





























































































































































































































Table 5-4. Off-street Parking
Approximate
Map Mid-day
# Facility/Name Location Capacity | Utilization
Garage
1 200 Stuart Street Stuart St. 775 94%
2 Beach Street Garage Beach St 540 82%
Boston Common
3 Underground Garage Charles St. 1,365 82%
4 City Place Garage Stuart St. 333 100%
Ave. de o
5 | Lafayette Place Garage Lafayette 1,024 100%
6 | Milennium Place Avery St. 1413 100%
Garage
7 Motor Mart Garage Stuart St. 900 93%
8 | Tremont Street Garage | Tremont St. 930 100%
9 10 St. James Ave. St. James Ave. 170 85%
Lots

10 Allright Parking Hayward PL 150 95%
11 Allright Parking Tamworth St. 50 80%
12 Fitz-Inn LaGrange St. 89 100%
13 Fitz-Inn Washington St. 53 96%
14 General Trading Tremont St. 95 - 70%
15 P & J’s Auto Park Essex St. 50 100%
16 Stanhope Garage Lot | Harrison Ave. 53 91%
17 Stanhope Garage Lot Tyler St. 63 52%
18 Tremont House Lot Tremont St. 35 100%
19 fremont Sreet Tremont St. 80 90%
20 Allright Parking Boylston St 18 72%
21 General Trading Lot Arlington St. 84 90%
22 Pinstripe Parking Winchester St. 77 90%
23 Stanhope Parking Piedmont St. 16 100%
24 Billy’s Parking Stuart St. 20 100%
Total 8,234 93%
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5.24.3 Emerson College Parking

The only parking Emerson College provides to faculty/staff is leased from the Boston Common
Garage (Figure 5-5, #3) and the Fitz-Inn Lot (Figure 5-§, #12) on LaGrange Street. Emerson
College leases 61 spaces at the Boston Common Garage: 49 for faculty and staff and 13 for
Emerson vehicles. The College also leases 32 spaces at the Fitz-Inn lot: 30 for faculty and staff
and 2 for public safety vehicles. These subsidized parking spaces are provided based upon
seniority and need; only senior staff, full-time tenured faculty, or tenure-track faculty are
eligible. Subsidized parking spaces are available to less than 15 percent of faculty/staff. The
College does not provide a subsidy to any employees who do not park in one of the leased spaces

described above.

The College also owns 32 spaces in the Back Bay. These spaces will be sold with the property

holdings as facilities are completely moved from the Back Bay to the Campus on the Common.

5.2.5 Pedestrians

‘Like most of downtown Boston, the level of pedestrian activity on and around the Emerson
College campus is quite high. Boston Common, The State Transportation Building, office
buildings, institutions, residential buildings, and the Boylston, Chinatown, and New England

Medical Center transit stations generate high levels of pedestrian activity.
Extensive field observations and counts were conducted at the same time as the vehicular counts.

Pedestrian volumes for the morning and evening peak-hours are presented in Figure 5-6. The

raw count sheets are included in the Transportation Appendix.
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To evaluate the pedestrian environment and the quality of the pedestrian experience, the

following criteria are used:
¢ the condition of sidewalks;
o the width of crosswalks and size of storage areas for pedestrians waiting to cross at
corners;
e the effective width of sidewalks, clear of obstructions, to accommodate pedestrians
walking along a street; and

o the allocation of signal timing to pedestrians and the associated wait time at

signalized intersections.

The completion of the Tufte Performance and Production Center will create new pedestrian
connections between the existing facilities at the Campus on the Common. Figure 5-7 through
Figure 5-11 show the inter-building connections to be completed by Emerson in the next two
years. The new connections will reduce the need for persons to walk out onto Boylston Street to

travel between the Walker Building and the Tufte Center.

Sidewalk conditions in the study area vary. In general, sidewalks on Boylston Street and Tre-
mont Street are wide and in good condition. Pedestrian conditions through the other streets are
acceptable, although sidewalk conditions could be improved. Widths vary from little more than
2 feet at Tamworth Street to 23 feet of pedestrian walkway along Boylston Place. The following

section contains a description of sidewalk conditions on the key streets in the study area.
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5.2.5.1 Pedestrian Access

Boylston Street: Sidewalks on this street are generally 7 feet to 13 feet wide and constructed of
concrete. The relatively few obstructions on the sidewalk include primarily sign poles and fire

hydrants. Crosswalks are located on Tremont Street.

Tremont Street: These sidewalks are 10 feet wide in most places. There is no crosswalk on
Tremont Street for either LaGrange Street or Allen’s Alley. Crosswalks are marked at the

Boylston Street intersection.

Tamworth Street: Sidewalk widths and quality vary considerably on Tamworth Street. The
sidewalk on the east side of the street is almost 3 feet wide, while the sidewalk on the west side
is little more than 2 feet wide. The asphalt sidewalk is in poor condition. There is no crosswalk

at Boylston Street.

Allen’s Alley: The sidewalks on the south side of Allen’s Alley are narrow (i.e., under 3 feet
wide) and the sidewalk on the north side ranges from 3 to 4 feet wide. The sidewalks are in.
disrepair and do not extend the full length of the alley. The south sidewalk ends 11 feet into the

alley, while the northern sidewalk extends nearly 80 feet into the alley before ending.

LaGrange Street: The sidewalks of LaGrange Street are approximately 5.5 feet wide. The

sidewalk is in adequate condition. There is no crosswalk at Tremont Street.

Carver Street: The sidewalks on Carver Street are narrow. The sidewalk on the east side is 4.5
feet wide, and the sidewalk on the west side is 4 feet wide. Concrete bollards installed in the

sidewalk to discourage parking reduce the effective sidewalk width on the west side.
Boylston Place: This unique alley functions as a pedestrian way. Boylston Place is an all-brick

alley providing access from Boylston Street to the State Transportation Building. Boylston Place

is nearly 23 feet wide; a tall wrought-iron arch marks the entrance.
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In summary, the effective width of sidewalks is narrowed by street furniture and lights, trees and
tree grates, signs, doors that swing open, newspaper stands and mail boxes, etc. Nevertheless,

sidewalks in the study area carry a high volume of pedestrians very safely and efficiently.

5.2.5.2 Pedestrian Analysis

Pedestrian level of service (L.LOS) at signalized intersections is determined through an analysis of
crosswalk geometry, signal timing, and pedestrian volumes. The methodology for conducting
the LOS analysis is based on the Transportation Research Board’s 2000 Highway Capacity Man-
ual (HCM). The LOS is based on the waiting time or delay pedestrians experience as they wait

to enter the crosswalk and how much congestion or space there is on the crosswalk.

According to the HCM, the method for unsignalized intersections does not apply to zebra-striped
crosswalks, because pedestrians (by Massachusetts state law) have the right-of-way. However,
to provide a conservative estimate of potential pedestrian LOS, the methodology for two-way
stop control (TWSC) intersections was used, as recommended in_the HCM. The LOS represents
delay (in seconds) at crosswalks, based on pedestrian volumes, walking speed, crosswalk geo-
metry, and number of conflicting vehicles. This analysis assumes vehicles do not obey the law
of yielding to pedestrians in the crosswalk. Therefore, pedestrians are assumed to wait for an

adequate gap in traffic to cross. Delay is, of course, reduced when vehicles yield for pedestrians.

Table 5-5, an excerpt from the HCM, provides LOS criteria for delay experienced by pedestrians
at signalized and unsignalized intersections. As the delay increases, pedestrians are likely to
become less compliant at a signalized intersection. The delay experienced does not account for
the pedestrian volume; it is the average delay that is or would be experienced by pedestrians
waiting to cross, regardless of volume. LOS A defines the most favorable condition, with mini-
mum delay to cross or maximum crosswalk space per pedestrian. LOS F represents the worst
condition, with significant delay or minimum walkway space. Similar to vehicular traffic LOS,

LOS D is generally considered acceptable for urban environments.
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Table S-S.  LOS Criteria for Pedestrian Delay at Intersections
Unsignalized
Signalized Pedestrian Delay Pedestrian Delay
LOS* (seconds/person) (seconds)
A <10 <5
B >10 and <20 >5 and <10
C >20 and <30 >10 and <20
D >30 and <40 >20 and <30
E >40 and <60 >30 and <45
F >60 >45

* NOTE: These levels of service reflect low to moderate conflicting vehicle volumes.

Table 5-6 and Figure 5-12 provide LOS criteria for average flow of pedestrians on walkways
and sidewalks, which are used to determine the space LOS. Space LOS is only calculated for
signalized intersections and does take pedestrian volumes into account. This LOS accounts for

the storage space for pedestrians to wait on a sidewalk before crossing.

Table 5-6.  LOS Criteria (Space) for Average Flow for Walkways & Sidewalks
- Space Flow Rate Speed Volume to Capacity
LOS |(square feet/person)| (persons/min/foot) |  (feet/second) Ratio
A >60 <5 >4.25 <0.21
B >40 and <60 >5 and <7 >4.17 and <4.25 >0.21 and <0.31
C >24 and <40 >7 and <10 >4.00 and <4.17 >0.31 and <0.44
D >15 and <24 >10 and <15 >3.75 and <4.00 >0.44 and <0.65
E >8 and <15 >15 and <23 >2.50 and <3.75 >0.65 and <1.0
F <8 Variable <2.50 Variable

A level of service (LOS) analysis was conducted to evaluate the existing and future pedestrian
delay and space per pedestrian. BTD provided signal timing and phasing information used in the
analysis. Only designated crosswalks were studied; i.e., jaywalking was observed and documen-
ted but not included in the LOS analysis. The A.M. and P.M. peak-hours were analyzed. Table 5-
7 summarizes existing A.M. and P.M. peak-hour delay and space LOS for all intersections in the

project study area. The analysis worksheets are provided in the Transportation Appendix.
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Pedestrian Space: 60 sq ft/ped
Flow Rate: < 5 ped/min/ft

At walkway LOS A, pedestrians basically move in desired paths without altering their
movements in response to other pedestrians. Walking speeds are freely selected,
and conflicts between pedestrians are unlikely.

LEVEL oF servick [F]
Pedestrian Space: > 40-60 sq ft/ped
Flow Rate: > 5-7 ped/min/ft

At LOS B, sufficient area is provided to allow pedestrians to freely select walking
speeds, bypass other pedestrians, and avoid crossing conflicts with others. At this
level, pedestrians begin to be aware of other pedestrian and respond to their
presence in the selection of the walking path.

LEVEL OF SERVICE
Pedestrian Space: > 24-40 sq ft/ped
Flow Rate: > 7-10 ped/min/ft

At LOS C, sufficient space is available to select normal walking speeds and

bypass other pedestrians in primarily unidirectional streams. Where reverse-direction
or crossing movements exist, minor conflicts will occur, and speeds and volume will
be somewhat lower.

LEVEL OF SERVICE E]
Pedestrian Space: > 15-24 sq ft/ped
Flow Rate: > 10-15 ped/min/ft

At LOS D, freedom to select individual walking speed and bypass other pedestrians
is restricted. Where crossing or reverse-flow movements exist, the probability of
conflict is high, and its avoidance requires frequent changes in speed and position.
The LOS provides reasonably fluid flow; however, considerable friction and
interaction between pedestrians is likely to occur.

LEVEL OF SERVICE @
Pedestrian Space: >8-15 sq ft/ped
Flow Rate: > 15-23 ped/min/ft

At LOS E, virtually all pedestrians would have their normal walking speed restricted,
requiring frequent adjustment of gait. At the lower range of this LOS, forward
movement is possible only by "shuffling." Insufficient space is provided for passing
of slower pedestrians. Cross- or reverse-flow movements are possible only with
extreme difficulty. Design volumes approach the limit of walkway capacity, with
resulting stoppages and interruptions to flow.

LEVEL oF servicE [@
Pedestrian Space: < 8 sq ft/ped
Flow Rate: variable

At LOS F, all walking speeds are severely restricted, and forward progress is made
only by "shuffling." Contact with other pedestrians is frequent and unavoidable.
Cross- and reverse-flow movements are virtually impossible. Flow is sporadic and
unstable. Space is more characteristic of queued pedestrians than of moving
pedestrian streams.
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Table 5-7.  Existing Conditions (2002) Peak-hour Pedestrian Conditions
A.M. Peak-hour | P.M. Peak-hour
Intersection Space Space
LOS | LOS | LOS | LOS
Signalized
Boylston Street/Tremont Street
Boylston east crosswalk’ C A C A
Boylston west crosswalk C C C D
Tremont north crosswalk A A A A
Tremont south crosswalk C A C B
Unsignalized
Boylston Street/Tamworth Street
Tamworth crosswalk (unmarked) A A A A
Tremont Street/LaGrange Street/Allen’s Alley
Allen’s Alley crosswalk (unmarked) A A A A
LaGrange crosswalk (unmarked) A A A A
Boylston Street/Carver Street
Carver crosswalk (unmarked) A A A A
Boylston Street/Boylston Place
Boylston Place crosswalk A A A A

As shown in the table, all signalized and unsignalized intersections in the study area operate at

acceptable pedestrian LOS during the A.M. and P.M. peak hours. -

The signalized intersection of Boylston Street and Tremont Street accommodates pedestrians in
an exclusive pedestrian phase. In an exclusive pedestrian phase, all vehicles are stopped, and
only pedestrians are allowed to cross. This means that pedestrians do not have to push a button
to get a “WALK?” sign. Based on the LOS analysis and field observations, pedestrians are
accommodated by the existing signal timings. The total cycle length of the traffic signal is 80
seconds in the morning and 90 seconds in the evening. The exclusive pedestrian phase is 19
seconds, or 24 percent and 21 percent of the morning and evening cycles, respectively; the max-

imum wait time (while vehicular traffic has the right of way) is 60 to 70 seconds.

Pedestrians are adequately accommodated at the unsignalized intersections in the study area.

However, crosswalk paint at most intersections is in poor condition. The above methodology for
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unsignalized intersections is based on the analysis for two-way, stop-controlled intersections

described previously.

The study area experiences a significant amount of jaywalking at signalized intersections and at
locations where no crosswalks are provided. Pedestrians tend to ignore the signals and cross
whenever they see a gap in traffic. As a result, vehicle congestion is increased and pedestrian

safety decreased.

S.2.6 Bicycles

Emerson allows students who live in on-campus housing to store their bicycles in their rooms if
they choose to do so. In addition, a bike room in the residence hall at 100 Beacon Street accom-
modates 25 bikes. There is also a room for ten bikes in the Ansin Building (180 Tremont St.)
Currently, no other bicycle storage options (short-term or long-term) are offered in Emerson
facilities at the Campus on the Common. Students are required to register their bikes with the

College Public Safety Department.

The City of Boston is in the process of installing U-shaped bicycle racks at locations around the
city. The two racks closest to the Campus on the Common are located at the intersections of
Tremont Street and Avery Street and Washington Street and Avery Street. Bicycles have been

observed locked to fences across Boylston Street on the Boston Common.

No bicycle paths currently exist in the study area. However, Washington, Tremont, Essex, and
Kneeland streets all serve as on-street bicycle routes, according to the Boston’s Bike Map,

published by Rubel Bike Maps of Cambridge.

5.2.7 Public Transportation

Public transportation service to the project site is presented in Figure 5-13 and Table 5-8. As

shown, the site is well served by MBTA rapid transit, bus, and commuter rail service.
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Table 5-8.  Existing MBTA Transit Service in the Study Area
Rush-hour
Frequency
Rapid Transit Line Origin—Destination (min.)
. Lechmere—Boston College,
Green Line Cleveland Circle, Riverside,gHeath 9
. Orange Line Oak Grove—Forest Hills 4-5
Red Line Alewife~Ashmont, Braintree 6-8
Rush-hour
Frequency
Bus Number Origin—Destination (min.)
3 City Point—Chinatown via BMIP 22
11 City Point—Downtown 6-11
43 Ruggles Station—Tremont Street 10
55 Jersey and Queensberry streets 30
‘Silver Line Dudley Station—-Downtown 5-6

The following sections further describe public transportation routes and schedules within close

proximity of the project site.

5.2.7.1 MBTA Rapid Transit -

In general, weekday and Saturday MBTA service is provided between 5:00 A.M. and 12:30 A.M.
Sunday service is normally provided between 6:00 A.M. and 12:30 A.M. On Friday and Saturday
nights, Night Owl buses run from 12:30 A.M. until 2:30 A.M. on the rapid transit subway routes.
The Orange Line, which can be accessed at the Chinatown and New England Medical Center
stations, runs in a north-south direction between Oak Grove and Forest Hills. The Orange Line
provides access to Everett, Malden, and Medford to the north and the South End, Roxbury, and
Jamaica Plain to the south. Train headways are approximately every 5 minutes during peak
periods, 8 minutes during the mid-day, and 13 minutes in the latter part of the evening. Saturday

and Sunday average daytime headways are 10 and 13 minutes, respectively.
The Green Line, which can be accessed at the Boylston Street station, provides service to East

Cambridge to the northeast, and Allston-Brighton, Brookline, Newton, Jamaica Plain, and

Mission Hill to the west and southwest. Green Line headways are approximately 5-9 minutes
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during the weekday peak hour and 8—10 minutes during off-peak hours. Saturday and Sunday
average daytime headways are 5-10 minutes. Each line provides direct connections to all other

regional rapid transit facilities.

The Red Line is also conveniently located, a short walk to the north at Downtown Crossing, and
offers service to Alewife station to the north and Ashmont and Braintree stations to the south.

The existing rapid transit service to the area is summarized in Figure 5-13.

Three MBTA rapid transit stations are within walking distance of the project site. Chinatown
Station on the Orange Line is located at the intersection of Washington, Boylston, and Essex
streets and has handicapped accessibility for northbound (Oak Grove) riders only. New England
Medical Center Station on the Orange Line is located on Washington Street south of the inter-
section of Washington, Stuart, and Kneeland streets. Elevators located on Washington Street
connect with both northbound and southbound trains. Boylston station on the Green Line is
located at the intersection of Tremont Street and Boylston Street at Boston Common. Handi-
capped accessibility is not available at this station. Park Street Station, to the north, is handi-

capped-accessible.

5.2.7.2 MBTA Bus Service

As Figure 5-13 and Table 5-8 show, 4 MBTA bus routes serve the study area. Bus rush-hour
frequencies range from 6 to 30 minutes. Ridership information, the number of passengers per
day, is provided for the entire bus route. MBTA does not have a detailed ridership breakdown
by bus stop.
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5.2.7.3 MBTA Silver Line

The Washington Street Replacement Service (the Silver Line) replaces the prior elevated Orange
Line service that was relocated from Washington Street in 1987. The Silver Line also includes
replacement service for the Route #49 bus. Currently, the interim Silver Line provides surface
service between Dudley Square and Downtown Crossing. In the vicinity of the project site, the
Silver Line operates northbound on Washington Street to Temple Street in Downtown Crossing

and southbound on Tremont Street.

5.2.7.4 MBTA Commuter Rail

Commuter rail service at South Station can be accessed by a short walk or a transfer from one of
the subway lines. South Station can be accessed from the Red Line, Back Bay station from the
Orange Line, and North Station from the Green or Orange Line. Thirteen commuter rail lines

provide service north, west, and south of the city.

5.2.7.5 Other Bus Service

Peter Pan Bus runs two buses daily from Worcester via Framingham and Brookline that stop at
the State House near the site. The Coach Co. operates two buses daily from Epping and Plais-

tow, New Hampshire, to downtown Boston, stopping at Haymarket and Government Center.

Travel Pack runs a service from Boston to New York City daily. Buses leave from the corner of
Beach Street and Harrison Avenue and operate seven days a week between 7:00 A.M. and 11:30

P.M.

5.2.7.6 Emerson College MBTA Pass Program

In Fall 2002, Emerson College initiated an MBTA transit pass program to make the purchase
process more convenient and allow employees to take advantage of the associated tax benefits.
The program is accessible to employees via the Internet. Passes are purchased on a pre-tax basis

via an automatic paycheck deduction and mailed to the individual’s home each month. At the

5-34



writing of this report, 66 faculty/staff employees had signed up for the transit pass program. The
number of faculty/staff participants, however, is expected to increase as awareness about the
program expands over the next few months. Students can purchase a semester (4-month) pass at
an 11 percent discount. The student program has been in effect for over 10 years; 742 Emerson
students purchased a semester pass in the fall of 2001 (see the Transportation Appendix for

additional information).

5.2.8 Loading and Service Vehicles

Existing loading and service vehicles to the College include Emerson College public safety
vehicles, the Emerson College shuttle bus, maintenance vehicles, and daily deliveries. All inter
campus Emerson College public safety vehicle trips and Emerson Shuttle trips to the Back Bay
will be eliminated with the new Piano Row Residence Hall. Existing service trips (vending,
mail, and other deliveries) currently deliver to both the Back Bay as well as to the Little Building
on the Campus on the Common. In addition, the consolidation of Emerson dining facilities from
the Back Bay to the Little Building will also reduce associated deliveries that currently must

service multiple locations. - -

Most off-street loading activity for the Campus on the Common will take place from either
Allen’s Alley or Carver Street. Allen’s Alley currently provides construction access for the
ongoing restoration of the Majestic Theatre and the new Tufte PPC directly behind it. Allen’s
Alley is also the primary service loading access for the Little Building student residences and
dining hall. Existing loading and service volumes to Emerson College via Allen’s Alley average
10 vehicles per day. Typically, loading and service vehicle trips are not scheduled during peak

traffic hours.

Currently, loading operations at the State Transportation Building (STB) occur from Carver
Street. A daily receiving log of loading and service vehicle activity was kept by the STB for the
week of September 9-13, 2002 for the purposes of this study. The log sheets can be found in the
Transportation Appendix. The logs recorded 25-30 vehicles per day accessing the STB
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loading docks with an average parked time of 23-33 minutes. Less than 5 vehicles per hour
arrived in the A.M. peak hour; the number arriving during the evening peak hour was negligible.
Since there are parking spaces around the loading dock area, the peak hour count figures
presented earlier in this chapter may show more than 5 vehicles entering/exiting Carver Street

during the peak hour(s).

53 Evaluation of Long-term Transportation Impacts

The analysis of long-term transportation impacts examines the study area in 2012, ten years from
the present. To separate the estimated project impacts from those of other developments that will
take place independent of the residence hall project, traffic and pedestrian conditions were first
assessed in 2012 assuming the project is not built (No-Build Conditions). Then, trips generated
by the proposed residence hall project were added to the No-Build Condition and the analysis
repeated to examine the impacts of the project-added vehicular and pedestrian traffic generated
on the street and sidewalk network, parking availability, and the public transportation system

(Build Condition).

5.3.1 Traffic Operations: No-Build Conditions

No-Build traffic conditions are independent of the proposed residence hall project and include all
existing traffic and any new traffic resulting from other proposed projects in the area. Two pro-
cedures are used to determine background traffic growth. The first is to apply a general growth
rate to account for changes in demographics, auto usage, and ownership. The second is to esti-

mate traffic generated by planned new major developments.

5.3.1.1 Background Traffic Growth Rate

As specified by BTD, a background growth rate of 0.5 percent per year was applied to the 2002
weekday traffic volumes through 2012. This growth rate is consistent with factors used in other
development traffic studies in this area. Over ten years, the background growth rate increases

traffic approximately 5 percent over the existing volumes.
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5.3.1.2 Planned Development Projects

Eight planned development projects were identified as likely to influence traffic conditions
within the study area. A brief description of each of these projects is provided below with

locations shown in Figure 5-14.

Loews Boston Hotel — The proposed Loews Boston Hotel will be a 25-story hotel, with approx-
imately 390 rooms and suites, as well as meeting facilities, a swimming pool, and a health club.
Two levels of below-grade parking will be provided for 121 vehicles. Emerson College will use
a portion of the building as a rehearsal and performance space on a long-term lease. Trip gene-
ration and distribution for this project are documented in Loews Boston Hotel, Draft Project

Impact Report—Transportation Component, Howard/Stein-Hudson Associates, March 2001.

Millennium Place — Millennium Place was analyzed in the Notice of Project Change as
including up to 850 residential units; a hotel of approximately 325 rooms; a theater complex; a
sports club; approximately 180,000 square feet of retail space; and an underground garage of
approximately 1,400 spaces. Trip generation and distribution were documented in the Millen-
nium Place Supplemental Data for the Notice of Project Change (NPC), Vanasse Hangen
Brustlin, Inc., September 1997. Although Millennium Place is now only partially occupied, the

full trip generation was added to the study area to account for its full occupancy.

Opera House — The Boston Opera House project involves renovation of the existing, vacant,
former opera house facility located at 539 Washington Street. The theater is expected to re-open
in 2004-05. The proposed renovation will provide 2,500 seats. Vehicle trips to the Opera House
for the A.M. peak hour are negligible. Trip generation and distribution were documented in the
Boston Opera House Renovation, Draft Project Impact Report—Transportation Compornent,

prepared by Howard/Stein-Hudson Associates in December 1999.
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Parcel P-2 — The components of this proposed project in Park Plaza will include up to 255
residential units, a 2,600-square-foot restaurant, and approximately 4,000 square feet of retail
space. For purposes of the transportation impact assessment, the maximum building program
was assessed as a maximum impact (i.e., worst-case) scenario. This revised building program, as
outlined in the Notice of Project Change (October 18, 2000) is expected to produce less of an
impact than that identified in the Project Notification Form/Environmental Notification Form:
Transportation Overview, prepared by Howard/ Stein-Hudson Associates in December 1999,

Construction began in 2002.

One Lincoln Street — One Lincoln Street will be a 36-story building with approximately
917,000 square feet of office space, 35,000 square feet of retail space, and a five-story under-
ground parking garage providing parking for approximately 920 vehicles. Trip generation and
distribution are documented in One Lincoln Street, Environmental Impact Report—Iransporta-
tion Component, prepared by Howard/Stein-Hudson Associates in January 2000. This project is

currently under construction, with a scheduled opening in June 2003.

Parcel C — The proposed Parcel C pr_oject will contain over 338,000 square-feet of mixed-use
with two levels of underground parking. It includes a total of 251 residential units, approx-
imately 37,610 square feet of commercial space, and approximately 280 parking spaces. Trip
generation and distribution are documented in The Parcel C Project, Project Notification Form—
Transportation Component, prepared by Howard/Stein Hudson Associates in May 2001.
Construction began in Fall 2002.

Liberty Place — The proposed Liberty Place project will consist of approximately 498,000
square feet of residential (444 units), 6,840 square feet of retail and restaurant, and approx-
imately 500 parking spaces. Parking will include 1 story of below-grade and 8 stories of above-
grade spaces. Of the 500 parking spaces, 135 spaces are designated for commercial use. Trip
generation and distribution are documented in the Liberty Place Project Impact Repori—

Transportation Component, prepared by Vanasse & Associates, Inc., in December 2001.
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Residences at Kensington Place — The Residences at Kensington Place is a proposed project of
421,000 square feet of residential space and approximately 7,000 square feet of ground-floor
retail space located in the Midtown Cultural District at the intersection of Washington Street and
LaGrange Street. The project will consist of 345 residential units on 31 floors. The project will
also include a four-level, below-ground parking garage comprising approximately 334 spaces.
Trip generation and distribution are documented in the Residences at Kensington Place Draft

Project Impact Report, prepared by Howard/Stein-Hudson Associates in July 2002.

5.3.1.3 Transportation Plans

The following transportation improvements are proposed in the study area:

Silver Line — The Washington Street Replacement Service (the Silver Line) is proposed to
replace the old elevated Orange Line service that was relocated from Washington Street in 1987.
The scheduled 2010 completion of the Silver Line will provide service between Dudley Square
station and Logan Airport via a tunnel connection between Boylston Station and South Station.
Completion of the Silver Line will provide surface service on Washington Street until it enters
the underground tunnel to the south of Kneeland Street. Below-grade service will continue
through South Station and into South Boston where surface service will resume as the bus
continues to Logan Airport. Service will be provided by articulated buses with 4-minute head-
ways during peak hours. Stops in the vicinity of the project site will include the Chinatown,

Boylston, and New England Medical Center stations.

As part of the Washington Street reconstruction, the MBTA will furnish and install new signal

equipment at the intersections of Washington Street/Stuart Street/Kneeland Street and Boylston
Street/Essex Street.
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Millennium Place Mitigation — As part of the development of Millennium Place, the developer
has contributed towards the following improvements in the study area, which are already

complete or currently under construction:

e Boylston Street at Tremont Street: Furnish and install video surveillance and the sup-
porting detection/communication system to include three cameras. Furnish and

install a new controller and cabinet. Install conduit and system.

Kensington Place — The following mitigation measures are anticipated within the study area as
part of the Residences at Kensington Place development:
e Tremont Street/LaGrange Street intersection: Install a new stop control for the west-
bound approach and a pedestrian crosswalk across the LaGrange Street approach with

an advance-warning sign to alert drivers to pedestrian activity.

e LaGrange Street: Modify to provide for two-way operation of LaGrange Street
between Washington Street and the project driveway. Remove commercial parking
on the south side of Beach Street to provide a through lane for vehicles entering

LaGrange Street. Reduce the speed limit on Beach Street from 30 mph to 20 mph.

Although it may not be directly reflected in the capacity analysis, these improvements will sig-
nificantly improve operations within the study area by ensuring optimal signal operation and
providing the City with the ability to monitor real-time traffic operations and make signal

adjustments as needed to improve traffic flow.

5.3.1.4 No-Build Traffic Operations

The 2012 No-Build weekday morning and evening peak-hour traffic volumes, which combine
the background growth rate and vehicle trips generated by the projects proposed above, are

presented in Figure 5-15. LOS analysis for No-Build Conditions, conducted using the method-
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ology described for Existing Conditions, is presented in Table 5-9. Detailed Synchro LOS

reports for No-Build Conditions are provided in the Transportation Appendix.

The analysis of traffic operations under No-Build Conditions shows that the combination of
background growth and the proposed new developments results in relatively few impacts to the
study area intersections. Under No-Build Conditions, the Boylston Street/Tremont Street inter-
section operates at LOS D in the P.M. peak hour and continues to operate at LOS C in the A.Mm.
peak hour. The unsignalized intersections all continue to operate at LOS A during both the A.M.

and P.M. peak hours.

Table 5-9.  No-Build Conditions (2012) Peak-hour Intersection Operations
Intersection A.M. Peak-hour | P.M. Peak-hour
LOS | Delay | LOS | Delay
Signalized
Boylston Street/Tremont Street C 30.7 D 40.8
Boylston EB thru/right D 44.8 D 53.6
Tremont SB left/thru/right B 19.8 C 34.4
Unsignalized
Boylston Street/Tamworth Street A 0.0 A 0.0
Boylston EB thru/right - A 0.0 _A 0.0
Tamworth NB right B 10.6 A 0.0
Tremont Street/LaGrange Street/Allen’s Alley A 1.1 A 0.5
Allen’s Alley EB right A 9.6 A 0.0
LaGrange WB left C 22.3 D 26.0
Tremont SB left/thru/right A 0.2 A 0.2
Boylston Street/Carver Street A 0.1 A 0.1
Boylston EB thru/right A 0.0 A 0.0
Boylston WB left/thru A 0.0 A 0.0
Carver NB left/right C 17.7 C 21.1
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5.3.1.5 No-Build Pedestrian Conditions

A background growth rate of 1.5 percent per year was applied to the existing pedestrian volumes,
as approved by BTD. No-Build pedestrian LOS was calculated using the methodology described
for the Existing Conditions analysis. Pedestrian volumes are shown in Figure 5-16, and analysis

results are presented in Table 5-10. See the Transportation Appendix for the worksheets used

in this calculation.

The analysis of pedestrian conditions in the No-Build scenario shows that the background

growth results in relatively few impacts to pedestrian conditions in the study area.

Table 5-10. No-Build Conditions (2012) Peak-hour Pedestrian Level
of Service
A.M. Peak-hour | P.M. Peak-hour
Intersection Space Space
LOS LOS | LOS | LOS
Signalized

Boylston Street/Tremont Street

Boylston east crosswalk C A C B

Boylston west crosswalk C C C D

Tremont north crosswalk C A A A

Tremont south crosswalk C A C B

Unsignalized

Boylston Street/Tamworth Street

Tamworth crosswalk (unmarked) A A A A
Tremont Street/LaGrange Street/Allen’s Alley

Allen’s Alley crosswalk (unmarked) A A A A

LaGrange crosswalk (unmarked) A A A A
Boylston Street/Carver Street

Carver crosswalk (unmarked) A A A A
Boylston Street/Boylston Place

Boylston Place crosswalk A A A A
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5.3.2 Traffic Operations: Build Conditions

In accordance with the Emerson IMP, construction of the Piano Row Residence Hall is not
intended as a vehicle to increase existing student enrollment. Rather, the proposed dormitory
will consolidate existing residential facilities now located in the Back Bay and provide +/-126
additional beds, allowing more students to live on campus. The new Student Center and Dean of
Students Office will relocate about 15 employees from the Back Bay to the Campus on the

Common. Emerson College currently comprises the population shown in Table 5-11.

Table 5-11. Emerson Faculty, Staff, and Student Population
Full-Time
Part-Time | Full-Time | Equivalents

Faculty 206 124 217
Staff 19 333 346
Undergraduate Students 123 2,826 2,879
Graduate Students 214 713 487
Continuing Education Students 432 31 100

The only new project included in this IMP is the Piano Row Residence Hall. Emerson has
purchased a 15,000-square-foot lot at 144—156 Boylston Street and is planning to build a 14-
story residence hall and Student Center there. The proposed facility will include space for inter-
collegiate and recreational athletics and other student activities. The new hall will significantly
increase the availability of on-campus housing for students by providing 586 student-beds (460
in Back Bay today). The University’s proposed residence hall on Boylston Street would house
460 students who currently walk or ride the shuttle between the Back Bay and the Campus on the
Common, and 126 who currently live off-campus and are likely to travel to the campué via

public transportation.

Factors that will influence campus travel patterns include:
¢ location and availability of food service;
e high parking costs; and

e lack of on-site parking.

5-46



Emerson College will discourage faculty and students from driving by providing no parking on

the campus. Public parking garages near the campus charge up to $25.00 per day.

5.3.2.1 Site Access and Circulation

The site plan for the proposed project is shown in Figure 5-17. Vehicular access to the Piano
Row Residence Hall will be from Carver Street or Boylston Street. Pedestrian access will be

provided primarily from Boylston Street.

5.3.2.2 Proposed Project-related Traffic

The proposed Build scenario assumes construction of approximately 20,000 square feet of
student center space (nearly identical in size to the existing facility at 96 Beacon Street), a
gymnasium with seating for 500-600 spectators, a small café, and 586 student beds. Vehicular
loading access to and egress from the project site will be provided from Carver Street. Traffic
associated with the proposed development will have the greatest impact to the surrounding area
during the A.M. and P.M. peak hours (due to student trips to and from class and the campus dining

facilities).
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5.3.2.3 Trip Generation

Since the IMP primarily involves consolidation of existing facilities in the Back Bay, counts
were performed at these locations as a best estimate of the number of trips that the proposed
project will generate during peak hours. Peak-period counts were conducted at the 224-bed
residence hall at 100 Beacon Street. To reflect the difference in size between the existing and
proposed residence halls, the count data were factored by 2.6 (586 beds/224 beds) to generate
person trips for the proposed facility. For the calculation of daily trips, a rate of 6.23 trips per
student bed was applied to the Piano Row Residence Hall project (Source: Suffolk University
IMP). The count data are included in the Transportation Appendix.

Peak-period counts were also conducted at Emerson’s existing student center, located at 96
Beacon Street, to estimate trips for the proposed space. The new student center will house
various administrative office uses, including the office of the Dean of Students. A student café
will be open from 7:00 A.M. to 8:00 p.M. Monday through Friday, and 10:00 A.M. to 7:00 P.M. on
Saturdays and Sundays. No factors were applied to generate person trips for the student center,

since the size and function are comparable for the existing and proposed spaces.

Emerson College will host about 20 games total at the 500-600-seat gymnasium for its

Division 3 women’s volleyball, men’s basketball, and women’s basketball teams. The seasons
occur between mid-September and early March. The College currently leases gym space from
the Boston Public Schools. Based on the travel patterns of games played today, the new gymna-
sium is not expected to generate a measurable level of peak-period trips. The majority of
spectators will be Emerson students, most of whom will walk. Many of the 25 to 50 spectators
from visiting teams will arrive by transit, since many of the opposing teams are also located in
Boston. All games will be scheduled at 7:00 P.M. or 7:30 P.M., with most occurring on
weekends. Nearly all spectators are expected to arrive after 6:00 P.M., as evening rush hour is
ending and nearby parking facilities begin to empty. Therefore, no peak hour trips for the

gymnasium use are projected.
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The Piano Row Residence Hall will not have its own dining facilities, which will reduce the
required site-related loading activity to occur from Carver Street. Also, the proposed café is not
expected to be a destination-type facility based on its size and function. It will serve Emerson
students and college-affiliated persons only—primarily residents of the proposed project. For
full meals, residents will walk to the Little Building to the existing dining hall. Based on this

assumption, additional person trips were not generated for the café use.

The person trips calculated for the proposed Piano Row Residence Hall are given in Table 5-12.

The field counts and adjustments are provided in the Transportation Appendix.

Table 5-12. Person Trips Generated by Proposed Project

Piano Row Student

(586 beds) Center Gymnasium Total

In Out In Out In Out In Out
AM. peak hour 21 54 10 3 - - 31 57
P.M. peak hour 168 | 150 17 18 -- - 185 | 168

Today, Emerson has four facilities in the Back Bay, each with unique loading and service VCI;IiClC
activity that would be combined into a single building. The Back Bay dining halls will be
consolidated into the existing facility in the Little Building. Trip reductions include
approximately 24 inter-campus shuttle trips per day, 24 campus security vehicle trips, and
various numbers of dining hall and service-related trips. Also, congestion related to the annual
move-in/move-out periods will be eliminated as the Back Bay facilities are converted to non-
College uses. The increase in on-campus housing will also contribute to a reduction in travel
demand. About 126 students who currently live off-campus and are likely to travel to school via

the MBTA would now live within a few minutes’ walk of all campus buildings.

However, to keep the analysis conservative, these vehicle and transit trip reductions were not

subtracted from the new trips generated under Build Conditions.
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5.3.24 Mode Split

The mode split shown in Table 5-13 for the existing Emerson College population was estimated
in two ways. For the student population, mode splits are taken from the Suffolk University
Institutional Master Plan (July 2001). The mode splits calculated in this report were derived
from actual student surveys. Since both campuses have similar locations in downtown Boston
relative to transit service, the Suffolk University mode splits for students are believed to be
applicable to Emerson. Mode splits were distinguished for full-time undergraduate students
living both on- and off-campus. The drive alone mode split for on-campus residents is conser-
vatively estimated at 5 percent (similar to the Suffolk University IMP). These would be primarily
students who live on campus but work part-time at a location to which they generally drive.
Although no parking will be provided and most students will walk to and from Emerson’s
proposed residence hall, some residents will occasionally use automobiles under special

circumstances, such as handicapped students or others with occasional pick-up or drop-off needs.

Table 5-13. Mode Split
Paxl'il-l'i‘]{me Student _ Walk Transit Xli:::; Carpool
Part Undergraduate 12 69 16 2
Part Graduate/Continuing Education 9 48 38 4
Full Undergraduate (off-campus) 17 76 7 0
Fuli Undergraduate (on-campus) 89 6 5 0
Full Graduate 9 74 14 2
Full/Part Faculty and Staff 11 53 28 8

Sources: Suffolk University IMP, July 2001 (students), and Emerson Rideshare Data, 2001 (employees).

For faculty and staff, the mode split was calculated from Emerson’s Fall 2001 Rideshare survey.
A direct employee and staff survey was conducted to estimate the mode split for the Rideshare

program. The Rideshare forms are presented in the Transportation Appendix.

Applying the mode split percentages in Table 5-13 to the person trips calculated in Table 5-12
results in the trips by mode shown in Table 5-14. The trip generation data in the table below are
based on full occupancy of the residence hall and relocation of 15 employees to the new Student

Center and Dean of Students Office. It is important to note that the trips generated by the pro-
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posed project are not new trips; the trips shown below are instead relocated from the Back Bay
and other off-campus locations as additional students choose to live on campus. However, for

the conservative purposes of the analysis, these trips were applied as new trips to the study area.

Table 5-14. Trip Generation
Transit Drive-alone Carpool
Walk Trips Trips Trips Trips
Daily Trips
3,737 ] 252 | 165 B 10
AM. Peak Hour Trips
68 1 11 [ 14 [ 1
P.M. Peak Hour Trips
287 1 38 1 21 [ 3

The project will generate approximately 15 vehicle trips in the A.M. peak hour and 24 vehicle
trips during the p.M. peak hour, respectively. Vehicle destinations include drop-off trips, pass-by

trips, and trips to the parking facilities in the surrounding area.

5.3.2.5 Trip Distribution

Regional vehicular trip distribution was developed from 1990 Census Journey to Work data.
This is consistent with the anticipated trip distribution for the proposed Liberty Place project on
Washington Street. Based on these trip distribution assumptions, the project-added trips were
assigned to the adjacent street network using the arrival and departure routes presented in Figure
5-18 and summarized in Table 5-15. Figure 5-19 shows the project trips distributed to the

study intersections.

Table 5-15. Regional Trip Distribution

Route Percentage
To/from west (Massachusetts Turnpike) 43%
To/from south (Southeast Expressway) 25%
To/from north (Central Artery) and northwest (Storrow Drive) 28%
Total 100%
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