehicle Emissions Based on EMFAC2002 version 2.2 

                        DETAIL REPORT
                    (Pounds/Day - Summer) 

                 UNMITIGATED OPERATIONAL EMISSIONS 

                                 ROG       NOx        CO       SO2      PM10 
Condo/townhouse general        20.87     19.61    206.71      0.12     18.63 
Regnl shop. center            144.03    143.25  1,438.44      0.81    122.65 
Office park                     1.75      1.89     19.78      0.01      1.82 

TOTAL EMISSIONS (lbs/day)     166.65    164.75  1,664.93      0.95    143.10 

Includes correction for passby trips. 
Includes the following double counting adjustment for internal trips: 
Residential trips:        0.00  % reduction.  Nonresidential trips:     0.00  % reduction. 

OPERATIONAL (Vehicle) EMISSION ESTIMATES 

Analysis Year: 2007  Temperature (F): 85   Season: Summer 

EMFAC Version: EMFAC2002 (9/2002) 

Summary of Land Uses:

                                                                  No.      Total 
Unit Type                 Acreage    Trip Rate                    Units    Trips 

Condo/townhouse general     22.44    5.30 trips/dwelling unit    359.00 1,902.70 
Regnl shop. center                  34.02 trips/1000 sq. ft.     720.8424,522.94 
Office park                         11.01 trips/1000 sq. ft.      15.68   172.66 

                                                 Sum of Total Trips    26,598.30 
                                       Total Vehicle Miles Traveled    93,838.58 

Vehicle Assumptions: 

Fleet Mix:

Vehicle Type             Percent Type    Non-Catalyst     Catalyst         Diesel 
Light Auto                  55.20            1.80           97.80            0.40 
Light Truck < 3,750   lbs   15.10            3.30           94.00            2.70 
Light Truck  3,751- 5,750   16.10            1.90           96.90            1.20 
Med Truck    5,751- 8,500    7.10            1.40           95.80            2.80 
Lite-Heavy   8,501-10,000    1.10            0.00           81.80           18.20 
Lite-Heavy  10,001-14,000    0.40            0.00           50.00           50.00 
Med-Heavy   14,001-33,000    1.00            0.00           20.00           80.00 
Heavy-Heavy 33,001-60,000    0.90            0.00           11.10           88.90 
Line Haul > 60,000    lbs    0.00            0.00            0.00          100.00 
Urban Bus                    0.10            0.00            0.00          100.00 
Motorcycle                   1.70           82.40           17.60            0.00 
School Bus                   0.10            0.00            0.00          100.00 
Motor Home                   1.20            8.30           83.30            8.40 

Travel Conditions 
                                 Residential                  Commercial 
                          Home-     Home-     Home-
                          Work      Shop      Other   Commute  Non-Work Customer 
Urban Trip Length (miles) 11.8       4.6       6.1      11.8       5.0       5.0 
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Rural Trip Length (miles) 15.0      10.0      10.0      15.0      10.0      10.0 
Trip Speeds (mph)         30.0      30.0      30.0      30.0      30.0      30.0 
% of Trips - Residential  27.3      21.2      51.5 

% of Trips - Commercial (by land use) 
Regnl shop. center                                       2.0       1.0      97.0 
Office park                                             48.0      24.0      28.0 
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Page: 3 
02/17/2006 9:26 AM 

Changes made to the default values for Land Use Trip Percentages 

The Trip Rate and/or Acreage values for Condominium/townhouse general 
 have changed from the defaults 6.9/22.44 to 5.3/22.44 

Changes made to the default values for Operations 

The double counting option switch changed from off to on. 
The operational emission year changed from 2005 to 2007. 
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Page: 1 
02/17/2006 9:32 AM 

               URBEMIS 2002 For Windows   8.7.0 

File Name:                      C:\Program Files\URBEMIS 2002 Version 
8.7\Projects2k2\suisungentrybaseproject.urb
Project Name:                   Suisun Gentry Alt. 1 
Project Location:               San Francisco Bay Area 
On-Road Motor Vehicle Emissions Based on EMFAC2002 version 2.2 

                       SUMMARY REPORT
                    (Pounds/Day - Summer) 

OPERATIONAL (VEHICLE) EMISSION ESTIMATES 
                                    ROG       NOx        CO       SO2      PM10 

 TOTALS (lbs/day,unmitigated)    139.91    138.85  1,407.44      0.81    121.53 
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Page: 2 
02/17/2006 9:32 AM 

               URBEMIS 2002 For Windows   8.7.0 

File Name:                      C:\Program Files\URBEMIS 2002 Version 
8.7\Projects2k2\suisungentrybaseproject.urb
Project Name:                   Suisun Gentry Alt. 1 
Project Location:               San Francisco Bay Area 
On-Road Motor Vehicle Emissions Based on EMFAC2002 version 2.2 

                        DETAIL REPORT
                    (Pounds/Day - Summer) 

                 UNMITIGATED OPERATIONAL EMISSIONS 

                                 ROG       NOx        CO       SO2      PM10 
Condo/townhouse general        23.56     22.03    232.31      0.14     20.93 
Regnl shop. center            111.14    111.46  1,119.21      0.63     95.43 
Office park                     0.45      0.48      5.04      0.00      0.46 
General light industry          4.76      4.87     50.88      0.03      4.70 

TOTAL EMISSIONS (lbs/day)     139.91    138.85  1,407.44      0.81    121.53 

Includes correction for passby trips. 
Includes the following double counting adjustment for internal trips: 
Residential trips:        0.00  % reduction.  Nonresidential trips:     0.00  % reduction. 

OPERATIONAL (Vehicle) EMISSION ESTIMATES 

Analysis Year: 2007  Temperature (F): 85   Season: Summer 

EMFAC Version: EMFAC2002 (9/2002) 

Summary of Land Uses:

                                                                  No.      Total 
Unit Type                 Acreage    Trip Rate                    Units    Trips 

Condo/townhouse general     25.75    5.19 trips/dwelling unit    412.00 2,138.28 
Regnl shop. center                  38.94 trips/1000 sq. ft.     490.0019,080.60 
Office park                         11.01 trips/1000 sq. ft.       4.00    44.04 
General light industry               6.97 trips/1000 sq. ft.      62.00   432.14 

                                                 Sum of Total Trips    21,695.06 
                                       Total Vehicle Miles Traveled    79,699.56 

Vehicle Assumptions: 

Fleet Mix:

Vehicle Type             Percent Type    Non-Catalyst     Catalyst         Diesel 
Light Auto                  55.20            1.80           97.80            0.40 
Light Truck < 3,750   lbs   15.10            3.30           94.00            2.70 
Light Truck  3,751- 5,750   16.10            1.90           96.90            1.20 
Med Truck    5,751- 8,500    7.10            1.40           95.80            2.80 
Lite-Heavy   8,501-10,000    1.10            0.00           81.80           18.20 
Lite-Heavy  10,001-14,000    0.40            0.00           50.00           50.00 
Med-Heavy   14,001-33,000    1.00            0.00           20.00           80.00 
Heavy-Heavy 33,001-60,000    0.90            0.00           11.10           88.90 
Line Haul > 60,000    lbs    0.00            0.00            0.00          100.00 
Urban Bus                    0.10            0.00            0.00          100.00 
Motorcycle                   1.70           82.40           17.60            0.00 
School Bus                   0.10            0.00            0.00          100.00 
Motor Home                   1.20            8.30           83.30            8.40 

Travel Conditions 
                                 Residential                  Commercial 
                          Home-     Home-     Home-
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                          Work      Shop      Other   Commute  Non-Work Customer 
Urban Trip Length (miles) 11.8       4.6       6.1      11.8       5.0       5.0 
Rural Trip Length (miles) 15.0      10.0      10.0      15.0      10.0      10.0 
Trip Speeds (mph)         30.0      30.0      30.0      30.0      30.0      30.0 
% of Trips - Residential  27.3      21.2      51.5 

% of Trips - Commercial (by land use) 
Regnl shop. center                                       2.0       1.0      97.0 
Office park                                             48.0      24.0      28.0 
General light industry                                  50.0      25.0      25.0 
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Page: 3 
02/17/2006 9:32 AM 

Changes made to the default values for Land Use Trip Percentages 

The Trip Rate and/or Acreage values for Condominium/townhouse general 
 have changed from the defaults 6.9/25.75 to 5.19/25.75 

Changes made to the default values for Operations 

The double counting option switch changed from off to on. 
The operational emission year changed from 2005 to 2007. 
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Page: 1 
02/17/2006 9:36 AM 

               URBEMIS 2002 For Windows   8.7.0 

File Name:                      C:\Program Files\URBEMIS 2002 Version 
8.7\Projects2k2\suisungentryalt1.urb
Project Name:                   Suisun Gentry Alt. 2 
Project Location:               San Francisco Bay Area 
On-Road Motor Vehicle Emissions Based on EMFAC2002 version 2.2 

                       SUMMARY REPORT
                    (Pounds/Day - Summer) 

OPERATIONAL (VEHICLE) EMISSION ESTIMATES 
                                    ROG       NOx        CO       SO2      PM10 

 TOTALS (lbs/day,unmitigated)    125.67    124.39  1,265.20      0.73    109.70 
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               URBEMIS 2002 For Windows   8.7.0 

File Name:                      C:\Program Files\URBEMIS 2002 Version 
8.7\Projects2k2\suisungentryalt1.urb
Project Name:                   Suisun Gentry Alt. 2 
Project Location:               San Francisco Bay Area 
On-Road Motor Vehicle Emissions Based on EMFAC2002 version 2.2 

                        DETAIL REPORT
                    (Pounds/Day - Summer) 

                 UNMITIGATED OPERATIONAL EMISSIONS 

                                 ROG       NOx        CO       SO2      PM10 
Condo/townhouse general        30.03     27.81    293.24      0.18     26.42 
Regnl shop. center             90.43     91.23    916.03      0.52     78.11 
Office park                     0.45      0.48      5.04      0.00      0.46 
General light industry          4.76      4.87     50.88      0.03      4.70 

TOTAL EMISSIONS (lbs/day)     125.67    124.39  1,265.20      0.73    109.70 

Includes correction for passby trips. 
Includes the following double counting adjustment for internal trips: 
Residential trips:        0.00  % reduction.  Nonresidential trips:     0.00  % reduction. 

OPERATIONAL (Vehicle) EMISSION ESTIMATES 

Analysis Year: 2007  Temperature (F): 85   Season: Summer 

EMFAC Version: EMFAC2002 (9/2002) 

Summary of Land Uses:

                                                                  No.      Total 
Unit Type                 Acreage    Trip Rate                    Units    Trips 

Condo/townhouse general     33.88    4.98 trips/dwelling unit    542.00 2,699.16 
Regnl shop. center                  43.38 trips/1000 sq. ft.     360.0015,616.80 
Office park                         11.01 trips/1000 sq. ft.       4.00    44.04 
General light industry               6.97 trips/1000 sq. ft.      62.00   432.14 

                                                 Sum of Total Trips    18,792.14 
                                       Total Vehicle Miles Traveled    71,943.97 

Vehicle Assumptions: 

Fleet Mix:

Vehicle Type             Percent Type    Non-Catalyst     Catalyst         Diesel 
Light Auto                  55.20            1.80           97.80            0.40 
Light Truck < 3,750   lbs   15.10            3.30           94.00            2.70 
Light Truck  3,751- 5,750   16.10            1.90           96.90            1.20 
Med Truck    5,751- 8,500    7.10            1.40           95.80            2.80 
Lite-Heavy   8,501-10,000    1.10            0.00           81.80           18.20 
Lite-Heavy  10,001-14,000    0.40            0.00           50.00           50.00 
Med-Heavy   14,001-33,000    1.00            0.00           20.00           80.00 
Heavy-Heavy 33,001-60,000    0.90            0.00           11.10           88.90 
Line Haul > 60,000    lbs    0.00            0.00            0.00          100.00 
Urban Bus                    0.10            0.00            0.00          100.00 
Motorcycle                   1.70           82.40           17.60            0.00 
School Bus                   0.10            0.00            0.00          100.00 
Motor Home                   1.20            8.30           83.30            8.40 

Travel Conditions 
                                 Residential                  Commercial 
                          Home-     Home-     Home-
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                          Work      Shop      Other   Commute  Non-Work Customer 
Urban Trip Length (miles) 11.8       4.6       6.1      11.8       5.0       5.0 
Rural Trip Length (miles) 15.0      10.0      10.0      15.0      10.0      10.0 
Trip Speeds (mph)         30.0      30.0      30.0      30.0      30.0      30.0 
% of Trips - Residential  27.3      21.2      51.5 

% of Trips - Commercial (by land use) 
Regnl shop. center                                       2.0       1.0      97.0 
Office park                                             48.0      24.0      28.0 
General light industry                                  50.0      25.0      25.0 
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Page: 3 
02/17/2006 9:36 AM 

Changes made to the default values for Land Use Trip Percentages 

The Trip Rate and/or Acreage values for Condominium/townhouse general 
 have changed from the defaults 6.9/33.88 to 4.98/33.88 

Changes made to the default values for Operations 

The double counting option switch changed from off to on. 



 
Suisun/Gentry Mixed Use Development 

Environmental Impact Report  
Page 1 

NOISE
INTRODUCTION

The proposed Gentry/Suisun Project is a mixed-use, commercial and residential development located 
immediately west of Suisun City and immediately south of the City of Fairfield. It is situated on the 
USGS Fairfield South 7.5’ topographic quadrangle.  The site is bordered on the north by Highway 
12, on the east by a Southern Pacific Railroad (SPRR) line, on the south by Cordelia Road and a 
SPRR spur line, and on the west by Ledgewood Creek.  Pennsylvania Avenue crosses north to south 
through the center of the site.  The site is located within the Suisun City sphere of influence.  
Existing land uses in the vicinity of the project site include commercial, industrial, and residential 
uses.  Figures 1-3 shows the project site plan and alternatives. 

This section discusses the existing noise environment in the immediate project vicinity, and 
identifies potential impacts and mitigation measures related to the project.  

ENVIRONMENTAL SETTING

Acoustical Terminology

Noise is often described as unwanted sound.  Sound is defined as any pressure variation in air that 
the human ear can detect.  If the pressure variations occur frequently enough (at least 20 times per 
second), they can be heard and are called sound.  The number of pressure variations per second is 
called the frequency of sound, and is expressed as cycles per second, called Hertz (Hz). 

Measuring sound directly in terms of pressure would require a very large and awkward range of 
numbers. To avoid this, the decibel scale was devised.  The decibel scale uses the hearing threshold 
(20 micropascals), as a point of reference, defined as 0 dB.  Other sound pressures are then 
compared to the reference pressure, and the logarithm is taken to keep the numbers in a practical 
range.  The decibel scale allows a million-fold increase in pressure to be expressed as 120 dB, and 
changes in levels (dB) correspond closely to human perception of relative loudness. 

The perceived loudness of sounds is dependent upon many factors, including sound pressure level 
and frequency content.  However, within the usual range of environmental noise levels, perception 
of loudness is relatively predictable, and can be approximated by the A-weighing network.  There is 
a strong correlation between A-weighted sound levels (expressed as dBA) and the way the human 
ear perceives noise.  For this reason, the A-weighted sound level has become the standard tool of 
environmental noise assessment.  All noise levels reported in this section are in terms of A-weighted 
levels.  Table 1 provides the descriptions of the various acoustical terminologies. 



Figure 1
Gentry-Suisun Annexation EIR - City of Suisin/Solano County, California

Site Plan and Noise Measurement Sites
Base Project

: Noise Measurement Site

: Predicted 65 dB Ldn Unmitigated Traffic (Cumulative +Project) & Railroad Noise Contours
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3

2



Figure 2
Gentry-Suisun Annexation EIR - City of Suisin/Solano County, California

Site Plan and Noise Measurement Sites
Alternative 1

1

3

2

: Noise Measurement Site

: Predicted 65 dB Ldn Unmitigated Traffic (Cumulative +Project) & Railroad Noise Contours



Figure 3
Gentry-Suisun Annexation EIR - City of Suisin/Solano County, California

Site Plan and Noise Measurement Sites
Alternative 2

1

3

2

: Noise Measurement Site

: Predicted 65 dB Ldn Unmitigated Traffic (Cumulative +Project) & Railroad Noise Contours



 
Suisun/Gentry Mixed Use Development 

Environmental Impact Report  
Page 5 

Table 1 
Acoustical Terminology

Acoustics The science of sound. 

Ambient Noise The distinctive acoustical characteristics of a given space consisting of all noise sources audible at that 
location.  In many cases, the term ambient is used to describe an existing or pre-project condition such 
as the setting in an environmental noise study. 

Attenuation The reduction of noise. 

A-Weighting A frequency-response adjustment of a sound level meter that conditions the output signal to 
approximate human response. 

Decibel or dB Fundamental unit of sound, A Bell is defined as the logarithm of the ratio of the sound pressure 
squared over the reference pressure squared.  A Decibel is one-tenth of a Bell. 

CNEL  Community Noise Equivalent Level.  Defined as the 24-hour average noise level with noise occurring 
during evening hours (7 - 10 p.m.) weighted by a factor of three and nighttime hours weighted by a 
factor of 10 prior to averaging. 

Frequency The measure of the rapidity of alterations of a periodic signal, expressed in  cycles per second or hertz. 

Ldn  Day/Night Average Sound Level.  Similar to CNEL but with no evening weighting. 

Leq  Equivalent or energy-averaged sound level. 

Lmax  The highest root-mean-square (RMS) sound level measured over a given period of time. 

Loudness A subjective term for the sensation of the magnitude of sound. 

Noise  Unwanted sound. 

Threshold
of Hearing  The lowest sound that can be perceived by the human auditory system, generally considered to be 0 

dB for persons with perfect hearing. 
Threshold
 of Pain   Approximately 120 dB above the threshold of hearing. 
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Community noise is commonly described in terms of the "ambient" noise level, which is defined as 
the all-encompassing noise level associated with a given noise environment.  A common statistical 
tool to measure the ambient noise level is the average, or equivalent, sound level (Leq), which 
corresponds to a steady-state A-weighted sound level containing the same total energy as a 
time-varying signal over a given time period (usually one hour).  The Leq is the foundation of the 
composite noise descriptors such as Ldn and CNEL, and shows very good correlation with 
community response to noise. 

The Day-night Average Level (Ldn) is based upon the average noise level over a 24-hour day, with a 
+10 decibel weighing applied to noise occurring during nighttime (10:00 p.m. to 7:00 a.m.) hours.  
The nighttime penalty is based upon the assumption that people react to nighttime noise exposures as 
though they were twice as loud as daytime exposures.  Because Ldn represents a 24-hour average, it 
tends to disguise short-term variations in the noise environment. 

Major Noise Sources in the Project Vicinity

Motor vehicle traffic and railroad operations are the major contributors to the existing noise 
environment in the project vicinity.  Vehicular noise within the project vicinity occurs primarily 
along Highway 12, Pennsylvania Avenue, and Cordelia Road.  Railroad noise from SPRR operations 
occur along both the southern and eastern boundaries of the proposed project. 

Noise-Sensitive Land Uses in the Project Vicinity

Noise sensitive land uses in the project vicinity generally consist of single-family residential houses 
approximately 540 feet to the north, 310 feet to the northwest, and 1600 feet to the east. 

Existing Noise Environment in the Project Vicinity

Existing Traffic Noise Levels

To determine the existing traffic noise levels at the identified sensitive receivers within the project 
vicinity, the Federal Highway Administration Highway Traffic Noise Prediction Model (FHWA-
RD-77-108) was used with the California Vehicle Noise Emission Levels.  The FHWA Model is 
based upon the Calveno reference noise factors for automobiles, medium trucks and heavy trucks, 
with consideration given to vehicle volume, speed, roadway configuration, distance to the receiver, 
and the acoustical characteristics of the site.  Truck usage and vehicle speeds on Highway 12 were 
estimated from field observations and Caltrans data. 
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Table 2 shows the predicted existing traffic noise levels in terms of the Day/Night Average Level 
descriptor (Ldn) at a standard distance of 100 feet from the centerlines of the existing immediate 
project-area roadways for existing conditions, as well as distances to existing traffic noise contours.  
The extent of which existing land uses in the project vicinity are affected by existing traffic noise 
depends on their respective proximity to the roadways and their individual sensitivity to noise.  
Appendix A provides the complete inputs and results to the FHWA model. 

Table 2 
Existing Traffic Noise Levels and Distances to Contours

Distance to Contours (feet) 

Roadway Segment 

Ldn @ 100 

Feet 70 dB Ldn 65 dB Ldn 60 dB Ldn 
Texas Street Pennsylvania to Jackson 63.1 35 75 161
Texas Street Jackson to Webster 63.5 37 80 172
Texas Street E. of Webster 63.8 39 83 180
Woolner Ave W. of Beck 57.0 14 29 63

Hwy 12 Beck to Pennsylvania 70.4 106 228 490
Hwy 12 Pennsylvania to Marina 71.5 126 271 585
Hwy 12 E. of Grizzly 69.1 88 189 406

Lotz Way Main to Civic Center 60.9 25 53 115
Cordelia Road W. of Beck 59.7 20 44 95
Cordelia Road Beck to Pennsylvania 59.5 20 43 93
Cordelia Road Pennsylvania to Main 57.3 14 31 66
Cordelia Road E. of Main 52.2 7 14 30

Beck Ave Hwy 12 to Cordelia 54.3 9 19 41
Pennsylvania St. N. of Texas 64.8 45 98 211
Pennsylvania St. Texas to Hwy 12 63.5 37 80 172
Pennsylvania St. Hwy 12 to Cordelia 57.3 14 31 66

Jackson St S. of Texas 60.3 23 49 105
Webster St. S. of Texas 59.4 20 42 91

Main St. Lotz to Cordelia 57.3 14 31 67
Main St. S. of Cordelia 44.8 2 5 10

Civic Center Blvd S. of Lotz 56.1 12 25 55
Marina Blvd S. of Hwy 12 58.4 17 36 78

Notes:  Source: FHWA-RD-77-108 with inputs from Fehr & Peers Transportation Consultants, Caltrans and j.c. 
brennan & associates, Inc. 
Distances to traffic noise contours are measured in feet from the centerlines of the roadways. 
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Existing Railroad Noise Levels 

Railroad activity within the project vicinity occurs along the two SPRR lines located near both the 
southern and eastern boundaries of the project area.  The SPRR line along the southern border of the 
site is a spur line while the SPRR line along the eastern border is a main line.  j.c. brennan & 
associates, Inc. staff conducted continuous hourly noise measurements adjacent to the railroad tracks 
from 12:00 p.m. December 31st, 2003 to 12:00 p.m. January 1st, 2004.  The sound level meter was 
programmed to collect single event noise level data due to train pass bys on the project site, as well 
as overall hourly noise level data.  The noise level measurements were conducted at a distance 60 
feet south of the centerline of the SPRR spur line railroad tracks that border the southern side of the 
project site near where the spur line branches off to the west from the main north to south SPRR line. 
This noise measurement site was chosen for security purposes regarding the safety of noise 
measurement equipment.  Figure 1 shows the location of the noise measurement sites.  

Instrumentation consisted of LDL Model 820 precision integrating sound level meters.  The systems 
were calibrated before use with a LDL CAL-200 acoustical calibrator to ensure accuracy of the 
measurements. 

The purpose of the noise level measurements was to determine typical sound exposure levels (SEL) 
for railroad line operations within the project vicinity, accounting for the effects of travel speed and 
other factors that affect noise generation.  In addition, the noise measurement equipment was 
programmed to identify individual train operations, so that the typical number of train operations 
could be determined.  j.c. brennan & associates, Inc. analyzed existing noise levels associated with 
both the SPRR main line and the SPRR spur line train activity and the analyses are as follow: 

Existing Noise Levels Associated With Southern Pacific Railroad Main Line Train Activity 

Due to the proximity of the 24-hour noise measurement site to the two SPRR lines that border the 
site, the data collected included noise level measurement data associated with train activity on the 
SPRR spur line, train activity on the SPRR main line, and also traffic noise from Cordelia Road.  
The data was indiscernible as to which noise event was associated with its respective source.  
Therefore, in order to predict noise levels on the project site due to activity on the main SPRR line, 
noise measurement data collected for another noise study conducted in the City of Fairfield 
(Pentecostal Church Day Care Center, Bollard & Brennan, Inc. - Project # 2000-124) was utilized.  
The referenced project site is located north of the Suisun/Gentry Mixed Use Development Project 
along the same SPRR main line.  Based upon noise measurement results for the referenced project, 
the mean sound exposure level associated with train operations were 107.3 dB SEL at a distance of 
60 feet from the main SPRR line.  The results of the data collected for the referenced project also 
indicated that approximately 30 trains per day (22 per daytime hours and 8 per nighttime hours) 
operate on the track adjacent to the project site. 
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To determine the distances to the Ldn railroad contours, it was necessary to calculate the Ldn for 
typical train operations.  This was done using the collected SEL values, daily number of trains, and 
the distribution of daily freight train operations.  The Ldn may be calculated as follows: 

Ldn = SEL + 10 log Neq - 49.4 dB, where: 

SEL is the mean SEL of the event, Neq is the sum of the number of daytime events (7 a.m. to 10 
p.m.) per day plus ten times the number of nighttime events (10 p.m. to 7 a.m.) per day, and 49.4 is 
ten times the logarithm of the number of seconds per day.  Based upon the above-described noise 
level data, number of operations and methods of calculation, the Ldn value for railroad line 
operations have been calculated.  The calculations are based upon the number of freight train 
operations per day for both directions, and the distribution of the trains throughout the daytime and 
nighttime hours.   

Based upon the above-described noise level data, number of operations, and methods of calculation, 
the Ldn value for SPRR main line operations adjacent to the referenced project site were calculated 
to be 78 dB Ldn at a distance of 60 feet from the centerline of the SPRR main line tracks.  The 60 dB 
Ldn railroad noise contour is calculated to be located approximately 951 feet from the railroad 
centerline.  The 65 dB Ldn contour is calculated to be located approximately 441 feet from the 
railroad centerline. 

Existing Noise Levels Associated With Southern Pacific Railroad Spur Line Train Activity 

Based upon field observations and information collected from local businesses, it was conservatively 
assumed that six train operations occur along the spur line per day randomly distributed during the 
daytime and nighttime hours.  j.c. brennan & associates, Inc. staff also observed and measured the 
sound exposure level of a train pass by on the SPRR spur line near the project site in the Solano 
Business Park area near the SPRR spur line crossing at Beck Avenue.  The observed speed of the 
train on the spur line was relatively slow.  The measured sound exposure level associated with the 
SPRR spur line train pass by was measured to be 89 dB SEL at a distance of 270 feet from the center 
line of the spur line tracks.  Based upon the above-described noise level data, number of operations, 
and methods of calculation, the Ldn value for SPRR spur line operations adjacent to the project site 
were calculated to be 54 dB Ldn at a distance of 270 feet from the centerline of the SPRR main line 
tracks.  Based upon these calculations, the predicted 60 dB Ldn railroad noise contour would be 
located approximately 107 feet from the railroad centerline.  The predicted 65 dB Ldn railroad noise 
contour would be located approximately 50 feet from the railroad centerline. 



 
Suisun/Gentry Mixed Use Development 

Environmental Impact Report  
Page 10 

Ambient Noise Levels: 

To quantify existing ambient noise levels in the vicinity of the project site, j.c. brennan & associates, 
Inc. staff conducted short-term noise level measurements at one location on the project site, and 
continuous hourly noise level measurements at one location near the project site (See Figure 1 for 
noise measurement locations).  The noise level measurements were conducted between December 
31, 2003 and January 1, 2004. The noise level measurements were conducted to determine typical 
background noise levels and for comparison to the project noise levels.  Table 3 shows a summary of 
the noise measurement results.  Figure 4 graphically shows the results of the continuous hourly noise 
level measurements. 

Larson Davis Laboratories (LDL) Model 820 precision integrating sound level meters were used for 
the noise level measurement survey.  The meters were calibrated before and after use with an LDL 
Model CAL-200 acoustical calibrator to ensure the accuracy of the measurements.  The equipment 
used meets all pertinent specifications of the American National Standards Institute for Type 1 
sound level meters (ANSI S1.4). 

Table 3 
Existing Ambient Noise Monitoring Results 

Average Measured Hourly Noise Levels, dBA

Daytime 
(7:00 am - 10:00 pm) 

Nighttime 
(10:00 pm - 7 am) 

Site Location Date - Time 

24-
hour
Ldn Leq L50 Lmax Leq L50 Lmax 

1 Adjacent to Hwy 12 11/24/03 – 1:11 pm NA 68 NA 79.5 NA
2 Adjacent to SPRR 12/31/03 – 1/1/04 65.5 62.2 52.6 85.3 58.3 46.3 43.2 

3 Central portion of Proposed 
Residential Area 

12/31/03  - 12:00 pm 
(15 minute interval) NA 54.6 52.3 67.6

NA

Notes: Source - j.c. brennan & associates, Inc.   



Figure 4
Continuous Hourly Measured Noise Levels
Gentry - Suisun Mixed Use Development

Wednesday December 31, 2003 - Thursday January 1, 2004
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REGULATORY SETTING

City of Suisun City General Plan

In order to comply with state law requirements regarding noise elements, the City of Suisun City 
General Plan Noise Element adopts the noise standards set forth in the Solano County General Plan 
Health and Safety Element. 

The City of Suisun General Plan Noise Element also establishes five policies regarding noise.  A 
summary of these policies is provided below.  Based upon conversations with the City of Suisun 
planning staff, these policies should be used for the evaluation of new projects. 

Policy 1:  Travis Air Force Base Plan. This policy deals with areas covered by the Travis Air 
Force Base Comprehensive Airport Lane Use Plan.  Because the Gentry-Suisun project is located 
outside of this plan area, Policy 1 would not apply to the proposed project. 

Policy 2:  Highway 12 Setbacks.  The City shall require setbacks and/or other noise mitigation 
measures for residences adjacent to Highway 12, along arterial streets, within the proximity of the 
Southern Pacific Railroad, or near any other circulation-related source of noise that may exceed the 
recommended exterior noise level of CNEL 65dB that are sufficient to reduce the noise level to 
65dB or less. 

Policy 3:  Commercial Vehicles.  Commercial vehicles shall be prohibited in residential areas 
except to make deliveries to or provide services to residences. 

Policy 4:  Protection of Residential Land Use from Non-Residential Noise Sources.  In 
designating the appropriate location of commercial and industrial land uses vis-à-vis residential land 
uses, the City shall seek to minimize potential noise conflicts by assuring that noise received by 
commercial or industrial land uses does not exceed a CNEL 65dB.  To ensure that recommended 
standards for exterior and interior noise are not exceeded, the City may require commercial and 
industrial developments to adopt noise mitigation measures and may require residential 
developments near commercial and industrial uses to mitigate potential noise exposure through site 
design and other appropriate measures.  Mitigation measures may include restrictions on the hours of 
operation of certain equipment, the construction of a sound wall or earth berming to protect 
residential land uses from the sources of noise, minimum distance requirements for dwelling units 
and commercial/industrial buildings, and construction requirements to reduce interior noise levels. 

It should be noted that the CNEL/Ldn standard applied in Policy 2 would disguise short-term 
variations in the noise environment because the CNEL/Ldn noise level is based upon a 24-hour 
average with penalties applied for evening and nighttime hours.  Therefore, there is a potential for 
annoyance to residential uses adjacent to commercial uses.  The City may wish to implement 
buyer/renter notification for all residential uses adjacent to commercial areas.  The buyer/renter 
notification should inform residents that every attempt has been made to ensure compliance with the 
applicable City of Suisun noise standards, however, periods of elevated noise levels may occur. 
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Policy 5:  Noise Complaints.  The City shall maintain and publicize a procedure whereby 
residents can register noise complaints. 

Determination of a Significant Increase in Noise Levels

Another means of determining a potential noise impact is to assess a person’s reaction to changes in 
noise levels due to a project.  Table 4 is commonly used to show expected public reaction to changes 
in environmental noise levels.  This table was developed on the basis of test subjects' reactions to 
changes in the levels of steady-state pure tones or broad-band noise and to changes in levels of a 
given noise source.  It is probably most applicable to noise levels in the range of 50 to 70 dBA, as 
this is the usual range of voice and interior noise levels. 

Table 4 
Subjective Reaction to Changes in Noise Levels of Similar Sources 

Change in Level, 
dBA Subjective Reaction 

Factor Change in 
Acoustical Energy 

1
3
6
10

Imperceptible (Except for Tones) 
Just Barely Perceptible 

Clearly Noticeable 
About Twice (or Half) as Loud 

1.3
2.0
4.0
10.0

Source: Architectural Acoustics, M. David Egan, 1988. 
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IMPACTS AND MITIGATION MEASURES

Generally, a project may have a significant effect on the environment if it will substantially increase 
the ambient noise levels for adjoining areas or expose people to severe noise levels.  In practice, 
more specific professional standards have been developed.  These standards state that a noise impact 
may be considered significant if it would generate noise that would conflict with local planning 
criteria or ordinances, or substantially increase noise levels at noise-sensitive land uses. 

STANDARDS OF SIGNIFICANCE

CEQA guidelines state that implementation of the project would result in significant noise impacts if 
the project would result in either of the following: 

a. Exposure of persons to or generation of noise levels in excess of standards 
established in the City of Suisun General Plan.  Specifically, exterior and interior 
noise levels of 65 and 45 dB CNEL/Ldn, respectively, for residential uses exposed to 
transportation or non-transportation noise sources. 

b. Exposure of persons to or generation of excessive groundborne vibration or 
groundborne noise levels.

c. A substantial permanent increase in ambient noise levels in the project vicinity above 
levels existing without the project, defined as 3 dB or greater. 

d. A substantial temporary or periodic increase in ambient noise levels in the project 
vicinity above levels existing without the project, defined as 3 dB or greater. 

e. For a project located within an airport land use plan or, where such a plan has not be 
adopted, within two miles of a public airport or public use airport, where the project 
would expose people residing or working in the area to excessive noise levels. 

f. For a project within the vicinity of a private airstrip, where the project would expose 
people residing or working in the project area to excessive noise levels. 

Because there are no existing or proposed significant sources of groundborne vibration or 
groundborne noise associated with this project, analysis of item “b” above is not warranted.  The 
project is not located within an airport land use plan or in the vicinity of a private airstrip; therefore 
items “e” and “f” would also not apply. 
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Traffic Noise Impact Assessment Methodology

To assess noise impacts due to project-related traffic increases on the existing local roadway 
network, traffic noise levels are predicted at a representative distance for both existing and 
cumulative without and with project conditions. 

The FHWA traffic noise prediction model was used to predict existing plus project traffic noise 
levels at a representative distance of 100 feet from the roadway centerline.  Table 5 shows the 
predicted traffic noise level increases on the local roadway network for existing conditions. Table 6 
shows the predicted traffic noise level increases on the local roadway network for cumulative 
conditions.  Appendices A-H provides the complete inputs and results to the FHWA model for each 
of the traffic scenarios. 
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Table 5 
Existing Traffic Noise Levels With & Without Project 

Noise Levels  (Ldn, dB) 100 Feet From Centerline 

Roadway Segment 

Existin
g No 

Project
(dB)

Existing
Plus Base 

Project
(dB)

Change
(dB)

Existin
g Plus 
Alt 1 
(dB)

Change
(dB)

Existing
Plus Alt 2 

(dB)
Change

(dB)

Texas Street Pennsylvania to Jackson 63.1 63.8 0.7 63.6 0.5 63.5 0.4 

Texas Street Jackson to Webster 63.5 64.3 0.7 64.1 0.5 64.0 0.5 

Texas Street E. of Webster 63.8 64.5 0.7 64.3 0.5 64.3 0.5 

Woolner Ave W. of Beck 57.0 57.4 0.4 57.3 0.2 57.3 0.2 

Hwy 12 Beck to Pennsylvania 70.4 70.8 0.5 70.7 0.4 70.7 0.3 

Hwy 12 Pennsylvania to Marina 71.5 71.9 0.4 71.8 0.3 71.8 0.3 

Hwy 12 E. of Grizzly  69.1 69.5 0.4 69.4 0.3 69.4 0.2 

Lotz Way Main to Civic Center 60.9 61.8 0.9 61.6 0.7 61.6 0.7 

Cordelia Road W. of Beck 59.7 60.2 0.6 60.1 0.4 60.2 0.6 

Cordelia Road Beck to Pennsylvania 59.5 61.7 2.2 60.9 1.4 60.8 1.3 

Cordelia Road Pennsylvania to Main 57.3 59.9 2.5 59.2 1.9 59.0 1.7 

Cordelia Road E. of Main 52.2 54.7 2.5 54.2 1.9 54.1 1.8 

Beck Ave Hwy 12 to Cordelia 54.3 54.8 0.5 54.5 0.2 54.5 0.2 

Pennsylvania St. N. of Texas 64.8 65.9 1.1 65.7 0.8 65.6 0.7 

Pennsylvania St. Texas to Hwy 12 63.5 65.8 2.2 65.4 1.8 65.2 1.7 

Pennsylvania St. Hwy 12 to Cordelia1 57.3 60.7 3.4 60.5 3.2 60.2 2.9 

Jackson St S. of Texas 60.3 60.8 0.5 60.8 0.5 60.7 0.4 

Webster St. S. of Texas 59.4 60.1 0.7 60.0 0.6 59.9 0.5 

Main St. Lotz to Cordelia 57.3 58.5 1.2 58.2 0.8 58.1 0.7 

Main St. S. of Cordelia 44.8 52.0 7.2 51.0 6.2 50.5 5.7

Civic Center Blvd S. of Lotz 56.1 58.6 2.5 58.2 2.1 58.0 2.0 

Marina Blvd S. of Hwy 12 58.4 59.2 0.8 59.1 0.7 59.0 0.6 

Bold = Significant increase in noise. 
1There are no existing noise sensitive uses adjacent to this roadway segment, therefore, this increase is not considered significant
Source: FHWA-RD-77-108 with inputs from Fehr & Peers Transportation Consultants, Caltrans and j.c. brennan & associates, 
Inc.
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Table 6 
Cumulative Traffic Noise Levels With & Without Project 

Noise Levels  (Ldn, dB) 100 Feet From Centerline 

Roadway Segment 

Cumula
tive No 
Project
(dB)

Cumulative 
Plus Base 

Project
(dB)

Chan
ge

(dB)

Cumulati
ve Plus 
Alt 1 
(dB)

Change
(dB)

Cumulativ
e Plus Alt 

2 (dB) 
Change

(dB)

Texas Street Pennsylvania to Jackson 65.2 65.6 0.5 65.5 0.3 65.5 0.3 

Texas Street Jackson to Webster 65.4 65.9 0.5 65.7 0.4 65.7 0.3 

Texas Street E. of Webster 65.4 65.9 0.5 65.8 0.4 65.7 0.3 

Woolner Ave W. of Beck 59.3 60.6 1.3 60.6 1.3 60.6 1.3 

Hwy 12 Beck to Pennsylvania 72.0 72.3 0.3 72.3 0.3 72.2 0.2 

Hwy 12 Pennsylvania to Marina 74.0 74.2 0.2 74.2 0.2 74.1 0.1 

Hwy 12 E. of Grizzly  72.1 72.3 0.2 72.3 0.1 72.2 0.1 

Lotz Way Main to Civic Center 62.8 63.3 0.5 63.1 0.3 63.1 0.3 

Cordelia Road W. of Beck 64.2 64.5 0.2 64.4 0.2 64.4 0.1 

Cordelia Road Beck to Pennsylvania 64.7 65.5 0.8 65.6 0.9 65.2 0.4 

Cordelia Road Pennsylvania to Main 63.7 64.4 0.7 64.2 0.5 64.1 0.5 

Cordelia Road E. of Main 53.5 55.5 2.0 55.1 1.5 54.9 1.4 

Beck Ave Hwy 12 to Cordelia 58.9 59.1 0.2 59.0 0.1 59.0 0.1 

Pennsylvania St. N. of Texas 67.2 67.9 0.7 67.7 0.5 67.7 0.4 

Pennsylvania St. Texas to Hwy 12 66.9 68.2 1.3 67.8 0.9 67.7 0.8 

Pennsylvania St. Hwy 12 to Cordelia 62.1 64.0 1.9 63.4 1.3 63.3 1.2 

Jackson St S. of Texas 61.2 61.7 0.5 61.4 0.2 61.6 0.3 

Webster St. S. of Texas 62.8 63.2 0.3 63.1 0.3 63.1 0.2 

Main St. Lotz to Cordelia 63.6 63.9 0.3 63.8 0.2 63.7 0.2 

Main St. S. of Cordelia 45.3 52.1 6.8 51.1 5.8 50.7 5.3

Civic Center Blvd S. of Lotz 55.0 57.3 2.3 56.8 1.7 56.6 1.6 

Marina Blvd S. of Hwy 12 62.0 62.4 0.4 62.3 0.3 62.3 0.3 

Bold = Significant increase in noise. 
Source: FHWA-RD-77-108 with inputs from Fehr & Peers Transportation Consultants, Caltrans and j.c. brennan & associates, 
Inc.
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Traffic Noise Levels at Proposed Residential Uses 

The FHWA traffic noise prediction model was used to predict Cumulative + Project traffic noise 
levels at the proposed residential uses associated with the project.  Table 7 shows the predicted 
traffic noise levels at the proposed residential uses adjacent to the major project-area arterial 
roadways.  Table 7 also indicates the property line noise barrier heights required to achieve 
compliance with an exterior noise level standard of 65 dB Ldn.  Appendices I and J provide the 
complete inputs and results to the FHWA traffic noise prediction model and barrier calculations.  
The modeled noise barriers assume flat site conditions where roadway elevations, base of wall 
elevations, and building pad elevations are approximately equivalent. 

Table 7 
Cumulative + Project Traffic Noise Levels At Proposed Residential Uses 

Predicted Traffic Noise Levels, Ldn2

Roadway Segment 

Approximate
Residential Setback, 

feet1
Approximate

ADT No Wall 6’ Wall 7’ Wall 8’ Wall 

Hwy 12 Beck to Pennsylvania 100 50,060 72 dB 67 dB 66 dB 65 dB 

Cordelia Road Beck to Pennsylvania 75 18,090 67 dB 61 dB 60 dB 59 dB 

Pennsylvania
St Hwy 12 to Cordelia 75 12,350 66 dB 59 dB 59 dB 57 dB 

1 Setback distances are measured in feet from the centerlines of the roadways to the center of residential backyards. 
2 The modeled noise barriers assume flat site conditions where roadway elevations, base of wall elevations, and building pad elevations are approximately 
equivalent.
Source: FHWA-RD-77-108 with inputs from Fehr &Peers, Caltrans and j.c. brennan & associates, Inc. 

The Table 7 data indicate that noise barriers ranging in height from 6-8 feet could be used to achieve 
compliance with the City of Suisun 65 dB Ldn exterior noise level standard for the proposed 
residential uses.
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Railroad Noise Impact Assessment Methodology 

Future operations along the SPRR railroad lines were not available. It is difficult to estimate the 
future train operation noise levels along the SPRR tracks given that the future level of activity is 
unknown at this time.  For the purposes of this noise analysis, it was assumed that future railroad 
operations will be similar to those described earlier in this report.  Therefore, the railroad noise 
monitoring results discussed earlier in this report were used to calculate the predicted railroad noise 
exposure at the proposed residential uses associated with the project.

All Project Alternatives: 

Each of the project alternatives would create new residential uses within approximately 1200 
feet of the SPRR mainline to the east.  At this distance, the predicted railroad noise levels are 
predicted to be 59 dB Ldn.  This level complies with the City of Suisun exterior noise level 
standard of 65 dB Ldn. 

Each of the project alternatives would create new residential uses within approximately 75 
feet of the SPRR spur line.  At this distance, the predicted railroad noise levels are predicted 
to be 62 dB Ldn.  This level would comply with the City of Suisun exterior noise level 
standard of 65 dB Ldn. 

Methodology for Future Noise-Producing Uses Developed Within the Project Area

There are a variety of noise sources associated with future development within the project area 
which have the potential to create noise levels in excess of the applicable noise standards or result in 
annoyance at existing and future noise-sensitive developments within the project area.   

At this time specific retailers are not known and detailed site and grading plans have not yet been 
developed.  As a result, it is not feasible to identify specific noise impacts associated with each of 
the proposed uses.  However, a general discussion and assessment of impacts can be conducted 
based upon the possible types of uses associated with the project.  Following is a discussion of the 
potentially significant noise sources associated with the various types of proposed uses: 
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Supercenter:

The proposed Base Project and project Alternatives include the construction of a 227,200 sf 
supercenter.  Noise sources associated with a supercenter store would include loading docks, 
delivery trucks, parking lots, HVAC equipment and an automotive center. 

Home Improvement: 

The proposed Base Project and Alternative 1 include a 162,700 sf home improvement store.  
Likely noise sources would include loading docks, delivery trucks, lumber-unloading 
activities, parking lots and HVAC equipment. 

Various Retail Uses: 

Various retail uses would include apparel, home furnishings, restaurant, fast food, gas 
station, and other unknown retail uses.  Noise sources would likely include parking lots, 
delivery trucks, HVAC, and drive through lanes.

In order to assess the impacts of the proposed commercial uses on the existing and proposed 
residential uses, a general assessment was conducted based upon the likely commercial uses 
associated with the project. 

Loading Dock Noise:

Due to the elevated noise emissions of heavy trucks and the common practice of utilizing 
loading docks during late night or early morning hours, adverse public reaction to loading 
dock usage is not uncommon.  This is especially true if heavy trucks idle during unloading or 
if refrigeration trucks are parked in close proximity to residential boundaries. 

Average noise levels for single idling trucks generally range from 60 to 65 dB Leq at a 
distance of 100 feet, and maximum noise levels associated with heavy truck passages range 
from 70 to 75 dB Lmax at a distance of 100 feet.  Maximum noise levels generated by 
passages of medium duty delivery trucks generally range from 55 to 65 dB at a distance of 
100 feet, depending on whether or not the driver is accelerating.

The potential for adverse noise impacts associated with loading dock usage could be reduced 
by restricting heavy truck arrivals or departures during the nighttime hours, by requiring that 
truck drivers turn off their engines while parked at the loading dock, and by requiring solid 
noise barriers along the side of the loading docks.  It should be noted however, that such 
measures may not be sufficient to ensure compliance with the applicable Noise Element and 
Community Plan standards.  Due to the potential for adverse pubic reaction to new loading 
docks in close proximity to existing residential uses, the potential noise effects associated 
with proposals for new loading docks should be carefully evaluated. 
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Based upon analyses conducted for similar supercenters and home improvement stores, an 
assessment of loading dock noise impacts was conducted for each of the project alternatives. 

Base Project and Alternative 1: 

To determine typical loading dock noise levels associated with the proposed loading docks, 
noise level measurement data collected for similar loading docks were used.  These noise 
level measurements were conducted at a distance of 50 feet from the loading dock.  During a 
one-hour sample of loading dock noise levels, there were three truck arrivals and four truck 
departures, and associated unloading activities.

The noise level measurements were conducted for a one-hour period, and the noise 
measurements of the loading dock activities were confirmed to represent a typical busy hour 
of loading dock operations.  The results of the loading dock noise measurements indicate that 
a typical busy hour generated a maximum level of approximately 80 dB Lmax, and an 
average noise level of 55 dB Leq, at a reference distance of 50 feet. 

The primary noise source associated with the loading dock areas is the heavy trucks stopping 
(air brakes), backing into the loading docks (back-up alarms), and pulling out of the loading 
docks (revving engines).  If the heavy truck engines idle while the trucks are being unloaded, 
then this would be an additional source of noise at this location. Once the trucks have backed 
into the loading dock, they are unloaded from the inside of the store using a fork lift or hand 
cart, and most of that unloading noise is contained within the building and truck trailer. 

The proposed loading dock configuration for the supercenter and home improvement store 
would locate the loading docks approximately 210 feet from the closest residential uses to 
the south or east. Using the data described above, the predicted hourly Leq and Lmax noise 
levels at the closest residences were calculated to be approximately 43 dB and 68 dB, 
respectively.

In order to assess compliance with the City of Suisun exterior noise level standards, the 
predicted loading dock noise levels must be converted to a Ldn value.  To calculate the Ldn 
associated with this noise source at the closest receivers, it was assumed that the loading 
docks would be active for a total of five hours of the 24-hour day, including one hour during 
the nighttime.  Therefore, the calculated Ldn at the closest residences to the south is 
approximately 41 dB.  This level would comply with the City of Suisun exterior noise level 
standard of 65 dB Ldn at the nearest proposed residential uses.
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Alternative 2:

Alternative 2 would place loading docks within 130 feet of the nearest residential uses to the 
west.  Therefore, the proposed Ldn value for loading docks would be 45 dB at the nearest 
residential uses.  This level would comply with the City of Suisun exterior noise level 
standard of 65 dB Ldn at the nearest proposed residential uses.

Truck Circulation Noise: 

Based upon analyses conducted for similar supercenters and home improvement stores, an 
assessment of delivery truck circulation noise impacts was conducted for each of the project 
alternatives.

Base Project and Alternative 1: 

At this time, the exact truck routes are not known, however, it is expected that the proposed 
project would place residential uses within approximately 170 feet from on-site truck 
circulation routes.

Based upon information for similar supercenter projects, truck activity at the proposed site 
would conservatively consist of approximately 12 semi-trailer truck deliveries per day. 
Twelve daily deliveries would result in 24 truck pass-bys when the separate arrivals and 
departures are considered.  The truck traffic noise analysis was based on these figures and on 
reference noise level measurements conducted at similar commercial truck loading docks. 

Truck pass-bys en route to the loading dock areas are expected to be relatively brief, and are 
estimated to produce an average Sound Exposure Level (SEL) of approximately 87 dB at a 
distance of 50 feet.  The typical Lmax level due to a truck pass-by has been measured to be 
approximately 75 dB at a distance of 50 feet. 

In order to assess compliance with the City of Suisun exterior noise level standards, the 
predicted loading dock noise levels must be converted to a Ldn value.  The Ldn at the 
nearest residences resulting from truck passages would depend on the number of daily truck 
operations and the hours during which they occur.  This is because in the calculation of Ldn, 
each nighttime truck passage generates the equivalent noise of 10 daytime truck deliveries 
(10 dB penalty for nighttime operations).  Based on the assumption that one sixth of the total 
daily passages (2 trips) could occur during nighttime hours (10 p.m.-7 a.m.), the predicted 
Ldn would be approximately 44 dB Ldn at the nearest residences.  This level would comply 
with the City of Suisun exterior noise level standard of 65 dB Ldn at the nearest proposed 
residential uses.
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Alternative 2: 

Alternative 2 would place residential uses within 50 feet of the nearest truck circulation route 
behind the proposed supercenter.  Therefore, the proposed Ldn value for truck circulation 
would be 52 dB at the adjacent residential uses.  This level would exceed the City of Suisun 
exterior noise level standard of 65 dB Ldn at the nearest proposed residential uses.

HVAC Equipment Noise 

HVAC equipment for the supercenter and home improvement store will likely consists of 
packaged rooftop units.  Cold food storage refrigeration units may also be required for the 
proposed supercenter use. 

Base Project and Alternative 1 

Based on j.c. brennan & associates experience with similar projects, the primary cooling for 
the proposed supercenter and home improvement store will be produced by packaged rooftop 
air conditioning systems.  The coolers will likely be evenly distributed across the roof of the 
building, starting at about 30 feet in from the edges of the roof.   

During the peak of summer, it is expected that air conditioning units could be in operation 
simultaneously during all hours of the day and night. 

The roof-top air conditioning systems are predicted to produce approximately 52 dB at a 
reference distance of 100 feet (per unit).  Mechanical equipment noise exposure was 
calculated assuming 22 total rooftop coolers (all operating simultaneously) and standard 
spherical spreading loss (-6 dB per each doubling of distance from the source).   These levels 
were computed to be approximately 55 dB Ldn at the closest residences based on the 
effective noise center of the rooftop equipment being the center of the store roof, and 
assuming 5 dB of shielding by rooftop parapets.  This level would comply with the City of 
Suisun exterior noise level standard of 65 dB Ldn at the nearest proposed residential uses.

To quantify the noise emissions from food cold storage refrigeration equipment, j.c. brennan 
& associates, Inc. utilized noise level measurements at a supercenter in Reno, Nevada.  At a 
distance of 50 feet from these units, a noise level of 66 dB Leq was recorded.  Based upon 
the reference levels and continuous operation, the predicted Ldn level would be 60 dB at the 
nearest residential uses.  This level would comply with the City of Suisun exterior noise 
level standard of 65 dB Ldn at the nearest proposed residential uses. 
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Alternative 2

Utilizing the same methodology as above, the predicted HVAC noise levels at the nearest 
residential uses is predicted to be 58 dB Ldn.  Food storage refrigeration equipment is 
predicted to be 64 dB Ldn at the nearest residential uses.  These levels would comply with 
the City of Suisun exterior noise level standard of 65 dB Ldn at the nearest proposed 
residential uses. 

Parking Lot Noise: 

Parking lot noise consists of a variety of variable noise sources including vehicle circulation, 
vehicles starting, people conversing, doors slamming, customer unloading/loading etc.    

Base Project and Alternative 2 

The Base Project and Alternative 2 would include a large central parking lot north of the 
primary retail anchors in addition to smaller parking lots for the other various retail uses.  
Due to distance and shielding from intervening structures, parking lot activities are not 
considered to be a significant noise source to the existing or proposed residential uses in the 
project vicinity. 

Alternative 1 

Alternative 1 would place residential uses adjacent to the parking lot for the proposed retail 
supercenter.  The residential uses would receive noise exposure from approximately half of 
the 1821 space parking lot for Retail uses A1 and A2.  As a means of determining the noise 
levels due to parking lot activities, j.c. brennan & associates, Inc., utilized noise level data 
collected for previous parking lot studies and operations data supplied by the project traffic 
engineer.  A typical SEL due to vehicle arrivals/departures, including doors slamming and 
people conversing is approximately 71 dB, at a distance of 50 feet.  It is assumed that 9700 
vehicles will enter and leave the parking lot on a daily basis.  For the purpose of this 
analysis, it was conservatively assumed that the retail store would operate 24-hours per day 
with traffic being spread evenly during all operating hours.  Parking lot noise levels were 
determined using the following formula. 

Ldn = 71 + 10log (Neq) - 49.4 

where 71 is the mean Sound Exposure Level (SEL) for an automobile operation, Neq is the 
equivalent number of parking lot operations in a given 24-hours (Neq is assumed to be 44,862 
for this project after application of nighttime penalties) and 49.4 is 10 times the logarithm of 
the number seconds in a 24-hour period.   
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It is important to note that the Neq applies a penalty of three times the number of operations 
which occur during the evening period (7 p.m. to 10 p.m.) and ten times the number of 
operations which occur during the nighttime period (10 p.m. - 7 a.m.).   

Using the equations and operations data described above, the proposed parking lot would 
result in noise levels of approximately 68 dB Ldn at a distance of 50 feet.  Assuming that the 
closest residential receivers to the north are approximately 200 feet from the center of the 
proposed parking lot, the predicted noise levels are 56 dB Ldn.  This level would comply 
with the City of Suisun exterior noise level standard of 65 dB Ldn at the nearest proposed 
residential uses. 

Automotive Tire Center Noise: 

The proposed supercenter would likely include an automotive tire center.  In order to 
estimate the noise impacts of an automotive center, data for a major tire store was utilized.   

The use of air impacts wrenches would be the most significant source of noise associated 
with the automotive center.  Based upon noise level measurements of air impact wrenches, 
the ½" air wrenches which are typically used for tire removal and installation typically 
produce a sound level of approximately 61 dB Leq and 72.8 dB SEL at a distance of 100 feet 
from the entrance of the tire change bays.  The average duration of use is 15 seconds per 
wheel.  In addition, each wheel involves two actions (on/off). 

To determine the typical peak hour operations which may occur at the proposed automotive 
center an estimate of the peak hour and daily operations was obtained for a large tire shop.  
The usage estimate indicates that each tire bay could handle two vehicles in a busy hour.  
Assuming four vehicle bays operating at full capacity, the automotive center could handle a 
total of 8 vehicles per hour for a total of 32 wheel changes.  Table 8 summarizes the 
Automotive Center assumptions. 

Table 8 
Assumptions For Determining Peak Hour Leq Due to ½" Air Wrenches 

Sound Level Data 

Location
# of 
Bays

Vehicles
/Hr./Bay

Wheel Changes/ 
Vehicle

Total Wheel 
Changes on & 

off
Duration

per Wheel 
SEL at 

100' 
Lmax at 

75' 

Tire Bay 4 2 4 32 15 Sec. 72.8 dB 66.5 dB 

Source: j.c. brennan & associates, Inc. 
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Assuming a scenario with all bays operating at full capacity, the hourly Leq value for air wrench 
operations can be calculated as follows: 
                                                            

Leq = 72.8 + 10Log 32 - 35.6, dBA where: 

72.8 is the mean SEL of the event, 32 is the sum of the number of operations, and 35.6 is 10 times 
the logarithm of the number of seconds in an hour.  Based upon the calculation above, the noise level 
due to air impact wrench use is shown in Table 9.   

Assuming that the store operates for 12 hours, the Ldn can be calculated as follows: 
                                                        

Ldn = 72.8 + 10Log 384 - 49.4, dBA where: 

72.8 is the mean SEL of the event, 384 is the total number of operations, and 49.4 is 10 times the 
logarithm of the number of seconds in day.  Based upon the calculations above, the noise levels due 
to air impact wrench operations at 100 feet are shown in Table 7.   

Table 9 
Predicted Air Wrench Noise Levels at a Reference Distance of 100 feet 

Activity Peak Hour Leq Ldn

Tire removal and installation 52 dB 49 dB 

Source: j.c. brennan & associates, Inc. 

Base Project and Alternative 1 

The Base Project and Alternative 1 would create new residential uses located within 250 feet 
of the proposed automotive center.  At this distance the automotive center is predicted to 
generate exterior noise levels of 41 dB Ldn.  This level would comply with the City of 
Suisun exterior noise level standard of 65 dB Ldn at the nearest proposed residential uses.

Alternative 2 

Alternative 2 would create new residential uses located within 100 feet of the proposed 
automotive center.  At this distance the automotive center is predicted to generate exterior 
noise levels of 49 dB Ldn.  This level would comply with the City of Suisun exterior noise 
level standard of 65 dB Ldn at the nearest proposed residential uses.

.
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Construction Noise Impact Assessment Methodology

During the construction phases of the project, noise from construction activities would add to the 
noise environment in the immediate project vicinity.  Activities involved in construction would 
generate maximum noise levels, as indicated in Table 10, ranging from 85 to 90 dB at a distance of 
50 feet.  Construction activities would be temporary in nature and are anticipated to occur during 
normal daytime working hours.   

Noise would also be generated during the construction phase by increased truck traffic on area 
roadways.  A significant project-generated noise source would be truck traffic associated with 
transport of heavy materials and equipment to and from construction sites.  This noise increase 
would be of short duration, and would likely occur primarily during daytime hours.  

Table 10 
Construction Equipment Noise 

Type of Equipment Maximum Level, dB at 50 feet 

Bulldozers 87 

Heavy Trucks 88

Backhoe 85 

Pneumatic Tools 85

Source: Environmental Noise Pollution, Patrick R. Cunniff, 1977. 
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SPECIFIC IMPACTS AND MITIGATION MEASURES

Impact 1: Traffic Noise Level Increases at Existing Land Uses in the Project Vicinity. 
Existing residences located along major roadways in the vicinity of the project area 
will be exposed to elevated traffic noise levels under existing and cumulative 
buildout conditions either with or without the project.  Table 5 indicates that the 
existing traffic noise level increases resulting from the proposed project would range 
from +0.2 dB to +7.2 dB Ldn, relative to no-project conditions.  Table 6 indicates 
that the cumulative traffic noise level increases resulting from the proposed project 
development would range from +0.1 dB to +6.8 dB Ldn, relative to cumulative no-
project noise levels. 

Pursuant to the project=s Significance Criteria, a significant increase in traffic noise 
levels is defined as 3 dB.  Although the project will generate a significant amount of 
new vehicle trips, the new trips are generally not enough to cause a significant 
increase in traffic noise levels on the existing roadway network.  However, a 
significant increase of 5.3-7.2 dB is predicted for Main Street, south of Cordelia 
Road under the various project alternatives.  Based upon discussions with the project 
traffic engineer, this increase is the result of the traffic modeling process which 
required that a percentage of vehicle trips be distributed onto the downtown streets.  
However, Main Street, south of Cordelia Road is a residential court with no through 
connection to any other streets.  Therefore, it is not anticipated that this residential 
court will realistically be exposed to significant increases in traffic noise levels 
resulting from the proposed project.  Even if the project were to increase traffic on 
this street, absolute noise levels are predicted to be well below the City of Suisun 
exterior noise level standard of 65 dB Ldn.  Therefore, this impact is considered to 
be less than significant.
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Impact 2: Traffic Noise Impacts at Future Noise-Sensitive Land Uses Developed within the 
project area.  Proposed residential land uses located adjacent to any of the major 
project-area roadways will be impacted by traffic noise.  Future traffic noise levels 
from Highway 12, Pennsylvania Street, and Cordelia Road will exceed the 65 dB 
Ldn exterior noise level standard applicable to residential uses and may exceed an 
interior noise level standard of 45 dB Ldn. 

The degree by which traffic noise levels will exceed the City of Suisun65 dB 
CNEL/Ldn exterior noise level standard will depend on the proximity of the 
proposed noise-sensitive uses to the major roadways within the project vicinity, and 
the individual noise generation of those roadways.  Because it is likely that 
residential uses will be developed within areas exposed to projected future traffic 
noise levels in excess of the applicable noise standards, this impact is considered 
significant according to the Project=s Significance Criteria.  Therefore, this impact 
is considered potentially significant in need of mitigation.

Mitigation for Impact 2:

Implementation of the following noise mitigation measures would reduce this impact to a less than 
significant level.

MM 2a:  Sound walls should be constructed along the major project-area roadways, 
adjacent to proposed residential uses.  The Table 7 data should be consulted to 
determine appropriate barrier heights.  If the assumptions shown in Table 7 vary 
considerably, a detailed analysis of exterior and interior mitigation measures should 
be conducted when tentative maps become available. 

MM 2b:  In order to ensure compliance with an interior noise level standard of 45 dB 
Ldn, a detailed analysis of interior noise levels should be conduced for proposed 
residential uses constructed in areas with unmitigated exterior noise levels of 67 dB 
CNEL/Ldn or greater.  This would specifically apply to proposed residential uses 
adjacent to SR12.  This requirement is based upon an assumption of a standard 
exterior-to-interior noise level reduction of 25 dB provided by standard residential 
construction, and the fact that second floor building facades are typically exposed to 
noise levels 2-3 dB higher than first floor facades. 

Significance after Mitigation: Less than Significant.
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Impact 3: Railroad Noise Impacts at Future Noise-Sensitive Land Uses Developed within 
the project area.  Proposed residential land uses located adjacent to the SPRR spur 
line are not predicted to be impacted by railroad noise.  SPRR train activity is 
predicted to be less than the City of Suisun 65 dB Ldn exterior noise level standard 
applicable to residential uses. Therefore, this impact is considered to be less than 
significant.

Noise Impacts Associated with Development of Noise-Producing Uses within the Plan Area

Impact 4 Impacts of Commercial Noise Sources. As stated in the methodology section of this 
report, noise impacts associated with future uses developed within the Planned Retail area cannot 
practically be evaluated due to the wide range of variables which will affect such noise generation.  
However, an estimate of noise impacts can be made based upon the best available information at 
this.  Based upon the estimates discussed in the methodology section, the proposed commercial uses 
are predicted to comply with an exterior noise standard of 65 dB Ldn at the nearest residential uses.  
However, because the CNEL/Ldn noise level standard tends to disguise short-term variations in the 
noise environment, there is a potential for annoyance to the adjacent residential uses. Therefore,
this impact is considered potentially significant in need of mitigation.

Mitigation for Impact 4:

Implementation of the following noise mitigation measures would reduce this impact to a less than 
significant level.

MM4a  The CC&R=s developed for the Planned Retail area shall require all 
uses developed within the area to generate noise levels which comply 
with the City of Suisun Noise Element standards. 

MM4b  During project review, the Zoning Administer shall make a 
determination as to whether or not the proposed use would likely 
generate noise levels which could adversely affect the adjacent 
residential areas.  If it is determined from this review that proposed 
uses could generate excessive noise levels at noise-sensitive uses, the 
applicant shall be required to prepare an acoustical analysis to ensure 
that all appropriate noise control measures are incorporated into the 
project design so as to mitigate any noise impacts.  Such noise control 
measures include, but are not limited to, use of noise barriers, site-
redesign, silencers, partial or complete enclosures of critical 
equipment, etc.   

MM4c In order to minimize the risk for annoyance, buyer/renter notification 
should be implemented for all residential uses adjacent to commercial 
areas.  The buyer/renter notification should inform residents that 
every attempt has been made to ensure compliance with the 
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applicable City of Suisun noise standards, however, periods of 
elevated noise levels may occur. 

Significance after Mitigation: Less than Significant.

Impact 5: Construction Noise.  Activities associated with construction will result in elevated 
noise levels, with maximum noise levels ranging from 85-90 dB at 100 feet, as 
shown in Table 10.  Construction activities would be temporary in nature and would 
likely occur during normal daytime working hours.  Nonetheless, because 
construction activities would result in periods of elevated noise levels, this impact is 
considered potentially significant.

Mitigation for Impact 5:

Implementation of the following noise mitigation measures would reduce this impact to a less than 
significant level.

MM 6:  Construction activities should adhere to the requirements of 
the City of Suisun with respect to hours of operation.  In addition, all 
equipment shall be fitted with factory equipped mufflers, and in good 
working order. 

Significance after Mitigation: Less than Significant.



Gentry/Suisun Annexation
Draft Traffic Study
 
                                                                                           
                                                                                                      February 2006
 

Prepared for:
City Suisun City, CA



TABLE OF CONTENTS  

1. Executive Summary............................................................................................................................................. 8

EXISTING CONDITIONS .................................................................................................................................... 8

PROJECT DESCRIPTION .................................................................................................................................. 8

PROPOSED TRANSPORTATION IMPROVEMENTS........................................................................................ 9

EXISTING PLUS PROJECT INTERSECTION IMPACTS................................................................................... 9

CUMULATIVE INTERSECTION IMPACTS ...................................................................................................... 11

ROADWAY NETWORK- PROJECT IMPACTS ................................................................................................ 13

TRANSIT SYSTEM- PROJECT IMPACTS ....................................................................................................... 14

BICYCLE NETWORK- PROJECT IMPACTS.................................................................................................... 14

PEDESTRIAN NETWORK- PROJECT IMPACTS............................................................................................ 15

PROJECT SITE PLAN REVIEW ....................................................................................................................... 15

2. ANALYSIS PARAMETERS ............................................................................................................................... 16

PROJECT STUDY AREA.................................................................................................................................. 16

PROJECT STUDY INTERSECTIONS .............................................................................................................. 16

ANALYSIS SCENARIOS................................................................................................................................... 21

ANALYSIS METHODOLOGIES ........................................................................................................................ 22

SIGNIFICANCE CRITERIA ............................................................................................................................... 27

3. Existing Conditions ............................................................................................................................................ 30

EXISTING ROADWAY FACILITIES.................................................................................................................. 30

EXISTING BUS TRANSIT FACILITIES............................................................................................................. 31

EXISTING RAIL TRANSIT FACILITIES ............................................................................................................ 31

BICYCLE/PEDESTRIAN NETWORK................................................................................................................ 31

TRAFFIC DATA COLLECTION......................................................................................................................... 31

EXISTING INTERSECTION OPERATIONS ..................................................................................................... 31

4. PROJECT Transportation Conditions................................................................................................................ 37

PROJECT DESCRIPTION ................................................................................................................................ 37

PROJECT PARCELIZATION ............................................................................................................................ 37

PROJECT DRIVEWAYS & ROADWAYS.......................................................................................................... 37



PROJECT TRIP GENERATION........................................................................................................................ 38

TRIP GENERATION REDUCTIONS................................................................................................................. 39

TRIP GENERATION CALCULATIONS............................................................................................................. 40

TRIP DISTRIBUTION ........................................................................................................................................ 40

TRIP ASSIGNMENT.......................................................................................................................................... 40

5. FUTURE TRANSPORTATION IMPROVEMENTS ........................................................................................... 58

STATE ROUTE 12 IMPROVEMENTS .............................................................................................................. 58

SUISUN CITY ROADWAY IMPROVEMENTS.................................................................................................. 58

CITY OF FAIRFIELD ROADWAY IMPROVEMENTS....................................................................................... 59

BICYCLE/PEDESTRIAN IMPROVEMENTS..................................................................................................... 59

TRANSIT IMPROVEMENTS............................................................................................................................. 59

6. Project Intersection Impacts- Existing Plus Project scenario ............................................................................ 61

TRAFFIC VOLUMES......................................................................................................................................... 61

ROADWAY IMPROVEMENTS.......................................................................................................................... 61

INTERSECTION OPERATIONS ....................................................................................................................... 61

BASE PROJECT IMPACTS AND MITIGATIONS............................................................................................. 69

ALTERNATIVE 1 IMPACTS AND MITIGATIONS............................................................................................. 77

ALTERNATIVE 2 IMPACTS AND MITIGATIONS............................................................................................. 84

7. Project intersection impacts- Cumulative scenario............................................................................................ 91

TRAFFIC VOLUMES......................................................................................................................................... 91

ROADWAY IMPROVEMENTS.......................................................................................................................... 91

INTERSECTION OPERATIONS ..................................................................................................................... 101

BASE PROJECT IMPACTS AND MITIGATIONS........................................................................................... 101

ALTERNATIVE 1 IMPACTS AND MITIGATIONS........................................................................................... 115

ALTERNATIVE 2 IMPACTS AND MITIGATIONS........................................................................................... 129

8. roadway network- PRoject impacts ................................................................................................................. 143

PLANNED ROADWAY IMPROVEMENTS...................................................................................................... 143

ADOPTED PLANS AND POLICIES REGARDING ROADWAYS ................................................................... 143

CONSTRUCTION TRAFFIC IMPACT............................................................................................................. 144

9. Transit System- Project Impacts...................................................................................................................... 146



DISRUPTIONS TO EXISTING TRANSIT SERVICE....................................................................................... 146

INTERFERENCE WITH PLANNED TRANSIT SERVICES............................................................................. 147

PROJECT CONFLICTS OR CREATES INCONSISTENCIES WITH ADOPTED TRANSIT SYSTEM PLANS, 
GUIDELINES, POLICIES, OR STANDARDS ................................................................................................. 147

DEMAND FOR PUBLIC TRANSIT SERVICES ABOVE CAPACITY.............................................................. 148

10. Bicycle Network- Project Impacts .................................................................................................................... 150

DISRUPTIONS TO EXISTING FACILITIES.................................................................................................... 150

PROJECT INTERFERES WITH PLANNED BICYCLE FACILITIES............................................................... 150

PROJECT CONFLICTS WITH ADOPTED BICYCLE SYSTEM PLANS, GUIDELINES, POLICIES, OR 
STANDARDS................................................................................................................................................... 150

11. pedestrian Network- Project Impacts............................................................................................................... 152

DISRUPTIONS TO EXISTING FACILITIES.................................................................................................... 152

PROJECT INTERFERES WITH PLANNED BICYCLE FACILITIES............................................................... 152

PROJECT CONFLICTS WITH ADOPTED PEDESTRIAN SYSTEM PLANS, GUIDELINES, POLICIES, OR 
STANDARDS................................................................................................................................................... 153

12. Project Site Plan Review ................................................................................................................................. 154

PROJECT OVERVIEW ................................................................................................................................... 154

PROJECT ON-SITE CIRCULATION AND ACCESS ...................................................................................... 155

ON-SITE PARKING FOR VEHICLES ............................................................................................................. 157

ON-SITE PARKING FOR BICYCLES ............................................................................................................. 158

ON-SITE AND OFF-SITE PEDESTRIAN CONNECTIONS ............................................................................ 159

DELIVERY VEHICLE ACCESS AND CIRCULATION .................................................................................... 159

ACCESS MANAGEMENT STANDARDS........................................................................................................ 160



APPENDICES 

Appendix A- Existing Traffic Counts

Appendix B- Existing LOS Results

Appendix C- Existing Plus Approved LOS Results

Appendix D- Model Documentation

Appendix E- Cumulative Plus Project LOS Results



LIST OF FIGURES 

Figure 1- Context Area............................................................................................................................................. 17

Figure 2- Project Site Plan (Base Project) ............................................................................................................... 18

Figure 3- Alternative 1 Site Plan .............................................................................................................................. 19

Figure 4- Alternative 2 Site Plan .............................................................................................................................. 20

Figure 5- Existing Roadway Network....................................................................................................................... 25

Figure 6- Off-Site Study Intersections...................................................................................................................... 26

Figure 7A- Existing Traffic Counts (off-site) ............................................................................................................. 34

Figure 7B- Existing Traffic Counts (on-site) ............................................................................................................. 35

Figure 8- Existing Lane Configurations.................................................................................................................... 36

Figure 9- Project Parcels.......................................................................................................................................... 41

Figure 10- Project Driveways (Base Project) ........................................................................................................... 42

Figure 11- Project Driveways (Alternative 1) ........................................................................................................... 43

Figure 12- Project Driveways (Alternative 2) ........................................................................................................... 44

Figure 13- Trip Distribution....................................................................................................................................... 45

Figure 14A Off-Site Intersection Assignment Base Project ..................................................................................... 49

Figure 14B- On-Site Intersection Assignment Base Project .................................................................................... 50

Figure 15A- Off-Site Intersection Assignment with Alternative 1 ............................................................................. 51

Figure 15B- On-Site Intersection Assignment with Alternative 1 ............................................................................. 52

Figure 16A- Off-Site Intersection Assignment with Alternative 2 ............................................................................. 53

Figure 16B- On-Site Intersection Assignment with Alternative 2 ............................................................................. 54

Figure 17- Pass-By Trip Assignment (Base Project) ............................................................................................... 55

Figure 18- Pass-By Trip Assignment (Alternative 1)................................................................................................ 56

Figure 19- Pass-By Trip Assignment (Alternative 2)................................................................................................ 57

Figure 20A- Traffic Volumes at Off-Site intersections (Base Project E+P).............................................................. 63

Figure 20B-  Traffic Volumes at On-Site intersections (Base Project E+P)............................................................. 64

Figure 21A- Traffic Volumes at Off-Site intersections (Alternative 1 E+P) .............................................................. 65

Figure 21B-  Traffic Volumes at On-Site intersections (Alternative 1 E+P) ............................................................. 66

Figure 22A- Traffic Volumes at Off-Site intersections (Alternative 2 E+P) .............................................................. 67



Figure 22B-  Traffic Volumes at On-Site intersections (Alternative 2 E+P) ............................................................. 68

Figure 23A- Base Project Mitigation Measures (Off-site intersections) ................................................................... 75

Figure 23B- Base Project Mitigation Measures (On-site intersections) ................................................................... 76

Figure 24A- Alternative 1 Mitigation Measures (off-site intersections) .................................................................... 82

Figure 24B- Alternative 1 Mitigation Measures (On-site intersections) ................................................................... 83

Figure 25A- Alternative 2 Mitigation Measures (Off-Site Intersections)................................................................... 89

Figure 25B- Alternative 2 Mitigation Measures (On-Site Intersections)................................................................... 90

Figure 26A- Traffic Volumes at Off-Site intersections (Background)....................................................................... 92

Figure 26B-  Traffic Volumes at On-Site intersections (Background)...................................................................... 93

Figure 27A- Traffic Volumes at Off-Site intersections (Base Project Cumulative)................................................... 94

Figure 27B-  Traffic Volumes at On-Site intersections (Base Project Cumulative).................................................. 95

Figure 28A- Traffic Volumes at Off-Site intersections (Alternative 1 Cumulative) ................................................... 96

Figure 28B-  Traffic Volumes at On-Site intersections (Alternative 1 Cumulative) .................................................. 97

Figure 29A- Traffic Volumes at Off-Site intersections (Alternative 2 Cumulative) ................................................... 98

Figure 29B-  Traffic Volumes at On-Site intersections (Alternative 2 Cumulative) .................................................. 99

Figure 30A- Base Project Improvements- Off-site intersections............................................................................113

Figure 30B- Base Project Improvements- On-site intersections............................................................................114

Figure 31A- Alternative 1 Improvements (Off-site intersections) ...........................................................................127

Figure 31B- Alternative 1 Improvements (On-site intersections) ...........................................................................128

Figure 32A- Alternative 2 Improvements (Off-site intersections) ...........................................................................141

Figure 32B- Alternative 2 Improvements (On-site intersections) ...........................................................................142



LIST OF TABLES 

TABLE 1 Signalized Intersection LOS Criteria......................................................................................................... 23

TABLE 2 UNSIGNALIZED INTERSECTION LOS CRITERIA .................................................................................24

Table 3 Existing Intersection Levels of Service ....................................................................................................... 32

Table 4A- Trip Generation Calculations- Base Project ............................................................................................ 46

Table 4B- Trip Generation Calculations- Alternative 1 ............................................................................................ 47

Table 4C- Trip Generation Calculations- Alternative 2 ............................................................................................ 48

Table 5- Existing Plus Project LOS (All scenarios).................................................................................................. 62

Table 6- Cumulative LOS Results (All Scenarios) .................................................................................................100



8

Gentry/Suisun Annexation Traffic Impact Study 
February 2006 

1. EXECUTIVE SUMMARY 

This traffic study documents the traffic impacts associated with the Gentry/Suisun Annexation, which involves the 
development and annexation of 172.5 acres of land from Solano County into the City of Suisun City.   
Development of this site will include commercial, office, light industrial and residential uses.  Three alternatives 
have been proposed for this site, which vary by the amount of commercial and residential development.  This 
report addresses the existing transportation conditions, provides a description of the project, and addresses 
project impacts.  Impacts include intersections, the roadway system, transit, bicycles, and pedestrians.  This 
report also includes a review of the project site plan.   

EXISTING CONDITIONS 

A review of the existing conditions addresses the existing roadways, the existing transit system, existing bike and 
pedestrian facilities, along with the existing intersection.  The existing roadways proximate to the project site 
include State Route 12 (SR 12) which is a major east-west roadway in Solano County and serves both regional 
and local travel.   Other major roadways in the study area include West Texas Street, Beck Avenue, and 
Pennsylvania Avenue.  There is an existing transit line in the study area, although there currently are no bus stops 
adjacent to the project site.   There are limited bicycle and pedestrian facilities within the study area.  The review 
of existing intersection operations indicates that the following intersections operate at a deficient level, based on 
existing traffic counts and lane configurations: 

� Texas Street/I-80 WB Ramp (PM only) 

� Texas Street/Beck Avenue (PM & Saturday) 

� Texas Street/Pennsylvania Avenue (PM only) 

� SR 12/Beck Avenue (AM & PM) 

� SR 12/Pennsylvania Avenue (AM & PM) 

� SR 12/Marina Blvd (AM) 

� SR 12/Sunset Avenue (Saturday) 

PROJECT DESCRIPTION 

The Gentry/Suisun Annexation involves the annexation of 172.5 acres of land from Solano County into the City of 
Suisun City.   A portion of this 172.5 acres area will be developed into commercial and residential uses while the 
remaining areas will be maintained as farmland.  Proposed development for the site will include: 

� Planning Area 1- This site will contain either commercial uses or a mixture of commercial and residential 
uses depending on the alternative.  Under the Base Project, this site would develop as a 655 KSF 
shopping center.  Under Alternative 1, the site would develop as a 480 KSF shopping center with 120 
homes on the remaining areas of the site.  Under Alternative 2, this site would have a 350 KSF shopping 
center combined with 250 homes.  Retail uses on this site will vary from large big-box retail to small 
shops. These residences will likely be town homes or high-density single family homes.  

� Planning Area 2- Up to 275 dwelling units at 21 dwelling units per acre on a site of about 13 acres would 
be developed under the Base Alternative.  Under Alternative 1 and 2, up to 196 dwelling units would be 
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built. These homes could be town homes or other forms of high density single-family homes (patio 
homes, zero-lot line homes, etc).   

� Planning Area 3- Development on this rate would range from 84 units (Base Project) to 96 units 
(Alternative 1 or 2).  As in Planning Area 2, these homes would develop as either town homes or high 
density single-family homes. 

� Ardave Parcel- This parcel is less than 1 acre in site and is proposed to contain light industrial or office 
type uses.  Approximately 16 KSF of office or light industrial uses could be developed on this site. Under 
the Base Project, the site would be entirely office while under Alternatives 1 and 2, the site would develop 
as 4 KSF of office and 12 KSF of light industrial buildings.  

� Gilbert Parcel- This portion of the site is approximately 5 acres in size and would contain about 65 KSF of 
general retail uses or light industrial uses.  Under the Base Project, this site would be developed entirely 
as commercial uses.  Under Alternatives 1 and 2, this parcel would develop as 10 KSF of commercial and 
50 KSF of light industrial.  

A significant portion of the site (Planning Area 4- 70 acres) is anticipated to remain as an agricultural use. Under 
the Base Project configuration, the proposed project is estimated to generate 21,691 daily trips, 578 morning peak 
hour trips (295 inbound and 283 outbound), 2,040 afternoon peak hour trips (1,005 inbound and 1,035 outbound), 
and 2,654 Saturday midday peak hour trips (1,382 inbound and 1,272 outbound).    

Alternative 1 is estimated to generate 16,543 daily trips, 518 morning peak hour trips (264 inbound and 254 
outbound), 1,562 afternoon peak hour trips (762 inbound and 800 outbound), and 1,946 Saturday midday peak 
hour trips (1,015 inbound and 931 outbound). 

Alternative 2 is estimated to generate 14,575 daily trips, 509 morning peak hour trips (240 inbound and 269 
outbound), 1,370 afternoon peak hour trips (679 inbound and 691 outbound), and 1,662 Saturday midday peak 
hour trips (869 inbound and 793 outbound). 

PROPOSED TRANSPORTATION IMPROVEMENTS 

A review of relevant documents such as the Solano Countywide Transportation Plan, the State Route 12 Major 
Investment Study, the City of Fairfield General Plan, and the City of Suisun City General Plan, indicates that there 
are several planned roadway improvements in the study area.  For instance, the SR 12 MIS identified a need to 
construct an interchange or grade separation at the intersection of SR 12/Pennsylvania Avenue.  However, there 
is limited funding available to fund this improvement or other proposed improvements in the study area.  This 
analysis therefore assumes that there are no roadway improvements, beyond those identified as project 
mitigation measures.  There are minor transit, bicycle, and pedestrian improvements proposed in the study area, 
which are not anticipated to significantly effect development of the site. 

EXISTING PLUS PROJECT INTERSECTION IMPACTS 

The following intersections would be impacted under the Existing Plus Project Scenario: 

Base Project 

� Texas Street/I-80 WB Ramp 

� Texas Street/Beck Avenue  
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� Texas Street/Pennsylvania Avenue 

� SR 12/Beck Avenue  

� SR 12/Pennsylvania Avenue  

� SR 12/Sunset Avenue  

� Cordelia Road/Pennsylvania Avenue  

� Pennsylvania Avenue/Driveway #4 

� Pennsylvania Avenue/Driveway #5 

� Driveway #4/Internal Roadway 

Alternative 1 

� Texas Street/I-80 WB Ramp 

� Texas Street/Beck Avenue  

� Texas Street/Pennsylvania Avenue 

� SR 12/Beck Avenue  

� SR 12/Pennsylvania Avenue  

� SR 12/Sunset Avenue  

� Cordelia Road/Pennsylvania Avenue  

� Pennsylvania Avenue/Driveway #4 

� Pennsylvania Avenue/Driveway #5 

� Driveway #4/Internal Roadway 

Alternative 2 

� Texas Street/I-80 WB Ramp 

� Texas Street/Beck Avenue  

� Texas Street/Pennsylvania Avenue 

� SR 12/Beck Avenue  

� SR 12/Pennsylvania Avenue  

� SR 12/Sunset Avenue  
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� Cordelia Road/Pennsylvania Avenue  

� Pennsylvania Avenue/Driveway #4 

� Driveway #4/Internal Roadway 

CUMULATIVE INTERSECTION IMPACTS 

The following intersections would be impacted under the Base Project: 

� Texas Street/I-80 WB Ramp 

� Texas Street/I-80 EB Ramp 

� Texas Street/Beck Avenue  

� Texas Street/Pennsylvania Avenue 

� Texas Street/Jackson Street  

� Texas Street/Webster Street  

� Woolner Avenue/Beck Avenue 

� SR 12/Beck Avenue  

� SR 12/Pennsylvania Avenue  

� SR 12/Marina Blvd  

� SR 12/Sunset Avenue  

� Cordelia Road/Beck Avenue  

� Cordelia Road/Pennsylvania Avenue  

� Cordelia Road/Main Street  

� Lotz Way/Civic Center Boulevard 

� Cordelia Road/Driveway #1 

� Cordelia Road/Driveway #2 

� Pennsylvania Avenue/Driveway #3 

� Pennsylvania Avenue/Driveway #4 

� Pennsylvania Avenue/Driveway #5 

� Driveway #4/Internal Roadway 
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The following intersections would be impacted under Alternative 1: 

� Texas Street/I-80 WB Ramp 

� Texas Street/I-80 EB Ramp 

� Texas Street/Beck Avenue  

� Texas Street/Pennsylvania Avenue 

� Texas Street/Jackson Street  

� Texas Street/Webster Street  

� Woolner Avenue/Beck Avenue 

� SR 12/Beck Avenue  

� SR 12/Pennsylvania Avenue  

� SR 12/Marina Blvd  

� SR 12/Sunset Avenue  

� Cordelia Road/Beck Avenue  

� Cordelia Road/Pennsylvania Avenue  

� Cordelia Road/Main Street  

� Lotz Way/Civic Center Boulevard 

� Cordelia Road/Driveway #1 

� Cordelia Road/Driveway #2 

� Pennsylvania Avenue/Driveway #3 

� Pennsylvania Avenue/Driveway #4 

� Pennsylvania Avenue/Driveway #5 

� Driveway #4/Internal Roadway 

The following intersections would be impacted by the addition of project trips under Alternative 2: 

� Texas Street/I-80 WB Ramp 

� Texas Street/I-80 EB Ramp 

� Texas Street/Beck Avenue  
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� Texas Street/Pennsylvania Avenue 

� Texas Street/Jackson Street  

� Texas Street/Webster Street  

� Woolner Avenue/Beck Avenue 

� SR 12/Beck Avenue  

� SR 12/Pennsylvania Avenue  

� SR 12/Marina Blvd  

� SR 12/Sunset Avenue  

� Cordelia Road/Beck Avenue  

� Cordelia Road/Pennsylvania Avenue  

� Cordelia Road/Main Street  

� Lotz Way/Civic Center Boulevard 

� Cordelia Road/Driveway #1 

� Cordelia Road/Driveway #2 

� Pennsylvania Avenue/Driveway #3 

� Pennsylvania Avenue/Driveway #4 

� Pennsylvania Avenue/Driveway #5 

� Driveway #4/Internal Roadway 

ROADWAY NETWORK- PROJECT IMPACTS 

Impact B-1:  The project site plan does not show important cross-sectional elements such as sidewalks. 

Mitigation B-1:  At a minimum, the project site plan should be revised to confirm the presence or 
absence of sidewalks along Pennsylvania Avenue and Cordelia Road.  Including sidewalks would allow 
Fehr & Peers to confirm that the sidewalks meet AASHTO standards.  Alternately, the project applicant 
could prepare a cross-section for Pennsylvania Avenue and Cordelia Road to demonstrate that the major 
cross-section elements are consistent with AASHTO standards.  

Impact after Mitigation:  Less than significant 

Impact B-2:  Construction activities associated with this project would create a traffic impact during the 
construction period.  Impacts would result from the import of workers to the site, the movement of heavy vehicles 
to the site, and the daily influx of materials to the site.  Additionally, widening the adjacent roadways would 
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exacerbate impacts associated with the site as well as create an inconvenience for drivers using these roadways 
currently.  

Mitigation B-2:  Mitigating this impact would require the preparation of a construction traffic management 
plan.  This plan should include the following items: 

� A map documenting material and equipment staging and storage locations for all phases of 
construction (must be located on the project site) 

� A map documenting worker parking locations for all phases of construction (must be 
located on the project site) 

� Notification procedures for adjacent businesses, residents, property owners and public 
safety personnel for all major deliveries, detours, and land and/or street closures that will 
affect traffic in the vicinity of the project 

� Provisions for monitoring surface streets used for truck routes so that any damage and 
debris attributable to the trucks can be identified and corrected 

� Signage plans documenting any detours for bicycle and pedestrian traffic  

� Routing plans for construction vehicles and construction equipment from the project site 

The project applicant will develop this plan prior to the initiation of any construction activities on-site and 
this plan will be subject to review and approval by the City of Suisun City.  It is anticipated that this 
Construction Traffic Management Plan will be developed in the context of a larger Construction 
Management Plan, which will address other issues such as hours of construction on site, limitations on 
noise and dust emissions, and other applicable items.   

Impact after Mitigation:  Less than significant 

TRANSIT SYSTEM- PROJECT IMPACTS 

Impact C-1:  Construction activities along Pennsylvania Avenue can disrupt operation of the Route 5 bus.  The 
roadway construction activities are likely to create delay for transit vehicles along Pennsylvania Avenue.  It is 
anticipated that this impact will be temporary and will only occur while Pennsylvania Avenue is reconstructed.  

Mitigation C-1:  The project’s construction traffic management plan, discussed in Mitigation B-3 should 
include a provision that the project applicant notify and coordinate construction activities along 
Pennsylvania Avenue with the Fairfield/Suisun Transit System.   

Impact After Mitigation:  Less than significant 

BICYCLE NETWORK- PROJECT IMPACTS 

Impact D-1:  The project site plan does not explicitly include any bicycle facilities either within the site or along the 
perimeter of the site.     

Mitigation D-1: The project site plan should be revised to indicate bicycle facilities.  Possible options 
include an off-street path along Pennsylvania Avenue or including in-street bicycle lanes on Pennsylvania 
Avenue and Cordelia Road.  
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Impact After Mitigation:  Less than significant 

PEDESTRIAN NETWORK- PROJECT IMPACTS 

Impact E-1: The project site plan does not provide pedestrian facilities on Pennsylvania Avenue.   

Mitigation E-1: Revise the project site plan to include pedestrian facilities on Pennsylvania Avenue.  

Impact After Mitigation:  Less than significant 

PROJECT SITE PLAN REVIEW 

Impact F-1: The project site plan provides an adequate internal roadway network, lacks dead-end drive aisles, 
and provides sufficient capacity internally.  Additionally, the project driveways operate at acceptable levels, with 
the proposed changes identified in the intersection analysis.  Given these considerations, it can be concluded that 
the project site plan provides generally acceptable on-site circulation and access.  The project site plan does not 
address on-site traffic control and several of the internal driveways are spaced closer than 150 feet.  Therefore, a 
significant traffic impact occurs.  

Mitigation F-1: Revise the project site plan to indicate traffic control devices on the internal roadways.  
Concurrently, revise the project site plan to provide the necessary turn lanes at the major internal 
intersection, project driveways, and to provide at least 150 feet of separation between driveways along 
the internal roadway.  

Impact After Mitigation:  Less than significant 

Impact F-2:  The project site plan does not provide any bicycle parking facilities; therefore a significant impact 
occurs.   This absence of bicycle parking facilities conflicts with the requirement of the Municipal Code identified 
above.

Mitigation F-2: Revise the project site plan to include bicycle parking facilities. 

Impact After Mitigation:  Less than significant 

Impact F-3:  The project site plan does not provide pedestrian connections to an adjacent street (Pennsylvania 
Avenue); therefore a significant traffic impact occurs.  

Mitigation F-3: Revise the project site plan to indicate pedestrian connections to adjacent streets with a 
focus on Pennsylvania Avenue.   

Impact After Mitigation:  Less than significant 

Impact F-4:  Signage and landscaping adjacent to the project site could obstruct sight distance at the project 
driveways.

Mitigation F-4: Revise project site plan to indicate any applicable restrictions on visually obstructive 
signage and landscaping at driveway locations.   

Impact After Mitigation:  Less than significant 
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2. ANALYSIS PARAMETERS 

This chapter outlines the geographic scope of the transportation including the study intersections and roadways 
along with the analysis methodologies and significance criteria employed in this study.   

PROJECT STUDY AREA 

As shown in Figure 1, the project is located in southern Solano County, near the cities of Fairfield and Suisun 
City.  The project site borders on the western edge of Suisun City and is proposed to be annexed into the city 
prior to development of the site.   

Given the location of this project, the study area for the project includes the major roadways proximate to the site.  
These roadways include State Route 12 (SR 12), Pennsylvania Avenue, West Texas Street, Beck Avenue, 
Cordelia Road, and Marina Way.  The project site is located approximately 1 mile from Interstate 80 to the north 
and east and is also 1 mile from the downtown Suisun City area.   

The proposed project site plans are shown on Figure 2 (Base Project), Figure 3 (Alternative 1), and Figure 4 
(Alternative 2).   

PROJECT STUDY INTERSECTIONS 

Within the larger study area, sixteen external study intersections were selected for detailed analysis.  These 
intersections were selected because of their proximity to the project site and also based on Notice of Preparation 
(NOP) comments from the City of Fairfield.  The City of Fairfield requested that the traffic analysis for this project 
address the following roadways: 

� Beck Avenue 

� Pennsylvania Avenue 

� West Texas Street 

The project study intersections were confirmed through a screening analysis, which utilized the currently adopted 
Solano Transportation Authority (STA) travel demand model.  Through this process, the anticipated development 
of the site was input into the STA model and new forecasts were generated.  The difference between the model 
volumes without the model and those with the model were noted.  All of the selected intersections were located 
along roadways where the project causes an increase of 5 percent or more in the total roadway volumes.  Please 
note that list of intersections includes only major intersections and gateways to the project study area along major 
approach and departure routes to the project site.  The study intersections were also confirmed through 
discussions with the City staff at Suisun City. 

The sixteen intersections analyzed in this EIR include: 

1. Texas Street/I-80 WB Ramp 

2. Texas Street/I-80 EB Ramp 

3. Texas Street/Beck Avenue 

4. Texas Street/Pennsylvania Avenue 
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5. Texas Street/Jackson Street 

6. Texas Street/Webster Street 

7. Woolner Avenue/Beck Avenue 

8. SR 12/Beck Avenue 

9. SR 12/Pennsylvania Avenue 

10. SR 12/Marina Boulevard 

11. SR 12/Sunset Avenue 

12. Cordelia Road/Beck Avenue 

13. Cordelia Road/Pennsylvania Avenue 

14. Cordelia Road/Main Street 

15. Lotz Way/Civic Center Boulevard 

16. Lotz Way/Main Street 

The existing roadway network is shown on Figure 5.  The location of these sixteen off-site study intersections is 
shown on Figure 6.  

Additionally, six other locations were studied in this traffic analysis.  These seven locations include five project 
driveways on Pennsylvania Avenue as well as a major internal intersection within the project site.   These 
locations include: 

1. Driveway #1/Cordelia Road 

2. Driveway #2/Cordelia Road 

3. Driveway #3/ Pennsylvania Avenue 

4. Driveway #4/Pennsylvania Avenue (Main Project Entrance) 

5. Driveway #5/Pennsylvania Avenue 

6. Driveway #4/Internal Roadway 

The location of these driveways and intersections are discussed further in the chapter addressing the project site 
plan and the project transportation characteristics.  

ANALYSIS SCENARIOS 

Three variants of the project site plan are proposed.  These variants include the Base Project, Alternative 1, and 
Alternative 2.  These alternatives differ based on the size of the commercial and residential component. The traffic 
analysis also addresses both existing and future (Cumulative) conditions.  The following scenarios are analyzed in 
this study: 
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1. Existing traffic conditions 

2. Existing plus Base Project 

3. Existing plus Alternative 1 

4. Existing plus Alternative 2 

5. Cumulative 

6. Cumulative plus Base Project 

7. Cumulative plus Alternative 1 

8. Cumulative plus Alternative 2 

ANALYSIS METHODOLOGIES 

The traffic study includes both signalized and unsignalized intersections, which will be analyzed using 
methodologies developed by the Transportation Research Board.   

Signalized Intersections 

Signalized intersection operations are evaluated using methodologies provided in the 2000 Highway Capacity 
Manual (HCM) (Transportation Research Board).  These methodologies assess average control delays and then 
assign a corresponding letter grade that represents the overall condition of the intersection.  These grades range 
from level of service (LOS) A (minimal delay) to LOS F (excessive congestion).  Descriptions of the LOS letter 
grades for signalized intersections are provided in Table 1. 
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TABLE 1 
SIGNALIZED INTERSECTION LOS CRITERIA 

Level of 
Service Description 

Average 
Control Delay 

(Seconds) 

A Operations with very low delay occurring with favorable progression and/or short cycle 
length. < 10.0 

B Operations with low delay occurring with good progression and/or short cycle lengths. > 10.0 to 20.0 

C Operations with average delays resulting from fair progression and/or longer cycle 
lengths.  Individual cycle failures begin to appear. > 20.0 to 35.0 

D
Operations with longer delays due to a combination of unfavorable progression, long 
cycle lengths, or high V/C ratios.  Many vehicles stop and individual cycle failures are 
noticeable. 

> 35.0 to 55.0 

E
Operations with high delay values indicating poor progression, long cycle lengths, and 
high V/C ratios.  Individual cycle failures are frequent occurrences.  This is considered 
to be the limit of acceptable delay. 

> 55.0 to 80.0 

F Operation with delays unacceptable to most drivers occurring due to over saturation, 
poor progression, or very long cycle lengths. > 80.0 

Source: Highway Capacity Manual (Transportation Research Board, 2000). 

Levels of service are calculated using Synchro 6.0 software, which implements 2000 HCM methodologies.  
Synchro software allows the input of signal timing and coordination data to more accurately reflect actual 
conditions.  Delay and the resulting LOS is based on total intersection operations.  Individual movements through 
the intersection will have varying levels of delay due to unique conditions affecting each movement.  

Unsignalized Intersections 

Unsignalized intersection levels of service are analyzed using Traffix for Windows software, which implements the 
2000 HCM methodologies.  Please note that delay is calculated for movements that operate under traffic control. 
Therefore, the delay value at side-street stop-controlled intersections reflects only the delay accruing for vehicles 
that are stopping at the stop sign.  The LOS ranges for unsignalized intersections are shown in Table 2. 
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TABLE 2 
UNSIGNALIZED INTERSECTION LOS CRITERIA 

Level of  
Service Description 

Average  
Control

Per Vehicle 
(Seconds)1 

A Little or no delays < 10.0 

B Short traffic delays > 10.0 to 15.0 

C Average traffic delays > 15.0 to 25.0 

D Long traffic delays > 25.0 to 35.0 

E Very long traffic delays > 35.0 to 50.0 

F Extreme traffic delays with intersection capacity exceeded > 50.0 

Source: Highway Capacity Manual (Transportation Research Board, 2000). 
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SIGNIFICANCE CRITERIA 

The following significance criteria will be employed to determine if the project causes significant traffic impacts, 
based on the results of the traffic study. 

1. A project, including project driveways, will disrupt existing traffic operations.  Traffic operations will be 
assessed using both quantitative (Level of Service (LOS)) and qualitative criteria.  LOS should be 
evaluated using methodologies documented in the 2000 Highway Capacity Manual.  A disruption of traffic 
operations is defined as any of the following: 

a. If the addition of project traffic causes the LOS to degrade from LOS of A, B, or C to LOS D, E, or 
F at a signalized intersection under the jurisdiction of Suisun City under either the existing or 
cumulative condition 

b. If the addition of project traffic causes a three percent or more increase in traffic volumes (with 
project as compared to no project) at a signalized intersection under the jurisdiction of Suisun City 
that operates at LOS D, E, or F under either the existing or cumulative condition no project 
condition

c. If the addition of project traffic causes the LOS to degrade from LOS of A, B, C, or D to LOS E or 
F at a signalized intersection under the jurisdiction of the City of Fairfield under either the existing 
or cumulative condition 

d. If the addition of project traffic causes a three percent or more increase in traffic volumes (with 
project as compared to no project) at a signalized intersection under the jurisdiction of the City of 
Fairfield that operates at LOS E or F under either the existing or cumulative condition no project 
condition

e. If the addition of project traffic causes the LOS to degrade from an acceptable LOS of A, B, or C 
to LOS D, E or F at a signalized intersection under the jurisdiction of the California Department of 
Transportation (Caltrans) under either the existing or cumulative condition no project condition 

f. If the addition of project traffic causes a three percent or more increase in traffic volumes (with 
project condition as compared to no project condition) at a signalized intersection under the 
jurisdiction of the California Department of Transportation (Caltrans) that operates at LOS D, E or 
F under either the existing or cumulative condition no project condition 

g. If the addition of project traffic causes an unsignalized intersection under the jurisdiction of Suisun 
City to degrade from LOS A, B, or C to LOS D, E, F and one or more traffic signal warrants (as 
defined by the Manual of Uniform Traffic Control Devices (MUTCD)) are met 

h. If the addition of project traffic causes an unsignalized intersection under the jurisdiction of the 
City of Fairfield to degrade from LOS A, B, C, or D to LOS E or F and one or more traffic signal 
warrants (as defined by the Manual of Uniform Traffic Control Devices (MUTCD)) are met 

i. If the addition of project traffic causes an unsignalized intersection under the jurisdiction of 
Caltrans to degrade from LOS A, B, C, to LOS D, E or F and one or more traffic signal warrants 
(as defined by the Manual of Uniform Traffic Control Devices (MUTCD)) are met 
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j. If the addition of project traffic adds 10 or more trips to an unsignalized intersection under the 
jurisdiction of Suisun City that operates at LOS D, E, or F without project traffic and one or more 
traffic signal warrants (as defined by the Manual of Uniform Traffic Control Devices (MUTCD)) are 
met

k. If the addition of project traffic adds 10 or more trips to an unsignalized intersection under the 
jurisdiction of the City of Fairfield that operates at LOS E or F without project traffic and one or 
more traffic signal warrants (as defined by the Manual of Uniform Traffic Control Devices 
(MUTCD)) are met 

l. If the addition of project traffic adds 10 or more trips to an unsignalized intersection under the 
jurisdiction of Caltrans that operates at LOS D, E, or F without project traffic and one or more 
traffic signal warrants (as defined by the Manual of Uniform Traffic Control Devices (MUTCD)) are 
met

m. A project interferes with, conflicts with or precludes other planned improvements such as roadway 
extensions/expansions, planned trail facilities, proposed creek restoration projects, etc. 

n. A project conflicts or creates inconsistencies with adopted traffic plans, guidelines, policies or 
standards.  

o. The construction of a project creates a temporary but prolonged impact due to lane closures, 
need for temporary signals, emergency vehicles access, traffic hazards to bikes/pedestrians, 
damage to roadbed, truck traffic on roadways not designated as truck routes, etc.   

2. Transit impacts are considered significant if: 

a. A project or project-related mitigation disrupts existing transit services or facilities.  This includes 
disruptions caused by proposed-project driveways on transit streets and impacts to transit 
stops/shelters; and impacts to transit operations from traffic improvements proposed or resulting 
from a project.   

b. A project interferes with planned transit services or facilities. 

c. A project conflicts or creates inconsistencies with adopted transit system plans, guidelines, 
policies or standards.  

d. A project creates demand for public transit services above the capacity which is provided, or 
planned.   

3. Bicycle impacts are considered significant if: 

a. A project disrupts existing bicycle facilities.   

b. A project interferes with planned bicycle facilities.  This includes failure to dedicate right-of-way 
for planned on- and off-street bicycle facilities included in an adopted Bicycle Master Plan or to 
contribute toward construction of planned bicycle facilities along the project’s frontages. 

c. A project conflicts or creates inconsistencies with adopted bicycle system plans, guidelines, 
policies or standards. 

4. Pedestrian impacts are considered significant if: 
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a. A project disrupts existing pedestrian facilities.  This can include adding new vehicular, pedestrian 
or bicycle traffic to an area experiencing pedestrian safety concerns such as an adjacent 
crosswalk or school, particularly if the added traffic reduces the number of pedestrian acceptable 
gaps at un-signalized crossings or cause queues to spillback through pedestrian crossings.  

b. A project interferes with planned pedestrian facilities.  In existing and/or planned urbanized areas, 
main streets or pedestrian districts, this can include impacts to the quality of the walking 
environment.   

c. A project conflicts or creates inconsistencies with adopted pedestrian system plans, guidelines, 
policies or standards.   

5. Project site plans and proposed off-site improvements, including mitigation, should be reviewed for 
consistency with local design standards, parking codes, and other adopted guidelines.  Project impacts 
should be considered significant if: 

a. Project designs for on-site circulation, access and parking areas fail to meet industry standard 
design guidelines.  

b. A project fails to provide a sufficient quantity of on-site parking for vehicles.   

c. A project fails to provide a sufficient quantity of on-site parking for bicycles.   

d. A project fails to provide accessible and safe pedestrian connections between buildings and to 
adjacent streets and transit facilities.   

e. A project fails to provide adequate accessibility for service and delivery trucks on-site including 
access to truck loading areas. 

f. A project violates access management standards (e.g., driveway spacing, signal spacing, sight 
distance, etc.) in a way that causes an adverse effect on the environment or reduction in public 
safety 
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3. EXISTING CONDITIONS 

This chapter discusses the existing transportation conditions in the project study area.  This discussion addresses 
the roadway network, the bus and rail transit network, the existing bicycle and pedestrian facilities along with the 
traffic counts and intersection operations analysis for the existing conditions.  

EXISTING ROADWAY FACILITIES 

Interstate 80 (I-80) is a major east-west interstate freeway originating from the San Francisco Bay Area and 
continuing east towards Sacramento, terminating in New Jersey. Near the project study area, I-80 align in a 
southwest-to-northeast direction and provides four mixed-flow lanes in each direction with a posted speed limit of 
65 mph. Major interchanges near the study area are State Route 12 (SR 12), Air Base Parkway and Alamo Drive. 
Access to the project site is provided via an interchange at Texas/Rockville Road and Highway 12.

State Route 12 (SR 12) is an east-west state highway, also called Rio Vista Road, extends from State Route 99 
in Lodi to a junction with State Route 1 near Bodega Bay in Sonoma County. Near the project study area, SR 12 
is a four lane expressway with infrequent signals and a 50 mph speed limit. West of the project study area, SR 12 
joins I-80 for a segment of approximately one mile before splitting off to the northwest and traveling towards Napa 
County.  SR 12 serves as an important commute route between I-80 and Suisun City and provides access to the 
Sacramento-San Joaquin River Delta. Access to the site is provided via an intersection of Pennsylvania and 
Highway 12. 

Pennsylvania Avenue is a north-south two-lane major arterial between Cordelia Road and SR 12 where the 
project site is located. The posted speed limit along the section is 40 mph. From SR 12 to Gateway Boulevard, 
Pennsylvania Avenue is a four-lane facility with a posted speed limit of 30 mph.  Pennsylvania Avenue provides 
interchangeable access between Suisun City and Fairfield in a north-south direction. 

West Texas Street is an east-west major arterial providing access from Downtown Fairfield to I-80.  West of I-80, 
Texas Street becomes Rockville Road. East of I-80, Texas Street is a four-lane facility with a two-way-left-turn 
(TWLT) lane. The posted speed limited along this section is 35 mph. East of Pennsylvania Avenue, West Texas 
Street becomes a two-lane facility, which on-street parking is allowable on both sides. West Texas Street makes a 
90-degree turn after running pass downtown Fairfield and becomes North Texas Street.  

Beck Avenue is a north-south minor arterial connecting Texas Street to Cordelia Road and running parallel to 
Pennsylvania Avenue. Beck Avenue also provides an eastbound on-ramp to I-80 at its northern end. Beck 
Avenue intersects Cordelia Road at its south end with a stop control on Beck Avenue. The posted speed limit is 
35 mph. 

Cordelia Road is a two-lane east-west minor arterial located south of the project site. The posted speed limit is 
45 mph.  To the west, Cordelia Road terminates at Lopes Road near the I-80/I-680 interchange.  Cordelia Road 
travels along the southern edge of the City of Fairfield and then travels east to Suisun City. 

Jackson Street is a north-south minor arterial connecting Highway 12 and Kentucky Street in Fairfield. It provides 
direct access for westbound traffic on Highway 12 to Downtown Fairfield, and vice versa. The posted speed limit 
is 25 mph. On-street parking and sidewalks are provided on both sides of the street. 

Webster Street is a north-south minor arterial connecting Highway 12 and Kentucky Street in Fairfield. It provides 
direct access for eastbound traffic on Highway 12 to Downtown Fairfield, and vice versa. The posted speed limit is 
25 mph. On-street parking and sidewalks are provided on both sides of the street. 
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EXISTING BUS TRANSIT FACILITIES 

Bus transit service in the project study area is provided by the Fairfield/Suisun Transit System.  No bus service is 
provided to the site at this time.  However, the Route 5 Bus does pass along a portion of the project frontage 
along Pennsylvania Avenue.   This line serves major destinations such as the Solano Mall, the Amtrak/Greyhound 
station in Suisun City, and the Suisun City Park-And-Ride facility.  On the weekdays, service is offered from 
approximately 7 AM to 7:30 PM with 30 minute headways while weekend service begins at 9 AM and continues to 
5 PM with one hour headways. 

EXISTING RAIL TRANSIT FACILITIES 

Commuter rail service in the study area is provided by the Capital Corridor Joint Powers Authority (CCJPA).  The 
Capitol Corridor Joint Powers Authority (CCJPA) is a partnership among the six local transit agencies in the eight 
county service area (Placer, Sacramento, Yolo, Solano, Contra Costa, Alameda, San Francisco, and Santa 
Clara), which shares the administration and management of the Capitol Corridor.  The nearest Capital Corridor 
station to the project site is located one mile from the project site along Main Street south of Lotz Way in Suisun 
City.   The CCJPA operates 24 passenger trains per day along this line with 12 eastbound and 12 westbound 
trains.  Service at the Fairfield/Suisun City station begins at 5 AM and ends at 9:30 PM.    

BICYCLE/PEDESTRIAN NETWORK 

Given that the project site is currently vacant, there are no bicycle or pedestrian facilities located along the project 
boundary.  There are bicycle and pedestrian facilities located throughout the project study area.  For example, 
several of the study area roadways, such as Pennsylvania Avenue have sidewalks located away from the project 
site.   There is a Class I Bicycle Route (off-street facility) located west of the project site along SR 12.  This facility 
extends from Marina Boulevard to Walters Road, a distance of 2.7 miles.   

TRAFFIC DATA COLLECTION 

Traffic counts within at the sixteen existing study intersections were collected in a period extending from 2002 to 
2005.  Traffic counts were obtained from previous Fehr & Peers studies, including the I-80/I-680/SR 12 
interchange study, and from previous work done by TJKM.   Additional counts were conducted by Fehr & Peers in 
April and May of 2005.  Traffic count data was collected from 7:00 to 9:00 AM and 4:00 to 6:00 PM on a weekday 
and from 12:00 to 2:00 PM on a Sunday.  The highest one hour of traffic was selected from each two-hour period.  
The peak hour traffic counts at each study intersection are shown on Figures 7A (off-site intersections) 7B (project 
driveways).   The existing lane configurations are shown on Figure 8.  The traffic counts are provided as Appendix 
A.

EXISTING INTERSECTION OPERATIONS 

The existing intersection LOS results are shown on Table 3, which provides the LOS for the AM, PM, and 
Saturday peak hour periods.  The existing LOS results are provided in Appendix B. 
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TABLE 3 
EXISTING INTERSECTION LEVELS OF SERVICE 

Intersection Jurisdiction 
Traffic
Control

Peak
Hour

Average  
Intersection Delay1 LOS2

Texas St/I-80 WB Ramp Caltrans Signal 
AM
PM
SAT

32
48
31

C
D
C

Texas St/I-80 EB Ramp Caltrans Signal 
AM
PM
SAT

29
30
24

C
C
C

Texas St/Beck Ave Caltrans Signal 
AM
PM
SAT

29
42
37

C
D
D

Texas St/Pennsylvania Ave Fairfield Signal 
AM
PM
SAT

32
57
35

C
E
D

Texas St/Jackson St Fairfield Signal 
AM
PM
SAT

13
16
16

B
B
B

Texas St/Webster St Fairfield Signal 
AM
PM
SAT

16
17
16

B
B
B

Woolner Ave/Beck Ave Fairfield Signal 
AM
PM
SAT

21
14
16

C
B
B

SR 12/Beck Ave Caltrans Signal 
AM
PM
SAT

56
52
30

E
D
C

SR 12/Pennsylvania Ave Caltrans Signal 
AM
PM
SAT

44
43
27

D
D
C

SR 12/Marina Blvd Caltrans Signal 
AM
PM
SAT

40
24
18

D
C
B

SR 12/Sunset Ave Caltrans Signal 
AM
PM
SAT

40
31
38

D
C
D

Cordelia Rd/Beck Ave Fairfield TWSC 
AM
PM
SAT

10
12
9

B
B
A

Cordelia Rd/Pennsylvania Ave Fairfield TWSC 
AM
PM
SAT

10
12
10

B
B
B

Cordelia Rd/Main St Fairfield All-way 
AM
PM
SAT

7
9
8

A
A
A

Lotz Way/Civic Center Blvd Caltrans All-way 
AM
PM
SAT

8
10
11

A
B
B

Lotz Way/Main St Suisun City Signal 
AM
PM
SAT

13
12
9

B
B
A

Notes:
Deficient intersections shown in Bold 
1 Delay and LOS shown for two-way stop controlled intersections represent worst-case stop-controlled street approach. 
2 LOS calculations performed using the 2000 Highway Capacity Manual  
TWSC=Two-Way Stop Control , All-way= All-Way Stop Control 
AM = AM Peak Hour; PM = PM Peak Hour
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As shown in Table 3, there are seven intersections which current operate at a deficient level.  These intersections 
include: 

� Texas Street/I-80 WB Ramp (PM only) 

� Texas Street/Beck Avenue (PM & Saturday) 

� Texas Street/Pennsylvania Avenue (PM only) 

� SR 12/Beck Avenue (AM & PM) 

� SR 12/Pennsylvania Avenue (AM & PM) 

� SR 12/Marina Blvd (AM) 

� SR 12/Sunset Avenue (Saturday) 
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4. PROJECT TRANSPORTATION CONDITIONS 

This chapter presents the project description, project parcelization, a site plan of the project showing the major 
driveways and internal roadways, the project trip generation, the project trip distribution, and the project trip 
assignment.  

PROJECT DESCRIPTION 

The Gentry/Suisun Annexation involves the annexation of 172.5 acres of land from Solano County into the City of 
Suisun City.   A portion of this 172.5 acres area will be developed into commercial and residential uses while the 
remaining areas will be maintained as farmland.   

PROJECT PARCELIZATION 

The site will be divided into the following parcels: 

� Planning Area 1- This site will contain either commercial uses or a mixture of commercial and residential 
uses depending on the alternative.  Under the Base Project, this site would develop as a 655 KSF 
shopping center.  Under Alternative 1, the site would develop as a 480 KSF shopping center with 120 
homes on the remaining areas of the site.  Under Alternative 2, this site would have a 350 KSF shopping 
center combined with 250 homes.  Retail uses on this site will vary from large big-box retail to small 
shops. These residences will likely be town homes or high-density single family homes.  

� Planning Area 2- Up to 275 dwelling units at 21 dwelling units per acre on a site of about 13 acres would 
be developed under the Base Alternative.  Under Alternative 1 and 2, up to 196 dwelling units would be 
built. These homes could be town homes or other forms of high density single-family homes (patio 
homes, zero-lot line homes, etc).   

� Planning Area 3- Development on this rate would range from 84 units (Base Project) to 96 units 
(Alternative 1 or 2).  As in Planning Area 2, these homes would develop as either town homes or high 
density single-family homes. 

� Ardave Parcel- This parcel is less than 1 acre in site and is proposed to contain light industrial or office 
type uses.  Approximately 16 KSF of office or light industrial uses could be developed on this site. Under 
the Base Project, the site would be entirely office while under Alternatives 1 and 2, the site would develop 
as 4 KSF of office and 12 KSF of light industrial buildings.  

� Gilbert Parcel- This portion of the site is approximately 5 acres in size and would contain about 65 KSF of 
general retail uses or light industrial uses.  Under the Base Project, this site would be developed entirely 
as commercial uses.  Under Alternatives 1 and 2, this parcel would develop as 10 KSF of commercial and 
50 KSF of light industrial.  

A significant portion of the site (Planning Area 4- 70 acres) is anticipated to remain as an agricultural use. The 
segregation of the site into the above parcels is shown on Figure 9. 

PROJECT DRIVEWAYS & ROADWAYS 

Main access to the project site will be provided by along Pennsylvania Avenue.  At least five major driveways will 
be created along Pennsylvania Avenue south of SR 12 along the project frontage.    This traffic study will assume 
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initially that all driveways on Pennsylvania Avenue have full access, both left and right-turns into and out of each 
driveway.  Any recommendations to modify or change this access will be discussed in subsequent chapters of this 
report.

The project site plan also details an internal roadway network within the commercial site.   This roadway network 
includes a major east-west roadway as well as a major roadway which connects to Pennsylvania Avenue.  The 
location of the major driveways and internal roadways, as they are currently designed, are shown on Figures 10 
(Base Project), 11 (Alternative 1) and 12 (Alternative 2).   

PROJECT TRIP GENERATION 

Fehr & Peers estimated the project trip generation by applying standard trip generation rates, based on empirical 
research complied by the Institute of Transportation Engineers (ITE).   ITE compiles trip generation studies for 
various sites, groups these studies into categories, and then develops rates and equations which can be applied 
to similar projects.   These trip generation studies are summarized in ITE’s Trip Generation (7th Edition) with 
additional information provided in the Trip Generation Handbook. 

The approach for estimating the project trip generation is as follows: 

1. Categorize project land uses into appropriate ITE categories 

2. Identify trip generation rates and/or trip generation equations 

3. Apply trip generation reductions 

4. Calculate Final Trip Generation 

Categorize Project Land Uses 

Appropriate ITE categories were applied to each of the proposed uses within the project site.  Where multiple 
categories were available for use, more general categories were applied given the general level of uncertainly 
regarding the precise configuration of future development on the site.  

Retail Uses- Anticipated retail development for the site will vary from 360 KSF to 720 KSF. Most of this 
development will be located on Planning Area 1 with some additional development on the Gilbert Parcel.   

The larger shopping center is described as containing a variety of different retail uses.  Given this, two possible 
approaches were considered to categorize the uses within the larger shopping center.  One possible approach 
would be to consider the larger shopping center as single, discrete use and apply a generic shopping center 
category (Land Use Code 820).  A second approach would be to apply different trip generation categories to the 
various proposed uses within the larger retail center.  For example, the superstore would be analyzed under Land 
Use Code 813 (Free-Standing Discount Superstore).  The remaining components of the larger shopping center 
would be analyzed using Land Use Code 820 or another retail category ,such as 816 (Specialty Retail).  For the 
following reasons, the larger shopping center was categorized as a single shopping center: 

� ITE defines a shopping center as “an integrated group of commercial establishments that is planned, 
developed, owned, and managed as a single unit”.  This retail site will certainly operate as a single unit.  
For example, it is likely that there will be trip chaining within the site whereby a visitor travels to multiple 
stores on a single visit to the site. 
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� The proposed uses on the site have not been finalized and the use of a specific category could lead to 
later revisions in the traffic study 

� The trip generation rate between Land Use Code 813 (Superstore) and Land Use Code 820 (Shopping 
Center) are similar.  For example, the average rate for a superstore is 3.87 in the PM period while the 
average rate for a shopping center is 3.97 during that same period 

� The shopping center use has been studied extensively by ITE over the past 40 years.   There have been 
hundreds of trip generation studies for shopping centers while there are only 10 studies for Land Use 
Code 813.   

No uses have been specified for the smaller retail shopping center; therefore Land Use Code 820 (Shopping 
Center) was employed for this smaller center as well. 

Residential Uses- The project description indicates that the residential uses on the site will contain medium to 
high-density residential units.  These units could consist of condominiums, attached town homes, or small lot 
single-family homes. Regardless of the actual configuration of the residential uses, all of the housing will be for 
sale housing as opposed to rental housing.  Given the variety of possible housing types on this site, a general 
residential category (Land Use Code 230- Residential Condos/Townhouses), was employed.  

Office Park/Light Industrial- The project description indicates that a small portion of the project will develop an a 
small office facility and some additional light industrial uses.  The office has been classified as a General Office 
(Land Use Code 710).  The light industrial uses on the site would be classified as Land Use Code 110 (Light 
Industrial).   

Trip Generation Rates 

Trip Generation rates are reported in Table 4A (Base Project), Table 4B (Alternative 1) and Table 4C (Alternative 
2).  For those instances where an equation is applied, the trip rate represents the calculated rate based on the 
results of the equations.  For those uses when a trip rate is applied, the trip rate from the ITE manual is reported.  

TRIP GENERATION REDUCTIONS 

Trip reductions are typically applied for one of three reasons.  One possible reduction is the pass-by trip 
reduction, which reflects existing trips on the roadway which temporarily stop at a retail use.  This reduction is 
often applied to commercial uses.  For example, much of the traffic associated with a gas station or a 
convenience stop at such a use to while traveling between other destinations.  Empirical support for pass-by trip 
reductions is provided by the ITE Trip Generation Handbook, which summarizes previous studies of pass-by trips 
at various types of land uses.  Second, reductions are sometimes made for mixed use projects whereby some of 
the trips are internalized within the project site.  For example, a project containing both residences and offices 
should have some internalized trips if any of the workers were to live in the adjacent housing.  Third, trip 
generation reductions are sometimes made if there are significant transit trips associated with a site.  These 
reductions would generally be applied to development located at or near an existing or future transit station.    

For this analysis, a pass-by reduction was applied.  According to the Trip Generation Handbook, the expected 
pass-by rate for a retail center of this size would range from 20-25 percent, depending on the size of the center.  
This reduction was applied to all of the commercial uses within the site.  Under the Base Project, the pass-by 
percentage was 20 percent while the pass-by percentage increased slightly under Alternatives 1 and 2 to 25 
percent.
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Some reduction for internalized trips were applied under Alternatives 1 and 2, which contain parcels which are 
mixed use, whereby two complementary uses are located on the same parcel and are accessible without having 
to use the external roadway network.  These complementary uses are located in Planning Area 1, which has both 
commercial and residential uses in Alternatives 1 and 2. Using methodologies outlined by the Trip Generation 
Handbook, we estimated the internalization on Planning Area 1 to be two percent of the total trips associated with 
the site.  

Additionally, no reduction for transit use was taken either.  Given that there is no existing transit service to the 
site, no reduction for transit use can be taken. 

TRIP GENERATION CALCULATIONS 

Under the Base Project configuration, the proposed project is estimated to generate 21,691 daily trips, 578 
morning peak hour trips (295 inbound and 283 outbound), 2,040 afternoon peak hour trips (1,005 inbound and 
1,035 outbound), and 2,654 Saturday midday peak hour trips (1,382 inbound and 1,272 outbound).    

Alternative 1 is estimated to generate 16,543 daily trips, 518 morning peak hour trips (264 inbound and 254 
outbound), 1,562 afternoon peak hour trips (762 inbound and 800 outbound), and 1,946 Saturday midday peak 
hour trips (1,015 inbound and 931 outbound). 

Alternative 2 is estimated to generate 14,575 daily trips, 509 morning peak hour trips (240 inbound and 269 
outbound), 1,370 afternoon peak hour trips (679 inbound and 691 outbound), and 1,662 Saturday midday peak 
hour trips (869 inbound and 793 outbound). 

TRIP DISTRIBUTION 

The project trip distribution was based on results obtained from the STA Regional Travel Demand Model, 
whereby the project was input into the model and the model trips were tracked through the roadway network to 
determine their likely origin and destinations.  A minor adjustment to these results was made reflect the 
internalization of a small percentage (5 percent) of project trips within the site.   The project trip distribution is 
shown on Figure 13.  

As shown on this graphic, approximately 40 percent of the project trips travel into the City of Fairfield, while 15 
percent travel to downtown Suisun City, 15 percent travel either east or west down SR 12.  Some of the traffic 
from the project is assumed to travel on I-80 to the north as well.  

TRIP ASSIGNMENT 

The assignment of project trips under the Base Project is shown on Figures 14A (off-site intersections) and 14B 
(project driveways).  The Alternative 1 project trip assignment is shown on Figures 15A (off-site intersections) and 
15B (project driveways).  The Alternative 2 project trip assignment is shown on Figures 16A (off-site intersections) 
and 16B (on-site intersections).   

Figures 17, 18, and 19 provide the pass-by trip assignment for the Base Project, Alternative 1 and Alternative 2 
respectively.  
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Land Use Daily
AM Peak 

Hour
PM Peak 

Hour
SAT Peak 

Hour Daily In Out Total In Out Total In Out Total

Retail (Shopping Center)
Planning Area 1 + Gilbert Parcel 720,839 s.f. 34.02 0.71 3.20 4.34 24,521 312 200 512 1107 1199 2,306 1625 1500 3,125

Retail Subtotal: 24,521 312 200 512 1,107 1,199 2,306 1,625 1,500 3,125
Passby Reduction (20%) -4,904 -62 -40 -102 -221 -240 -461 -325 -300 -625

Total Net Retail: 19,617 250 160 410 886 959 1,845 1,300 1,200 2,500

Residential
Residential Condo/Townhouse 359 d.u. 5.30 0.40 0.48 0.41 1,902 24 120 144 115 56 171 79 68 147

1,902 24 120 144 115 56 171 79 68 147

General Offfice Building 15,682 s.f. 11.01 1.55 1.49 0.41 173 21 3 24 4 19 23 3 3 6

173 21 3 24 4 19 23 3 3 6

21,691 295 283 578 1,005 1,035 2,039 1,382 1,271 2,653
Notes:
Trip Generation Rates: ITE Trip Generation, 7th Edition
Passby Reduction applied per ITE Trip Generation Handbook for Shopping Center based on 720,000 square feet of Retail
Internalization Trips within the proposed site will be analyzed in TRAFFIX model

Table 4A
Trip Generation Estimates for Gentry/Suisun Annexation 

Trip Generation Estimates
Trip Generation Rates AM Peak Hour PM Peak Hour

Total Net Housing:

Total Net Trips:

Size

Sat Midday Peak Hour

Total Limited Industrial/Business Park:



Land Use Daily
AM Peak 

Hour
PM Peak 

Hour
SAT Peak 

Hour Daily In Out Total In Out Total In Out Total

Retail (Shopping Center)
Planning Area 1 + Gilbert Parcel 490,000 s.f. 38.94 0.83 3.65 4.96 19,079 248 158 406 858 929 1,787 1265 1167 2,432

Retail Subtotal: 19,079 248 158 406 858 929 1,787 1,265 1,167 2,432
Internal Trip Reduction (2%) -191 -2 -2 -5 -9 -9 -19 -13 -13 -25

Passby Reduction (25%) -4,770 -62 -40 -102 -215 -232 -447 -316 -292 -608
Total Net Retail: 14,118 184 116 300 634 687 1,322 936 863 1,799

Residential
Residential Condo/Townhouse 412 d.u. 5.19 0.39 0.47 0.39 2,139 27 133 160 129 63 192 87 75 162

Internal Trip Reduction for Residential -191 -2 -2 -5 -9 -9 -19 -13 -13 -25

1,948 25 131 155 120 54 173 74 62 137

General Offfice Building 4,000 s.f. 11.01 1.55 1.49 0.41 44 5 1 6 1 5 6 1 1 2
Light Industrial 62,000 s.f. 6.97 0.92 0.98 0.14 432 50 7 57 7 53 61 4 5 9

476 56 8 63 8 58 67 5 6 11

16,543 264 254 518 762 800 1,562 1,015 931 1,946
Notes:
Trip Generation Rates: ITE Trip Generation, 7th Edition
Passby Reduction applied per ITE Trip Generation Handbook for Shopping Center based on 490,000 square feet of Retail

Table 4B
Trip Generation Estimates for Gentry/Suisun Annexation- Alternate Configuration

Trip Generation Estimates
Trip Generation Rates AM Peak Hour PM Peak Hour

Total Net Housing:

Total Net Trips:

Size

Sat Midday Peak Hour

Total Limited Industrial/Business Park:



Land Use Daily
AM Peak 

Hour
PM Peak 

Hour
SAT Peak 

Hour Daily In Out Total In Out Total In Out Total

Retail (Shopping Center)
Planning Area 1 + Gilbert Parcel 360,000 s.f. 43.38 0.94 4.05 5.53 15,615 206 132 338 700 758 1,458 1035 955 1,990

Retail Subtotal: 15,615 206 132 338 700 758 1,458 1,035 955 1,990
Internal Trip Reduction (2%) -156 -2 -2 -4 -8 -8 -15 -10 -10 -21

Passby Reduction (25%) -3,904 -52 -33 -85 -175 -190 -365 -259 -239 -498
Total Net Retail: 11,555 152 97 249 517 561 1,078 766 706 1,472

Residential
Residential Condo/Townhouse 542 d.u. 4.98 0.37 0.44 0.37 2,700 34 166 200 161 79 240 108 92 200

Internal Trip Reduction for Residential -156 -2 -2 -4 -8 -8 -15 -10 -10 -21

2,544 32 164 196 153 71 225 98 82 179

General Offfice Building 4,000 s.f. 11.01 1.55 1.49 0.41 44 5 1 6 1 5 6 1 1 2
Light Industrial 62,000 s.f. 6.97 0.92 0.98 0.14 432 50 7 57 7 53 61 4 5 9

476 56 8 63 8 58 67 5 6 11

14,575 240 268 509 679 691 1,370 869 793 1,662
Notes:
Trip Generation Rates: ITE Trip Generation, 7th Edition
Passby Reduction applied per ITE Trip Generation Handbook for Shopping Center based on 360,000 square feet of Retail

Total Net Trips:

Size

Sat Midday Peak Hour

Total Limited Industrial/Business Park:

Total Net Housing:

Table 4C
Trip Generation Estimates for Gentry/Suisun Annexation- Alternate Configuration

Trip Generation Estimates
Trip Generation Rates AM Peak Hour PM Peak Hour
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5. FUTURE TRANSPORTATION IMPROVEMENTS 

This chapter summarizes the future transportation improvements that are anticipated to occur in the project study 
area without the construction of the project.  Transportation Facilities addressed in this discussion include 
highways such as SR 12 and other roadways located both in Suisun City and the City of Fairfield.  This chapter 
also addresses the status of various funding mechanisms such as impact fee programs that could help fund 
improvements that may mitigate project traffic impacts.    

STATE ROUTE 12 IMPROVEMENTS 

A Major Investment Study for SR 12 was completed by the STA in October 2001.  The MIS document 
recommended the following improvements in the corridor: 

• Acceleration and deceleration lanes at Beck Avenue  

• Geometric improvements at Pennsylvania Avenue 

• Widening SR 12 to six lanes to Webster/Jackson 

• Adding an interchange at SR 12/Pennsylvania Avenue 

Other improvements outside the project study area include additional traffic signals, adding turn lanes, and 
various other improvements. The cost of the all proposed improvements is $109 million.  Caltrans has currently 
programmed $36 million in state funds for these improvements.  Some additional funding is available from the 
MTC as outlined in the Transportation 2030 Plan.  However, the MTC would only be able to allocate $4 million for 
this improvement.  One major impediment to fully funding this improvement is the prioritization of the I-80/I-
680/SR 12 interchange improvement above all other roadway projects.  Therefore, much of the funding that the 
STA anticipates receiving over the next 25 years is allocated to this project.   

The STA Regional Transportation Plan indicates that improvements to SR 12 can only be funded if additional 
revenue sources are identified.  These sources include local sales tax increases, countywide traffic impact fees, a 
regional gas tax increase, or future bridge toll increases.  However, none of these revenue sources are currently 
in place and there is no guarantee that any of these funding sources could be implemented.  For example, Solano 
County voters have rejected transportation sales tax measures in Solano County in 2002 and 2004.  Based on the 
lack of available funding for this improvement, no improvements funded by the STA are assumed to occur to SR 
12 in the project study area.   

SUISUN CITY ROADWAY IMPROVEMENTS 

The Suisun City General Plan contains provisions to fund needed roadway improvements but does not specify 
individual roadway improvements.  The General Plan provides language relating to the funding of roadway 
improvements through fees levied against new developments.   As documented in the City’s recently adopted 
Municipal Services Review and Comprehensive Annexation Plan: 

General Plan Policy 4: Arterial streets and traffic signals should be funded through fees levied against new 
development, with participation in the cost by adjacent property owners where applicable.  In determining the 
amount of the fee, and the portion of the traffic improvements costs that should be borne by each new 
development project, the City will consider the amount of traffic generation projected by the project in relation to 
existing traffic volumes and road capacities.  
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General Plan Policy 6:  Where arterial streets are needed prior to the development of the adjacent parcels, the 
City will create assessment districts and/or advance Off-Site Improvement Program (OSIP) funding to prevent 
existing levels of service from dropping.   

Based on these policies, it is the clear preference of Suisun City to levy traffic fees against proposed 
developments to fund needed roadway improvements.  However, Suisun City does not have a formal fee program 
with defined roadway improvements and predetermined unit costs.  A formal traffic fee program would require the 
preparation of a nexus study, which is defined by AB 1600.  Given this lack of a formal traffic fee program, no 
improvements are assumed to occur within Suisun City. 

CITY OF FAIRFIELD ROADWAY IMPROVEMENTS 

The City of Fairfield, through its recently adopted General Plan (2002), proposes to widen several roadways 
within the project study area.   These improvements include: 

• Widening Cordelia Road from I-680 to SR 12 

• Widening SR 12 from I-80 to Pennsylvania Avenue 

• Improving Intersections along West Texas Street at I-80 

However, the General Plan did not specify funding sources for these improvements.  The General Plan 
anticipated that these improvements would be implemented through a citywide development fee program.  The 
precise order for the implementation of needed improvements would be a citywide Transportation Capital 
Improvement Plan.  

Since the adoption of the General Plan, the City has implemented a citywide traffic fee program based on an AB 
1600 nexus study.  The fee varies by type of use and by size of that use as well.  For example, a single-family 
dwelling unit with more than 3,000 square feet of space pays a traffic impact fee of over $2,800.  Retail uses pay 
the highest fee which is $11,220 per 1,000 square feet of area. These traffic impact fees are in addition to other 
impact fees collected for other public facilities such as water and sewer services.  

According to information provided by the City of Fairfield, the City anticipates funding the widening of SR 12 from 
I-80 to Pennsylvania Avenue through its traffic fee program.  At this time, we cannot assure the timely completion 
of this improvement; therefore, we will not assume that SR 12 is widened in our traffic study. 

BICYCLE/PEDESTRIAN IMPROVEMENTS  

There is one proposed bicycle and pedestrian facility within the study area.   This improvement is the Central 
County Bikeway, which is proposed along SR 12 from Suisun City to the City of Rio Vista.  Portions of this 
improvement will be constructed as either a multi-use path on the northern side of SR 12 or as on-street facilities.  
The portion of this facility within the study involves the construction of a multi-use path from Marina Boulevard to 
the Amtrak Station, a segment of 0.6 miles.  

TRANSIT IMPROVEMENTS 

The Solano Transportation Authority is proposing to expand intercity transit service in Solano and Napa County, 
as documented in their recently adopted Countywide Transportation Plan (2005).   One of the intercity bus routes 
proposed by the STA would extend from Napa to Rio Vista along SR 12.  This service would serve long-distance 
commuters but is not currently funded at this time.  
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A review of available documents from other agencies indicates that there are no plans to expand or develop new 
transit service in the study area.  For instance, the Capital Corridor JPA anticipates maintaining the same level of 
rail service along the Capital Corridor line, at least through 2007.  The Fairfield/Suisun Transit System, through its 
Short Range Transit Plan, addressed only service expansions outside of the study area.    



61

Gentry/Suisun Annexation Traffic Impact Study 
February 2006 

6. PROJECT INTERSECTION IMPACTS- EXISTING PLUS 
PROJECT SCENARIO  

This chapter addresses the traffic impacts and mitigation measures associated with the Existing Plus Project 
Scenario, which reflects an overlay of project trips onto the existing traffic counts.   

TRAFFIC VOLUMES 

The traffic volumes for the Existing Plus Base Project scenario are shown on Figures 20A and 20B.  The Existing 
Plus Alternative 1 Project volumes are shown on Figures 21A and 21B.  The Existing Plus Alternative 2 Project 
volumes are shown on Figures 22A and 22B.  

ROADWAY IMPROVEMENTS 

There are no assumed roadway improvements included in this scenario.  For the project driveways, all of these 
internals are assumed to initially operate under side-street stop sign control.  The major internal intersection is 
also assumed to operate under all-way stop control.  This assumption allows us to verify the need for additional 
traffic control devices and address any possible phasing of improvements.  Additionally, Pennsylvania Avenue is 
assumed to have only one travel lane in each direction for this analysis.  This assumption again allows us to verify 
the need to widen Pennsylvania Avenue and address phasing related to this widening.  

INTERSECTION OPERATIONS 

The LOS results are shown on Table 5 for all three analysis scenarios.  The Existing Plus Project LOS results are 
provided as Appendix C. 



Intersection Jurisdiction Traffic Control 
Device Peak Hour Period

Existing Existing + Base Project
Average LOS Average LOS Average LOS Average LOS

Intersection Delay Intersection Delay Intersection Delay Intersection Delay
1. Texas St/I-80 WB Ramp Caltrans Signal AM 32 C 34 C 34 C 33 C

PM 48 D 64 E 59 E 58 E
SAT 31 C 41 D 37 D 36 D

2. Texas St/I-80 EB Ramp Caltrans Signal AM 25 C 25 C 25 C 25 C
PM 30 C 33 C 32 C 32 C
SAT 24 C 26 C 25 C 25 C

3. Texas St/Beck Ave Caltrans Signal AM 29 C 29 C 29 C 29 C
PM 42 D 44 D 44 D 43 D
SAT 37 D 39 D 38 D 38 D

4. Texas St/Pennsylvania Ave Fairfield Signal AM 32 C 34 C 33 C 33 C
PM 57 E 79 E 71 E 69 E
SAT 35 D 55 E 45 D 42 D

5. Texas St/Jackson St Fairfield Signal AM 13 B 14 B 14 B 14 B
PM 16 B 19 B 18 B 18 B
SAT 16 B 23 C 19 B 18 B

6. Texas St/Webster St Fairfield Signal AM 16 B 17 B 16 B 16 B
PM 17 B 20 B 19 B 18 B
SAT 16 B 20 B 18 B 18 B

7. Woolner Ave/Beck Ave Fairfield Signal AM 21 C 22 C 21 C 22 C
PM 14 B 15 B 15 B 15 B
SAT 16 B 16 B 15 B 16 B

8. Hwy 12/Beck Ave Caltrans Signal AM 56 E 62 E 60 E 60 E
PM 52 D 62 E 58 E 56 E
SAT 30 C 42 D 40 D 39 D

9. Hwy 12/Pennsylvania Ave Caltrans Signal AM 44 D >80 F >80 F >80 F
PM 43 D >80 F >80 F >80 F
SAT 27 C >80 F >80 F >80 F

10. Hwy 12/Marina Blvd Caltrans Signal AM 40 D 43 D 42 D 42 D
PM 24 C 25 C 25 C 25 C
SAT 18 B 19 B 18 B 18 B

11. Hwy 12/Sunset Ave Caltrans Signal AM 40 D 40 D 40 D 40 D
PM 31 C 31 C 31 C 31 C
SAT 38 D 37 D 37 D 37 D

12. Cordelia Rd/Beck Ave Fairfield TWSC AM 10 A 11 B 11 B 11 B
PM 12 B 15 B 14 B 14 B
SAT 9 A 10 B 10 B 10 A

13.Cordelia Rd/Pennsylvania Suisun City TWSC AM 10 A 13 B 12 B 12 B
PM 12 B >50 F 34 C 30 C
SAT 10 A 19 C 15 C 14 B

14. Cordelia Rd/Main St Suisun City All-way AM 7 A 8 A 7 A 7 A
PM 9 A 10 A 9 A 9 A
SAT 8 A 9 A 8 A 8 A

15. Lotz Way/Civic Center Blvd Caltrans All-way AM 8 A 9 A 9 A 9 A
PM 10 A 12 B 12 B 12 B
SAT 11 B 11 B 11 B 11 B

16. Lotz Way/Main St Suisun City Signal AM 13 B 12 B 12 B 12 B
PM 12 B 13 B 13 B 13 B
SAT 9 A 13 B 12 B 12 B

17. Driveway 1/Cordelia Rd Project TWSC AM N/A N/A 11 B 10 B 10 B
PM N/A N/A 13 B 13 B 13 B
SAT N/A N/A 10 B 10 B 10 B

18. Driveway 2/Cordelia Rd. Project TWSC AM N/A N/A 11 B 10 B 10 B
PM N/A N/A 15 B 13 B 13 B
SAT N/A N/A 11 B 10 B 10 B

19.Driveway 3/Pennsylvania Project TWSC AM N/A N/A 12 B 11 B 11 B
PM N/A N/A 23 C 14 B 14 B
SAT N/A N/A 21 C 13 B 12 B

20.Driveway 4/Pennsylvania Project TWSC AM N/A N/A >50 F 17 C 16 C
PM N/A N/A >50 F >50 F >50 F
SAT N/A N/A >50 F >50 F >50 F

21.Driveway 5/Pennsylvania Project TWSC AM N/A N/A 13 B 12 B 12 B
PM N/A N/A >50 F 31 D 24 C
SAT N/A N/A >50 F 35 D 25 C

23.Driveway 4/Internal Project Project All-way AM N/A N/A 9 A 9 A 8 A
PM N/A N/A >50 F >50 F 26 D
SAT N/A N/A >50 F >50 F >50 F

Table 5- Existing Plus Approved LOS Results

Existing + Alternative 2Existing + Alternative 1
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BASE PROJECT IMPACTS AND MITIGATIONS 

Texas Street/I-80 WB Ramp 

Prior to the introduction of project trips, this intersection operates at LOS D during the PM peak hour (48 seconds 
of delay).  This LOS currently exceeds the LOS C threshold that is generally applicable to Caltrans facilities.  
During the AM and Saturday peak hour, the intersection operates at LOS C with 32 seconds and 31 seconds of 
delay respectively.  After the addition of project traffic, this intersection operates unacceptably at LOS E and D 
during the PM and Saturday peak hours, respectively.  Since the addition of project traffic increases traffic 
volumes by 6 percent during the PM peak hour and causes the LOS to degrade from LOS C to LOS D during the 
Saturday peak hour, a significant impact occurs.  

Impact A-1:  The addition of project traffic causes an increase of more than three percent at an 
intersection that operates at a deficient level prior to the introduction of project trips during the PM peak 
hour.  A significant impact also occurs during the Saturday peak hour since the project is responsible for a 
degradation of the LOS from LOS C to LOS D. 

Mitigation A-1:  Mitigating this impact will require the addition of an exclusive southbound left-turn lane.  
The project would fund the installation, which would require the approval of the California Department of 
Transportation.  There appears to be sufficient right-of-way for the construction of this improvement.  After 
implementation of this mitigation measure, the LOS at this intersection would be C or better during all 
periods.  

However, the City of Suisun lacks jurisdiction over this intersection and can not implement this mitigation 
measure or oversee its implementation.  Implementation of this mitigation measure would require 
approval of an outside agency, such as Caltrans.  Since we can not assure that this mitigation can be 
successfully implemented, we can conclude that this impact is significant and unavoidable.   

Impact after Mitigation:  Significant and unavoidable.  

Texas Street/Beck Avenue  

This intersection operates at LOS D during both the PM and Saturday periods with a delay of 42 seconds (PM) 
and 37 seconds (Saturday).  This LOS currently exceeds the LOS C threshold that is generally applicable to 
Caltrans facilities.  After the addition of project trips, the delay increases but the LOS remains at LOS D.  Since 
the project is responsible for an increase in traffic volumes by 8 percent in the PM peak hour and 12 percent in 
the Saturday peak hour, a significant traffic impact occurs.   

Impact A-2: The addition of project traffic causes an increase of more than three percent at intersection 
that operates at a deficient level prior to the introduction of project trips during the PM and Saturday peak 
hours.

Mitigation A-2:  Mitigating this impact will require the modification of the westbound right-turn movement 
from permitted to free movement and optimization of the signal timings at this intersection.  The project 
would fund the installation of this improvement, which would require the approval of the California 
Department of Transportation.  After implementation of this mitigation measure, the intersection LOS 
would be LOS C during all periods. 

However, the City of Suisun lacks jurisdiction over this intersection and can not implement this mitigation 
measure or oversee its implementation.  Implementation of this mitigation measure would require 
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approval of an outside agency, such as Caltrans.  Since we can not assure that this mitigation can be 
successfully implemented, we can conclude that this impact is significant and unavoidable.   

Impact after Mitigation:  Significant and unavoidable 

Texas Street/Pennsylvania Avenue 

This intersection operates at LOS E in the PM peak hour prior to the introduction of project traffic, which exceeds 
the City of Fairfield’s LOS D standard.  This intersection operates at LOS C during the AM peak hour (32 seconds 
of delay) and LOS D during the Saturday peak hour (35 seconds of delay).  After the addition of project trips, the 
intersection operates at LOS E with increased delay during the PM peak hour and degraded LOS E in the 
Saturday peak hour.   Since the addition of project traffic increases traffic volumes by 27 percent during the PM 
peak hour and causes the LOS to degrade from LOS D to LOS E during the Saturday peak hour, a significant 
impact occurs.   

Impact A-3:  The addition of project traffic causes an increase of more than three percent at an 
intersection that operates at a deficient level prior to the introduction of project trips during the PM period.  
A significant impact also occurs during the Saturday period since the project is responsible for a 
degradation of the LOS from LOS D to LOS E.  

Mitigation A-3:  Mitigating this impact would require the addition of an exclusive right-turn lane and 
restriping the existing shared through/right-turn lane to exclusive through lane on the southbound 
approach.  Based on a review of conditions at the intersection, there appears to be insufficient right-of-
way for this improvement.  This impact cannot be mitigated and the impact is significant and unavoidable.   

Additionally, the City of Suisun lacks jurisdiction over this intersection and can not implement this 
mitigation measure or oversee its implementation.  Implementation of this mitigation measure would 
require approval of an outside agency, such as the City of Fairfield.  Since we can not assure that this 
mitigation can be successfully implemented, we can conclude that this impact is significant and 
unavoidable.   

Impact after Mitigation:  Significant and Unavoidable 

SR 12/Beck Avenue  

This intersection operates at LOS E in the AM peak hour and LOS D in the PM peak hour prior to the introduction 
of project traffic, which exceeds the Caltrans’ LOS C standard.  The intersection operates at LOS C during the 
Saturday peak hour, which is an acceptable condition.  After the addition of project trips, the intersection 
operations remain at LOS E with increased delay in the AM peak hour, degrade from LOS D to LOS E during the 
PM peak hour, and degrade from LOS C to LOS D during the Saturday peak hour.  Since the addition of project 
traffic increases traffic volumes by more than 3 percent and 9 percent during the AM and PM peak hours and 
causes the LOS to degrade from LOS C to LOS D during the Saturday peak hour, a significant impact occurs.   

Impact A-4:  The addition of project traffic causes an increase of more than three percent at an 
intersection that operates at a deficient level prior to the introduction of project trips during the AM and 
PM peak hour.  A significant impact also occurs during the Saturday period since the project is 
responsible for a degradation of the LOS from LOS C to LOS D.  

Mitigation A-4:  Mitigating this impact would require the addition of an exclusive right-turn lane and 
restriping the existing shared through/right-turn lane to exclusive through lane on the westbound 
approach and the addition of the second left-turn lane on the southbound approach.  The project would 
fund the installation of this improvement, which would require the approval of the California Department of 
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Transportation.  There appears to be adequate right-of-way for this improvement. After implementation of 
this mitigation measure, the intersection LOS would be LOS C during the AM and Saturday peak hours, 
and LOS D with decreased delay compared to existing conditions prior to the addition of project traffic 
during the PM peak hour. 

However, the City of Suisun lacks jurisdiction over this intersection and can not implement this mitigation 
measure or oversee its implementation.  Implementation of this mitigation measure would require 
approval of an outside agency, such as Caltrans.  Since we can not assure that this mitigation can be 
successfully implemented, we can conclude that this impact is significant and unavoidable.   

Impact after Mitigation:  Significant and unavoidable 

SR 12/Pennsylvania Avenue  

This intersection operates at LOS D in the AM and PM peak hour prior to the introduction of project traffic, which 
exceeds the Caltrans’ LOS C standard.   The intersection operates at LOS C during the Saturday peak hour, 
which is an acceptable condition.  After the addition of project trips, the intersection operations degrade to LOS F 
during the AM, PM, and Saturday peak hours.   Since the project increases the traffic volumes at the intersection 
by 13 and 40 percent during the AM and PM peak hours and degrades the intersection operations from LOS C to 
LOS F during the Saturday peak hour, a significant impact also occurs 

Impact A-5:  The addition of project traffic causes an increase of more than three percent at an 
intersection that operates at a deficient level prior to the introduction of project trips during the AM and 
PM peak hour.  A significant impact also occurs during the Saturday period since the project is 
responsible for a degradation of the LOS from LOS C to LOS F.  

Mitigation A-5:  Mitigating this impact would require the addition of lanes on all approaches to the 
intersection.  Some of the improvements required would include the addition of a through lane on SR 12, 
additional lanes on the northbound approach to the intersection, additional westbound turn lanes, and 
other improvements.  Alternately, one or more of the movements could require grade separation.  An 
urban interchange would fully mitigate the deficient conditions at this intersection.   

Implementing this mitigation measure would require extensive engineering studies and coordination 
between the project applicant, the City of Fairfield, Suisun City, and the California Department of 
Transportation.   Constructing an interchange at this location could cost upwards of $10 million, as 
documented by the SR 12 MIS completed in 2001.  Given the difficulties in implementing this mitigation 
measure and the cost involved, full implementation cannot be assured in a timely fashion to mitigate the 
project impact.  

Additionally, there is currently insufficient funding for this improvement and no regional mechanisms to 
collect money for this improvement.  For example, Solano County does not have a countywide traffic 
impact fee program that would fund a regional improvement such as this.   The City of Fairfield is a 
potential funding source for this interchange, although it is uncertain at this time whether there is sufficient 
funding from other parties to construct the interchange in conjunction with this project.  

As a partial mitigation measure, we recommend that the project applicant reconstruct the northbound 
approach of the intersection to include two left-turn lanes, two through, and a free-right-turn lane.   Two 
southbound receiving lanes should also be constructed.  Implementing this mitigation measure would 
widen Pennsylvania Avenue to four travel lanes.  We also recommend that Pennsylvania Avenue be 
constructed as a four-lane roadway along the project frontage.  At a minimum this widening should extend 
to the project entrance at Driveway #4.  In conjunction with the widening on Pennsylvania Avenue, an 
additional westbound left-turn lane on SR 12 should be provided to facilitate access to the project.   
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Since the full mitigation required to address this impact cannot be implemented, the impact remains 
significant and unavoidable.  

Additionally, the City of Suisun lacks jurisdiction over this intersection and can not implement this 
mitigation measure or oversee its implementation.  Implementation of this mitigation measure would 
require approval of an outside agency, such as the City of Fairfield.  Since we can not assure that this 
mitigation can be successfully implemented, we can conclude that this impact is significant and 
unavoidable.   

Impact after Mitigation:  Significant and unavoidable 

SR 12/Sunset Avenue  

This intersection operates at LOS D during the AM and Saturday peak hours prior to the introduction of project 
traffic.  After the addition of project traffic, the LOS remains at D.  However, LOS C is considered the acceptable 
threshold for this location so the intersection is judged to be operating at a deficient level.  Since the project 
increases the traffic volumes by 10 percent at this deficient intersection during the Saturday peak hour, a 
significant impact occurs. 

Impact A-6:  The addition of project traffic causes an increase of more than three percent at an 
intersection that operates at a deficient level prior to the introduction of project trips during the Saturday 
peak hour.   

Mitigation A-6:  Mitigating this impact will require a traffic signal optimization.  The project would be 
responsible for the implementation of this mitigation measure, which would require the approval of the 
California Department of Transportation.  After implementation of this mitigation measure, the intersection 
LOS would be LOS C during all periods. 

However, the City of Suisun lacks jurisdiction over this intersection and can not implement this mitigation 
measure or oversee its implementation.  Implementation of this mitigation measure would require 
approval of an outside agency, such as the City of Fairfield.  Since we can not assure that this mitigation 
can be successfully implemented, we can conclude that this impact is significant and unavoidable.   

Impact after Mitigation:  Significant and unavoidable 

Cordelia Road/Pennsylvania Avenue  

This intersection, which operates under side street stop control, currently operates at LOS C or better during all 
peak hours.   After the addition of project traffic, the intersection would operate at LOS F with delays exceeding 50 
seconds during the PM peak hour.  A significant impact occurs since the addition of project traffic causes the LOS 
to degrade from an acceptable LOS C to LOS F during the PM peak hour.   

Impact A-7:  The addition of project traffic causes the LOS during the PM peak hour to degrade from 
LOS C to LOS F.

Mitigation A-7:  Mitigating this impact will require the construction of a traffic signal at this location.  In 
addition, Pennsylvania Avenue will have to be widened to four travel lanes along the project frontage 
north and south of this location to provide appropriate transitions for these travel lanes.  The design for 
this intersection is complicated by the proximate location to the adjacent railroad track.  Improving 
Pennsylvania Avenue over the railroad tracks will require the approval of the California Public Utilities 
Commission (CPUC).   The project would be responsible for the construction of this improvement.  Prior 
to installation of a traffic signal, a complete signal warrant analysis should be conducted to verify the need 
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for a traffic signal. After implementation of this mitigation measure, the intersection LOS would be LOS B 
during all periods. This intersection is located in the City of Suisun City and the City has the ability to 
implement this mitigation measure as necessary.  

Impact after Mitigation:  Less than significant 

Pennsylvania Avenue/Driveway #4 

This intersection would provide primary access to the main commercial portion of the proposed development.  For 
purposes of this analysis, this intersection is assumed to operate under side-street stop control and all turning 
movements are assumed to occur at this intersection.  Additionally, Pennsylvania Avenue is assumed to have two 
lanes at this location.  With these assumptions, the intersection would operate at LOS F during all the peak hours.  
Since this LOS would exceed the City’s LOS standard of C, a significant impact occurs.  

Impact A-8: The intersection of Pennsylvania Avenue/Driveway #4 would operate at LOS F after the 
addition of project traffic during all the peak hours.  A significant impact occurs because this intersection 
exceeds the LOS C threshold which is considered acceptable by Suisun City.     

Mitigation A-8:  Mitigating this impact will require widening of Pennsylvania Avenue and installation of a 
traffic signal at this location.   Additional turn lanes, such as an additional left-turn lane outbound from the 
project, and an additional right-turn lane entering the project, would be needed at this intersection as well.   
The project would be responsible for widening Pennsylvania Avenue through this intersection and also 
modifying the site plan to provide the necessary turn lanes at the intersection.  With these modifications, 
the intersection would operate at LOS B or better during all time periods. The recommended lane 
configuration for this intersection is addressed in the chapter discussing the project site access and 
circulation. This intersection is located in the City of Suisun City and the City has the ability to implement 
this mitigation measure as necessary. 

Impact after Mitigation:  Less than significant. 

Pennsylvania Avenue/Driveway #5 

This proposed intersection would be located to the south of SR 12 along Pennsylvania Avenue and would provide 
access to the Gilbert Parcel.   For purposes of this analysis, this intersection is assumed to operate under side-
street stop control and all turning movements are assumed to occur at this intersection.  Additionally, 
Pennsylvania Avenue is assumed to have two lanes at this location.  With these assumptions, the intersection 
would operate at LOS F during both the PM and Saturday Peak hours.   A significant impact occurs because this 
intersection would operate at LOS F after the addition of project traffic.  

Impact A-9: The intersection of Pennsylvania Avenue/Driveway #5 would operate at LOS F after the 
addition of project traffic during the PM and Saturday peak ours.  A significant impact occurs because this 
intersection exceeds the LOS C threshold which is considered acceptable by Suisun City.      

Mitigation A-9:  Mitigating this impact will require widening of Pennsylvania Avenue and changes in the 
access control at this location.  This driveway will have to operate as right-in/right-out driveways only.  We 
considered installing a traffic signal but cannot recommend a traffic signal given the distance to the signal 
at SR 12/Pennsylvania Avenue.  Additionally, left-in movements cannot be allowed given the extensive 
queuing that is expected to occur at the SR 12/Pennsylvania intersection.  With these modifications, the 
intersection would operate at LOS B or better during all time periods. This intersection is located in the 
City of Suisun City and the City has the ability to implement this mitigation measure as necessary. 

Impact after Mitigation:  Less than significant.   
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Driveway #4/Internal Roadway 

This intersection represents the connection between the major internal roadway on the main commercial site and 
Driveway #4.  Nearly all of the traffic accessing the main commercial site will enter through this intersection while 
traveling to individual buildings.   This analysis assumes that this intersection operates as an all-way stop 
intersection with one lane approaches in all directions.  Based on this assumed configuration, the intersection will 
operate at LOS F during the PM and Saturday peak hours.  This LOS exceeds the City of Suisun City’s LOS C 
standard and a significant impact therefore occurs.  

Impact A-10:  The intersection of Driveway #4/Internal roadway would operate at LOS F after the 
addition of project traffic during the PM and Saturday peak hours.  A significant impact occurs because 
this intersection would exceed the LOS C threshold which is considered acceptable by Suisun City.      

Mitigation A-10:  Mitigating this impact would require the addition of a traffic signal at this location.  
Additionally, the intersection will have to be modified to have two lanes on all approaches. The project 
applicant would be responsible for the construction of the acceleration/deceleration lane.  With this 
improvement, the intersection would operate at LOS B or better during all time periods. This intersection 
is located in the City of Suisun City and the City has the ability to implement this mitigation measure as 
necessary. 

Impact after Mitigation:  Less than significant.   

The mitigations measures needed to mitigate the Base Project impacts at the off-site intersections are shown on 
Figure 23A.  The recommended lane configurations for the on-site intersections and project driveways are shown 
on Figure 23B.   
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ALTERNATIVE 1 IMPACTS AND MITIGATIONS 

Texas Street/I-80 WB Ramp 

Prior to the introduction of project trips, this intersection operates at LOS D during the PM peak hour (48 seconds 
of delay).  This LOS currently exceeds the LOS C threshold that is generally applicable to Caltrans facilities.  
During the AM and Saturday peak hour, the intersection operates at LOS C with 32 seconds and 31 seconds of 
delay respectively.  After the addition of project traffic, this intersection operates unacceptably at LOS E and D 
during the PM and Saturday peak hours, respectively.  Since the addition of project traffic increases traffic 
volumes by 5 percent during the PM peak hour and causes the LOS to degrade from LOS C to LOS D during the 
Saturday peak hour, a significant impact occurs.  

Impact A-1:  The addition of project traffic causes an increase of more than three percent at an 
intersection that operates at a deficient level prior to the introduction of project trips during the PM peak 
hour.  A significant impact also occurs during the Saturday peak hour since the project is responsible for a 
degradation of the LOS from LOS C to LOS D. 

Mitigation A-1:  Mitigating this impact will require the addition of an exclusive southbound left-turn lane.  
The project would fund the installation, which would require the approval of the California Department of 
Transportation.  There appears to be sufficient right-of-way for the construction of this improvement.  After 
implementation of this mitigation measure, the LOS at this intersection would be C or better during all 
periods.  

However, the City of Suisun lacks jurisdiction over this intersection and can not implement this mitigation 
measure or oversee its implementation.  Implementation of this mitigation measure would require 
approval of an outside agency, such as Caltrans.  Since we can not assure that this mitigation can be 
successfully implemented, we can conclude that this impact is significant and unavoidable.   

Impact after Mitigation:  Significant and unavoidable. 

Texas Street/Beck Avenue  

This intersection operates at LOS D during both the PM and Saturday periods with a delay of 42 seconds (PM) 
and 37 seconds (Saturday).  This LOS currently exceeds the LOS C threshold that is generally applicable to 
Caltrans facilities.  After the addition of project trips, the delay increases but the LOS remains at LOS D.  Since 
the project is responsible for an increase in traffic volumes by 6 percent in the PM peak hour and 9 percent in the 
Saturday peak hour, a significant traffic impact occurs.   

Impact A-2: The addition of project traffic causes an increase of more than three percent at intersection 
that operates at a deficient level prior to the introduction of project trips during the PM and Saturday peak 
hours.

Mitigation A-2:  Mitigating this impact will require the modification of the westbound right-turn movement 
from permitted to free movement and optimization of the signal timings at this intersection.  The project 
would fund the installation of this improvement, which would require the approval of the California 
Department of Transportation.  There appears to be adequate right-of-way for this improvement. After 
implementation of this mitigation measure, the intersection LOS would be LOS C during all periods. 

However, the City of Suisun lacks jurisdiction over this intersection and can not implement this mitigation 
measure or oversee its implementation.  Implementation of this mitigation measure would require 
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approval of an outside agency, such as Caltrans.  Since we can not assure that this mitigation can be 
successfully implemented, we can conclude that this impact is significant and unavoidable.   

Impact after Mitigation:  Significant and unavoidable. 

Texas Street/Pennsylvania Avenue 

This intersection operates at LOS E in the PM peak hour prior to the introduction of project traffic, which exceeds 
the City of Fairfield’s LOS D standard.  This intersection operates at LOS C during the AM peak hour (32 seconds 
of delay) and LOS D during the Saturday peak hour (35 seconds of delay).  After the addition of project trips, the 
intersection operates at LOS E with increased delay during the PM peak hour.   Since the addition of project traffic 
increases traffic volumes by 20 percent during the PM peak hour, a significant impact occurs.   

Impact A-3:  The addition of project traffic causes an increase of more than three percent at an 
intersection that operates at a deficient level prior to the introduction of project trips during the PM period.    

Mitigation A-3:  Mitigating this impact would require the addition of an exclusive right-turn lane and 
restriping the existing shared through/right-turn lane to exclusive through lane on the southbound 
approach.  Based on a review of conditions at the intersection, there appears to be insufficient right-of-
way for this improvement.  This impact cannot be mitigated and the impact is significant and unavoidable.   

Additionally, the City of Suisun lacks jurisdiction over this intersection and can not implement this 
mitigation measure or oversee its implementation.  Implementation of this mitigation measure would 
require approval of an outside agency, such as Fairfield.  Since we can not assure that this mitigation can 
be successfully implemented, we can conclude that this impact is significant and unavoidable.   

Impact after Mitigation:  Significant and Unavoidable 

SR 12/Beck Avenue  

This intersection operates at LOS E in the AM peak hour and LOS D in the PM peak hour prior to the introduction 
of project traffic, which exceeds the Caltrans’ LOS C standard.  The intersection operates at LOS C during the 
Saturday peak hour, which is an acceptable condition.  After the addition of project trips, the intersection 
operations remain at LOS E with increased delay in the AM peak hour, degrade from LOS D to LOS E during the 
PM peak hour, and degrade from LOS C to LOS D during the Saturday peak hour.  Since the addition of project 
traffic increases traffic volumes by 7 percent during the PM peak hour and causes the LOS to degrade from LOS 
C to LOS D during the Saturday peak hour, a significant impact occurs.   

Impact A-4:  The addition of project traffic causes an increase of more than three percent at an 
intersection that operates at a deficient level prior to the introduction of project trips during the PM peak 
hour.  A significant impact also occurs during the Saturday period since the project is responsible for a 
degradation of the LOS from LOS C to LOS D.  

Mitigation A-4:  Mitigating this impact would require the addition of an exclusive right-turn lane and 
restriping the existing shared through/right-turn lane to exclusive through lane on the westbound 
approach and the addition of the second left-turn lane on the southbound approach.  The project would 
fund the installation of this improvement, which would require the approval of the California Department of 
Transportation.  There appears to be adequate right-of-way for this improvement. After implementation of 
this mitigation measure, the intersection LOS would be LOS C or better during all periods.  

However, the City of Suisun lacks jurisdiction over this intersection and can not implement this mitigation 
measure or oversee its implementation.  Implementation of this mitigation measure would require 
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approval of an outside agency, such as Fairfield.  Since we can not assure that this mitigation can be 
successfully implemented, we can conclude that this impact is significant and unavoidable.   

Impact after Mitigation:  Significant and Unavoidable 

SR 12/Pennsylvania Avenue  

This intersection operates at LOS D in the AM and PM peak hour prior to the introduction of project traffic, which 
exceeds the Caltrans’ LOS C standard.   The intersection operates at LOS C during the Saturday peak hour, 
which is an acceptable condition.  After the addition of project trips, the intersection operations degrade to LOS F 
during the AM, PM, and Saturday peak hours.   Since the project increases the traffic volumes at the intersection 
by 11 and 29 percent during the AM and PM peak hours and degrades the intersection operations from LOS C to 
LOS F during the Saturday peak hour, a significant impact also occurs 

Impact A-5:  The addition of project traffic causes an increase of more than three percent at an 
intersection that operates at a deficient level prior to the introduction of project trips during the AM and 
PM peak hour.  A significant impact also occurs during the Saturday period since the project is 
responsible for a degradation of the LOS from LOS C to LOS F.  

Mitigation A-5:  Mitigating this impact would require the addition of lanes on all approaches to the 
intersection.  These additional lanes would include turn lanes on the eastbound and westbound 
approaches and additional through lanes on Pennsylvania Avenue. With these improvements, this 
intersection would operate at LOS D, which would be provide acceptable level of operations and mitigate 
the impacts of the project.    No impact is judged to occur since the delay would be less than the existing 
condition, if the proposed improvements are implemented.   

However, the City of Suisun lacks jurisdiction over this intersection and can not implement this mitigation 
measure or oversee its implementation.  Implementation of this mitigation measure would require 
approval of an outside agency, such as Fairfield.  Since we can not assure that this mitigation can be 
successfully implemented, we can conclude that this impact is significant and unavoidable.   

Impact after Mitigation:  Significant and Unavoidable 

SR 12/Sunset Avenue  

This intersection operates at LOS D during the AM and Saturday peak hours prior to the introduction of project 
traffic.  After the addition of project traffic, the LOS remains at D.  However, LOS C is considered the acceptable 
threshold for this location so the intersection is judged to be operating at a deficient level.  Since the project 
increases the traffic volumes by 8 percent at this deficient intersection during the Saturday peak hour, a significant 
impact occurs. 

Impact A-6:  The addition of project traffic causes an increase of more than three percent at an 
intersection that operates at a deficient level prior to the introduction of project trips during the Saturday 
peak hour.   

Mitigation A-6:  Mitigating this impact will require a traffic signal optimization.  The project would be 
responsible for the implementation of this mitigation measure, which would require the approval of the 
California Department of Transportation.  After implementation of this mitigation measure, the intersection 
LOS would be LOS C during all periods. 

However, the City of Suisun lacks jurisdiction over this intersection and can not implement this mitigation 
measure or oversee its implementation.  Implementation of this mitigation measure would require 
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approval of an outside agency, such as Caltrans.  Since we can not assure that this mitigation can be 
successfully implemented, we can conclude that this impact is significant and unavoidable.   

Impact after Mitigation:  Significant and Unavoidable 

Cordelia Road/Pennsylvania Avenue  

This intersection, which operates under side street stop control, currently operates at LOS C or better during all 
peak hours.   After the addition of project traffic, the intersection would operate at LOS D during the PM peak 
hour.  A significant impact occurs since the addition of project traffic causes the LOS to degrade from an 
acceptable LOS C to LOS D during the PM peak hour.   

Impact A-7:  The addition of project traffic causes the LOS during the PM peak hour to degrade from 
LOS C to LOS D.

Mitigation A-7:  Mitigating this impact will require the construction of a traffic signal at this location.  In 
addition, Pennsylvania Avenue will have to be widened to four travel lanes along the project frontage 
north and south of this location to provide appropriate transitions for these travel lanes.  The design for 
this intersection is complicated by the proximate location to the adjacent railroad track.  Improving 
Pennsylvania Avenue over the railroad tracks will require the approval of the California Public Utilities 
Commission (CPUC).   The project would be responsible for the construction of this improvement.  Prior 
to installation of a traffic signal, a complete signal warrant analysis should be conducted to verify the need 
for a traffic signal. After implementation of this mitigation measure, the intersection LOS would be LOS B 
during all periods. This intersection is located in the City of Suisun City and the City has the ability to 
implement this mitigation measure as necessary.  

Impact after Mitigation:  Less than significant 

Pennsylvania Avenue/Driveway #4 

This intersection would provide primary access to the main commercial portion of the proposed development.  For 
purposes of this analysis, this intersection is assumed to operate under side-street stop control and all turning 
movements are assumed to occur at this intersection.  Additionally, Pennsylvania Avenue is assumed to have two 
lanes at this location.  With these assumptions, the intersection would operate at LOS F during the PM and 
Saturday peak hours.  Since this LOS would exceed the City’s LOS standard of C, a significant impact occurs.  

Impact A-8: The intersection of Pennsylvania Avenue/Driveway #4 would operate at LOS F after the 
addition of project traffic during the PM and Saturday peak hours.  A significant impact occurs because 
this intersection exceeds the LOS C threshold which is considered acceptable by Suisun City.     

Mitigation A-8:  Mitigating this impact will require widening of Pennsylvania Avenue and installation of a 
traffic signal at this location.   Additional turn lanes, such as an additional left-turn lane outbound from the 
project, and an additional right-turn lane entering the project, would be needed at this intersection as well.   
The project would be responsible for widening Pennsylvania Avenue through this intersection and also 
modifying the site plan to provide the necessary turn lanes at the intersection.  With these modifications, 
the intersection would operate at LOS B or better during all time periods. This intersection is located in 
the City of Suisun City and the City has the ability to implement this mitigation measure as necessary. 

Impact after Mitigation:  Less than significant. 

Pennsylvania Avenue/Driveway #5 
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This proposed intersection would be located to the south of SR 12 along Pennsylvania Avenue and would provide 
access to the Gilbert Parcel.   For purposes of this analysis, this intersection is assumed to operate under side-
street stop control and all turning movements are assumed to occur at this intersection.  Additionally, 
Pennsylvania Avenue is assumed to have two lanes at this location.  With these assumptions, the intersection 
would operate at LOS D during both the PM and Saturday Peak hours.   A significant impact occurs because this 
intersection would operate at LOS D after the addition of project traffic.  

Impact A-9: The intersection of Pennsylvania Avenue/Driveway #5 would operate at LOS D after the 
addition of project traffic during the PM and Saturday peak ours.  A significant impact occurs because this 
intersection exceeds the LOS C threshold which is considered acceptable by Suisun City.      

Mitigation A-9:  Mitigating this impact will require widening of Pennsylvania Avenue and changes in the 
access control at this location.  This driveway will have to operate as right-in/right-out driveways only.  We 
considered installing a traffic signal but cannot recommend a traffic signal given the distance to the signal 
at SR 12/Pennsylvania Avenue.  Additionally, left-in movements cannot be allowed given the extensive 
queuing that is expected to occur at the SR 12/Pennsylvania intersection.  With these modifications, the 
intersection would operate at LOS C during all time periods. This intersection is located in the City of 
Suisun City and the City has the ability to implement this mitigation measure as necessary. 

Impact after Mitigation:  Less than significant.   

Driveway #4/Internal Roadway 

This intersection represents the connection between the major internal roadway on the main commercial site and 
Driveway #4.  Nearly all of the traffic accessing the main commercial site will enter through this intersection while 
traveling to individual buildings.   This analysis assumes that this intersection operates as an all-way stop 
intersection with one lane approaches in all directions.  Based on this assumed configuration, the intersection will 
operate at LOS F during the PM and Saturday peak hours.  This LOS exceeds the City of Suisun City’s LOS C 
standard and a significant impact therefore occurs.  

Impact A-10:  The intersection of Driveway #4/Internal roadway would operate at LOS F after the 
addition of project traffic during the PM and Saturday peak hours.  A significant impact occurs because 
this intersection would exceed the LOS C threshold which is considered acceptable by Suisun City.      

Mitigation A-10:  Mitigating this impact would require the addition of a traffic signal at this location.  
Additionally, the intersection will have to be modified to have two lanes on all approaches. The project 
applicant would be responsible for the construction of the acceleration/deceleration lane.  With this 
improvement, the intersection would operate at LOS B or better during all time periods. This intersection 
is located in the City of Suisun City and the City has the ability to implement this mitigation measure as 
necessary. 

Impact after Mitigation:  Less than significant.   

The mitigation measures required to fully mitigate these impacts are shown on Figure 24A (off-site intersections) 
and Figure 24B (on-site intersections).  
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ALTERNATIVE 2 IMPACTS AND MITIGATIONS 

Texas Street/I-80 WB Ramp 

Prior to the introduction of project trips, this intersection operates at LOS D during the PM peak hour (48 seconds 
of delay).  This LOS currently exceeds the LOS C threshold that is generally applicable to Caltrans facilities.  
During the AM and Saturday peak hour, the intersection operates at LOS C with 32 seconds and 31 seconds of 
delay respectively.  After the addition of project traffic, this intersection operates unacceptably at LOS E and D 
during the PM and Saturday peak hours, respectively.  Since the addition of project traffic increases traffic 
volumes by 4 percent during the PM peak hour and causes the LOS to degrade from LOS C to LOS D during the 
Saturday peak hour, a significant impact occurs.  

Impact A-1:  The addition of project traffic causes an increase of more than three percent at an 
intersection that operates at a deficient level prior to the introduction of project trips during the PM peak 
hour.  A significant impact also occurs during the Saturday peak hour since the project is responsible for a 
degradation of the LOS from LOS C to LOS D. 

Mitigation A-1:  Mitigating this impact will require the addition of an exclusive southbound left-turn lane.  
The project would fund the installation, which would require the approval of the California Department of 
Transportation.  There appears to be sufficient right-of-way for the construction of this improvement.  After 
implementation of this mitigation measure, the LOS at this intersection would be C or better during all 
periods.  

However, the City of Suisun lacks jurisdiction over this intersection and can not implement this mitigation 
measure or oversee its implementation.  Implementation of this mitigation measure would require 
approval of an outside agency, such as Caltrans.  Since we can not assure that this mitigation can be 
successfully implemented, we can conclude that this impact is significant and unavoidable.   

Impact after Mitigation:  Significant and Unavoidable 

Texas Street/Beck Avenue  

This intersection operates at LOS D during both the PM and Saturday periods with a delay of 42 seconds (PM) 
and 37 seconds (Saturday).  This LOS currently exceeds the LOS C threshold that is generally applicable to 
Caltrans facilities.  After the addition of project trips, the delay increases but the LOS remains at LOS D.  Since 
the project is responsible for an increase in traffic volumes by 5 percent in the PM peak hour and 8 percent in the 
Saturday peak hour, a significant traffic impact occurs.   

Impact A-2: The addition of project traffic causes an increase of more than three percent at intersection 
that operates at a deficient level prior to the introduction of project trips during the PM and Saturday peak 
hours.

Mitigation A-2:  Mitigating this impact will require the modification of the westbound right-turn movement 
from permitted to free movement and optimization of the signal timings at this intersection.  The project 
would fund the installation of this improvement, which would require the approval of the California 
Department of Transportation.  There appears to be adequate right-of-way for this improvement. After 
implementation of this mitigation measure, the intersection LOS would be LOS C during all periods.  

However, the City of Suisun lacks jurisdiction over this intersection and can not implement this mitigation 
measure or oversee its implementation.  Implementation of this mitigation measure would require 
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approval of an outside agency, such as Caltrans.  Since we can not assure that this mitigation can be 
successfully implemented, we can conclude that this impact is significant and unavoidable.   

Impact after Mitigation:  Significant and Unavoidable 

Texas Street/Pennsylvania Avenue 

This intersection operates at LOS E in the PM peak hour prior to the introduction of project traffic, which exceeds 
the City of Fairfield’s LOS D standard.  This intersection operates at LOS C during the AM peak hour (32 seconds 
of delay) and LOS D during the Saturday peak hour (35 seconds of delay).  After the addition of project trips, the 
intersection operates at LOS E with increased delay during the PM peak hour.   Since the addition of project traffic 
increases traffic volumes by 17 percent during the PM peak hour, a significant impact occurs.   

Impact A-3:  The addition of project traffic causes an increase of more than three percent at an 
intersection that operates at a deficient level prior to the introduction of project trips during the PM period.    

Mitigation A-3:  Mitigating this impact would require the addition of an exclusive right-turn lane and 
restriping the existing shared through/right-turn lane to exclusive through lane on the southbound 
approach.  Based on a review of conditions at the intersection, there appears to be insufficient right-of-
way for this improvement.  This impact cannot be mitigated and the impact is significant and unavoidable.   

Additionally, the City of Suisun lacks jurisdiction over this intersection and can not implement this 
mitigation measure or oversee its implementation.  Implementation of this mitigation measure would 
require approval of an outside agency, such as the City of Fairfield.  Since we can not assure that this 
mitigation can be successfully implemented, we can conclude that this impact is significant and 
unavoidable.   

Impact after Mitigation:  Significant and Unavoidable 

SR 12/Beck Avenue  

This intersection operates at LOS E in the AM peak hour and LOS D in the PM peak hour prior to the introduction 
of project traffic, which exceeds the Caltrans’ LOS C standard.  The intersection operates at LOS C during the 
Saturday peak hour, which is an acceptable condition.  After the addition of project trips, the intersection 
operations remain at LOS E with increased delay in the AM peak hour, degrade from LOS D to LOS E during the 
PM peak hour, and degrade from LOS C to LOS D during the Saturday peak hour.  Since the addition of project 
traffic increases traffic volumes by 6 percent during the PM peak hour and causes the LOS to degrade from LOS 
C to LOS D during the Saturday peak hour, a significant impact occurs.   

Impact A-4:  The addition of project traffic causes an increase of more than three percent at an 
intersection that operates at a deficient level prior to the introduction of project trips during the PM peak 
hour.  A significant impact also occurs during the Saturday period since the project is responsible for a 
degradation of the LOS from LOS C to LOS D.  

Mitigation A-4:  Mitigating this impact would require the addition of an exclusive right-turn lane and 
restriping the existing shared through/right-turn lane to exclusive through lane on the westbound 
approach and the addition of the second left-turn lane on the southbound approach.  The project would 
fund the installation of this improvement, which would require the approval of the California Department of 
Transportation.  There appears to be adequate right-of-way for this improvement. After implementation of 
this mitigation measure, the intersection LOS would be LOS C during all periods. 
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However, the City of Suisun lacks jurisdiction over this intersection and can not implement this mitigation 
measure or oversee its implementation.  Implementation of this mitigation measure would require 
approval of an outside agency, such as the City of Fairfield.  Since we can not assure that this mitigation 
can be successfully implemented, we can conclude that this impact is significant and unavoidable.   

Impact after Mitigation:  Significant and Unavoidable 

SR 12/Pennsylvania Avenue  

This intersection operates at LOS D in the AM and PM peak hour prior to the introduction of project traffic, which 
exceeds the Caltrans’ LOS C standard.   The intersection operates at LOS C during the Saturday peak hour, 
which is an acceptable condition.  After the addition of project trips, the intersection operations degrade to LOS F 
during the AM, PM, and Saturday peak hours.   Since the project increases the traffic volumes at the intersection 
by 11 and 25 percent during the AM and PM peak hours and degrades the intersection operations from LOS C to 
LOS F during the Saturday peak hour, a significant impact also occurs 

Impact A-5:  The addition of project traffic causes an increase of more than three percent at an 
intersection that operates at a deficient level prior to the introduction of project trips during the AM and 
PM peak hour.  A significant impact also occurs during the Saturday period since the project is 
responsible for a degradation of the LOS from LOS C to LOS F.  

Mitigation A-5:  Mitigating this impact would require the addition of lanes on all approaches to the 
intersection.  These additional lanes would include turn lanes on the eastbound and westbound 
approaches and additional through lanes on Pennsylvania Avenue. With these improvements, this 
intersection would operate at LOS D, which would be provide acceptable level of operations and mitigate 
the impacts of the project.    No impact is judged to occur since the delay would be less than the existing 
condition, if the proposed improvements are implemented.   

However, the City of Suisun lacks jurisdiction over this intersection and can not implement this mitigation 
measure or oversee its implementation.  Implementation of this mitigation measure would require 
approval of an outside agency, such as Fairfield.  Since we can not assure that this mitigation can be 
successfully implemented, we can conclude that this impact is significant and unavoidable.   

Impact after Mitigation:  Significant and Unavoidable 

SR 12/Sunset Avenue  

This intersection operates at LOS D during the AM and Saturday peak hours prior to the introduction of project 
traffic.  After the addition of project traffic, the LOS remains at D.  However, LOS C is considered the acceptable 
threshold for this location so the intersection is judged to be operating at a deficient level.  Since the project 
increases the traffic volumes by 6 percent at this deficient intersection during the Saturday peak hour, a significant 
impact occurs. 

Impact A-6:  The addition of project traffic causes an increase of more than three percent at an 
intersection that operates at a deficient level prior to the introduction of project trips during the Saturday 
peak hour.   

Mitigation A-6:  Mitigating this impact will require a traffic signal optimization.  The project would be 
responsible for the implementation of this mitigation measure, which would require the approval of the 
California Department of Transportation.  After implementation of this mitigation measure, the intersection 
LOS would be LOS C during all periods. 
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However, the City of Suisun lacks jurisdiction over this intersection and can not implement this mitigation 
measure or oversee its implementation.  Implementation of this mitigation measure would require 
approval of an outside agency, such as Fairfield.  Since we can not assure that this mitigation can be 
successfully implemented, we can conclude that this impact is significant and unavoidable.   

Impact after Mitigation:  Significant and Unavoidable 

Cordelia Road/Pennsylvania Avenue  

This intersection, which operates under side street stop control, currently operates at LOS C or better during all 
peak hours.   After the addition of project traffic, the intersection would operate at LOS D during the PM peak 
hour.  A significant impact occurs since the addition of project traffic causes the LOS to degrade from an 
acceptable LOS C to LOS D during the PM peak hour.   

Impact A-7:  The addition of project traffic causes the LOS during the PM peak hour to degrade from 
LOS C to LOS D.

Mitigation A-7:  Mitigating this impact will require the construction of a traffic signal at this location.  In 
addition, Pennsylvania Avenue will have to be widened to four travel lanes along the project frontage 
north and south of this location to provide appropriate transitions for these travel lanes.  The design for 
this intersection is complicated by the proximate location to the adjacent railroad track.  Improving 
Pennsylvania Avenue over the railroad tracks will require the approval of the California Public Utilities 
Commission (CPUC).   The project would be responsible for the construction of this improvement.  Prior 
to installation of a traffic signal, a complete signal warrant analysis should be conducted to verify the need 
for a traffic signal. After implementation of this mitigation measure, the intersection LOS would be LOS B 
during all periods.  This intersection is located in the City of Suisun City and any specified improvement 
does not require the approval of either Caltrans or the City of Fairfield.  

Impact after Mitigation:  Less than significant 

Pennsylvania Avenue/Driveway #4 

This intersection would provide primary access to the main commercial portion of the proposed development.  For 
purposes of this analysis, this intersection is assumed to operate under side-street stop control and all turning 
movements are assumed to occur at this intersection.  Additionally, Pennsylvania Avenue is assumed to have two 
lanes at this location.  With these assumptions, the intersection would operate at LOS F during the PM and 
Saturday peak hours.  Since this LOS would exceed the City’s LOS standard of C, a significant impact occurs.  

Impact A-8: The intersection of Pennsylvania Avenue/Driveway #4 would operate at LOS F after the 
addition of project traffic during the PM and Saturday peak hours.  A significant impact occurs because 
this intersection exceeds the LOS C threshold which is considered acceptable by Suisun City.     

Mitigation A-8:  Mitigating this impact will require widening of Pennsylvania Avenue and installation of a 
traffic signal at this location.   Additional turn lanes, such as an additional left-turn lane outbound from the 
project, and an additional right-turn lane entering the project, would be needed at this intersection as well.   
The project would be responsible for widening Pennsylvania Avenue through this intersection and also 
modifying the site plan to provide the necessary turn lanes at the intersection.  With these modifications, 
the intersection would operate at LOS B or better during all time periods.  This intersection is located in 
the City of Suisun City and any specified improvement does not require the approval of either Caltrans or 
the City of Fairfield. 

Impact after Mitigation:  Less than significant. 
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Driveway #4/Internal Roadway 

This intersection represents the connection between the major internal roadway on the main commercial site and 
Driveway #4.  Nearly all of the traffic accessing the main commercial site will enter through this intersection while 
traveling to individual buildings.   This analysis assumes that this intersection operates as an all-way stop 
intersection with one lane approaches in all directions.  Based on this assumed configuration, the intersection will 
operate at LOS D during the PM peak hour and LOS F during the Saturday peak hour.  This LOS exceeds the 
City of Suisun City’s LOS C standard and a significant impact therefore occurs.  

Impact A-9:  The intersection of Driveway #4/Internal roadway would operate at LOS D and F after the 
addition of project traffic during the PM and Saturday peak hours, respectively.  A significant impact 
occurs because this intersection would exceed the LOS C threshold which is considered acceptable by 
Suisun City.      

Mitigation A-9:  Mitigating this impact would require the addition of a traffic signal at this location.  
Additionally, the intersection will have to be modified to have two lanes on all approaches. The project 
applicant would be responsible for the construction of the acceleration/deceleration lane.  With this 
improvement, the intersection would operate at LOS B or better during all time periods.  This intersection 
is located in the City of Suisun City and any specified improvement does not require the approval of either 
Caltrans or the City of Fairfield. 

Impact after Mitigation:  Less than significant.   

The mitigation measures needed to mitigate these impacts are shown on Figure 25A (off-site intersections) and 
Figure 25B (on-site intersections).  
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7. PROJECT INTERSECTION IMPACTS- CUMULATIVE 
SCENARIO

This chapter represents traffic impacts associated with the Cumulative Scenario.  This scenario represents 
existing traffic volumes, as well as additional traffic associated with proposed and planned developments within 
the City of Fairfield and the City of Suisun City.    This chapter discusses the traffic volumes, the assumed 
improvements, the resulting intersection operations, and the project impacts.  Any associated mitigations are 
presented as well.   

TRAFFIC VOLUMES 

Given the anticipated growth within the study area, a travel demand model was selected as the most appropriate 
tool for use in developing the traffic volumes for the Cumulative Scenario.  Based on a variety of considerations, 
the recently adopted Solano Transportation Authority (STA) regional travel demand was selected for use.  A 
detailed description of the model selection process as well as checks of the regional model’s land use and 
roadway network data is provided in the Appendix as Appendix D.   This review concluded that the model was 
generally acceptable for use in preparing the forecasts, although several land use and roadway network changes 
were required.  These changes are also documented in the memo provided in Appendix D.  

Using the results of this model, we developed forecasts for the three peak analysis periods using a furnessing 
process.  As part of the furnessing process, the growth on a roadway segment is added to an approach and 
distributed to the various turning movements based on the existing turning percentages.  This growth is then 
added to the existing traffic counts.  Furnessing is often employed to develop traffic forecasts given that regional 
travel demand models often lack the necessary accuracy to provide accurate turning movement volumes.  The 
furnessing process also ensures that traffic forecasts are equal to or higher than the existing traffic counts.   For 
the Saturday forecasts, the growth for the AM and PM peak hours were averaged and added to the existing traffic 
counts. 

The Background or No Project Traffic Volumes for the Cumulative Scenario volumes are shown on Figures 26A 
and 26B.  The volumes which result from the addition of the Base Project traffic to the Background Volumes are 
presented on Figures 27A and 27B.  Figures 28A and 28B represent the estimated traffic volumes which result 
form the addition of project traffic under Alternative 1.  Alternative 2 traffic volumes are provided on Figures 29A 
and 29B.

ROADWAY IMPROVEMENTS 

As stated in Chapter 5, there are a number of proposed improvements within the study area.  For example, 
widening SR 12 from four to six lanes has been considered along with an urban interchange at SR 
12/Pennsylvania Avenue.  However, none of these proposed improvements are funded and are not assumed to 
be constructed in the Cumulative Scenario.   
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Average Average Average Average
Intersection Delay Intersection Delay Intersection Delay Intersection Delay

AM >80 F >80 F >80 F >80 F
PM >80 F >80 F >80 F >80 F
SAT 34 C 59 E 53 D 52 D
AM 31 C 31 C 31 C 31 C
PM 58 E 74 E 69 E 68 E
SAT 23 C 24 C 24 C 24 C
AM 57 E 58 E 58 E 58 E
PM >80 F >80 F >80 F >80 F
SAT 75 E >80 F >80 F >80 F
AM >80 F >80 F >80 F >80 F
PM >80 F >80 F >80 F >80 F
SAT >80 F >80 F >80 F >80 F
AM 18 B 18 B 18 B 18 B
PM >80 F >80 F >80 F >80 F
SAT 27 C 65 E 54 D 48 D
AM 18 B 19 B 18 B 18 B
PM 67 E >80 F >80 F >80 F
SAT 40 D 59 E 52 D 50 D
AM 23 C 23 C 23 C 23 C
PM >80 F >80 F >80 F >80 F
SAT 19 B 20 B 20 B 20 B
AM >80 F >80 F >80 F >80 F
PM >80 F >80 F >80 F >80 F
SAT >80 F >80 F >80 F >80 F
AM >80 F >80 F >80 F >80 F
PM >80 F >80 F >80 F >80 F
SAT >80 F >80 F >80 F >80 F
AM >80 F >80 F >80 F >80 F
PM >80 F >80 F >80 F >80 F
SAT >80 F >80 F >80 F >80 F
AM >80 F >80 F >80 F >80 F
PM 60 E 76 E 71 E 70 E
SAT >80 F >80 F >80 F >80 F
AM 22 C 23 C 20 C 20 C
PM >50 F >50 F >50 F >50 F
SAT 22 C 26 D 22 C 22 C
AM >50 F >50 F >50 F >50 F
PM >50 F >50 F >50 F >50 F
SAT >50 F >50 F >50 F >50 F
AM 9 A 9 A 9 A 9 A
PM >50 F >50 F >50 F >50 F
SAT 13 B 23 D 18 B 17 C
AM 9 A 10 A 9 A 9 A
PM >50 F >50 F >50 F >50 F
SAT 33 D 46 E 42 E 40 E
AM 12 B 11 B 11 B 12 B
PM 11 B 14 B 13 B 13 B
SAT 11 B 10 A 22 C 23 C
AM N/A N/A 22 C 20 C 20 C
PM N/A N/A >50 F 46 E 43 E
SAT N/A N/A 26 D 24 C 23 C
AM N/A N/A 19 C 19 C 19 C
PM N/A N/A >50 F 39 E 38 E
SAT N/A N/A 24 C 21 C 21 C
AM N/A N/A 20 C 18 C 19 C
PM N/A N/A >50 F 24 C 23 C
SAT N/A N/A >50 F 34 D 32 D
AM N/A N/A 48 E 50 E 41 E
PM N/A N/A >50 F >50 F >50 F
SAT N/A N/A >50 F >50 F >50 F
AM N/A N/A 16 C 13 B 13 B
PM N/A N/A >50 F >50 F 43 E
SAT N/A N/A >50 F >50 F >50 F
AM N/A N/A 9 A 9 A 8 A
PM N/A N/A >50 F >50 F 26 D
SAT N/A N/A >50 F >50 F >50 F

Table 6- Cumulative LOS Results

Suisun City TWSC

Caltrans Signal

Peak Hour PeriodIntersection Jurisdiction Traffic Control 
Device

1. Texas St/I-80 WB Ramp

TWSCProject

TWSCProject

23.Driveway 4/Internal Project 
Road Signal

Project

Project

Project

TWSC

TWSC

Signal

Project

19.Driveway 3/Pennsylvania 
Ave

20.Driveway 4/Pennsylvania 
Ave

21.Driveway 5/Pennsylvania 
Ave

17. Driveway 1/Cordelia Rd

18. Driveway 2/Cordelia Rd.

Cumulative (Exisit Lane Config.)

LOS

Cumulative+ Base Project (Exist Lane 
Configurations)

LOS

2. Texas St/I-80 EB Ramp Caltrans Signal

3. Texas St/Beck Ave Caltrans Signal

4. Texas St/Pennsylvania Ave Fairfield Signal

5. Texas St/Jackson St Fairfield Signal

6. Texas St/Webster St Fairfield Signal

Signal

7. Woolner Ave/Beck Ave Fairfield Signal

8. Hwy 12/Beck Ave Caltrans Signal

14. Cordelia Rd/Main St Suisun City All-way

11. Hwy 12/Sunset Ave Caltrans Signal

12. Cordelia Rd/Beck Ave Fairfield TWSC

13.Cordelia Rd/Pennsylvania 
Ave

9. Hwy 12/Pennsylvania Ave Caltrans Signal

10. Hwy 12/Marina Blvd Caltrans

15. Lotz Way/Civic Center Blvd Caltrans All-way

16. Lotz Way/Main St Suisun City Signal

LOS

Cumulative+ Alt 1 Project (Exist Lane 
Configurations)

Cumulative+ Alt 2 Project (Exist Lane 
Configurations)

LOS



101

Gentry/Suisun Annexation Traffic Impact Study 
February 2006 

INTERSECTION OPERATIONS 

The intersection results for all three project scenarios are shown on Table 6 for all scenarios.  The following 
intersections would be impacted under the Base Project, Alternative 1, and Alternative 2.  The LOS results for the 
Cumulative Scenario (all alternatives) are provided in Appendix E.   

For purposes of this analysis, the existing lane configurations are assumed to be in place at many of the impacted 
locations since we cannot guarantee that the required mitigations measures are in place.  Our discussion of 
impacts and mitigations does note the potential benefits associated with any Existing Plus Project mitigation 
measures.

BASE PROJECT IMPACTS AND MITIGATIONS 

Texas Street/I-80 WB Ramp 

Prior to the introduction of project trips, this intersection operates at LOS F during the AM and PM peak hour 
(greater than 80 seconds of delay).  During the Saturday peak hour, the intersection operates at LOS C with 34 
seconds of delay.  After the addition of project traffic, this intersection operates at LOS F with increased delay 
during both the AM and PM peak hours and LOS E during the Saturday peak hour.  Since the addition of project 
traffic increases traffic volumes by 5 percent during the PM peak hour and causes the LOS to degrade from LOS 
C to LOS E during the Saturday peak hour, a significant impact occurs.  

Impact A-11:  The addition of project traffic causes an increase of more than three percent at an 
intersection that operates at a deficient level prior to the introduction of project trips during the PM peak 
hour.  A significant impact also occurs during the Saturday peak hour since the project is responsible for a 
degradation of the LOS from LOS C to LOS E. 

Mitigation A-11:  The mitigation measures identified under Existing Plus Project Scenario recommended 
the addition of an exclusive southbound left-turn lane.  With this mitigation, the intersection would operate 
at LOS E in the AM peak hour and LOS D in the PM peak hour, which indicates degraded operations 
compared to existing conditions. 

Mitigating this impact will require the addition of a second exclusive southbound left-turn lane in addition 
to the mitigation under Existing Plus Project Scenario.  The project would fund the installation, which 
would require the approval of the California Department of Transportation.   There appears to be sufficient 
right-of-way for the construction of this improvement.  After implementation of this mitigation measure, the 
LOS at this intersection LOS would be C or better during all peak hours.  

However, the City of Suisun lacks jurisdiction over this intersection and can not implement this mitigation 
measure or oversee its implementation.  Implementation of this mitigation measure would require 
approval of an outside agency, such as Caltrans.  Since we can not assure that this mitigation can be 
successfully implemented, we can conclude that this impact is significant and unavoidable.   

Impact after Mitigation:  Significant and Unavoidable 

Texas Street/I-80 EB Ramp 

This intersection operates at LOS E in the PM peak hour prior to the introduction of project trips with a delay of 58 
seconds.  During the AM peak hour, the intersection operates at LOS C with a delay of 31 seconds.  The 
intersection operates at LOS C with a delay of 23 seconds in the Saturday peak hour.   After the addition of 
project trips, the intersection continues operate at LOS E during the PM period with a delay of 74 seconds.  Since 



102

Gentry/Suisun Annexation Traffic Impact Study 
February 2006 

the addition of project traffic increases traffic volumes by 4 percent during the PM peak hour, a significant impact 
occurs.    

Impact A-12:  The addition of project traffic causes an increase of more than three percent at intersection 
that operates at a deficient level prior to the introduction of project trips during the PM peak hour.    

Mitigation A-12:  No mitigation measures were identified under Existing Plus Project Scenario at this 
location. 

Mitigating this impact will require a traffic signal retiming.  The project would be responsible for the 
implementation of this mitigation measure, which would require the approval of the California Department 
of Transportation.  After implementation of this mitigation measure, the intersection LOS would be LOS C 
or better during all peak hours. 

However, the City of Suisun lacks jurisdiction over this intersection and can not implement this mitigation 
measure or oversee its implementation.  Implementation of this mitigation measure would require 
approval of an outside agency, such as Caltrans.  Since we can not assure that this mitigation can be 
successfully implemented, we can conclude that this impact is significant and unavoidable.   

Impact after Mitigation:  Significant and Unavoidable 

Texas Street/Beck Avenue  

This intersection operates at LOS E during the AM peak hour, LOS F during the PM peak hour, and LOS E during 
the Saturday peak hour. This LOS currently exceeds the LOS C threshold that is generally applicable to Caltrans 
facilities.  After the addition of project trips, the LOS during the AM and PM peak hour remains E and F and the 
Saturday LOS degrades from E to F.  Since the addition of project traffic increases traffic volumes by 4 and 8 
percent during the PM and Saturday peak hour, respectively, a significant impact occurs.   

Impact A-13:  The addition of project traffic causes an increase of more than three percent at intersection 
that operates at a deficient level prior to the introduction of project trips during the PM and Saturday peak 
hours.

Mitigation A-13:  The mitigation measures identified under Existing Plus Project Scenario recommended 
the modification of the westbound right-turn movement from permitted to free movement and optimization 
of the signal timings at this intersection.  With this mitigation, the intersection would still operate at LOS F 
during both the PM and Saturday peak hour, which indicates degraded operations compared to existing 
conditions.

Mitigating this impact would require the following improvements in addition to the mitigation under 
Existing Plus Project Scenario – constructing two additional eastbound through lanes; constructing one 
additional through lane and left-turn lane on the westbound approach; and providing a free right-turn lane 
and restriping the shared through/right-turn lane to through lane on the northbound approach.  Based on 
a review of the existing intersection configuration, there appears to be insufficient right-of-way to construct 
these improvements without severely impacting the adjacent buildings and parking lots.  No feasible 
mitigation exists for this deficient condition. Since the necessary mitigation cannot be successfully 
implemented, the impact remains significant and unavoidable. 

Additionally, the City of Suisun lacks jurisdiction over this intersection and can not implement this 
mitigation measure or oversee its implementation.  Implementation of this mitigation measure would 
require approval of an outside agency, such as Fairfield.  Since we can not assure that this mitigation can 
be successfully implemented, we can conclude that this impact is significant and unavoidable.   
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Impact after Mitigation:  Significant and Unavoidable 

Texas Street/Pennsylvania Avenue 

This intersection operates at LOS F during the AM, PM, and Saturday peak hours under the Cumulative No 
Project scenario.   With the addition of project traffic, the intersection continues to operate at LOS F with 
increased delay during all peak hours.  Since the addition of project traffic increases traffic volumes by 6, 16 and 
26 percent during the AM, PM, and Saturday peak hour, respectively, a significant impact occurs.  

Impact A-14:  The addition of project traffic causes an increase of more than three percent at an 
intersection that operates at a deficient level prior to the introduction of project trips during all peak hours.   

Mitigation A-14:  The mitigation measures identified under Existing Plus Project Scenario recommended 
the addition of an exclusive right-turn lane and restriping the existing shared through/right-turn lane to 
exclusive through lane on the southbound approach.  With this mitigation, the intersection would still 
operate at LOS F during both the PM and Saturday peak hours, which indicates degraded operations 
compared to existing conditions. 

Mitigating this impact would require the following improvements in addition to the mitigation under 
Existing Plus Project Scenario – constructing one additional left-turn and through lane on the eastbound 
and northbound approaches.  A review of this intersection indicates that there is insufficient right-of-way 
for this improvement since there are existing buildings and parking lots on all sides of the building.   Since 
the necessary mitigation cannot be successfully implemented, the impact remains significant and 
unavoidable.  

Additionally, the City of Suisun lacks jurisdiction over this intersection and can not implement this 
mitigation measure or oversee its implementation.  Implementation of this mitigation measure would 
require approval of an outside agency, such as Fairfield.  Since we can not assure that this mitigation can 
be successfully implemented, we can conclude that this impact is significant and unavoidable.   

Impact after Mitigation:  Significant and Unavoidable 

Texas Street/Jackson Street  

This intersection operates at LOS F prior to the introduction of project trips during the PM peak hour.  The 
intersection operates at LOS C or better during the other peak hours.  The addition of project traffic causes the 
LOS during the Saturday peak hour to degrade from LOS C to LOS E.   Since the addition of project traffic 
increases traffic volumes by 11 percent during the PM peak hour and causes the LOS to degrade from LOS C to 
LOS E during the Saturday peak hour, a significant impact occurs. 

Impact A-15:  The addition of project traffic causes an increase of more than three percent at an 
intersection that operates at a deficient level prior to the introduction of project trips during the PM peak 
hour.  A significant impact also occurs during the Saturday peak hour since the project is responsible for a 
degradation of the LOS from LOS C to LOS E. 

Mitigation A-15:  No mitigation measures were identified under Existing Plus Project Scenario at this 
location. 

Mitigating this impact would require a major reconstruction of this intersection to add one eastbound 
through lane along Texas Street.  Based on a review of the existing intersection configuration, there 
appears to be insufficient right-of-way to construct these improvements without severely impacting the 
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adjacent buildings and parking lots.  No feasible mitigation exists for this deficient condition. Since the 
necessary mitigation cannot be successfully implemented, the impact remains significant and 
unavoidable. 

Additionally, the City of Suisun lacks jurisdiction over this intersection and can not implement this 
mitigation measure or oversee its implementation.  Implementation of this mitigation measure would 
require approval of an outside agency, such as Fairfield.  Since we can not assure that this mitigation can 
be successfully implemented, we can conclude that this impact is significant and unavoidable.   

Impact after Mitigation:  Significant and Unavoidable 

Texas Street/Webster Street  

This intersection operates at LOS E prior to the introduction of project trips during the PM peak hour.  During the 
other peak hours, this intersection operates at LOS D or better which is considered acceptable for the City of 
Fairfield.  After the introduction of project trips, this intersection operates at LOS F during the PM peak hour and 
LOS E during the Saturday peak hour.  Since the addition of project traffic increases traffic volumes by 10 percent 
during the PM peak hour and causes the LOS to degrade from LOS D to LOS E during the Saturday peak hour, a 
significant impact occurs. 

Impact A-16:  The addition of project traffic causes an increase of more than three percent at an 
intersection that operates at a deficient level prior to the introduction of project trips during the PM peak 
hour.  A significant impact also occurs during the Saturday peak hour since the project is responsible for a 
degradation of the LOS from LOS D to LOS E.  

Mitigation A-16:  No mitigation measures were identified under Existing Plus Project Scenario at this 
location. 

Mitigating this impact would require a major reconstruction of this intersection to add one eastbound 
through lane along Texas Street.  Based on a review of the existing intersection configuration, there 
appears to be insufficient right-of-way to construct these improvements without severely impacting the 
adjacent buildings and parking lots.  No feasible mitigation exists for this deficient condition. Since the 
necessary mitigation cannot be successfully implemented, the impact remains significant and 
unavoidable. 

Additionally, the City of Suisun lacks jurisdiction over this intersection and can not implement this 
mitigation measure or oversee its implementation.  Implementation of this mitigation measure would 
require approval of an outside agency, such as Fairfield.  Since we can not assure that this mitigation can 
be successfully implemented, we can conclude that this impact is significant and unavoidable.   

Impact after Mitigation:  Significant and Unavoidable 

Woolner Avenue/Beck Avenue 

This intersection operates at LOS F prior to the introduction of project trips during the PM peak hour.  During the 
other peak hours, this intersection operates at LOS C or better which is considered acceptable for the City of 
Fairfield.  After the introduction of project trips, this intersection operates at LOS F during the PM peak hour.  A 
significant impact occurs because the project increases the traffic volume by 4 percent at an intersection that 
operates at a deficient LOS prior to the introduction of project traffic.   
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Impact A-17:  The addition of project traffic causes an increase of more than three percent at an 
intersection that operates at a deficient level prior to the introduction of project trips during the PM peak 
hours.

Mitigation A-17:  No mitigation measures were identified under Existing Plus Project Scenario at this 
location. 

Mitigating this impact would require the addition of a second left-turn lane on the southbound approach 
and an exclusive right-turn lane on the northbound approach.  Based on a review of the existing 
intersection configuration, there appears to be insufficient right-of-way to construct these improvements 
without severely impacting the adjacent buildings and parking lots.  No feasible mitigation exists for this 
deficient condition. Since the necessary mitigation cannot be successfully implemented, the impact 
remains significant and unavoidable. 

Additionally, the City of Suisun lacks jurisdiction over this intersection and can not implement this 
mitigation measure or oversee its implementation.  Implementation of this mitigation measure would 
require approval of an outside agency, such as Fairfield.  Since we can not assure that this mitigation can 
be successfully implemented, we can conclude that this impact is significant and unavoidable.   

Impact after Mitigation:  Significant and Unavoidable 

SR 12/Beck Avenue  

This intersection operates at LOS F during the AM, PM, and Saturday peak hours under the Cumulative No 
Project scenario.   With the addition of project traffic, the intersection continues to operate at LOS F with 
increased delay during all peak hours.  Since the addition of project traffic increases traffic volumes by 6 and 10 
percent during the PM and Saturday peak hour, respectively, a significant impact occurs.   

Impact A-18:  The addition of project traffic causes an increase of more than three percent at an 
intersection that operates at a deficient level prior to the introduction of project trips during the PM and 
Saturday peak hours.  .   

Mitigation A-18:  The mitigation measures identified under Existing Plus Project Scenario recommended 
the addition of an exclusive right-turn lane and restriping the existing shared through/right-turn lane to 
exclusive through lane on the westbound approach and the addition of the second left-turn lane on the 
southbound approach.  With this mitigation, the intersection would still operate at LOS F during all the 
peak hours, which indicates degraded operations compared to existing conditions. 

Mitigating this impact would require the following improvements in addition to the mitigation under 
Existing Plus Project Scenario – constructing two additional through travel lanes along SR 12; providing 
an exclusive right-turn lane on the northbound approach; and providing an exclusive free right-turn lane 
on the southbound approach.  A review of this intersection indicates that there is insufficient right-of-way 
for this improvement.  Additionally, improvements of this magnitude would require a complete 
reconstruction of the intersection, which is beyond the capability of the project to perform.  Since the 
necessary mitigation cannot be successfully implemented, the impact remains significant and 
unavoidable.  

Additionally, the City of Suisun lacks jurisdiction over this intersection and can not implement this 
mitigation measure or oversee its implementation.  Implementation of this mitigation measure would 
require approval of an outside agency, such as Fairfield.  Since we can not assure that this mitigation can 
be successfully implemented, we can conclude that this impact is significant and unavoidable.   
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Impact after Mitigation:  Significant and Unavoidable 

SR 12/Pennsylvania Avenue  

This intersection operates at LOS F during the AM, PM, and Saturday peak hours under the Cumulative No 
Project scenario.   With the addition of project traffic, the intersection continues to operate at LOS F with 
increased delay during all peak hours.  Since the addition of project traffic increases traffic volumes by 8, 25 and 
40 percent during the AM, PM, and Saturday peak hour, respectively, a significant impact occurs.  

Impact A-19:  The addition of project traffic causes an increase of more than three percent at an 
intersection that operates at a deficient level prior to the introduction of project trips during all peak hours.   

Mitigation A-19:  Mitigating these impacts would likely require grade separation of one or more 
movements.  An urban interchange would fully mitigate the deficient conditions at this intersection.   

Implementing this mitigation measure would require extensive engineering studies and coordination 
between the project applicant, the City of Fairfield, Suisun City, and the California Department of 
Transportation.   Constructing an interchange at this location could cost upwards of $10 million, as 
documented by the SR 12 MIS completed in 2001.  Given the difficulties in implementing this mitigation 
measure and the cost involved, full implementation cannot be assured in a timely fashion to mitigate the 
project impact.  

Additionally, there is currently insufficient funding for this improvement and no regional mechanisms to 
collect money for this improvement.  For example, Solano County does not have a countywide traffic 
impact fee program that would fund a regional improvement such as this.   The City of Fairfield is a 
potential funding source for this interchange, although it is uncertain at this time whether there is sufficient 
funding from other parties to construct the interchange in conjunction with this project.  

One other consideration is that the City of Suisun lacks jurisdiction over this intersection and can not 
implement this mitigation measure or oversee its implementation.  Implementation of this mitigation 
measure would require approval of an outside agency, such as Fairfield.  Since we can not assure that 
this mitigation can be successfully implemented, we can conclude that this impact is significant and 
unavoidable.   

Impact after Mitigation:  Significant and Unavoidable 

SR 12/Marina Blvd  

This intersection operates at LOS F during the AM, PM, and Saturday peak hours under the Cumulative No 
Project scenario.   With the addition of project traffic, the intersection continues to operate at LOS F with 
increased delay during all time periods.  Since the addition of project traffic increases traffic volumes by 5 and 8 
percent during the PM and Saturday peak hour, respectively, a significant impact occurs.   

Impact A-20:  The addition of project traffic causes an increase of more than three percent at an 
intersection that operates at a deficient level prior to the introduction of project trips during the PM and 
Saturday peak hours. 

Mitigation A-20:  No mitigation measures were identified under Existing Plus Project Scenario at this 
location. 

Mitigating this impact would require the addition of lanes on nearly all approaches to the intersection.  The 
required improvements would include additional two through travel lanes along SR 12 and addition left 
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and right-turn lanes on nearly all approaches.  Alternately, one or more of the movements could require 
grade separation.  A review of this intersection indicates that there is insufficient right-of-way for this 
improvement.  Since the full mitigation required to address this impact cannot be implemented, the impact 
remains significant and unavoidable.  

One other consideration is that the City of Suisun lacks jurisdiction over this intersection and can not 
implement this mitigation measure or oversee its implementation.  Implementation of this mitigation 
measure would require approval of an outside agency, such as Caltrans.  Since we can not assure that 
this mitigation can be successfully implemented, we can conclude that this impact is significant and 
unavoidable.   

Impact after Mitigation:  Significant and Unavoidable 

SR 12/Sunset Avenue  

This intersection operates at LOS F during the AM and Saturday peak hours under the Cumulative No Project 
scenario.   The intersection operates at LOS E during the PM peak hour also under the Cumulative No Project 
scenario.  LOS C would be the applicable threshold for this location since the intersection is under the jurisdiction 
of Caltrans.  With the addition of project traffic, the intersection continues to operate at a deficient LOS with 
increased delay during all time periods.  Since the addition of project traffic increases traffic volumes by 5 and 6 
percent during the PM and Saturday peak hour, respectively, a significant impact occurs.      

Impact A-21:  The addition of project traffic causes an increase of more than three percent at an 
intersection that operates at a deficient level prior to the introduction of project trips during the PM and 
Saturday peak hours. 

Mitigation A-21:  The mitigation measures identified under Existing Plus Project Scenario recommended 
a traffic signal optimization.  With this mitigation, the intersection would still operate at a deficient LOS 
during all the peak hours, which indicates degraded operations compared to existing conditions. 

Mitigating this impact would require the following improvements in addition to the mitigation under 
Existing Plus Project Scenario – providing two additional through travel lanes along SR 12; constructing 
an exclusive left-turn lane on the northbound approach; providing an exclusive left-turn lane and a free 
right-turn lane  on the southbound approach.  A review of this intersection indicates that there is 
insufficient right-of-way for this improvement.  Additionally, improvements of this magnitude would require 
a complete reconstruction of the intersection, which is beyond the capability of the project to perform.  
Since the necessary mitigation cannot be successfully implemented, the impact remains significant and 
unavoidable.  

One other consideration is that the City of Suisun lacks jurisdiction over this intersection and can not 
implement this mitigation measure or oversee its implementation.  Implementation of this mitigation 
measure would require approval of an outside agency, such as Caltrans.  Since we can not assure that 
this mitigation can be successfully implemented, we can conclude that this impact is significant and 
unavoidable.   

Impact after Mitigation:  Significant and Unavoidable 

Cordelia Road/Beck Avenue  

This intersection, which operates under stop-sign control, is projected to operate at LOS F during the Cumulative 
No Project scenario in the PM peak hour.  With the addition of project traffic, the intersection would operate at 
LOS F with increased delays during the PM peak hour.  A significant impact occurs since the project adds more 
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than 10 trips to an unsignalized intersection that operates at a deficient LOS prior to the introduction of project 
trips during the PM peak hour.   

Impact A-22:  The he project adds more than 10 trips to an unsignalized intersection that operates at a 
deficient LOS prior to the introduction of project trips during the PM peak hour.    

Mitigation A-22:  No mitigation measures were identified under Existing Plus Project Scenario at this 
location. 

Mitigating this impact will require the installation of a traffic signal at this location.  The project would be 
responsible for the construction of this improvement.  After implementation of this mitigation measure, the 
intersection LOS would be LOS D or better during all time periods. 

However, the City of Suisun lacks jurisdiction over this intersection and can not implement this mitigation 
measure or oversee its implementation.  Implementation of this mitigation measure would require 
approval of an outside agency, such as Caltrans.  Since we can not assure that this mitigation can be 
successfully implemented, we can conclude that this impact is significant and unavoidable.   

Impact after Mitigation:  Less than significant 

Cordelia Road/Pennsylvania Avenue  

This intersection, which operates currently under stop-sign control, is projected to operate at LOS F during all the 
peak hours under the Cumulative No Project scenario.  With the addition of project traffic, the intersection would 
operate at LOS F with increased delays during all the peak hours.  A significant impact would occur if the project 
adds more than 10 trips to an unsignalized intersection that operates at a deficient LOS prior to the introduction of 
project trips.  Since the addition of project traffic increases traffic volumes by more than 10 trips during all the 
peak hours, a significant impact occurs.  Additionally, if Mitigation Measure A-7 is implemented, then LOS F 
conditions occur during the PM period and a significant impact still occurs.   

Impact A-23:  The he project adds more than 10 trips to an unsignalized intersection that operates at a 
deficient LOS prior to the introduction of project trips during all the peak hours.   If the proposed mitigation 
measure is implemented, this intersection would still operate at LOS F during the PM period.   

Mitigation A-23:  The mitigation measures identified under Existing Plus Project Scenario recommended 
the installation of a traffic signal.  With this mitigation, the intersection would still operate at a LOS F 
during the PM peak hour, which indicates degraded operations compared to existing conditions. 

Mitigating this impact would require the addition of an exclusive northbound left-turn lane in addition to the 
mitigation under Existing Plus Project Scenario.  The project would be responsible for the construction of 
this improvement.  After implementation of this mitigation measure, the intersection LOS would be LOS C 
or better during all time periods. Since this intersection is under the jurisdiction of the City of Suisun City, 
additional improvements at this location do not require the approval of the City of Fairfield or Caltrans.  

Impact after Mitigation:  Less than significant 

Cordelia Road/Main Street  

This intersection, which operates under stop-sign control, is projected to operate at LOS F during the Cumulative 
No Project scenario in the PM peak hour.  With the addition of project traffic, the intersection would operate at 
LOS F with increased delays during the PM peak hour and LOS D during the Saturday peak hour.  Since the 
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addition of project traffic increases traffic volumes by more than 10 trips during the PM peak hour and causes the 
LOS to degrade from LOS B to LOS D during the Saturday peak hour, a significant impact occurs.   

Impact A-24:  The addition of project traffic causes an increase of more than 10 percent at an 
intersection that operates at a deficient level prior to the introduction of project trips during the PM peak 
hour.  A significant impact also occurs during the Saturday peak hour since the project is responsible for a 
degradation of the LOS from LOS B to LOS D. 

Mitigation A-24:  No mitigation measures were identified under Existing Plus Project Scenario at this 
location. 

Mitigating this impact will require the installation of a traffic signal and the additional of an exclusive 
eastbound left-turn lane.  The project would be responsible for the construction of this improvement.  After 
implementation of this mitigation measure, the intersection LOS would be LOS C or better during all time 
periods.  Since this intersection is under the jurisdiction of the City of Suisun City, improvements at this 
location do not require the approval of the City of Fairfield or Caltrans. 

Impact after Mitigation:  Less than significant 

Lotz Way/Civic Center Boulevard 

This intersection, which operates under stop-sign control, is projected to operate at LOS F during the Cumulative 
No Project scenario in the PM peak hour.  This intersection also operates at LOS D during the Saturday Peak 
Hour.  With the addition of project traffic, the intersection would operate at LOS F with increased delays during the 
PM peak hour and LOS E during the Saturday peak hour.  Since the addition of project traffic increases traffic 
volumes by more than 10 trips during the PM and Saturday peak hours, a significant impact occurs.   

Impact A-25:  The he project adds more than 10 trips to an unsignalized intersection that operates at a 
deficient LOS prior to the introduction of project trips during the PM and Saturday peak hours.    

Mitigation A-25:  No mitigation measures were identified under Existing Plus Project Scenario at this 
location. 

Mitigating this impact will require the installation of a traffic signal and the additional of an exclusive 
eastbound left-turn lane.  The project would be responsible for the construction of this improvement.  After 
implementation of this mitigation measure, the intersection LOS would be LOS C or better during all time 
periods. 

However, the City of Suisun lacks jurisdiction over this intersection and can not implement this mitigation 
measure or oversee its implementation.  Implementation of this mitigation measure would require 
approval of an outside agency, such as Caltrans.  Since we can not assure that this mitigation can be 
successfully implemented, we can conclude that this impact is significant and unavoidable.   

Impact after Mitigation:  Significant and unavoidable 

Cordelia Road/Driveway #1 

This proposed intersection would be located to the south of Cordelia Road along Pennsylvania Avenue and would 
provide access to residential area south of the railroad tracks.   For purposes of this analysis, this intersection is 
assumed to operate under side-street stop sign control and all turning movements are assumed to occur at this 
intersection.  Additionally, Pennsylvania Avenue is assumed to have two lanes at this location.  With these 
assumptions, the intersection would operate at LOS F during the PM peak hour and LOS D during the Saturday 



110

Gentry/Suisun Annexation Traffic Impact Study 
February 2006 

peak hour.   A significant impact occurs because this intersection would operate unacceptably at LOS F (PM peak 
hour) and LOS D (Saturday peak hour) after the addition of project traffic.  

Impact A-26:  The intersection of Cordelia Road/Driveway #1 would operate at LOS F during the PM 
peak hour and LOS D during the Saturday peak hour.  A significant impact occurs because this 
intersection exceeds the LOS C threshold which is considered acceptable by Suisun City.      

Mitigation A-26:  No mitigation measures were identified under Existing Plus Project Scenario at this 
location. 

Mitigating this impact would require changes in the traffic control at this location.  A traffic signal would be 
required at this location and an exclusive right-turn lane would be required on Cordelia Road.  Prior to 
installation of a traffic signal, a complete signal warrant analysis should be conducted to verify the need 
for a traffic signal. After implementation of this mitigation measure, the intersection LOS would be LOS C 
during all periods.  Since this intersection is under the jurisdiction of the City of Suisun City, improvements 
at this location do not require the approval of the City of Fairfield or Caltrans.  The recommended lane 
configurations for this intersection are discussed in Chapter 12, relating to site access and circulation.   

Impact after Mitigation:  Less than significant 

Cordelia Road/Driveway #2 

This proposed intersection would be located to the south of Cordelia Road along Pennsylvania Avenue and would 
provide access to residential area south of the railroad tracks as well as the Ardave parcel.  For purposes of this 
analysis, this intersection is assumed to operate under side-street stop sign control and all turning movements are 
assumed to occur at this intersection.  Additionally, Pennsylvania Avenue is initially assumed to have two lanes at 
this location.  With these assumptions, the intersection would operate at LOS F during the PM peak hour.   A 
significant impact occurs because this intersection would operate unacceptably at LOS F during the PM peak 
hour after the addition of project traffic.   

Impact A-27:  The intersection of Cordelia Road/Driveway #2 would operate at LOS F during the PM 
peak hour.  A significant impact occurs because this intersection exceeds the LOS C threshold which is 
considered acceptable by Suisun City.    

Mitigation A-27:  No mitigation measures were identified under Existing Plus Project Scenario at this 
location. 

Mitigating this impact will require the installation of a traffic signal at this location.   However, a traffic 
signal at this location cannot be recommended given the distance to Driveway #1 and the Pennsylvania 
Avenue/Cordelia Road intersection.  Therefore, turn restrictions at this intersection, such as restricting 
left-out movements, would be recommended.  The project applicant would be responsible for the 
implementation of this mitigation measure.  After implementation of this mitigation measure, the 
intersection LOS would be LOS C or better during all periods.  Since this intersection is under the 
jurisdiction of the City of Suisun City, improvements at this location do not require the approval of the City 
of Fairfield or Caltrans.  The recommended lane configurations for this intersection are discussed in 
Chapter 12, relating to site access and circulation.   

Impact after Mitigation:  Less than significant. 

Pennsylvania Avenue/Driveway #3 
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This proposed intersection would be located to the south of SR 12 along Pennsylvania Avenue and would provide 
access to Planning Areas 1 (secondary access) and 3 (primary access).   For purposes of this analysis, this 
intersection is assumed to operate under side-street stop sign control and all turning movements are assumed to 
occur at this intersection.  Additionally, Pennsylvania Avenue is initially assumed to have two lanes at this 
location.  With these assumptions, the intersection would operate at LOS F during both the PM and Saturday 
peak hours.   A significant impact occurs because this intersection would operate unacceptably at LOS F during 
both the PM and Saturday peak hours after the addition of project traffic. 

Impact A-28:  The intersection of Pennsylvania Avenue/Driveway #3 would operate at LOS F during the 
PM and Saturday peak hours after the addition of project traffic.  A significant impact occurs because this 
intersection exceeds the LOS C threshold which is considered acceptable by Suisun City.      

Mitigation A-28:  No mitigation measures were identified under Existing Plus Project Scenario at this 
location. 

This driveway will have to operate as right-in/right-out driveways only.  We considered installing a traffic 
signal but cannot recommend a traffic signal given the distance to the signals at the main project entrance 
and Pennsylvania Avenue/Cordelia Road. With these modifications, the intersection would operate at 
LOS C or better during all periods.  Since this intersection is under the jurisdiction of the City of Suisun 
City, improvements at this location do not require the approval of the City of Fairfield or Caltrans.  The 
recommended lane configurations for this intersection are discussed in Chapter 12, relating to site access 
and circulation.   

Impact after Mitigation:  Less than significant.   

Pennsylvania Avenue/Driveway #4 

This intersection would provide primary access to the main commercial portion of the proposed development.  For 
purposes of this analysis, this intersection is assumed to operate under side-street stop control and all turning 
movements are assumed to occur at this intersection.  Additionally, Pennsylvania Avenue is assumed to have two 
lanes at this location.  With these assumptions, the intersection would operate at LOS E during the AM peak hour 
and LOS F during both the PM and Saturday peak hours.  Since this LOS would exceed the City’s LOS standard 
of C, a significant impact occurs. If the Existing Plus Approved mitigation measures are implemented, including 
the installation of a traffic signal, deficient conditions still occur in the Saturday peak hour (LOS E).   

Impact A-29:  The intersection of Pennsylvania Avenue/Driveway #4 would operate at LOS E in the AM 
peak hour and LOS F in the PM and Saturday peak hours after the addition of project traffic during all the 
peak hours.  A significant impact occurs because this intersection exceeds the LOS C threshold which is 
considered acceptable by Suisun City.     

Mitigation A-29:  The mitigation measures identified under Existing Plus Project Scenario recommended 
the installation of a traffic signal.  With this mitigation, the intersection would still operate unacceptably at 
a LOS E during the Saturday peak hour. 

Mitigating this impact would require the additional turn lanes at this intersection, in addition to the traffic 
signal. With these modifications, the intersection would operate at LOS C or better during all time periods.  
Since this intersection is under the jurisdiction of the City of Suisun City, improvements at this location do 
not require the approval of the City of Fairfield or Caltrans.  The recommended lane configurations for this 
intersection are discussed in Chapter 12, relating to site access and circulation.   

Impact after Mitigation:  Less than significant. 
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Pennsylvania Avenue/Driveway #5 

This proposed intersection would be located to the south of SR 12 along Pennsylvania Avenue and would provide 
access to the Gilbert Parcel.   For purposes of this analysis, this intersection is assumed to operate under side-
street stop control and all turning movements are assumed to occur at this intersection.  Additionally, 
Pennsylvania Avenue is assumed to have two lanes at this location.  With these assumptions, the intersection 
would operate at LOS F during both the PM and Saturday Peak hours.  A significant impact occurs because this 
intersection would operate unacceptably at LOS F after the addition of project traffic.    

Impact A-30:  The intersection of Pennsylvania Avenue/Driveway #5 would operate at LOS F after the 
addition of project traffic during the PM and Saturday peak hours.  A significant impact occurs because 
this intersection exceeds the LOS C threshold which is considered acceptable by Suisun City.      

Mitigation A-30:  The mitigation measures identified under Existing Plus Project Scenario recommended 
the modification of access control to right-in/right-out only at this location.  With this mitigation, the 
intersection would operate at LOS B or better during all time periods. Since this intersection is under the 
jurisdiction of the City of Suisun City, improvements at this location do not require the approval of the City 
of Fairfield or Caltrans.  The recommended lane configurations for this intersection are discussed in 
Chapter 12, relating to site access and circulation.   

Impact after Mitigation:  Less than significant.   

Driveway #4/Internal Roadway 

This intersection represents the connection between the major internal roadway on the main commercial site and 
Driveway #4.  Nearly all of the traffic accessing the main commercial site will enter through this intersection while 
traveling to individual buildings.   This analysis assumes that this intersection operates as an all-way stop 
intersection with one lane approaches in all directions.  Based on this assumed configuration, the intersection will 
operate at LOS F during the PM and Saturday peak hours.  This LOS exceeds the City of Suisun City’s LOS C 
standard and a significant impact therefore occurs.  

Impact A-31:  The intersection of Driveway #4/Internal roadway would operate at LOS F after the 
addition of project traffic during the PM and Saturday peak hours.  A significant impact occurs because 
this intersection would exceed the LOS C threshold which is considered acceptable by Suisun City.      

Mitigation A-31:  The mitigation measures identified under Existing Plus Project Scenario recommended 
the addition of a traffic signal at this location.  With this improvement, the intersection would operate at 
LOS B or better during all time periods.  Since this intersection is under the jurisdiction of the City of 
Suisun City, improvements at this location do not require the approval of the City of Fairfield or Caltrans.  
The recommended lane configurations for this intersection are discussed in Chapter 12, relating to site 
access and circulation.   

Impact after Mitigation:  Less than significant.   

The improvements required to mitigate the project impacts under the Base Project Alternative are shown on 
Figure 30A (off-site intersection) and Figure 30B (on-site intersections).   
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ALTERNATIVE 1 IMPACTS AND MITIGATIONS 

Texas Street/I-80 WB Ramp 

Prior to the introduction of project trips, this intersection operates at LOS F during the AM and PM peak hour 
(greater than 80 seconds of delay).  During the Saturday peak hour, the intersection operates at LOS C with 34 
seconds of delay.  After the addition of project traffic, this intersection operates at LOS F with increased delay 
during both the AM and PM peak hours and LOS D during the Saturday peak hour.  Since the addition of project 
traffic increases traffic volumes by 4 percent during the PM peak hour and causes the LOS to degrade from LOS 
C to LOS D during the Saturday peak hour, a significant impact occurs.  

Impact A-11:  The addition of project traffic causes an increase of more than three percent at an 
intersection that operates at a deficient level prior to the introduction of project trips during the PM peak 
hour.  A significant impact also occurs during the Saturday peak hour since the project is responsible for a 
degradation of the LOS from LOS C to LOS D. 

Mitigation A-11:  The mitigation measures identified under Existing Plus Project Scenario recommended 
the addition of an exclusive southbound left-turn lane.  With this mitigation, the intersection would operate 
at LOS E in the AM and PM peak hours, which indicates degraded operations compared to existing 
conditions.

Mitigating this impact will require the addition of a second exclusive southbound left-turn lane in addition 
to the mitigation under Existing Plus Project Scenario.  The project would fund the installation, which 
would require the approval of the California Department of Transportation.   There appears to be sufficient 
right-of-way for the construction of this improvement.  After implementation of this mitigation measure, the 
LOS at this intersection LOS would be C or better during all peak hours.  

However, the City of Suisun lacks jurisdiction over this intersection and can not implement this mitigation 
measure or oversee its implementation.  Implementation of this mitigation measure would require 
approval of an outside agency, such as Caltrans.  Since we can not assure that this mitigation can be 
successfully implemented, we can conclude that this impact is significant and unavoidable.   

Impact after Mitigation:  Significant and unavoidable 

Texas Street/I-80 EB Ramp 

This intersection operates at LOS E in the PM peak hour prior to the introduction of project trips with a delay of 58 
seconds.  During the AM peak hour, the intersection operates at LOS C with a delay of 31 seconds.  The 
intersection operates at LOS C with a delay of 23 seconds in the Saturday peak hour.   After the addition of 
project trips, the intersection continues operate at LOS E during the PM period with a delay of 69 seconds.  Since 
the addition of project traffic increases traffic volumes by approximately 3 percent during the PM peak hour, a 
significant impact occurs.    

Impact A-12:  The addition of project traffic causes an increase of more than three percent at intersection 
that operates at a deficient level prior to the introduction of project trips during the PM peak hour.    

Mitigation A-12:  No mitigation measures were identified under Existing Plus Project Scenario at this 
location. 

Mitigating this impact will require a traffic signal retiming.  The project would be responsible for the 
implementation of this mitigation measure, which would require the approval of the California Department 
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of Transportation.  After implementation of this mitigation measure, the intersection LOS would be LOS C 
or better during all peak hours.  

However, the City of Suisun lacks jurisdiction over this intersection and can not implement this mitigation 
measure or oversee its implementation.  Implementation of this mitigation measure would require 
approval of an outside agency, such as Caltrans.  Since we can not assure that this mitigation can be 
successfully implemented, we can conclude that this impact is significant and unavoidable.   

Impact after Mitigation:  Significant and unavoidable 

Texas Street/Beck Avenue  

This intersection operates at LOS E during the AM peak hour, LOS F during the PM peak hour, and LOS E during 
the Saturday peak hour. This LOS currently exceeds the LOS C threshold that is generally applicable to Caltrans 
facilities.  After the addition of project trips, the LOS during the AM and PM peak hour remains E and F and the 
Saturday LOS degrades from E to F.  Since the addition of project traffic increases traffic volumes by 3 and 6 
percent during the PM and Saturday peak hour, respectively, a significant impact occurs.   

Impact A-13:  The addition of project traffic causes an increase of more than three percent at intersection 
that operates at a deficient level prior to the introduction of project trips during the PM and Saturday peak 
hours.

Mitigation A-13:  The mitigation measures identified under Existing Plus Project Scenario recommended 
the modification of the westbound right-turn movement from permitted to free movement and optimization 
of the signal timings at this intersection.  With this mitigation, the intersection would still operate at LOS F 
during the PM peak hour and LOS E during the Saturday peak hour, which indicates degraded operations 
compared to existing conditions. 

Mitigating this impact would require the following improvements in addition to the mitigation under 
Existing Plus Project Scenario – constructing two additional eastbound through lanes; constructing one 
additional through lane and left-turn lane on the westbound approach; and providing a free right-turn lane 
and restriping the shared through/right-turn lane to through lane on the northbound approach.  Based on 
a review of the existing intersection configuration, there appears to be insufficient right-of-way to construct 
these improvements without severely impacting the adjacent buildings and parking lots.  No feasible 
mitigation exists for this deficient condition. Since the necessary mitigation cannot be successfully 
implemented, the impact remains significant and unavoidable. 

Additionally the City of Suisun lacks jurisdiction over this intersection and can not implement this 
mitigation measure or oversee its implementation.  Implementation of this mitigation measure would 
require approval of an outside agency, such as Caltrans.  Since we can not assure that this mitigation can 
be successfully implemented, we can conclude that this impact is significant and unavoidable.   

Impact after Mitigation:  Significant and unavoidable 

Texas Street/Pennsylvania Avenue 

This intersection operates at LOS F during the AM, PM, and Saturday peak hours under the Cumulative No 
Project scenario.   With the addition of project traffic, the intersection continues to operate at LOS F with 
increased delay during all peak hours.  Since the addition of project traffic increases traffic volumes by 5, 12 and 
18 percent during the AM, PM, and Saturday peak hour, respectively, a significant impact occurs.  
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Impact A-14:  The addition of project traffic causes an increase of more than three percent at an 
intersection that operates at a deficient level prior to the introduction of project trips during all peak hours.   

Mitigation A-14:  The mitigation measures identified under Existing Plus Project Scenario recommended 
the addition of an exclusive right-turn lane and restriping the existing shared through/right-turn lane to 
exclusive through lane on the southbound approach.  With this mitigation, the intersection would still 
operate at LOS F during both the PM and Saturday peak hours, which indicates degraded operations 
compared to existing conditions. 

Mitigating this impact would require the following improvements in addition to the mitigation under 
Existing Plus Project Scenario – constructing one additional left-turn and through lane on the eastbound 
approach and providing one additional left-turn lane on the northbound approach.  A review of this 
intersection indicates that there is insufficient right-of-way for this improvement since there are existing 
buildings and parking lots on all sides of the building.   Since the necessary mitigation cannot be 
successfully implemented, the impact remains significant and unavoidable.  

Additionally the City of Suisun lacks jurisdiction over this intersection and can not implement this 
mitigation measure or oversee its implementation.  Implementation of this mitigation measure would 
require approval of an outside agency, such as Fairfield.  Since we can not assure that this mitigation can 
be successfully implemented, we can conclude that this impact is significant and unavoidable.   

Impact after Mitigation:  Significant and unavoidable 

Texas Street/Jackson Street  

This intersection operates at LOS F prior to the introduction of project trips during the PM peak hour.  The 
intersection operates at LOS C or better during the other peak hours.  With the addition of project traffic, this 
intersection would operate at LOS F with increased delays during the PM peak hour.  Since the addition of project 
traffic increases traffic volumes by 8 percent during the PM peak hour, a significant impact occurs. 

Impact A-15:  The addition of project traffic causes an increase of more than three percent at an 
intersection that operates at a deficient level prior to the introduction of project trips during the PM peak 
hour.

Mitigation A-15:  No mitigation measures were identified under Existing Plus Project Scenario at this 
location. 

Mitigating this impact would require a major reconstruction of this intersection to add one eastbound 
through lane along Texas Street.  Based on a review of the existing intersection configuration, there 
appears to be insufficient right-of-way to construct these improvements without severely impacting the 
adjacent buildings and parking lots.  No feasible mitigation exists for this deficient condition. Since the 
necessary mitigation cannot be successfully implemented, the impact remains significant and 
unavoidable. 

Additionally the City of Suisun lacks jurisdiction over this intersection and can not implement this 
mitigation measure or oversee its implementation.  Implementation of this mitigation measure would 
require approval of an outside agency, such as Fairfield.  Since we can not assure that this mitigation can 
be successfully implemented, we can conclude that this impact is significant and unavoidable.   

Impact after Mitigation:  Significant and unavoidable 

Texas Street/Webster Street  
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This intersection operates at LOS E prior to the introduction of project trips during the PM peak hour.  During the 
other peak hours, this intersection operates at LOS D or better which is considered acceptable for the City of 
Fairfield.  After the introduction of project trips, this intersection operates at LOS F during the PM peak hour.  
Since the addition of project traffic increases traffic volumes by 7 percent during the PM peak hour, a significant 
impact occurs. 

Impact A-16:  The addition of project traffic causes an increase of more than three percent at an 
intersection that operates at a deficient level prior to the introduction of project trips during the PM peak 
hour.

Mitigation A-16:  No mitigation measures were identified under Existing Plus Project Scenario at this 
location. 

Mitigating this impact would require a major reconstruction of this intersection to add one eastbound 
through lane along Texas Street.  Based on a review of the existing intersection configuration, there 
appears to be insufficient right-of-way to construct these improvements without severely impacting the 
adjacent buildings and parking lots.  No feasible mitigation exists for this deficient condition. Since the 
necessary mitigation cannot be successfully implemented, the impact remains significant and 
unavoidable. 

Additionally the City of Suisun lacks jurisdiction over this intersection and can not implement this 
mitigation measure or oversee its implementation.  Implementation of this mitigation measure would 
require approval of an outside agency, such as Fairfield.  Since we can not assure that this mitigation can 
be successfully implemented, we can conclude that this impact is significant and unavoidable.   

Impact after Mitigation:  Significant and unavoidable 

Woolner Avenue/Beck Avenue 

This intersection operates at LOS F prior to the introduction of project trips during the PM peak hour.  During the 
other peak hours, this intersection operates at LOS C or better which is considered acceptable for the City of 
Fairfield.  After the introduction of project trips, this intersection operates at LOS F during the PM peak hour.  A 
significant impact occurs because the project increases the traffic volume by 3 percent at an intersection that 
operates at a deficient LOS prior to the introduction of project traffic.   

Impact A-17:  The addition of project traffic causes an increase of more than three percent at an 
intersection that operates at a deficient level prior to the introduction of project trips during the PM peak 
hours.

Mitigation A-17:  No mitigation measures were identified under Existing Plus Project Scenario at this 
location. 

Mitigating this impact would require the addition of a second left-turn lane on the southbound approach 
and an exclusive right-turn lane on the northbound approach.  Based on a review of the existing 
intersection configuration, there appears to be insufficient right-of-way to construct these improvements 
without severely impacting the adjacent buildings and parking lots.  No feasible mitigation exists for this 
deficient condition. Since the necessary mitigation cannot be successfully implemented, the impact 
remains significant and unavoidable. 

Additionally the City of Suisun lacks jurisdiction over this intersection and can not implement this 
mitigation measure or oversee its implementation.  Implementation of this mitigation measure would 
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require approval of an outside agency, such as Fairfield.  Since we can not assure that this mitigation can 
be successfully implemented, we can conclude that this impact is significant and unavoidable.   

Impact after Mitigation:  Significant and unavoidable 

SR 12/Beck Avenue  

This intersection operates at LOS F during the AM, PM, and Saturday peak hours under the Cumulative No 
Project scenario.   With the addition of project traffic, the intersection continues to operate at LOS F with 
increased delay during all peak hours.  Since the addition of project traffic increases traffic volumes by 4 and 8 
percent during the PM and Saturday peak hour, respectively, a significant impact occurs.   

Impact A-18:  The addition of project traffic causes an increase of more than three percent at an 
intersection that operates at a deficient level prior to the introduction of project trips during the PM and 
Saturday peak hours.  .   

Mitigation A-18:  The mitigation measures identified under Existing Plus Project Scenario recommended 
the addition of an exclusive right-turn lane and restriping the existing shared through/right-turn lane to 
exclusive through lane on the westbound approach and the addition of the second left-turn lane on the 
southbound approach.  With this mitigation, the intersection would still operate at LOS F during all the 
peak hours, which indicates degraded operations compared to existing conditions. 

Mitigating this impact would require the following improvements in addition to the mitigation under 
Existing Plus Project Scenario – constructing two additional through travel lanes along SR 12; providing 
an exclusive right-turn lane on the northbound approach; and providing an exclusive free right-turn lane 
on the southbound approach.  A review of this intersection indicates that there is insufficient right-of-way 
for this improvement.  Additionally, improvements of this magnitude would require a complete 
reconstruction of the intersection, which is beyond the capability of the project to perform.  Since the 
necessary mitigation cannot be successfully implemented, the impact remains significant and 
unavoidable.  

Additionally the City of Suisun lacks jurisdiction over this intersection and can not implement this 
mitigation measure or oversee its implementation.  Implementation of this mitigation measure would 
require approval of an outside agency (Caltrans).  Since we can not assure that this mitigation can be 
successfully implemented, we can conclude that this impact is significant and unavoidable.   

Impact after Mitigation:  Significant and unavoidable 

SR 12/Pennsylvania Avenue  

This intersection operates at LOS F during the AM, PM, and Saturday peak hours under the Cumulative No 
Project scenario.   With the addition of project traffic, the intersection continues to operate at LOS F with 
increased delay during all peak hours.  Since the addition of project traffic increases traffic volumes by 7, 19 and 
29 percent during the AM, PM, and Saturday peak hour, respectively, a significant impact occurs.  

Impact A-19:  The addition of project traffic causes an increase of more than three percent at an 
intersection that operates at a deficient level prior to the introduction of project trips during all peak hours.   

Mitigation A-19:  Mitigating these impacts would likely require grade separation of one or more 
movements.  An urban interchange would fully mitigate the deficient conditions at this intersection.   
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Implementing this mitigation measure would require extensive engineering studies and coordination 
between the project applicant, the City of Fairfield, Suisun City, and the California Department of 
Transportation.   Constructing an interchange at this location could cost upwards of $10 million, as 
documented by the SR 12 MIS completed in 2001.  Given the difficulties in implementing this mitigation 
measure and the cost involved, full implementation cannot be assured in a timely fashion to mitigate the 
project impact.  

Additionally, there is currently insufficient funding for this improvement and no regional mechanisms to 
collect money for this improvement.  For example, Solano County does not have a countywide traffic 
impact fee program that would fund a regional improvement such as this.   The City of Fairfield is a 
potential funding source for this interchange, although it is uncertain at this time whether there is sufficient 
funding from other parties to construct the interchange in conjunction with this project.  

One other consideration is that the City of Suisun lacks jurisdiction over this intersection and can not 
implement this mitigation measure or oversee its implementation.  Implementation of this mitigation 
measure would require approval of an outside agency, such as Fairfield.  Since we can not assure that 
this mitigation can be successfully implemented, we can conclude that this impact is significant and 
unavoidable.   

Impact after Mitigation:  Significant and Unavoidable 

SR 12/Marina Blvd  

This intersection operates at LOS F during the AM, PM, and Saturday peak hours under the Cumulative No 
Project scenario.   With the addition of project traffic, the intersection continues to operate at LOS F with 
increased delay during all time periods.  Since the addition of project traffic increases traffic volumes by 4 and 6 
percent during the PM and Saturday peak hour, respectively, a significant impact occurs.   

Impact A-20:  The addition of project traffic causes an increase of more than three percent at an 
intersection that operates at a deficient level prior to the introduction of project trips during the PM and 
Saturday peak hours. 

Mitigation A-20:  No mitigation measures were identified under Existing Plus Project Scenario at this 
location. 

Mitigating this impact would require the addition of lanes on nearly all approaches to the intersection.  The 
required improvements would include additional two through travel lanes along SR 12 and addition left 
and right-turn lanes on nearly all approaches.  Alternately, one or more of the movements could require 
grade separation.  A review of this intersection indicates that there is insufficient right-of-way for this 
improvement.  Since the full mitigation required to address this impact cannot be implemented, the impact 
remains significant and unavoidable.  

Additionally, the City of Suisun lacks jurisdiction over this intersection and can not implement this 
mitigation measure or oversee its implementation.  Implementation of this mitigation measure would 
require approval of an outside agency (Caltrans).  Since we can not assure that this mitigation can be 
successfully implemented, we can conclude that this impact is significant and unavoidable.   

Impact after Mitigation:  Significant and unavoidable 

SR 12/Sunset Avenue  
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This intersection operates at LOS F during the AM and Saturday peak hours under the Cumulative No Project 
scenario.   The intersection operates at LOS E during the PM peak hour also under the Cumulative No Project 
scenario.  LOS C would be the applicable threshold for this location since the intersection is under the jurisdiction 
of Caltrans.  With the addition of project traffic, the intersection continues to operate at a deficient LOS with 
increased delay during all time periods.  Since the addition of project traffic increases traffic volumes by 3 and 5 
percent during the PM and Saturday peak hour, respectively, a significant impact occurs.      

Impact A-21:  The addition of project traffic causes an increase of more than three percent at an 
intersection that operates at a deficient level prior to the introduction of project trips during the PM and 
Saturday peak hours. 

Mitigation A-21:  The mitigation measures identified under Existing Plus Project Scenario recommended 
a traffic signal optimization.  With this mitigation, the intersection would still operate at a deficient LOS 
during all the peak hours, which indicates degraded operations compared to existing conditions. 

Mitigating this impact would require the following improvements in addition to the mitigation under 
Existing Plus Project Scenario – providing two additional through travel lanes along SR 12; constructing 
an exclusive left-turn lane on the northbound approach; providing an exclusive left-turn lane and a free 
right-turn lane  on the southbound approach.  A review of this intersection indicates that there is 
insufficient right-of-way for this improvement.  Additionally, improvements of this magnitude would require 
a complete reconstruction of the intersection, which is beyond the capability of the project to perform.  
Since the necessary mitigation cannot be successfully implemented, the impact remains significant and 
unavoidable.  

Additionally the City of Suisun lacks jurisdiction over this intersection and can not implement this 
mitigation measure or oversee its implementation.  Implementation of this mitigation measure would 
require approval of an outside agency (Caltrans).  Since we can not assure that this mitigation can be 
successfully implemented, we can conclude that this impact is significant and unavoidable.   

Impact after Mitigation:  Significant and unavoidable 

Cordelia Road/Beck Avenue  

This intersection, which operates under stop-sign control, is projected to operate at LOS F during the Cumulative 
No Project scenario in the PM peak hour.  With the addition of project traffic, the intersection would operate at 
LOS F with increased delays during the PM peak hour.  A significant impact occurs since the project adds more 
than 10 trips to an unsignalized intersection that operates at a deficient LOS prior to the introduction of project 
trips during the PM peak hour.   

Impact A-22:  The he project adds more than 10 trips to an unsignalized intersection that operates at a 
deficient LOS prior to the introduction of project trips during the PM peak hour.    

Mitigation A-22:  No mitigation measures were identified under Existing Plus Project Scenario at this 
location. 

Mitigating this impact will require the installation of a traffic signal at this location.  The project would be 
responsible for the construction of this improvement.  After implementation of this mitigation measure, the 
intersection LOS would be LOS D or better during all time periods. 

However, the City of Suisun lacks jurisdiction over this intersection and can not implement this mitigation 
measure or oversee its implementation.  Implementation of this mitigation measure would require 
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approval of an outside agency (Fairfield).  Since we can not assure that this mitigation can be 
successfully implemented, we can conclude that this impact is significant and unavoidable.   

Impact after Mitigation:  Significant and unavoidable 

Cordelia Road/Pennsylvania Avenue  

This intersection, which operates under stop-sign control, is projected to operate at LOS F during all the peak 
hours under the Cumulative No Project scenario.  With the addition of project traffic, the intersection would 
operate at LOS F with increased delays during all the peak hours.  A significant impact would occur if the project 
adds more than 10 trips to an unsignalized intersection that operates at a deficient LOS prior to the introduction of 
project trips.  Since the addition of project traffic increases traffic volumes by more than 10 trips during all the 
peak hours, a significant impact occurs  If the Existing Plus Project mitigations are implemented, then the 
intersection would still operate at LOS F and a significant impact would still occur.  

Impact A-23:  The he project adds more than 10 trips to an unsignalized intersection that operates at a 
deficient LOS prior to the introduction of project trips during all the peak hours.    

Mitigation A-23:  The mitigation measures identified under Existing Plus Project Scenario recommended 
the installation of a traffic signal.  With this mitigation, the intersection would still operate at a LOS F 
during the PM peak hour, which indicates degraded operations compared to existing conditions. 

Mitigating this impact would require the addition of an exclusive northbound left-turn lane in addition to the 
mitigation under Existing Plus Project Scenario.  The project would be responsible for the construction of 
this improvement.  After implementation of this mitigation measure, the intersection LOS would be LOS C 
during all time periods. Since this intersection is under the jurisdiction of the City of Suisun City, 
improvements at this location do not require the approval of the City of Fairfield or Caltrans.   

Impact after Mitigation:  Less than significant 

Cordelia Road/Main Street  

This intersection, which operates under stop-sign control, is projected to operate at LOS F during the Cumulative 
No Project scenario in the PM peak hour.  With the addition of project traffic, the intersection would operate at 
LOS F with increased delays during the PM peak hour.  Since the addition of project traffic increases traffic 
volumes by more than 10 trips during the PM peak hour, a significant impact occurs.   

Impact A-24:  The addition of project traffic causes an increase of more than 10 percent at an 
intersection that operates at a deficient level prior to the introduction of project trips during the PM peak 
hour.

Mitigation A-24:  No mitigation measures were identified under Existing Plus Project Scenario at this 
location. 

Mitigating this impact will require the installation of a traffic signal and the additional of an exclusive 
eastbound left-turn lane.  The project would be responsible for the construction of this improvement.  After 
implementation of this mitigation measure, the intersection LOS would be LOS C or better during all time 
periods. Since this intersection is under the jurisdiction of the City of Suisun City, improvements at this 
location do not require the approval of the City of Fairfield or Caltrans.   

Impact after Mitigation:  Less than significant 
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Lotz Way/Civic Center Boulevard 

This intersection, which operates under stop-sign control, is projected to operate at LOS F during the Cumulative 
No Project scenario in the PM peak hour.  This intersection also operates at LOS D during the Saturday Peak 
Hour.  With the addition of project traffic, the intersection would operate at LOS F with increased delays during the 
PM peak hour and LOS E during the Saturday peak hour.  Since the addition of project traffic increases traffic 
volumes by more than 10 trips during the PM and Saturday peak hours, a significant impact occurs.   

Impact A-25:  The he project adds more than 10 trips to an unsignalized intersection that operates at a 
deficient LOS prior to the introduction of project trips during the PM and Saturday peak hours.    

Mitigation A-25:  No mitigation measures were identified under Existing Plus Project Scenario at this 
location. 

Mitigating this impact will require the installation of a traffic signal and the additional of an exclusive 
eastbound left-turn lane.  The project would be responsible for the construction of this improvement.  After 
implementation of this mitigation measure, the intersection LOS would be LOS C or better during all time 
periods. 

However, the City of Suisun lacks jurisdiction over this intersection and can not implement this mitigation 
measure or oversee its implementation.  Implementation of this mitigation measure would require 
approval of an outside agency (Caltrans).  Since we can not assure that this mitigation can be 
successfully implemented, we can conclude that this impact is significant and unavoidable.   

Impact after Mitigation:  Significant and unavoidable 

Cordelia Road/Driveway #1 

This proposed intersection would be located to the south of Cordelia Road along Pennsylvania Avenue and would 
provide access to residential area south of the railroad tracks.   For purposes of this analysis, this intersection is 
assumed to operate under side-street stop sign control and all turning movements are assumed to occur at this 
intersection.  Additionally, Pennsylvania Avenue is assumed to have two lanes at this location.  With these 
assumptions, the intersection would operate at LOS E during the PM peak hour.   A significant impact occurs 
because this intersection would operate unacceptably at LOS E (PM peak hour) after the addition of project traffic.  

Impact A-26:  The intersection of Cordelia Road/Driveway #1 would operate at LOS E during the PM 
peak hour.  A significant impact occurs because this intersection exceeds the LOS C threshold which is 
considered acceptable by Suisun City.      

Mitigation A-26:  No mitigation measures were identified under Existing Plus Project Scenario at this 
location. 

Mitigating this impact would require changes in the traffic control at this location.  A traffic signal would be 
required at this location.  Prior to installation of a traffic signal, a complete signal warrant analysis should 
be conducted to verify the need for a traffic signal. After implementation of this mitigation measure, the 
intersection LOS would be LOS C during all periods.  Since this intersection is under the jurisdiction of the 
City of Suisun City, improvements at this location do not require the approval of the City of Fairfield or 
Caltrans.  The recommended lane configurations for this intersection are discussed in Chapter 12, 
relating to site access and circulation.   

Impact after Mitigation:  Less than significant 
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Cordelia Road/Driveway #2 

This proposed intersection would be located to the south of Cordelia Road along Pennsylvania Avenue and would 
provide access to residential area south of the railroad tracks as well as the Ardave parcel.  For purposes of this 
analysis, this intersection is assumed to operate under side-street stop sign control and all turning movements are 
assumed to occur at this intersection.  Additionally, Pennsylvania Avenue is initially assumed to have two lanes at 
this location.  With these assumptions, the intersection would operate at LOS E during the PM peak hour.   A 
significant impact occurs because this intersection would operate unacceptably at LOS E during the PM peak 
hour after the addition of project traffic.   

Impact A-27:  The intersection of Cordelia Road/Driveway #2 would operate at LOS E during the PM 
peak hour.  A significant impact occurs because this intersection exceeds the LOS C threshold which is 
considered acceptable by Suisun City.    

Mitigation A-27:  No mitigation measures were identified under Existing Plus Project Scenario at this 
location. 

Mitigating this impact will require the installation of a traffic signal at this location.   However, a traffic 
signal at this location cannot be recommended given the distance to Driveway #1 and the Pennsylvania 
Avenue/Cordelia Road intersection.  Therefore, turn restrictions at this intersection, such as restricting 
left-out movements, would be recommended.  The project applicant would be responsible for the 
implementation of this mitigation measure.  After implementation of this mitigation measure, the 
intersection LOS would be LOS C or better during all periods.  Since this intersection is under the 
jurisdiction of the City of Suisun City, improvements at this location do not require the approval of the City 
of Fairfield or Caltrans.  The recommended lane configurations for this intersection are discussed in 
Chapter 12, relating to site access and circulation.   

Impact after Mitigation:  Less than significant. 

Pennsylvania Avenue/Driveway #3 

This proposed intersection would be located to the south of SR 12 along Pennsylvania Avenue and would provide 
access to Planning Areas 1 (secondary access) and 3 (primary access).   For purposes of this analysis, this 
intersection is initially assumed to operate under side-street stop sign control and all turning movements are 
assumed to occur at this intersection.  Additionally, Pennsylvania Avenue is initially assumed to have two lanes at 
this location.  With these assumptions, the intersection would operate at LOS D during Saturday peak hour, which 
is indicative of a significant impact.   

Impact A-28:  The intersection of Pennsylvania Avenue/Driveway #3 would operate at LOS D during the 
Saturday peak hour after the addition of project traffic.  A significant impact occurs because this 
intersection exceeds the LOS C threshold which is considered acceptable by Suisun City.      

Mitigation A-28:  No mitigation measures were identified under Existing Plus Project Scenario at this 
location. 

This driveway will have to operate as right-in/right-out driveways only.  We considered installing a traffic 
signal but cannot recommend a traffic signal given the distance to the signals at the main project entrance 
and Pennsylvania Avenue/Cordelia Road. With these modifications, the intersection would operate at 
LOS C or better during all periods.  Since this intersection is under the jurisdiction of the City of Suisun 
City, improvements at this location do not require the approval of the City of Fairfield or Caltrans.  The 
recommended lane configurations for this intersection are discussed in Chapter 12, relating to site access 
and circulation.   
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Impact after Mitigation:  Less than significant.   

Pennsylvania Avenue/Driveway #4 

This intersection would provide primary access to the main commercial portion of the proposed development.  For 
purposes of this analysis, this intersection is assumed to operate under side-street stop control and all turning 
movements are assumed to occur at this intersection.  Additionally, Pennsylvania Avenue is assumed to have two 
lanes at this location.  With these assumptions, the intersection would operate at LOS E during the AM peak hour 
and LOS F during both the PM and Saturday peak hours.  Since this LOS would exceed the City’s LOS standard 
of C, a significant impact occurs. If the Existing Plus Approved mitigation measures are implemented, including 
the installation of a traffic signal, deficient conditions still occur in the Saturday peak hour (LOS D).   

Impact A-29:  The intersection of Pennsylvania Avenue/Driveway #4 would operate at LOS E in the AM 
peak hour and LOS F in the PM and Saturday peak hours after the addition of project traffic during all the 
peak hours.  A significant impact occurs because this intersection exceeds the LOS C threshold which is 
considered acceptable by Suisun City.     

Mitigation A-29:  The mitigation measures identified under Existing Plus Project Scenario recommended 
the installation of a traffic signal.  With this mitigation, the intersection would still operate unacceptably at 
a LOS E during the Saturday peak hour. 

Mitigating this impact would require the additional turn lanes at this intersection, in addition to the traffic 
signal. With these modifications, the intersection would operate at LOS C or better during all time periods.  
Since this intersection is under the jurisdiction of the City of Suisun City, improvements at this location do 
not require the approval of the City of Fairfield or Caltrans.  The recommended lane configurations for this 
intersection are discussed in Chapter 12, relating to site access and circulation.   

Impact after Mitigation:  Less than significant. 

Pennsylvania Avenue/Driveway #5 

This proposed intersection would be located to the south of SR 12 along Pennsylvania Avenue and would provide 
access to the Gilbert Parcel.   For purposes of this analysis, this intersection is assumed to operate under side-
street stop control and all turning movements are assumed to occur at this intersection.  Additionally, 
Pennsylvania Avenue is assumed to have two lanes at this location.  With these assumptions, the intersection 
would operate at LOS F during both the PM and Saturday Peak hours.  A significant impact occurs because this 
intersection would operate unacceptably at LOS F after the addition of project traffic.    

Impact A-30:  The intersection of Pennsylvania Avenue/Driveway #5 would operate at LOS F after the 
addition of project traffic during the PM and Saturday peak hours.  A significant impact occurs because 
this intersection exceeds the LOS C threshold which is considered acceptable by Suisun City.      

Mitigation A-30:  The mitigation measures identified under Existing Plus Project Scenario recommended 
the modification of access control to right-in/right-out only at this location.  If this mitigation measure is 
implemented, then the intersection would operate at LOS D during the PM period, which is indicative of 
deficient operations.  Further mitigation is required, which would include an additional through lane on 
Pennsylvania Avenue.  This additional through lane would create a six-lane section of Pennsylvania 
Avenue, south of the intersection with SR 12. With this mitigation, the intersection would operate at LOS 
B or better during all time periods.  The recommended lane configurations for this intersection are 
discussed in Chapter 12, relating to site access and circulation.   

Impact after Mitigation:  Less than significant.   
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Driveway #4/Internal Roadway 

This intersection represents the connection between the major internal roadway on the main commercial site and 
Driveway #4.  Nearly all of the traffic accessing the main commercial site will enter through this intersection while 
traveling to individual buildings.   This analysis assumes that this intersection operates as an all-way stop 
intersection with one lane approaches in all directions.  Based on this assumed configuration, the intersection will 
operate at LOS F during the PM and Saturday peak hours.  This LOS exceeds the City of Suisun City’s LOS C 
standard and a significant impact therefore occurs.  

Impact A-31:  The intersection of Driveway #4/Internal roadway would operate at LOS F after the 
addition of project traffic during the PM and Saturday peak hours.  A significant impact occurs because 
this intersection would exceed the LOS C threshold which is considered acceptable by Suisun City.      

Mitigation A-31:  The mitigation measures identified under Existing Plus Project Scenario recommended 
the addition of a traffic signal at this location.  With this improvement, the intersection would operate at 
LOS B or better during all time periods.  The recommended lane configurations for this intersection are 
discussed in Chapter 12, relating to site access and circulation.   

Impact after Mitigation:  Less than significant.   

The improvements required to mitigate the project impacts under the Alternative 1 are shown on Figure 31A (off-
site intersections) and Figure 31B (on-site intersections).   



Texas St.

O
liv

er
 R

d.

B
ec

k 
Av

e.

Pe
nn

sy
lva

nia
 A

ve
.

Ja
ck

so
n 

S
t.

W
eb

st
er

 S
t.

Woolner Ave.

Hwy. 12 Hwy. 12

M
ar

in
a 

B
lv

d.

S
un

se
t B

lv
d.

Cordelia Rd.

 B
ec

k 
Av

e.

Pe
nn

sy
lva

nia
 A

ve
.

M
ai

n 
S

t.

Lotz Way

Ci
vic

 C
en

te
r B

lvd
.

Lotz Way
M

ai
n 

S
t.

I-8
0 

W
B 

R
am

p

Texas St. Texas St. Texas St.

Texas St. Texas St.

B
ec

k 
Av

e.

B
ec

k 
Av

e.

Hwy. 12

Pe
nn

sy
lva

nia
 A

ve
.

Hwy. 12

Cordelia Rd. Cordelia Rd.

1 2 3 4

5 6 7 8

9 10 11 12

13 14 15 16

Hwy. 12

Pe
nn

sy
lva

nia
 A

ve
.9

Hwy. 12

M
ar

in
a 

B
lv

d.

10

LEGEND:

= Traffic Signal

CUMULATIVE PLUS PROJECT
 ALTERNATIVE 1

WITH CUMULATIVE MITIGATION

Gentry-Suisun Annexation

FIGURE 31AJanuary 2006
2192-31A

= Stop Sign

Requires Grade Seperation Requires Grade Seperation

= “Free” Right-turnF

F

F

F

I-8
0 

W
B 

R
am

p



D1 D2 D3

D4 D5

I1

Pe
nn

sy
lva

nia
 A

ve
.

D
riv

ew
ay

 1

D
riv

ew
ay

 2

Cordelia Rd. Cordelia Rd. Driveway 3
Pe

nn
sy

lva
nia

 A
ve

.

Driveway 4

Driveway 4

In
te

rn
al

 R
d.

Pe
nn

sy
lva

nia
 A

ve
.

Driveway 5

LEGEND:

ALTERNATIVE 1 DRIVEWAY CONFIGURATIONS
(CUMULATIVE)

Gentry-Suisun Annexation 

FIGURE 31BFebruary 2006
2192-31B



129

Gentry/Suisun Annexation Traffic Impact Study 
February 2006 

ALTERNATIVE 2 IMPACTS AND MITIGATIONS 

Texas Street/I-80 WB Ramp 

Prior to the introduction of project trips, this intersection operates at LOS F during the AM and PM peak hour 
(greater than 80 seconds of delay).  During the Saturday peak hour, the intersection operates at LOS C with 34 
seconds of delay.  After the addition of project traffic, this intersection operates at LOS F with increased delay 
during both the AM and PM peak hours and LOS D during the Saturday peak hour.  Since the addition of project 
traffic increases traffic volumes by 3 percent during the PM peak hour and causes the LOS to degrade from LOS 
C to LOS D during the Saturday peak hour, a significant impact occurs.  

Impact A-10:  The addition of project traffic causes an increase of more than three percent at an 
intersection that operates at a deficient level prior to the introduction of project trips during the PM peak 
hour.  A significant impact also occurs during the Saturday peak hour since the project is responsible for a 
degradation of the LOS from LOS C to LOS D. 

Mitigation A-10:  The mitigation measures identified under Existing Plus Project Scenario recommended 
the addition of an exclusive southbound left-turn lane.  With this mitigation, the intersection would operate 
at LOS E in the AM and PM peak hours, which indicates degraded operations compared to existing 
conditions.

Mitigating this impact will require the addition of a second exclusive southbound left-turn lane in addition 
to the mitigation under Existing Plus Project Scenario.  The project would fund the installation, which 
would require the approval of the California Department of Transportation.   There appears to be sufficient 
right-of-way for the construction of this improvement.  After implementation of this mitigation measure, the 
LOS at this intersection LOS would be C or better during all peak hours.  

However, the City of Suisun lacks jurisdiction over this intersection and can not implement this mitigation 
measure or oversee its implementation.  Implementation of this mitigation measure would require 
approval of an outside agency (Caltrans).  Since we can not assure that this mitigation can be 
successfully implemented, we can conclude that this impact is significant and unavoidable.   

Impact after Mitigation:  Significant and unavoidable.  

Texas Street/I-80 EB Ramp 

This intersection operates at LOS E in the PM peak hour prior to the introduction of project trips with a delay of 58 
seconds.  During the AM peak hour, the intersection operates at LOS C with a delay of 31 seconds.  The 
intersection operates at LOS C with a delay of 23 seconds in the Saturday peak hour.   After the addition of 
project trips, the intersection continues operate at LOS E during the PM period with a delay of 68 seconds.  Since 
the addition of project traffic increases traffic volumes by approximately 3 percent during the PM peak hour, a 
significant impact occurs.    

Impact A-11:  The addition of project traffic causes an increase of more than three percent at intersection 
that operates at a deficient level prior to the introduction of project trips during the PM peak hour.    

Mitigation A-11:  No mitigation measures were identified under Existing Plus Project Scenario at this 
location. 

Mitigating this impact will require a traffic signal retiming.  The project would be responsible for the 
implementation of this mitigation measure, which would require the approval of the California Department 
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of Transportation.  After implementation of this mitigation measure, the intersection LOS would be LOS C 
or better during all peak hours. 

However, the City of Suisun lacks jurisdiction over this intersection and can not implement this mitigation 
measure or oversee its implementation.  Implementation of this mitigation measure would require 
approval of an outside agency (Caltrans).  Since we can not assure that this mitigation can be 
successfully implemented, we can conclude that this impact is significant and unavoidable.   

Impact after Mitigation:  Significant and unavoidable.  

Texas Street/Beck Avenue  

This intersection operates at LOS E during the AM peak hour, LOS F during the PM peak hour, and LOS E during 
the Saturday peak hour. This LOS currently exceeds the LOS C threshold that is generally applicable to Caltrans 
facilities.  After the addition of project trips, the LOS during the AM and PM peak hour remains E and F and the 
Saturday LOS degrades from E to F.  Since the addition of project traffic increases traffic volumes by 3 and 5 
percent during the PM and Saturday peak hour, respectively, a significant impact occurs.   

Impact A-12:  The addition of project traffic causes an increase of more than three percent at intersection 
that operates at a deficient level prior to the introduction of project trips during the PM and Saturday peak 
hours.

Mitigation A-12:  The mitigation measures identified under Existing Plus Project Scenario recommended 
the modification of the westbound right-turn movement from permitted to free movement and optimization 
of the signal timings at this intersection.  With this mitigation, the intersection would still operate at LOS F 
during the PM peak hour and LOS E during the Saturday peak hour, which indicates degraded operations 
compared to existing conditions. 

Mitigating this impact would require the following improvements in addition to the mitigation under 
Existing Plus Project Scenario – constructing two additional eastbound through lanes; constructing one 
additional through lane and left-turn lane on the westbound approach; and providing a free right-turn lane 
and restriping the shared through/right-turn lane to through lane on the northbound approach.  Based on 
a review of the existing intersection configuration, there appears to be insufficient right-of-way to construct 
these improvements without severely impacting the adjacent buildings and parking lots.  No feasible 
mitigation exists for this deficient condition. Since the necessary mitigation cannot be successfully 
implemented, the impact remains significant and unavoidable. 

Additionally, the City of Suisun lacks jurisdiction over this intersection and can not implement this 
mitigation measure or oversee its implementation.  Implementation of this mitigation measure would 
require approval of an outside agency (Caltrans).  Since we can not assure that this mitigation can be 
successfully implemented, we can conclude that this impact is significant and unavoidable.   

Impact after Mitigation:  Significant and unavoidable.  

Texas Street/Pennsylvania Avenue 

This intersection operates at LOS F during the AM, PM, and Saturday peak hours under the Cumulative No 
Project scenario.   With the addition of project traffic, the intersection continues to operate at LOS F with 
increased delay during all peak hours.  Since the addition of project traffic increases traffic volumes by 5, 10 and 
16 percent during the AM, PM, and Saturday peak hour, respectively, a significant impact occurs.  
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Impact A-13:  The addition of project traffic causes an increase of more than three percent at an 
intersection that operates at a deficient level prior to the introduction of project trips during all peak hours.   

Mitigation A-13:  The mitigation measures identified under Existing Plus Project Scenario recommended 
the addition of an exclusive right-turn lane and restriping the existing shared through/right-turn lane to 
exclusive through lane on the southbound approach.  With this mitigation, the intersection would still 
operate at LOS F during the PM peak hour and LOS E during the Saturday peak hour, which indicates 
degraded operations compared to existing conditions. 

Mitigating this impact would require the following improvements in addition to the mitigation under 
Existing Plus Project Scenario – constructing one additional left-turn and through lane on the eastbound 
approach and providing one additional left-turn lane on the northbound approach.  A review of this 
intersection indicates that there is insufficient right-of-way for this improvement since there are existing 
buildings and parking lots on all sides of the building.   Since the necessary mitigation cannot be 
successfully implemented, the impact remains significant and unavoidable.  

Additionally, the City of Suisun lacks jurisdiction over this intersection and can not implement this 
mitigation measure or oversee its implementation.  Implementation of this mitigation measure would 
require approval of an outside agency (Fairfield).  Since we can not assure that this mitigation can be 
successfully implemented, we can conclude that this impact is significant and unavoidable.   

Impact after Mitigation:  Significant and unavoidable.  

Texas Street/Jackson Street  

This intersection operates at LOS F prior to the introduction of project trips during the PM peak hour.  The 
intersection operates at LOS C or better during the other peak hours.  With the addition of project traffic, this 
intersection would operate at LOS F with increased delays during the PM peak hour.  Since the addition of project 
traffic increases traffic volumes by 7 percent during the PM peak hour, a significant impact occurs. 

Impact A-14:  The addition of project traffic causes an increase of more than three percent at an 
intersection that operates at a deficient level prior to the introduction of project trips during the PM peak 
hour.

Mitigation A-14:  No mitigation measures were identified under Existing Plus Project Scenario at this 
location. 

Mitigating this impact would require a major reconstruction of this intersection to add one eastbound 
through lane along Texas Street.  Based on a review of the existing intersection configuration, there 
appears to be insufficient right-of-way to construct these improvements without severely impacting the 
adjacent buildings and parking lots.  No feasible mitigation exists for this deficient condition. Since the 
necessary mitigation cannot be successfully implemented, the impact remains significant and 
unavoidable. 

Additionally, the City of Suisun lacks jurisdiction over this intersection and can not implement this 
mitigation measure or oversee its implementation.  Implementation of this mitigation measure would 
require approval of an outside agency (Fairfield).  Since we can not assure that this mitigation can be 
successfully implemented, we can conclude that this impact is significant and unavoidable.   

Impact after Mitigation:  Significant and unavoidable.  
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Texas Street/Webster Street  

This intersection operates at LOS E prior to the introduction of project trips during the PM peak hour.  During the 
other peak hours, this intersection operates at LOS D or better which is considered acceptable for the City of 
Fairfield.  After the introduction of project trips, this intersection operates at LOS F during the PM peak hour.  
Since the addition of project traffic increases traffic volumes by 7 percent during the PM peak hour, a significant 
impact occurs. 

Impact A-15:  The addition of project traffic causes an increase of more than three percent at an 
intersection that operates at a deficient level prior to the introduction of project trips during the PM peak 
hour.

Mitigation A-15:  No mitigation measures were identified under Existing Plus Project Scenario at this 
location. 

Mitigating this impact would require a major reconstruction of this intersection to add one eastbound 
through lane along Texas Street.  Based on a review of the existing intersection configuration, there 
appears to be insufficient right-of-way to construct these improvements without severely impacting the 
adjacent buildings and parking lots.  No feasible mitigation exists for this deficient condition. Since the 
necessary mitigation cannot be successfully implemented, the impact remains significant and 
unavoidable. 

Additionally, the City of Suisun lacks jurisdiction over this intersection and can not implement this 
mitigation measure or oversee its implementation.  Implementation of this mitigation measure would 
require approval of an outside agency (Fairfield).  Since we can not assure that this mitigation can be 
successfully implemented, we can conclude that this impact is significant and unavoidable.   

Impact after Mitigation:  Significant and unavoidable.  

Woolner Avenue/Beck Avenue 

This intersection operates at LOS F prior to the introduction of project trips during the PM peak hour.  During the 
other peak hours, this intersection operates at LOS C or better which is considered acceptable for the City of 
Fairfield.  After the introduction of project trips, this intersection operates at LOS F during the PM peak hour.  A 
significant impact occurs because the project increases the traffic volume by 3 percent at an intersection that 
operates at a deficient LOS prior to the introduction of project traffic.   

Impact A-16:  The addition of project traffic causes an increase of more than three percent at an 
intersection that operates at a deficient level prior to the introduction of project trips during the PM peak 
hours.

Mitigation A-16:  No mitigation measures were identified under Existing Plus Project Scenario at this 
location. 

Mitigating this impact would require the addition of a second left-turn lane on the southbound approach 
and an exclusive right-turn lane on the northbound approach.  Based on a review of the existing 
intersection configuration, there appears to be insufficient right-of-way to construct these improvements 
without severely impacting the adjacent buildings and parking lots.  No feasible mitigation exists for this 
deficient condition. Since the necessary mitigation cannot be successfully implemented, the impact 
remains significant and unavoidable. 
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Additionally, the City of Suisun lacks jurisdiction over this intersection and can not implement this 
mitigation measure or oversee its implementation.  Implementation of this mitigation measure would 
require approval of an outside agency (Fairfield).  Since we can not assure that this mitigation can be 
successfully implemented, we can conclude that this impact is significant and unavoidable.   

Impact after Mitigation:  Significant and unavoidable.  

SR 12/Beck Avenue  

This intersection operates at LOS F during the AM, PM, and Saturday peak hours under the Cumulative No 
Project scenario.   With the addition of project traffic, the intersection continues to operate at LOS F with 
increased delay during all peak hours.  Since the addition of project traffic increases traffic volumes by 4 and 7 
percent during the PM and Saturday peak hour, respectively, a significant impact occurs.   

Impact A-17:  The addition of project traffic causes an increase of more than three percent at an 
intersection that operates at a deficient level prior to the introduction of project trips during the PM and 
Saturday peak hours.  .   

Mitigation A-17:  The mitigation measures identified under Existing Plus Project Scenario recommended 
the addition of an exclusive right-turn lane and restriping the existing shared through/right-turn lane to 
exclusive through lane on the westbound approach and the addition of the second left-turn lane on the 
southbound approach.  With this mitigation, the intersection would still operate at LOS F during all the 
peak hours, which indicates degraded operations compared to existing conditions. 

Mitigating this impact would require the following improvements in addition to the mitigation under 
Existing Plus Project Scenario – constructing two additional through travel lanes along SR 12; providing 
an exclusive right-turn lane on the northbound approach; and providing an exclusive free right-turn lane 
on the southbound approach.  A review of this intersection indicates that there is insufficient right-of-way 
for this improvement.  Additionally, improvements of this magnitude would require a complete 
reconstruction of the intersection, which is beyond the capability of the project to perform.  Since the 
necessary mitigation cannot be successfully implemented, the impact remains significant and 
unavoidable.  

Additionally, the City of Suisun lacks jurisdiction over this intersection and can not implement this 
mitigation measure or oversee its implementation.  Implementation of this mitigation measure would 
require approval of an outside agency (Caltrans).  Since we can not assure that this mitigation can be 
successfully implemented, we can conclude that this impact is significant and unavoidable.   

Impact after Mitigation:  Significant and unavoidable.  

SR 12/Pennsylvania Avenue  

This intersection operates at LOS F during the AM, PM, and Saturday peak hours under the Cumulative No 
Project scenario.   With the addition of project traffic, the intersection continues to operate at LOS F with 
increased delay during all peak hours.  Since the addition of project traffic increases traffic volumes by 7, 16 and 
24 percent during the AM, PM, and Saturday peak hour, respectively, a significant impact occurs.  

Impact A-18:  The addition of project traffic causes an increase of more than three percent at an 
intersection that operates at a deficient level prior to the introduction of project trips during all peak hours.   

Mitigation A-18:  Mitigating these impacts would likely require grade separation of one or more 
movements.  An urban interchange would fully mitigate the deficient conditions at this intersection.   
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Implementing this mitigation measure would require extensive engineering studies and coordination 
between the project applicant, the City of Fairfield, Suisun City, and the California Department of 
Transportation.   Constructing an interchange at this location could cost upwards of $10 million, as 
documented by the SR 12 MIS completed in 2001.  Given the difficulties in implementing this mitigation 
measure and the cost involved, full implementation cannot be assured in a timely fashion to mitigate the 
project impact.  

Additionally, there is currently insufficient funding for this improvement and no regional mechanisms to 
collect money for this improvement.  For example, Solano County does not have a countywide traffic 
impact fee program that would fund a regional improvement such as this.   The City of Fairfield is a 
potential funding source for this interchange, although it is uncertain at this time whether there is sufficient 
funding from other parties to construct the interchange in conjunction with this project.  

One other consideration is that the City of Suisun lacks jurisdiction over this intersection and can not 
implement this mitigation measure or oversee its implementation.  Implementation of this mitigation 
measure would require approval of an outside agency, such as Fairfield.  Since we can not assure that 
this mitigation can be successfully implemented, we can conclude that this impact is significant and 
unavoidable.   

Impact after Mitigation:  Significant and Unavoidable 

SR 12/Marina Blvd  

This intersection operates at LOS F during the AM, PM, and Saturday peak hours under the Cumulative No 
Project scenario.   With the addition of project traffic, the intersection continues to operate at LOS F with 
increased delay during all time periods.  Since the addition of project traffic increases traffic volumes by 4 and 5 
percent during the PM and Saturday peak hour, respectively, a significant impact occurs.   

Impact A-19:  The addition of project traffic causes an increase of more than three percent at an 
intersection that operates at a deficient level prior to the introduction of project trips during the PM and 
Saturday peak hours. 

Mitigation A-19:  No mitigation measures were identified under Existing Plus Project Scenario at this 
location. 

Mitigating this impact would require the addition of lanes on nearly all approaches to the intersection.  The 
required improvements would include additional two through travel lanes along SR 12 and addition left 
and right-turn lanes on nearly all approaches.  Alternately, one or more of the movements could require 
grade separation.  A review of this intersection indicates that there is insufficient right-of-way for this 
improvement.  Since the full mitigation required to address this impact cannot be implemented, the impact 
remains significant and unavoidable.  

Additionally, the City of Suisun lacks jurisdiction over this intersection and can not implement this 
mitigation measure or oversee its implementation.  Implementation of this mitigation measure would 
require approval of an outside agency (Caltrans).  Since we can not assure that this mitigation can be 
successfully implemented, we can conclude that this impact is significant and unavoidable.   

Impact after Mitigation:  Significant and unavoidable.  

SR 12/Sunset Avenue  
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This intersection operates at LOS F during the AM and Saturday peak hours under the Cumulative No Project 
scenario.   The intersection operates at LOS E during the PM peak hour also under the Cumulative No Project 
scenario.  LOS C would be the applicable threshold for this location since the intersection is under the jurisdiction 
of Caltrans.  With the addition of project traffic, the intersection continues to operate at a deficient LOS with 
increased delay during all time periods.  Since the addition of project traffic increases traffic volumes by 3 and 4 
percent during the PM and Saturday peak hour, respectively, a significant impact occurs.      

Impact A-20:  The addition of project traffic causes an increase of more than three percent at an 
intersection that operates at a deficient level prior to the introduction of project trips during the PM and 
Saturday peak hours. 

Mitigation A-20:  The mitigation measures identified under Existing Plus Project Scenario recommended 
a traffic signal optimization.  With this mitigation, the intersection would still operate at a deficient LOS 
during all the peak hours, which indicates degraded operations compared to existing conditions. 

Mitigating this impact would require the following improvements in addition to the mitigation under 
Existing Plus Project Scenario – providing two additional through travel lanes along SR 12; constructing 
an exclusive left-turn lane on the northbound approach; providing an exclusive left-turn lane and a free 
right-turn lane  on the southbound approach.  A review of this intersection indicates that there is 
insufficient right-of-way for this improvement.  Additionally, improvements of this magnitude would require 
a complete reconstruction of the intersection, which is beyond the capability of the project to perform.  
Since the necessary mitigation cannot be successfully implemented, the impact remains significant and 
unavoidable.  

Additionally, the City of Suisun lacks jurisdiction over this intersection and can not implement this 
mitigation measure or oversee its implementation.  Implementation of this mitigation measure would 
require approval of an outside agency (Caltrans).  Since we can not assure that this mitigation can be 
successfully implemented, we can conclude that this impact is significant and unavoidable.   

Impact after Mitigation:  Significant and unavoidable.  

Cordelia Road/Beck Avenue  

This intersection, which operates under stop-sign control, is projected to operate at LOS F during the Cumulative 
No Project scenario in the PM peak hour.  With the addition of project traffic, the intersection would operate at 
LOS F with increased delays during the PM peak hour.  A significant impact occurs since the project adds more 
than 10 trips to an unsignalized intersection that operates at a deficient LOS prior to the introduction of project 
trips during the PM peak hour.   

Impact A-21:  The he project adds more than 10 trips to an unsignalized intersection that operates at a 
deficient LOS prior to the introduction of project trips during the PM peak hour.    

Mitigation A-21:  No mitigation measures were identified under Existing Plus Project Scenario at this 
location. 

Mitigating this impact will require the installation of a traffic signal at this location.  The project would be 
responsible for the construction of this improvement.  After implementation of this mitigation measure, the 
intersection LOS would be LOS C or better during all time periods. 

However, the City of Suisun lacks jurisdiction over this intersection and can not implement this mitigation 
measure or oversee its implementation.  Implementation of this mitigation measure would require 
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approval of an outside agency (Fairfield).  Since we can not assure that this mitigation can be 
successfully implemented, we can conclude that this impact is significant and unavoidable.   

Impact after Mitigation:  Significant and unavoidable.  

Cordelia Road/Pennsylvania Avenue  

This intersection, which operates under stop-sign control, is projected to operate at LOS F during all the peak 
hours under the Cumulative No Project scenario.  With the addition of project traffic, the intersection would 
operate at LOS F with increased delays during all the peak hours.  A significant impact would occur if the project 
adds more than 10 trips to an unsignalized intersection that operates at a deficient LOS prior to the introduction of 
project trips.  Since the addition of project traffic increases traffic volumes by more than 10 trips during all the 
peak hours, a significant impact occurs  

Impact A-22:  The he project adds more than 10 trips to an unsignalized intersection that operates at a 
deficient LOS prior to the introduction of project trips during all the peak hours.    

Mitigation A-22:  The mitigation measures identified under Existing Plus Project Scenario recommended 
the installation of a traffic signal.  With this mitigation, the intersection would still operate at a LOS F 
during the PM peak hour, which indicates degraded operations compared to existing conditions. 

Mitigating this impact would require the addition of an exclusive northbound left-turn lane in addition to the 
mitigation under Existing Plus Project Scenario.  The project would be responsible for the construction of 
this improvement.  After implementation of this mitigation measure, the intersection LOS would be LOS C 
during all time periods.  Since this intersection is under the jurisdiction of the City of Suisun City, 
improvements at this location do not require the approval of the City of Fairfield or Caltrans. 

Impact after Mitigation:  Less than significant 

Cordelia Road/Main Street  

This intersection, which operates under stop-sign control, is projected to operate at LOS F during the Cumulative 
No Project scenario in the PM peak hour.  With the addition of project traffic, the intersection would operate at 
LOS F with increased delays during the PM peak hour.  Since the addition of project traffic increases traffic 
volumes by more than 10 trips during the PM peak hour, a significant impact occurs.   

Impact A-23:  The addition of project traffic causes an increase of more than 10 percent at an 
intersection that operates at a deficient level prior to the introduction of project trips during the PM peak 
hour.

Mitigation A-23:  No mitigation measures were identified under Existing Plus Project Scenario at this 
location. 

Mitigating this impact will require the installation of a traffic signal and the additional of an exclusive 
eastbound left-turn lane.  The project would be responsible for the construction of this improvement.  After 
implementation of this mitigation measure, the intersection LOS would be LOS C or better during all time 
periods.  Since this intersection is under the jurisdiction of the City of Suisun City, improvements at this 
location do not require the approval of the City of Fairfield or Caltrans. 

Impact after Mitigation:  Less than significant 

Lotz Way/Civic Center Boulevard 
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This intersection, which operates under stop-sign control, is projected to operate at LOS F during the Cumulative 
No Project scenario in the PM peak hour.  This intersection also operates at LOS D during the Saturday Peak 
Hour.  With the addition of project traffic, the intersection would operate at LOS F with increased delays during the 
PM peak hour and LOS E during the Saturday peak hour.  Since the addition of project traffic increases traffic 
volumes by more than 10 trips during the PM and Saturday peak hours, a significant impact occurs.   

Impact A-24:  The he project adds more than 10 trips to an unsignalized intersection that operates at a 
deficient LOS prior to the introduction of project trips during the PM and Saturday peak hours.    

Mitigation A-24:  No mitigation measures were identified under Existing Plus Project Scenario at this 
location. 

Mitigating this impact will require the installation of a traffic signal and the additional of an exclusive 
eastbound left-turn lane.  The project would be responsible for the construction of this improvement.  After 
implementation of this mitigation measure, the intersection LOS would be LOS C or better during all time 
periods. 

However, the City of Suisun lacks jurisdiction over this intersection and can not implement this mitigation 
measure or oversee its implementation.  Implementation of this mitigation measure would require 
approval of an outside agency (Fairfield).  Since we can not assure that this mitigation can be 
successfully implemented, we can conclude that this impact is significant and unavoidable.   

Impact after Mitigation:  Significant and unavoidable 

Cordelia Road/Driveway #1 

This proposed intersection would be located to the south of Cordelia Road along Pennsylvania Avenue and would 
provide access to residential area south of the railroad tracks.   For purposes of this analysis, this intersection is 
assumed to operate under side-street stop sign control and all turning movements are assumed to occur at this 
intersection.  Additionally, Pennsylvania Avenue is assumed to have two lanes at this location.  With these 
assumptions, the intersection would operate at LOS E during the PM peak hour. A significant impact occurs 
because this intersection would operate unacceptably at LOS E (PM peak hour) after the addition of project traffic.  

Impact A-25:  The intersection of Cordelia Road/Driveway #1 would operate at LOS E during the PM 
peak hour.  A significant impact occurs because this intersection exceeds the LOS C threshold which is 
considered acceptable by Suisun City.      

Mitigation A-25:  No mitigation measures were identified under Existing Plus Project Scenario at this 
location. 

Mitigating this impact would require changes in the traffic control at this location.  A traffic signal would be 
required at this location.  Prior to installation of a traffic signal, a complete signal warrant analysis should 
be conducted to verify the need for a traffic signal. After implementation of this mitigation measure, the 
intersection LOS would be LOS C or better during all periods.  Since this intersection is under the 
jurisdiction of the City of Suisun City, improvements at this location do not require the approval of the City 
of Fairfield or Caltrans. The recommended lane configurations for this intersection are discussed in 
Chapter 12, relating to site access and circulation.   

Impact after Mitigation:  Less than significant 

Cordelia Road/Driveway #2 
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This proposed intersection would be located to the south of Cordelia Road along Pennsylvania Avenue and would 
provide access to residential area south of the railroad tracks as well as the Ardave parcel.  For purposes of this 
analysis, this intersection is assumed to operate under side-street stop sign control and all turning movements are 
assumed to occur at this intersection.  Additionally, Pennsylvania Avenue is initially assumed to have two lanes at 
this location.  With these assumptions, the intersection would operate at LOS E during the PM peak hour.   A 
significant impact occurs because this intersection would operate unacceptably at LOS E during the PM peak 
hour after the addition of project traffic.   

Impact A-26:  The intersection of Cordelia Road/Driveway #2 would operate at LOS E during the PM 
peak hour.  A significant impact occurs because this intersection exceeds the LOS C threshold which is 
considered acceptable by Suisun City.    

Mitigation A-26:  No mitigation measures were identified under Existing Plus Project Scenario at this 
location. 

Mitigating this impact will require the installation of a traffic signal at this location.   However, a traffic 
signal at this location cannot be recommended given the distance to Driveway #1 and the Pennsylvania 
Avenue/Cordelia Road intersection.  Therefore, turn restrictions at this intersection, such as restricting 
left-out movements, would be recommended.  The project applicant would be responsible for the 
implementation of this mitigation measure.  After implementation of this mitigation measure, the 
intersection LOS would be LOS C or better during all periods.  Since this intersection is under the 
jurisdiction of the City of Suisun City, improvements at this location do not require the approval of the City 
of Fairfield or Caltrans. 

The recommended lane configurations for this intersection are discussed in Chapter 12, relating to site 
access and circulation.   

Impact after Mitigation:  Less than significant. 

Pennsylvania Avenue/Driveway #3 

This proposed intersection would be located to the south of SR 12 along Pennsylvania Avenue and would provide 
access to Planning Areas 1 (secondary access) and 3 (primary access).   For purposes of this analysis, this 
intersection is assumed to operate under side-street stop sign control and all turning movements are assumed to 
occur at this intersection.  Additionally, Pennsylvania Avenue is initially assumed to have two lanes at this 
location.  With these assumptions, the intersection would operate at LOS F during both the PM and Saturday 
peak hours.   A significant impact occurs because this intersection would operate unacceptably at LOS F during 
both the PM and Saturday peak hours after the addition of project traffic. 

Impact A-27:  The intersection of Pennsylvania Avenue/Driveway #3 would operate at LOS F during the 
PM and Saturday peak hours after the addition of project traffic.  A significant impact occurs because this 
intersection exceeds the LOS C threshold which is considered acceptable by Suisun City.      

Mitigation A-27:  No mitigation measures were identified under Existing Plus Project Scenario at this 
location. 

This driveway will have to operate as right-in/right-out driveways only.  We considered installing a traffic 
signal but cannot recommend a traffic signal given the distance to the signals at the main project entrance 
and Pennsylvania Avenue/Cordelia Road. With these modifications, the intersection would operate at 
LOS C or better during all periods.  Since this intersection is under the jurisdiction of the City of Suisun 
City, improvements at this location do not require the approval of the City of Fairfield or Caltrans. The 
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recommended lane configurations for this intersection are discussed in Chapter 12, relating to site access 
and circulation.   

Impact after Mitigation:  Less than significant.   

Pennsylvania Avenue/Driveway #4 

This intersection would provide primary access to the main commercial portion of the proposed development.  For 
purposes of this analysis, this intersection is assumed to operate under side-street stop control and all turning 
movements are assumed to occur at this intersection.  Additionally, Pennsylvania Avenue is assumed to have two 
lanes at this location.  With these assumptions, the intersection would operate at LOS E during the AM peak hour 
and LOS F during both the PM and Saturday peak hours.  Since this LOS would exceed the City’s LOS standard 
of C, a significant impact occurs. If the Existing Plus Approved mitigation measures are implemented, including 
the installation of a traffic signal, deficient conditions still occur in the Saturday peak hour (LOS D).   

Impact A-28:  The intersection of Pennsylvania Avenue/Driveway #4 would operate at LOS E in the AM 
peak hour and LOS F in the PM and Saturday peak hours after the addition of project traffic during all the 
peak hours.  A significant impact occurs because this intersection exceeds the LOS C threshold which is 
considered acceptable by Suisun City.    An impact still occurs if the Existing Plus Project mitigations are 
implemented as the Saturday peak hour LOS is still D.   

Mitigation A-28:  The mitigation measures identified under Existing Plus Project Scenario recommended 
the installation of a traffic signal.  With this mitigation, the intersection would still operate unacceptably at 
a LOS D during the Saturday peak hour. 

Mitigating this impact would require the additional turn lanes at this intersection, in addition to the traffic 
signal. With these modifications, the intersection would operate at LOS C or better during all time periods.  
Since this intersection is under the jurisdiction of the City of Suisun City, improvements at this location do 
not require the approval of the City of Fairfield or Caltrans.  The recommended lane configurations for this 
intersection are discussed in Chapter 12, relating to site access and circulation.   

Impact after Mitigation:  Less than significant. 

Pennsylvania Avenue/Driveway #5 

This proposed intersection would be located to the south of SR 12 along Pennsylvania Avenue and would provide 
access to the Gilbert Parcel.   For purposes of this analysis, this intersection is assumed to operate under side-
street stop control and all turning movements are assumed to occur at this intersection.  Additionally, 
Pennsylvania Avenue is assumed to have two lanes at this location.  With these assumptions, the intersection 
would operate at LOS E during PM and LOS F during the Saturday Peak hours.  A significant impact occurs 
because this intersection would operate unacceptably at LOS D and LOS F after the addition of project traffic.    

Impact A-29:  The intersection of Pennsylvania Avenue/Driveway #5 would operate at LOS E after the 
addition of project traffic during the PM and LOS F during the Saturday peak hours.  A significant impact 
occurs because this intersection exceeds the LOS C threshold which is considered acceptable by Suisun 
City.      

Mitigation A-29:  The mitigating this impact requires thmodification of access control to right-in/right-out 
only at this location.  With this mitigation, the intersection would operate at LOS B or better during all time 
periods.  The recommended lane configurations for this intersection are discussed in Chapter 12, relating 
to site access and circulation.   
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Impact after Mitigation:  Less than significant.   

Driveway #4/Internal Roadway 

This intersection represents the connection between the major internal roadway on the main commercial site and 
Driveway #4.  Nearly all of the traffic accessing the main commercial site will enter through this intersection while 
traveling to individual buildings.   This analysis assumes that this intersection operates as an all-way stop 
intersection with one lane approaches in all directions.  Based on this assumed configuration, the intersection will 
operate at LOS D during the PM and LOS F during the Saturday peak hours.  This LOS exceeds the City of 
Suisun City’s LOS C standard and a significant impact therefore occurs.  

Impact A-30:  The intersection of Driveway #4/Internal roadway would operate at LOS D after the 
addition of project traffic during the PM and LOS F during the Saturday peak hours.  A significant impact 
occurs because this intersection would exceed the LOS C threshold which is considered acceptable by 
Suisun City.      

Mitigation A-30:  The mitigation measures identified under Existing Plus Project Scenario recommended 
the addition of a traffic signal at this location.  With this improvement, the intersection would operate at 
LOS B or better during all time periods.  The recommended lane configurations for this intersection are 
discussed in Chapter 12, relating to site access and circulation.   

Impact after Mitigation:  Less than significant.   

The improvements required to mitigate the project impacts under the Alternative 2 are shown on Figure 32A (off-
site intersections) and Figure 32B (on-site intersections).   
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8. ROADWAY NETWORK- PROJECT IMPACTS 

This chapter determines if the proposed project creates a significant impact relating to the roadway network and 
addresses consistency with planned improvements, adopted plans and policies, and construction traffic impacts.  
For each of these items, the significance criteria are presented along with an evaluation of the project’s impact.  
When appropriate, mitigation measures are presented.  We anticipated that roadway network impacts and 
mitigations would be the same under the Base Project, Alternative 1, and Alternative 2.  

PLANNED ROADWAY IMPROVEMENTS 

Significance Criteria 

The following significance criteria will be applied: 

A significant impact occurs if the project interferes with, conflicts with or precludes other planning 
improvements such as roadway extensions/expansion, planned trail facilities, proposed creek restoration 
projects, etc.  

This significance criteria addresses any possible conflicts between the proposed development project and 
planned roadway improvements in the study area.  Roadway improvements include new roadways as well as the 
expansion of existing roadways.    

Project Impact 

Based on a review of the project site plan, the project site plan could potentially conflict with a proposed 
interchange at the intersection of SR 12/Pennsylvania Avenue.  At this time, no design plans for the interchange 
currently exist.  To determine whether proposed development on the site would conflict with development of an 
interchange, the project applicant developed several conceptual interchange configurations.  These configurations 
were reviewed by STA staff and the City of Suisun City staff at a meeting in October 18, 2005.  At this meeting the 
STA concluded that the project would not preclude future construction of an interchange at this intersection and 
the impact is less than significant.  

ADOPTED PLANS AND POLICIES REGARDING ROADWAYS 

Significance Criteria 

The following significance criteria will be applied: 

A significant impact occurs if the project conflicts or creates inconsistencies with adopted traffic plans, 
guidelines, policies, or standards.  

For purposes of this analysis, we interpret this criteria as it relate to transportation components of the project, 
which would include main off-site roadway improvements.   The analysis determines whether roadways that 
would be constructed by the project are consistent with standard design templates such as those provided by the 
Caltrans or the American Association of State Highway Transportation Officials (AASHTO).   Caltrans, in their 
Highway Design Manual (5th Edition) recommends the use of standards from AASHTO for non-state facilities 
(Section 308.1).   This review focuses on cross-section elements of roadway improvements including travel lanes, 
medians, and sidewalks.  
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Project Impact 

The project site plan indicates that Pennsylvania Avenue and Cordelia Road adjacent to the project will be 
reconstructed in conjunction with the project.  This reconstruction will be necessary to accommodate the 
additional lanes required at the project entrances.  It is anticipated that Pennsylvania Avenue and Cordelia Road 
will be reconstructed as four lane roadways with medians.  This widening will extend along the project frontage.  

The project site plan indicates that these roadways would have 12 feet wide travel lanes, which are consistent 
with standards provided AASHTO.  The medians shown on the site plan also exceed the AASHTO standards.  
However, the project site plan does not provide additional detail for items such as sidewalks and cross-walks.    

Impact B-1:  The project site plan does not show important cross-sectional elements such as sidewalks. 

Mitigation B-1:  At a minimum, the project site plan should be revised to confirm the presence or 
absence of sidewalks along Pennsylvania Avenue and Cordelia Road.  Including sidewalks would allow 
Fehr & Peers to confirm that the sidewalks meet AASHTO standards.  Alternately, the project applicant 
could prepare a cross-section for Pennsylvania Avenue and Cordelia Road to demonstrate that the major 
cross-section elements are consistent with AASHTO standards.  

Impact after Mitigation:  Less than significant 

CONSTRUCTION TRAFFIC IMPACT 

Significance Criteria 

The following significance criteria will be applied to determine if there is construction traffic related impact: 

A significant impact occurs if the construction of a project creates a temporary but prolonged impact due 
to lane closures, the need for temporary signals, emergency vehicle access, traffic hazards to bikes and 
pedestrians, damage to roadbed, truck traffic on roadways not designated as truck routes, etc.  

For purposes of this analysis, construction traffic impacts are assessed for both the project itself as well as the 
widening of Pennsylvania Avenue and Cordelia Road, which are identified as project mitigation measures.  

Project Impact 

It is expected that a construction-related traffic impact will occur based on the following considerations: 

� The project is large in size and includes over 700 KSF of commercial buildings, 359 residences, and a 
small office/industrial park under the Base Project.  Even under Alternatives 1 and 2, approximately 400-
500 KSF of commercial space will be constructed with up to 542 dwelling units.   

� Construction activities would occur on multiple parcels that lack direct connections except along existing 
public roadways 

� Pennsylvania Avenue and Cordelia Road along the project frontage will be widened from two to four-
lanes.  During this widening process, traffic along these roadways would either be diverted or delayed. 

� Direct access to the site would be limited to Pennsylvania Avenue and Cordelia Road so there are no 
alternate routes that construction vehicles could take to access the site 
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� Given the size of the project, we would expect construction activities to extend for a period of 18 months 
to 2 years at a minimum.   

Impact B-2: Construction activities associated with this project would create a traffic impact during the 
construction period.  Impacts would result from the import of workers to the site, the movement of heavy 
vehicles to the site, and the daily influx of materials to the site.  Additionally, widening the adjacent 
roadways would exacerbate impacts associated with the site as well as create an inconvenience for 
drivers using these roadways currently.  

Mitigation B-2:  Mitigating this impact would require the preparation of a construction traffic management 
plan.  This plan should include the following items: 

� A map documenting material and equipment staging and storage locations for all phases of 
construction (must be located on the project site) 

� A map documenting worker parking locations for all phases of construction (must be 
located on the project site) 

� Notification procedures for adjacent businesses, residents, property owners and public 
safety personnel for all major deliveries, detours, and land and/or street closures that will 
affect traffic in the vicinity of the project 

� Provisions for monitoring surface streets used for truck routes so that any damage and 
debris attributable to the trucks can be identified and corrected 

� Signage plans documenting any detours for bicycle and pedestrian traffic  

� Routing plans for construction vehicles and construction equipment from the project site 

The project applicant will develop this plan prior to the initiation of any construction activities on-site and 
this plan will be subject to review and approval by the City of Suisun City.  It is anticipated that this 
Construction Traffic Management Plan will be developed in the context of a larger Construction 
Management Plan, which will address other issues such as hours of construction on site, limitations on 
noise and dust emissions, and other applicable items.   

Impact after Mitigation:  Less than significant 
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9. TRANSIT SYSTEM- PROJECT IMPACTS 

This chapter discusses impacts related to the transit system.  Potential impacts could include disruptions to 
existing transit service, interference with planned transit facilities, conflicts with adopted transit system plans, 
guidelines, policies, or standards, and creation of demand for public transit above the available capacity.  We 
anticipate that the impacts and mitigations measures for transit impacts will be the same for the Base Project, 
Alternative 1, and Alternative 2.  

DISRUPTIONS TO EXISTING TRANSIT SERVICE 

Significance Criteria 

The following significance criteria will be applied to determine if the project is responsible for a disruption of 
existing transit services or facilities: 

A significant impact occurs if a project or project-related mitigation disrupts existing transit services or 
facilities.  This includes disruptions caused by proposed project driveways on transit streets and impacts 
to transit stops/shelters; and impacts to transit operations from traffic improvements proposed or resulting 
from a project.  

Project Impact 

As stated previously, the Route 5 bus operated by the Fairfield/Suisun Transit System travels along the project 
frontage along Pennsylvania Avenue.  At the project buildout, it is expected that there will be limited disruption to 
the operation of this route because of the additional driveways along Pennsylvania Avenue.  There could be some 
additional delay due to traffic turning into and out of the driveways but this delay is expected to be minimal.  
However, there will be two travel lanes in each direction so a bus could utilize the other travel lane, should the 
curbside line become obstructed at the driveway.   Some additional delay could also occur at the main project 
entrance, which is recommended for signalization.  Again, this delay would be minimal given the short cycle time 
of this signal.   It is expected that the project would not create significant delay for the Route 5 bus.   

There are no existing transit stops and shelters that would be impacted by the project given that the nearest bus 
stop is located to the north of SR 12 along Pennsylvania Avenue.    Therefore, the project will not be impacting 
existing stops and shelters.  

While it is likely the project would create minimal disruptions to the existing Route 5 at buildout, the construction 
activities associated with the project can disrupt transit operations.  Major disruptions to the Route 5 service are 
likely to occur when Pennsylvania Avenue is reconstructed.  For example, it is likely that there could be temporary 
lane closures, lane shifts, and other activities that can delay the operations of the Route 5 bus.  Therefore, 
Roadway construction activities will likely delay bus operations along Pennsylvania Avenue creating a significant 
traffic impact. 

Impact C-1:  Construction activities along Pennsylvania Avenue can disrupt operation of the Route 5 bus.  
The roadway construction activities are likely to create delay for transit vehicles along Pennsylvania 
Avenue.  It is anticipated that this impact will be temporary and will only occur while Pennsylvania Avenue 
is reconstructed.  

Mitigation C-1:  The project’s construction traffic management plan, discussed in Mitigation B-3 should 
include a provision that the project applicant notify and coordinate construction activities along 
Pennsylvania Avenue with the Fairfield/Suisun Transit System.   



147

Gentry/Suisun Annexation Traffic Impact Study 
February 2006 

Impact after Mitigation:  Less than significant 

INTERFERENCE WITH PLANNED TRANSIT SERVICES 

Significance Criteria 

The following significance criteria will be applied: 

A significant impact occurs if a project interferes with planned transit services or facilities. 

Project Impact 

As mentioned previously, the STA is proposing to develop intercity transit service that would extend from Napa to 
Rio Vista.  This route would run along SR 12, including the section of SR 12 which borders on the project site.  
This service is currently unfunded and would only be instituted if funding becomes available.  

It is anticipated that the development of this site would not negatively impact the operations of this service along 
SR 12 for several reasons.  A majority of the project driveways would be found on Pennsylvania Avenue, not SR 
12.  The only project driveway on SR 12 occurs under a variant of the project site plan which proposes to have a 
single right-in/right-out driveway along SR 12.   Given the dearth of new driveways on SR 12, it is unlikely that 
development of the project would negatively impact the planned intercity service along SR 12.   Additionally, the 
project is not reconstructing SR 12 or modifying the roadway, as in the case of Pennsylvania Avenue.  

PROJECT CONFLICTS OR CREATES INCONSISTENCIES WITH ADOPTED TRANSIT SYSTEM 
PLANS, GUIDELINES, POLICIES, OR STANDARDS 

Significance Criteria 

The following significance criteria regarding consistency with adopted transit plans, guidelines, policies, or 
standards will be applied: 

A significant impact occurs if a project conflicts or creates inconsistencies with adopted transit system 
plans, guidelines, policies, or standards. 

Project Impact 

The regional transportation planning agency for Solano County, the Solano Transportation Authority (STA) 
recently updated its Comprehensive Transportation Plan (CTP).  In this document, the STA adopted the following 
goal related to public transit: 

� Develop a comprehensive transit system for buses, rail, and ferries to meet future demand 

Five objectives were also adopted relating to this goal.  These objectives include: 

� Convenient Public Transit 

� New Service 
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� Efficient Transit  

� Multi-Model System 

� Environmental Justice 

Each of these objectives relate to improving existing transit service and providing new service transit service 
throughout Solano County.  These objectives are implemented through policy actions, such as: 

� Provide intercity service coverage with convenient access for the County’s population (Objective A) 

� Provide reliable service (Objective B) 

� Provide comfortable, safe, and passenger friendly stop facilities (Objective B) 

� Provide a choice of model in the I-80 and I-680 corridors (Objective B) 

� Balance service supply with passenger demands (Objective C) 

� Provide safe and convenient pedestrian access to intercity service stops (Objective D) 

The project does not create a conflict or inconsistency with any of the goals or policies listed in the STA document 
and summarized above.   The only impact on transit service occurs during the reconstruction of Pennsylvania 
Avenue.  Additionally, the proposed intercity service on SR 12 is not impacted by the project.  Given the minimal 
conflict between the project and the existing and future transit service in the study area, no impact occurs under 
this criteria. 

DEMAND FOR PUBLIC TRANSIT SERVICES ABOVE CAPACITY 

Significance Criteria 

The following significance criteria will be applied: 

A significant impact occurs if the project creates demand for public transit service above the capacity 
which is provided, or planned. 

Project Impact 

It is anticipated that this project will generate a minimal demand for public transit services, based on the following 
considerations: 

� The project is located in Solano County, which has a lower rate of transit usage than other regions of the 
San Francisco Bay Area.  For example, about 2 percent of all work trips in Solano County occur using 
transit.   Of these trips about one-half use a bus while the other take a train, ferry, or other modes (2000 
US Census) 

� There is no existing transit service to the site.  The nearest transit stations are one-half to one mile away 

� Retail developments, particularly big-box retail, are generally perceived as being unfriendly to transit 
users.  For example, a transit user accessing the site would have to walk across parking areas to access 
individual shops.   
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Under a best-case scenario for transit, the number of transit users is not likely to exceed 1 percent of the peak 
hour trips associated with the project, based on an application of the Census data.  Therefore, the number of 
transit users during a peak hour would be 20, a majority of which would be expected to use the Route 5 Bus.   A 
small number (1-2 persons) could be expected to use the Capital Corridor AMTRAK service.  These transit users 
would likely ride the Route 5 bus to the Suisun City AMTRAK station. During the peak hour, there are 2 buses per 
hour.  This number of buses can easily accommodate these additional riders, even under a best-case scenario for 
transit usage.  Given this minimal transit demand, there is no significant impact under this criteria.   
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10. BICYCLE NETWORK- PROJECT IMPACTS 

This chapter reviews project related impacts on the bicycle network in the study area.   Potential impacts include 
disruptions on existing facilities, interference with planned facilities, and conflicts with adopted plans, guidelines, 
policies, or standards relating to bicycles. We anticipate that the impacts and mitigations measures for the bicycle 
network will be the same for the Base Project, Alternative 1, and Alternative 2.  

DISRUPTIONS TO EXISTING FACILITIES 

Significance Criteria 

The following significance criteria will be applied: 

A significant impact occurs if a project disrupts existing bicycle facilities 

Project Impact 

As mentioned previously, there are no bicycle facilities which border on or are located within the project site.  
Therefore, there is no disruption to existing facilities attributable to the project.   

PROJECT INTERFERES WITH PLANNED BICYCLE FACILITIES 

Significance Criteria 

The following significance criteria will be applied to determine if the project conflicts with planned facilities: 

A significant impact occurs if a project interferes with planned bicycle facilities.  This includes failure to 
dedicate right-of-way for planned on- and off-street bicycle facilities included in an adopted Bicycle Master 
Plan or to contribute towards construction of planned bicycle facilities along the project frontage.  

Project Impact 

The only planned bicycle facility that could be constructed in the study area is the Central County Bikeway.  
However, this project would extend not extend to the project site and would not be affected by any of the 
development activities on the site.   

PROJECT CONFLICTS WITH ADOPTED BICYCLE SYSTEM PLANS, GUIDELINES, POLICIES, OR 
STANDARDS 

Significance Criteria 

A significant impact occurs if the project conflicts or create inconsistencies with adopted bicycle system, 
plans, guidelines, policies, or standards.  

Project Impact 

Solano County recently updated its Countywide Bicycle Plan in 2004.  This document outlines several objectives 
and policies which relate to bicycle facilities.  Major objectives include: 
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� Maximize increased use of bicycles and the development of a comprehensive regional bikeway system 
as a viable alternative to the automobile (Objective #1) 

� Develop a countywide bikeways system that meets the needs of commuters and recreation bicyclists, 
helps reduce vehicle trips, and links residential neighborhoods with destinations countywide (Objective 
#4)

� Improve bicycle safety conditions in Solano County (Objective #6) 

Major policies under these objectives include: 

� 3.5- Strive for the inclusion of bicycle facilities in the development of all new road, and roadway 
improvement projects 

� 3.6- Ensure that new roadways, transportation projects, and developments improve bicycle travel and 
system continuity 

� 4.1- Develop a commuter bikeway system that provides direct routes between residential neighborhoods 
and regional employment areas, schools, and universities 

� 6.7- Incorporate provisions for safe bicycle travel and/or detours in traffic control plans and through 
construction zones 

Based on the current project site plan, there are no bicycle facilities shown.  Since the project does not include 
any bicycle facilities, either on-street or off-street facilities, it can be considered to be inconsistent with the above 
policies, such as 3.5, 3.6, and 4.1.  For example, there are no bicycle connections between the residential and 
commercial areas of the project, which would seem to conflict with policy 4.1.   

Impact D-1:  The project site plan does not explicitly include any bicycle facilities either within the site or 
along the perimeter of the site.     

Mitigation D-1: The project site plan should be revised to indicate bicycle facilities.  Possible options 
include an off-street path along Pennsylvania Avenue or including in-street bicycle lanes on Pennsylvania 
Avenue and Cordelia Road.  

Impact After Mitigation:  Less than significant 
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11. PEDESTRIAN NETWORK- PROJECT IMPACTS 

This chapter reviews project related impacts on the pedestrian network in the study area.   Potential impacts 
include disruptions on existing facilities, interference with planned facilities, and conflicts with adopted plans, 
guidelines, policies, or standards relating to pedestrians. We anticipate that the impacts and mitigations measures 
for the pedestrian network will be the same for the Base Project, Alternative 1, and Alternative 2. 

DISRUPTIONS TO EXISTING FACILITIES 

Significance Criteria 

The following significance criteria will be applied: 

A significant impact occurs if a project disrupts existing pedestrian facilities.  This can include adding new 
vehicular, pedestrian, or bicycle traffic experiencing pedestrian safety concerns such as an adjacent 
crosswalk or school, particularly if the added traffic reduce the number of pedestrian acceptable gaps at 
an unsignalized crossing or causes queues to spillback through pedestrian crossings.  

Project Impact 

As mentioned previously, there are no pedestrian facilities which border on or are located within the project site.  
Therefore, there is no disruption to existing facilities attributable to the project.   

PROJECT INTERFERES WITH PLANNED BICYCLE FACILITIES 

Significance Criteria 

The following significance criteria will be applied to determine if the project conflicts with planned facilities: 

A significant impact occurs if a project interferes with pedestrian facilities.  In existing or planned 
urbanized areas, main streets or pedestrian districts, this can include impacts to the quality of the walking 
environment.   

Project Impact 

The only planned pedestrian facility that could be constructed in the study area is the Central County Bikeway.  
However, this project would extend not extend to the project site and would not be affected by any of the 
development activities on the site.  

Additionally, the project is not located in an urbanized area, along a main street, a pedestrian district, or an area 
of high pedestrian volumes.  Therefore, development of the project site will not impact the quality of the walking 
environment. 



153

Gentry/Suisun Annexation Traffic Impact Study 
February 2006 

PROJECT CONFLICTS WITH ADOPTED PEDESTRIAN SYSTEM PLANS, GUIDELINES, POLICIES, 
OR STANDARDS 

Significance Criteria 

A significant impact occurs if a project conflicts or creates inconsistencies with adopted pedestrian system 
plans, guidelines, policies, or standards.  

Project Impact 

Solano County recently updated its Countywide Pedestrian Plan in 2004.  This document outlines several 
objectives and policies which relate to bicycle facilities.  Major objectives include: 

� Secure significant benefits for Solano County by preserving, creating, and enhancing pedestrian routes 
and places, including (Objective #1) 

� Ensure that safety for pedestrians, especially young people, old people, and people with disabilities, is the 
highest priority among competing pedestrian improvement priorities, and a high priority among overall 
transportation improvement priorities (Objective #2) 

� Support and coordinate the planning of pedestrian connections, improvements, and pedestrian- oriented 
development throughout Solano County (Objective #6) 

Major policies under these objectives include: 

� Objective #2, Policy 4- Follow the latest standards and best practices for design of safe pedestrian 
facilities, starting from references provided in this Plan 

� Objective #3, Policy 1- Encourage local jurisdictions to make safe, convenient, enjoyable pedestrian 
access a priority in their policies, plans, and projects 

� Objective #3, Policy 6- The highest priority pedestrian improvements should be those where pedestrian 
facilities are lack or deficient in close proximity (1/4 to ½ mile) to pedestrian destinations such as schools, 
parks, transit, and shopping. 

� Objective #3, Policy 8- Ensure that pedestrian improvements meet applicable standards for access to 
people with disabilities. 

A review of the project site plan indicates that on-site pedestrian facilties are provided, including pedestrian 
pathways throughout the site and along with crosswalks at internal intersections.  The project site plan does not 
detail pedestrian improvements, such as sidewalks along the project frontage with Pennsylvania Avenue.  Given 
this lack of pedestrian facilities along Pennsylvania Avenue, it may be difficult for residents of the residential areas 
of the project to walk to the retail center.   Given the lack of pedestrian facilities on Pennsylvania Avenue, a 
significant impact occurs since it conflicts with several of the policy statements above.  

Impact E-1:  The project site plan does not provide pedestrian facilities on Pennsylvania Avenue.  This 
omission of facilities conflicts with policy statements such as Objective #3, Policy 1.          

Mitigation E-1: Revise the project site plan to include pedestrian facilities on Pennsylvania Avenue.  

Impact After Mitigation:  Less than significant 
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12. PROJECT SITE PLAN REVIEW 

This chapter reviews the project site plan and considers on-site circulation and access, on-site parking for 
vehicles and bicycles, pedestrian connections within the site and to adjacent locations, delivery vehicle access, 
and access management standards.   Please note that the site plan provided includes detailed descriptions for 
Planning Area #1, Planning Area #2, and Planning Area #3.  Detailed site plans are not available for the Gilbert 
and Ardave parcels.   

PROJECT OVERVIEW 

The project site could have up to five major driveway locations.  Two of these driveway locations are located on 
along Cordelia Road south of the existing railroad tracks.  Three driveways are located north of the railroad tracks 
along Pennsylvania Avenue.  The users of each driveway could vary based on the site plan and are described 
below. 

Base Project

� Driveway #1- Planning Area #2 only 

� Driveway #2- Planning Area #2 and access to Ardave Parcel 

� Driveway #3- Secondary access to commercial center and primary access to Planning Area #3 

� Driveway #4- Main access to commercial center (this intersection is proposed to be signalized) 

� Driveway #5- Access to Gilbert Parcel with right-in/right-out access to Planning Area #1.  According to the 
site plan, the right-in and right-out are separated by approximately 100 feet but are combined for the 
purposes of the traffic analysis 

There is also a minor driveway located along Pennsylvania Avenue between Driveway #3 and Cordelia Road.  
We anticipate that this driveway would be used only for deliveries and loading activities at the rear of the main 
commercial buildings.  

Alternative 1

� Driveway #1- Planning Area #2 only 

� Driveway #2- Planning Area #2 and access to Ardave Parcel 

� Driveway #3- Secondary access to commercial center and primary access to Planning Area #3 

� Driveway #4- Main access to commercial center (this intersection is proposed to be signalized) 

� Driveway #5- Access to Gilbert Parcel with right-in/right-out access to Planning Area #1.  On this site 
plan, the right-in/right-out driveway for Planning Area #1 is located at a single point.  

There is also a minor driveway located along Pennsylvania Avenue between Driveway #3 and Cordelia Road.  
We anticipate that this driveway would be used only for deliveries and loading activities at the rear of the main 
commercial buildings.  

Alternative 2
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� Driveway #1- Planning Area #2 only 

� Driveway #2- Planning Area #2 and access to Ardave Parcel 

� Driveway #3- Secondary access to commercial center and primary access to Planning Area #3 

� Driveway #4- Main access to commercial center (this intersection is proposed to be signalized) 

� Driveway #5- Access to Gilbert Parcel with right-in/right-out access to Planning Area #1.  On this site 
plan, the right-in/right-out driveway for Planning Area #1 is located at a single point.  

As compared to the other site plans, this alternative lacks a dedicated delivery driveway along Pennsylvania 
Avenue.  Deliveries would likely occur through Driveways #3 or #4. 

PROJECT ON-SITE CIRCULATION AND ACCESS 

Significance Criteria 

A significant impact occurs if the project designs for on-site circulation, access, and parking areas fail to 
meet industry standard design guidelines.  

Project Impact 

This review of on-site circulation and access considers the following items: 

1. Are all areas of the site accessible from each other? 

2. Does the project site plan contain dead-end drive aisles, which complicate on-site circulation? 

3. Does the internal roadway network provide sufficient capacity for the anticipated level of traffic volumes? 

4. Do the internal project intersections provide an acceptable LOS? 

5. Are the internal intersections adequately spaced? 

6. Do the project driveways operate at an acceptable level of service (LOS), which ensures easy access to 
the project site? 

7. Is there adequate space available to accommodate the anticipated queuing at the project driveways? 

Intra-Site Accessibility

The project site plan includes a network of internal roadways which facilitate travel within each project site.  In 
Planning Area #1, the main internal roadway is an east west roadway which extends from terminus of Driveway 
#4 to the western boundary of the commercial site.   The main project access (Driveway #4) extends from this 
major east-west roadway to Pennsylvania Avenue and would carry a majority of the entering and exiting the site. 
This internal roadway is found on all project site plans including the Base Project, Alternative 1, and Alternative 2.   

It is anticipated that the internal roadway within Planning Area #1 would be a two-lane roadway.  The various 
parking areas within the project site would be accessible via this main internal roadway.  This degree of intra-site 
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accessibility is sufficient since all areas of the Planning Area #1 are accessible to each other via an internal 
roadway network.  

The drawings of Planning Areas #2 and #3 also indicate that these residential areas will also have an internal 
roadway network, which will provide adequate intra-site accessibility for these sites as well.  

Dead-End Drive Aisles

A dead-end drive aisle, which occurs when a drive aisle is open on one end only, complicates internal circulation 
and should be discouraged.  A review of the project site plan indicates that there are no dead-end drive aisles 
shown on any of the proposed project site plans.   

Internal Roadway Network Capacity

Given the projected volumes along this internal roadway, a two-lane roadway should provide sufficient capacity 
within Planning Area #1. However, additional turn lanes will be required along the main project entrance at 
Driveway #4.  These additional turn lanes would be needed to accommodate the vehicles turning into the project 
site, a majority of which would then turn left at the first internal intersection, given the layout of the project site.  
The left-turn movement at this intersection would be matched by the corresponding right-turn movement for 
drivers turning from the major internal roadway to Driveway #4.  The recommended geometrics for this 
intersection are discussed in Chapters 6 and 7 for each alternative.  

The internal roadway within Planning Areas #2 and #3 are anticipated to operate as two-lane roadways, which will 
be more than sufficient for the anticipated traffic levels.   

Internal Intersection Operation

It is anticipated that the internal intersections would operate under side-street stop-sign control except for the 
intersection located at the terminus of Driveway #4, which is recommended for signalization under the Base 
Project, Alternative 1, and Alternative 2.  Stop signs would control traffic turning onto the main internal roadway.  
Traffic on the main internal roadway would not operate under traffic control.    Please note that the project site 
plan does not indicate internal traffic control devices.   

Spacing of Internal Intersections

For purposes of this analysis, an internal intersection is defined as a location where a driveway, parking aisle, or 
internal roadway connects to a major internal roadway.  A major internal roadway is defined as either the major 
east-west roadway or Driveway #4.   

The City of Suisun City does not provide intersection spacing standards.   One option to set driveway spacing 
standards would be to employ sight distance criteria.  Since these internal intersections are not located on a major 
public street, such as Pennsylvania Avenue, the most appropriate method to set the sight distance would be to 
use stopping sight distance criteria, which is outlined in the Caltrans Highway Design Manual Table 201.1.  
Assuming a speed of 25 miles per hour, the minimum distance between driveways would be 150 feet.   As 
indicated on the site plan, many of the internal driveways are equal to or greater than 150 feet.  There appear to 
be several internal intersections in Planning Area #1 which may have inadequate spacing.   

Project Driveway Operation

As detailed in Chapters 6 and 7, several of the project driveways will operate at a deficient condition prior to the 
widening of Pennsylvania Avenue.  Additional improvements will be required at several driveways.   A Traffic 
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signal will be required at Driveway #4.  The remaining intersections can operate at an acceptable LOS under stop 
sign-control.  It should be noted that Driveway #5 will have to be configured for right-in/right-out operation only on 
both sides of Pennsylvania Avenue, given the distance to the intersection at SR 12/Pennsylvania Avenue.   The 
necessary configuration of each driveway is detailed in Chapters 6 and 7.  With the necessary improvements, the 
project driveways will operate at an acceptable LOS, thereby providing sufficient access to and from the site.  

Project Driveway Queuing

With the improvements detailed in Chapters 6 and 7, the queuing at the project driveways will be minimized.  A 
majority of the trips associated with the project will be using Driveway #4, which is recommended to operate 
under traffic signal control.  

Impact F-1:  The project site plan provides an adequate internal roadway network, lacks dead-end drive 
aisles, and provides sufficient capacity internally.  Additionally, the project driveways operate at 
acceptable levels, with the proposed changes identified in the intersection analysis.  Given these 
considerations, it can be concluded that the project site plan provides generally acceptable on-site 
circulation and access.  The project site plan does not address on-site traffic control and several of the 
internal driveways are spaced closer than 150 feet.  Therefore, a significant traffic impact occurs.  

Mitigation F-1: Revise the project site plan to indicate traffic control devices on the internal roadways.  
Concurrently, revise the project site plan to provide the necessary turn lanes at the major internal 
intersection, project driveways, and to provide at least 150 feet of separation between driveways along 
the internal roadway.  

Impact After Mitigation:  Less than significant 

ON-SITE PARKING FOR VEHICLES 

Significance Criteria  

A significant impact occurs if the project fails to provide a sufficient quantity of on-site parking for vehicles 

Project Impact 

For purposes of this analysis, the adequacy of the parking supply is based on a comparison of the parking code 
requirements, taken from the City of Suisun City Municipal Code (Section 18.52.040), and the parking supply 
shown on the project site plan.  Our analysis of on-site parking considers the commercial component of the 
project, since parking areas are not indicated in the residential sections of Planning Area #1, #2, or #3.      

To evaluate the parking supply, we employed the following process: 

1. Determine parking code requirements for each type of use 

2. Calculate parking requirements for each category of use 

3. Compare total parking requirements to parking supply 
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Parking Code Requirements

The City of Suisun City Municipal Code provides on-site parking requirements for a variety of uses.  These 
categories include different types of residential uses, commercial uses, educational facilities, offices, and other 
types of buildings.  For the commercial site, the following category would be applicable: 

General commercial shopping centers- One off-street parking stall for each two hundred fifty square feet 
of gross floor area for all buildings and/or uses in the center (4 spaces per 1,000 square feet of building) 

Since we lack detailed information regarding the type of uses within the site, we have assumed that the shopping 
center parking requirement would apply. 

Parking Spaces Required

For Planning Area #1, the number of parking spaces required would range from 2,600 (Base Project) to 1,400 
(Alternative 2).  Alternative 1 would require 1,920 spaces.   

Parking Requirements and Parking Supply

For Planning Area #1, the following number of spaces would be provided: 

� Base Project: 3,343 spaces (2,600 spaces required) 

� Alternative 1: 2,261 spaces (1,920 spaces required) 

� Alternative 2: 1,771 spaces (1,400 spaces required) 

In general, the project provides parking at a ratio of 5 spaces/1,000 square feet of building as opposed to the 
City’s requirement of 4 spaces/1,000 square feet of building.  Under all scenarios, the parking for Planning Area 
#1 is sufficient.  

ON-SITE PARKING FOR BICYCLES 

Significance Criteria  

A significant impact occurs if the project fails to provide a sufficient quantity of on-site parking for bicycles 

Project Impact 

The City of Suisun City Municipal Code, section 18.52.040, contains the following requirement related to bicycle 
parking:

All commercial and office areas shall provide adequate locking facilities for bicycle parking at any location 
convenient to the facility for which they are designated. Whenever possible, weatherproofing or covering 
should be used. 

The project site plan does not detail bicycle parking locations, as required above.  Since these facilities are 
absent, then a significant impact occurs.   
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Impact F-2:  The project site plan does not provide any bicycle parking facilities; therefore a significant 
impact occurs.   This absence of bicycle parking facilities conflicts with the requirement of the Municipal 
Code identified above.  

Mitigation F-2: Revise the project site plan to include bicycle parking facilities. 

Impact After Mitigation:  Less than significant 

ON-SITE AND OFF-SITE PEDESTRIAN CONNECTIONS 

Significance Criteria  

A significant impact occurs if project fails to provide accessible and safe pedestrian connections between 
buildings and to adjacent streets and transit facilities.

Project Impact 

The project site plan provides strip, which appears to be indicative of cross-walks, throughout the project site.  
These cross-walks are found at internal intersections as well as along the frontage of many of the buildings.  
Therefore, the project site plan provides adequate on-site pedestrian connections. 

While the project site plan details on-site pedestrian connections, the site plan does not explicitly detail 
connections from the site to adjacent roadways, such as Pennsylvania Avenue.  Given this lack of connections to 
this adjacent roadway, a significant impact occurs. 

Impact F-3:  The project site plan does not provide pedestrian connections to an adjacent street 
(Pennsylvania Avenue); therefore a significant traffic impact occurs.  

Mitigation F-3: Revise the project site plan to indicate pedestrian connections to adjacent streets with a 
focus on Pennsylvania Avenue.   

Impact After Mitigation:  Less than significant 

DELIVERY VEHICLE ACCESS AND CIRCULATION 

Significance Criteria 

A significant impact occurs if a project fails to provide adequate accessibility for service and delivery 
trucks on-site including access to truck loading areas.   

Project Impact 

The project site plan for the commercial center provides a high level of truck access.  Trucks can access the 
commercial site through either Driveways #3 or #4, or through a designated delivery driveway, under the Base 
Project or Alternative 1.  Under Alternative 2, trucks would likely enter the site through Driveway #3 or Driveways 
#4.  Driveway #4 is anticipated to operate under traffic signal control, which should facilitate truck access to the 
site.   Large trucks, in particular, will be able to access the site at this signalized location.  Alternately, these trucks 
could enter the site via Driveway #3 in the Base Project or Alternative 1 since a majority of the trucks will likely 
access the site from SR 12.  Trucks entering at Driveway #3 would either circulate throughout the site and exit the 
site at Driveway #4 or exit at Driveway #3.
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The project site plan also provides a high level of delivery access to many of the buildings shown on the site plan.  
For example, the “big-box” retail buildings have delivery areas in the back which are accessible from either side of 
each building.   These types of uses typically have dedicated loading docks and loading areas located in the back 
of the building, given the number and scale of deliveries received.  The smaller buildings on the site lack these 
dedicated delivery areas.  However, these types of uses, such as small shops, restaurants, and personal service 
firms, don’t require deliveries on the scale of a “big-box” retailer.  Deliveries often occur in the form of a small 
panel truck (such as a UPS truck) and deliveries occur in limited numbers throughout the day.   

The delivery vehicle access to the site as well as access to individual buildings within the site would appear to be 
adequate; therefore there is no significant impact according to this criterion. 

ACCESS MANAGEMENT STANDARDS 

Significance Criteria 

A significant impact occurs if a project violates access management standards (e.g. driveway spacing, 
signal spacing, sight distance, etc.) in a way that causes an adverse effect on the environment or 
reduction in public safety.  

Project Impact 

Intersection Spacing

As stated previously, the City of Suisun City lacks formal driveway and intersection spacing guidelines. In the 
absence of formal City guidelines, standard engineering practice and Caltrans guidelines will be applied.   

Intersection Spacing- The Highway Design Manual provides some general guidelines regarding the spacing of 
intersections but does not provide formal standards.  For purposes of this analysis, we have used the stopping 
sight distance criteria documented in Table 201.1 to set the driveway interval.  Stopping sight distance is the 
minimum length that a driver needs to bring a vehicle to a complete stop when traveling at a certain speed.   
Based on the information provided by Table 201.1, the minimum stopping sight distance for a travel speed of 35 
miles per hour is approximately 300 feet   

If sufficient stopping sight distance is provided, then a vehicle traveling through an intersection would have 
sufficient distance to decelerate and stop if a driver exiting a driveway were to pull out in front of them.  For 
example, we would want to make sure that a driver turning from SR 12 onto Pennsylvania Avenue has sufficient 
time and distance to stop should another driver exit the a driveway in front of them.  Our review of the project site 
plan indicates that all of the intersections are spaced 300 feet or more from the adjacent intersections.  The 
intersection spacing is therefore sufficient and the project impact is less than significant.  

Project Driveway Sight Distance- Our review of the project driveways also considers sight distance at the 
driveways.  Driveway sight distance ensures that vehicles exiting the project site have an unobstructed view of 
oncoming traffic.  We applied a more restrictive sight distance standard, corner sight distance, to determine 
whether there is sufficient sight distance at the project driveways.  This standard is provided by Table 405.1A in 
the Design Manual.  According to this table, 500 feet of sight distance should be provided at the project 
driveways.

Our review of the project site plan and subsequent visits to the project site indicates that there is generally good 
visibility from the proposed driveway locations in all directions, under the existing conditions since the site is 
currently vacant. There is a potential for signs and landscaping associated with the project to obstruct visibility at 
the project driveways.  
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It will be essential that there is limited signage and landscaping adjacent to the project driveways.   While signage 
and landscaping would be allowed, there must a clear space from approximately 3 feet to 8 feet, which 
corresponds to the viewing area of a driver in most cars found on the roadways today.  The project site plan does 
not indicate whether there will be restrictions on landscaping and signage adjacent to the driveways.  Therefore, a 
significant traffic impact occurs.    

Impact F-4:  Signage and landscaping adjacent to the project site could obstruct sight distance at the 
project driveways.    

Mitigation F-4: Revise project site plan to indicate any applicable restrictions on visually obstructive 
signage and landscaping at driveway locations.   

Impact After Mitigation:  Less than significant 


