calculation. VHB is concerned that there’s not enough parking to support the various uses on the site and
that this will lead to traffic circulating throughout the site seeking spaces and impacting general traffic
flow into and out of the site.”
Response: MDM has prepared a shared parking analysis that quantifies existing peak parking
demands at the Site based on April 2019 counts and projects increased parking demands
associated with proposed 40R uses based on the latest edition of the ITE Parking Generation 5th
Edition. The analysis focuses on commercial parking demand/supply; residential units will
have their own designated parking area. The results of this shared parking analysis indicate
that the proposed 997 public parking spaces presented in the current (updated) site plans will
be sufficient to fully support average and peak parking demands for the proposed 40R
development, and that the distribution of parking relative to individual buildings and uses will
be sufficient to support the project without excessive amounts of “remote” parking.
Hourly parking demands at the existing Woburn Mall between the hours of 8:00 am and 8:00
pm were completed on two weekdays (Tuesday April 2nd and Thursday April 4th) and a
Saturday (April 6th) with a detailed parking use by zone within the property (see Attachments).
At the time of the counts the Woburn Mall included a 56,000± sf Market Basket and 60,654± sf of
occupied retail space. These existing observed parking demands were adjusted (increased) to
reflect average month and peak (85th percentile) month conditions based on seasonal correction
factors published by ITE in Parking Generation (5th Edition). These factors indicate that
seasonal parking demands for April are approximately 2 percent below average for a
supermarket use and 6 percent below average for a shopping center use; likewise, April is
approximately 5 percent below 85th percentile month conditions for a supermarket use and 9
percent below 85th percentile month conditions for a shopping center use. Hourly, shared
parking calculations for the commercial space at the Site for a weekday and a Saturday are
based on (a) the above‐referenced (seasonally adjusted) parking counts; and (b) ITE’s Parking
Generation rates applied to new/proposed 40R uses and applying time‐of‐day factors for each
use as prescribed in Parking Generation. (Note: For weekdays, the higher Friday parking activity
rates and hourly distribution for Movie Theater are applied to present a conservative basis in
the analysis; lower weekday parking activity levels are expected for Movie Theater for Non‐
Friday periods.)
The overall hourly shared parking demands for the commercial uses under the proposed
Woburn Village 40R Programming are shown in Exhibit 1 and Exhibit 2 for average parking
demand and Exhibit 3 and Exhibit 4 for 85th percentile parking demands. Detailed parking
calculations for the average and 85th percentile parking demands are provided in the
Attachments.
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As presented in Exhibits 1 – 4:

□ Existing Peak Parking Demand. The Woburn Mall property currently provides 1,352±
marked spaces within its parking field. The existing 56,000± sf Market Basket and
60,654± sf of retail space is currently generating a peak parking demand of 422± spaces
(3.6 spaces per 1,000 sf) during a weekday and 446± spaces (3.8 spaces per 1,000 sf) on a
Saturday. Under both weekday and Saturday conditions the peak parking demand
occurs during the midday period at approximately 1:00 pm.

□ Woburn Village 40R Programming – Average Demand.

Under the proposed Woburn
Village 40R Programming the property will provide 1,006± marked spaces for the
commercial uses within its parking fields. The average peak parking demand is
projected to be 653± spaces (2.7 spaces per 1,000 sf) during a weekday and 769± spaces
(3.2 spaces per 1,000 sf) on a Saturday. Under both weekday and Saturday conditions
the peak parking demand will continue to occur during the midday period at
approximately 1:00 pm.

□ Woburn Village 40R Programming – 85th Percentile Demand. Under the proposed Woburn
Village 40R Programming the property will provide 1,006± marked spaces for the
commercial uses within its parking fields. The 85th percentile peak parking demand is
projected to be 790± spaces (3.3 spaces per 1,000 sf) during a weekday and 882± spaces
(3.66 spaces per 1,000 sf) on a Saturday. Under both weekday and Saturday conditions
the peak parking demand will continue to occur during the midday period at
approximately 1:00 pm.
A more detailed accounting of likely parking locations by use type for the highest peak demand
period (Saturday 1 PM) is presented on the basis of specific land uses identified in Exhibit 5 and
as summarized in Exhibit 6. As presented in Exhibit 6, there is adequate parking supply near
each of the uses to accommodate their anticipated individual parking needs; the majority of the
parking vacancies are expected to be in the southeastern portion of the Site and behind the
Market Basket/TJX building which are generally the most remote spaces from the buildings.
Employees may be designated to park in these locations to maximize the patron parking closest
to the buildings.
Existing Conditions
Comment T3. “This study area is generally sufficient to evaluate the potential impact of the Project on
the transportation infrastructure based on the expected trip‐distribution pattern for the Project, and
encompasses the major intersections located proximate to the Project site where the Project is expected to
result in a noticeable increase in peak‐hour traffic volumes.”
Response: MDM concurs, no further response required.
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Comment T4. “The data collection effort and establishment of the seasonal adjustment (none required)
were completed in accordance with standard Traffic Engineering and Transportation Planning practices,
and we are in general agreement that the resulting data provides a reasonable basis from which to assess
the potential impact of the Project on the transportation infrastructure.”
Response: MDM concurs, no further response required.
Comment T5. “As documented by the Applicant’s engineer, the study area roadways and intersections
currently provide formal pedestrian accommodations throughout the study area. No noted formal bicycle
accommodations are provided along the surrounding roadway networks.”
Response: MDM concurs, no further response required.
Comment T6. “The motor vehicle crash analysis was completed in accordance with MassDOT
standards and following standard Traffic Engineering and Transportation Planning practices, and we are
in agreement with the findings of the analysis. Later in the report, the Applicant is committed to
conducting the RSA and implementing any short‐term improvement actions that result from the finding
of that effort.”
Response: MDM concurs, no further response required.
Comment T7. “There is no mention of how or if connections to these MBTA stations will be enhanced
or promoted other than through the TDM measures. The Applicant should discuss how these stations
will/won’t impact the marketing of the site and how they might impact traffic volumes at the site.”
Response: No trip credits/reductions are taken for transit use in the TIAS, so any transit use by
the residents, employees, or patrons would result in a reduction in projected traffic volumes for
the Woburn Village 40R project. The marketing of the Site is not directly impacted by the lack
of direct transit availability under current conditions; however, EDENS endeavors to enhance
these connections by (a) providing a system of interconnected sidewalks within the property
that lead to a future trail/path connection to Anderson Station at the northerly property
boundary and the existing sidewalk system along Mishawum Road, and (b) will work
collaboratively with the City in petitioning the MBTA to re‐activate regular service at the nearby
Mishawum Station.
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Future Conditions
Comment T8. “We are in general agreement with the methodology that was used to develop the future
No‐ Build condition traffic volume projections for the Project, including the background traffic growth
rate used in the base calculations, the inclusion of the specific development projects by others. The
Applicant should confirm with the City of Woburn if there are any other projects that may impact traffic
volumes in the area through their Planning Department.”
Response: MDM contacted the City of Woburn Planning Department and there are three
additional background projects identified for consideration beyond those included in the
originally submitted TIAS. These include the following:
□

Woburn Woods – 200 Presidential Way: Woburn Woods is under construction to
include a 200‐unit apartment complex. Project access will be provided along
Presidential Way. The trip tracings associated with the build‐out of the Site are based on
the traffic study for the project with trips expanded through the study area. The trips
tracings are provided in the Attachments.

□ Mixed‐Use Development – 120 Commerce Way: A mixed‐use development is permitted
to include a 289‐unit apartment complex with 9,400± sf of commercial space. Project
access will be provided along Commerce Way and Atlantic Avenue. The trip tracings
associated with the build‐out of the Site are based on trip tracings as documented in the
traffic study for the 200 Presidential Way with trips expanded through the study area.
The trips tracings are provided in the Attachments.

□ Medical Marijuana – 130 Commerce Way: A 4,500 square foot Registered Marijuana
Dispensary (RMD) is permitted within an industrial warehouse building at 130
Commerce Way. Trip estimates for this facility are estimated using ITE trip rates,
resulting in fewer than 20 “peak‐direction” trips.
A review of the peak hour trip generation for the above projects are accounted for within the
background growth used in the TIAS. The results and conclusions of the TIAS remain valid
and no additional analysis or trip adjustments are warranted. The effective growth rate
calculations are provided in the Attachments for reference.
Comment T9. “There are a number of clarifications needed on the traffic generation portion of the TIAS.
The Applicant should review the below comments and provide a summary of responses to which we can
then assess future Project‐related impacts with:
o

(a) VHB would like more clarity on the breakdown of the various retail uses. If the majority of
the small retail parcels were developed as restaurant uses (as described to VHB and the City
at an introductory department head meeting several months ago), the traffic and parking
5
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generation at the site could be different than what is being proposed. A simple chart listing
the square footages of the various uses would be helpful (general retail, residential restaurant,
cinema, and supermarket).
o

(b) The plans note that there is a 350‐unit residential project being proposed, the study notes
that the Project is 400 units. Please provide some clarity on this.

o

(c) The TIAS states that there are internal capture credits taken for the trips between the
existing retail/Market Basket uses, the proposed retail/cinema, and proposed residential.
None of the backup for this ratio is provided in the appendix. The only internal capture sheets
provided in the appendix reflect trips between the existing uses/counts and the backfill for the
vacant existing uses. These credits result in up to 60% credit from internal capture, which
seems extremely high. Please provide full accounting of the internal capture credits for
review.

o

(d) It appears that the way the consultant calculated the “current programing” trip gen is by
taking the existing counted trips, running a prorated ITE calculation for the vacant uses and
then taking an internal capture between the two. We have concerns about taking internal
capture trips for the existing uses, specifically if there’s a pro‐rated calculation already being
performed. They are either based on existing counts (which would already have internal
capture credits taken for the existing uses on site) or the projected counts (which are based on
a larger sized development and internal capture is therefore built into the ITE projections). If
the maximum internal capture allowed for retail is 20% and the existing mix of uses is
already hitting that maximum, then no additional internal capture credit should be taken for
the infill.

o

(e) The technical back up in the appendix materials has some of entering/exiting % which
appear to be different than what is reported in the traffic study. The applicant should clarify
the differences and correct as needed.

o

(f) Lastly, VHB is having a hard time following the methodology for infilling the 120 ksf of
vacant space on the Site. Specifically, there’s no back up for the calculations provided and the
tables provided in the report aren’t clear. The tables and accompanying supporting
documentation should clearly demonstrate:
 Existing Trips based on ITE projections for the uses already active on the site and/or
based on observed trips;
 Future Trips projected based on ITE standardized methodology for each of the
various land uses being proposed;
 Credits for internal capture and pass‐by applied to the new uses; and
 A summary of the proposed new trips.

VHB also notes that the existing trips counted at the driveways are almost double the ITE projections for
6
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the existing uses still in existence at the facility. Once the actual trip generation for the development is
clarified, VHB will review the results of the analysis on the surrounding roadway network and provide
commentary on the overall impacts attributed to the development.”
Response:
(a) The uses on the latest Site plan include the following breakdown, with a key plan presented
in Exhibit 5:







Residential Apartments – 350± units (vs 400‐units used for TIAS analysis purposes)
Cinema – 9 screens (vs 10 screens assumed in the TIAS for analysis purposes)
Market Basket – 56,000± sf
Fast Casual Restaurant – Six restaurants totaling 19,560± sf
Full‐Service Restaurant – four (4) restaurants totaling 17,050± sf
Retail – Thirteen (13) retail outlets totaling 112,300± sf

The updated trip generation for the current project programming per the above with a
comparison to the project include in the TIAS is shown in the Attachments. As summarized,
the Woburn Village 40R Programming (Current Plan) as outlined above will generate
approximately 797 external trips during the weekday morning peak hour, 1,491 external trips
during the weekday evening peak hour, and 1,720 external trips during the Saturday midday
peak hour. Compared to the programming originally assumed in the TIAS, the 40R project will
result in 22 fewer trips during the weekday morning peak hour, 10 fewer trips during the
weekday evening peak hour, and 16 fewer trips during the Saturday midday peak hour. The
results and conclusions provided in the TIAS therefore remain valid.
(b) The TIAS was prepared for a 400‐unit apartment component, while the City Council
approved the final 40R zoning assuming a 350‐unit project. Further, the Cinema component has
been reduced from 10 screens to 9 screens. An outline of the trip generation characteristics of
the current plan is summarized above.
(c) Internal capture credits were taken in the TIAS for the trips between the existing
retail/Market Basket uses, the proposed retail/cinema, and proposed residential apartments. In
accordance with ITE methodology, an expanded trip generation Table and backup calculations
are provided in the Attachments. As shown in the expanded table, when considering the
Existing Woburn Mall trips, the effective internal capture under the Woburn Village 40R
programming is 2% during the weekday morning peak hour, 15% during the weekday evening
peak hour, and 14% on during the Saturday midday peak hour.
(d) The Woburn Mall Retail programing (No‐Build) trip generation was based on existing
counted trips for the Market Basket and 120,482± sf of shopping center uses, running a prorated
ITE calculation for the vacancies (120,518± sf) using the higher equation rates and then taking an
7
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internal capture between existing (Market Basket and Retail) and proposed infill of vacant space
(Retail). The resulting internal trip capture between the existing and infill retail was calculated
at 6% during the weekday morning peak hour, 11% during the weekday evening peak hour,
and 11% on during the Saturday midday peak hour. Given the strong presence of existing
anchor tenants including Market Basket and TJX, MDM stands by this methodology; however,
two alternative trip generation methodologies for the No‐Build condition are outlined below
with detailed calculations and trip generation summaries provided in the Attachments:
1. Infill – ITE Average Rate: This alternative methodology uses existing (observed) trips for
the Market Basket and 120,482± sf of shopping center uses, applies average ITE trip rates
for Mall vacancies (120,518± sf) and credits internal capture between the existing and
proposed uses, resulting in comparable trip levels to those used in the TIAS.
2. Infill – ITE Regression Rate: This alternative methodology uses the existing (observed)
trips for the Market Basket and 120,482± sf of shopping center uses, applies ITE
regression equations for Mall vacancies (120,518± sf) and credits internal capture
between the existing and infill of vacancies (Retail), resulting in slightly higher “No
Build” trips.
In summary, the above‐described alternative trip generation methodologies for infill of vacant
space (the “No‐Build” condition) result in similar trip generation under alternative 1 and a
higher trip generation result under alternative 2. The resulting trip generation comparison
between the No‐Build (i.e., continued retail programming/infill) and the Build (mixed‐use 40R
programming) would result in a more substantial trip reduction under the proposed 40R
programming compared to the retail infill under the No‐Build scenario. Hence the method
applied in the TIAS presents a conservative basis for analysis and remains valid.
(e) The technical back up that was included in the Appendix materials was missing several
calculation sheets. The additional back up calculations is provided in the Attachments. The
analysis provided in the TIAS remains valid.
(f) The methodology for the No‐Build (infill retail programming) and Build (mixed‐use 40R
programming) conditions has been expanded with additional supporting documentation
provided in the Attachments. The trips are summarized for the existing site uses, the projected
trips based on ITE methodology, credits for internal capture and pass‐by and a summary of the
new trips.
As a point of reference, MDM also notes that the existing trips counted at the Woburn Mall
driveways are higher than the ITE projections for the existing uses at the Woburn Mall at the
time of the counts. Additional trips generated by the Market Basket are 250± trips higher than
ITE standards during the peak hours, and provide an appropriate basis for trip impact and
parking analysis; any reuse of this space would likely generate lower activity levels than
observed. Detailed calculations are summarized in the Attachments.
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MDM has also prepared a sensitivity analysis that assumes trip generation increases of 20
percent above the ITE standards; this analysis is included in the Attachments and demonstrates
that capacity and queue results do not materially change from TIAS reported values even under
higher than expected trip activity for Woburn Village 40R.
Comment T10. “We are in general agreement with the methodology that was used to develop the
anticipated traffic characteristics of the Project and the trip distribution pattern. During the peak
commuter hours, it’s unlikely that many of the left‐turns onto Mishawum Road will do so at the
unsignalized intersection given the likely delays that they will encounter, but with only 5% of the overall
traffic assigned to this specific movement for both the residential and retail uses, it’s unlikely that this
will change the results in any meaningful manner.”
Response: MDM concurs, no further response required.
Comment T11. “Given the uncertainty on how the traffic generation may or may not be impacted by the
clarifications requested in the section above, VHB did not review the analysis results to any significant
level of detail except to note that the analysis was conducted in a professional manner and is reflective of
the our observations of the current conditions within the study area.”
Response: Requested clarifications have been provided as requested above under Comment 10.
Comment T12. “There is a location on the site where the queue of vehicles is expected to exceed the
available storage within the on‐site roadways. The Applicant should provide updated analysis to correct
these observations or modify the site plans to accommodate these expected queues of traffic.
Specifically, the traffic study notes (in Table 12) that the site driveway’s signalized southbound approach
to Mishawum Road provides 350+/‐ feet of storage. The site plan only shows 150’+/‐ of storage before
meeting the first internal four‐way intersection. Similarly, the through/right‐turn lane is noted to be
150’+/‐ in the study, but measures only 80’+/‐ on the site plan. Vehicle queues on these approaches are
projected to be in excess of the storage provided during the weekday evening and Saturday midday peak
hours, potentially leading to internal congestion and a burden placed on other driveways serving the site.
As this appears to be an important location in the overall access to and from Mishawum Road main
driveway, extensive queues should be avoided as is practical.”
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Response: This comment correctly notes that the right‐turn lane has been reduced from 150±
feet under current conditions to 80± under the proposed conditions plan; the internal storage
length of 150± feet to the first internal intersection remains unchanged from existing conditions.
However, unlike today’s operating conditions, the proposed driveway approach to Mishawum
Road will not be under STOP control, effectively providing additional queue storage internal to
the Site by replacing today’s retail parking zones just north of the intersection with retail
buildings that flank the driveway and eliminate backing vehicle conflicts. The simplification of
traffic controls at the internal intersection (two‐way STOP control on the east‐west circulation
aisle) addresses existing capacity impediments that are observed under current conditions,
where the intersection designated as a 3‐way STOP condition that by default operates as an all‐
way STOP; patrons approaching the intersection observe STOP conditions on all approaches
and typically stop before proceeding.
As described below in more detail, queues from the
Mishawum Road signal approach this internal intersection but are not expected to create
“gridlock” or undue conflict with east‐west STOP‐controlled traffic; queues on these
approaches average only 1 vehicle during peak hours.
Vehicle queue results as presented for the signalized intersection in the TIAS are summarized in
TIAS Table 12, which is shown below for reference purposes. Detailed worksheets of the
queuing analysis are provided in the TIAS which are also shown graphically in Exhibits 7 – 9
for the Build conditions.
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TIAS TABLE 12
VEHICLE QUEUE ANALYSIS SUMMARY
MISHAWUM ROAD at SITE DRIVEWAY and PLAZA DRIVEWAY
2025 Build

2025 No‐Build

Approach

Storage
Length
(feet)

Average
Queue
Length1

Weekday Morning Peak Hour
Eastbound L
250+
25
Eastbound T/R
>1000
257
Westbound L
100±
<25
Westbound T/R
450±
301
Northbound L/T/R
250±
79
Southbound L
350±
34
Southbound T/R
150±
<25
Weekday Evening Peak Hour
Eastbound L
250+
28
Eastbound T/R
>1000
369
Westbound L
100±
<25
Westbound T/R
450±
177
Northbound L/T/R
250±
<25
Southbound L
350±
142
Southbound T/R
150±
<25
Saturday Midday Peak Hour
Eastbound L
250+
61
Eastbound T/R
>1000
269
Westbound L
100±
26
Westbound T/R
450±
247
Northbound L/T/R
250±
26
Southbound L
350±
200
Southbound T/R
150±
<25
1Average and 95th percentile queue lengths are reported in feet per lane.

95th Percentile
Queue
Length1

Average
Queue
Length

95th Percentile
Queue
Length

53
326
34
375
142
62
31

25
274
<25
317
79
71
<25

54
353
38
508
142
105
28

61
522
<25
281
49
197
44

25
365
<25
35
<25
132
<25

57
530
<25
292
49
183
41

108
343
41
264
81
293
49

54
272
26
248
26
200
<25

98
348
41
265
81
295
48

As shown in TIAS Table 12 and Exhibits 7 – 9, the proposed Woburn Village 40R
programming is expected to operate with manageable vehicle queues during the peak hours
with minimal impact to on‐site circulation or parking. While average vehicle queues within the
site approach the first internal intersection (two‐way stop), the resulting impacts to traffic flow
are nominal and do not create internal “gridlock” as the STOP‐controlled approaches show
queues of only 1 or two vehicles during peak hours. This result is similar to todays observed
conditions, with the added benefit of having additional lane storage on the primary north‐to‐
south aisle (i.e., the elimination of STOP control on the north‐south approaches).
Comment T13. “We are in agreement with the infrastructure commitments that were outlined by the
Applicant’s engineer and would encourage the City to endorse these commitments through the site plan
review process. Additionally, VHB suggests that the following additional or modified commitments be
considered as a part of the Project:
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(a) Evaluate the safety and functionality of connecting the project site to the Anderson
RTC/MBTA station using an off‐road pathway with neighboring property owners and/or
enhancing the on‐road connections to these facilities as needed.
Response: EDENS endeavors to enhance these connections by (a) providing a system of
interconnected sidewalks within the property that lead to a future trail/path connection
to Anderson Station at the northerly property boundary and the existing sidewalk
system along Mishawum Road, and (b) will work collaboratively with the City in
petitioning the MBTA to re‐activate regular service at the nearby Mishawum Station.
(b) Evaluate the existing pedestrian crossing at the traffic signal located at the Mishawum
Road/Site Driveway as there would appear to be a significant pedestrian demand being created
between the uses being proposed on the Project site and the hotel/restaurant uses on the opposite
side of the roadway.
Response: This location will be evaluated as part of the Road Safety Audit (RSA) to be
conducted by EDENS with the likely outcome of updating the pedestrian crossing,
markings and traffic controls to better accommodate pedestrian crossings per current
Manual on Uniform Traffic Control (MUTCD) guidance.
(c) The commitment to conducting the Road Safety Audit (RSA) and implement any short‐term
safety/operational improvements based on those findings should be more specifically defined as
follows:
 Within 6 months of receiving site plan approval (or some other early action date), the
Applicant will conduct an RSA at the intersection of Mishawum Road and the Site
Driveway (East) through MassDOT.
 Prior to receiving a certificate of occupancy for any portion of the proposed revised
development, the results of the RSA’s short‐term recommendations will be summarized
in a technical memorandum to be provided to the City of Woburn’s Engineering
Department within 2‐months after the completion of the RSA. The memorandum will
include specific recommendations to improve traffic safety at the intersection that is based
on the findings of the RSA. If so directed by the Engineering Department, the Applicant
shall implement the recommended short‐term improvements at the intersection subject to
receipt of all necessary rights, permits and approvals.
Response: EDENS concurs with the above recommendations and commits to
conducting the RSA within six (6) months of Site Plan approval and to provide the
requested summary of recommendations for short‐term improvements to the City
within 2 months of the completed RSA. Implementation of short‐term improvements
shall be completed prior to Certificate of Occupancy for the cinema or residential
building but subject to receipt of all necessary rights, permits and approvals.
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(d) The commitment to traffic monitoring at the study area intersections should be more
specifically defined as follows:
 Within 4‐months of achieving 80 percent occupancy of the Project, the Applicant will
conduct a post‐occupancy traffic operations assessment at the study area intersections
consisting of the following elements:
 Performing manual turning movement and vehicle classification counts
during the weekday morning (7:00 to 9:00 AM) and evening (4:00 to 6:00
PM) peak periods; and
 Evaluate traffic operations (levels of service, motorist delays and vehicle
queuing) for both the weekday morning and evening peak hours.
The results of the monitoring program should be summarized in a report to be provided to the
City of Woburn’s Engineering Department within 2‐months after the completion of the data
collection effort. The report will include specific recommendations to improve traffic operations at
the various site driveway intersection to the extent that it is determined that one or more
movements are operating below a level‐of‐service (LOS) of “D”. If so directed by the Engineering
Department, the Applicant shall implement the recommended improvements at the intersection
subject to receipt of all necessary rights, permits and approvals.”
Response: EDENS commits to the above monitoring protocol with the provision that
relative Project generation/impacts serve as the basis for implementing improvements.
More specifically, actual Woburn Village trip activity and patterns are to be measured
against TIAS projections; to the extent these volumes and patterns exceed TIAS
projections (and hence impact operations at monitoring locations) EDENS will work
collaboratively with the City to implement recommended improvements (anticipated to
include signal timing adjustments). Traffic volume conditions external to the Woburn
Village as may be created by other area development (either approved or to be approved
by the City) are beyond the control of EDENS.
SITE PLANS – COMMENT 14
The following responses to Site Plan comments are provided by Bohler Engineering, P.C.
Comment T14‐1. “The applicant should identify on the potential areas for snow storage and/or present a
management plan for how to remove snow from the lot during times of average to peak snowfall.”
Response: The applicant provided a snow storage plan as a part of the Site Plan Review
Application. See snow storage plan in attached Exhibits.
Comment T14‐2. “Similarly, cart corrals for the supermarket use should also be identified on the plan
and those spaces not considered in the overall parking count.”
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Response: Locations of cart corrals for the supermarket and large box retailer uses have been
identified on the revised site plans attached hereto. Final location of the cart corrals will be
selected by specific tenants.
Comment T14‐3. “VHB notes that the plans appear to be reasonable from a life‐safety response
perspective, however we defer to the City Fire Chief and/or other appropriate reviewer to provide
commentary on the adequacy of the site from an emergency response perspective.”
Response: Comment noted. No response required.

Comment T14‐4. “The parking numbers presented in the zoning analysis table note that the site
complies and exceeds the minimum number of parking spaces needed at the site (based on a 1.5 space/unit
residential count and a 3.8 space/ksf retail/commercial rate). The zoning chart reference the Woburn Mall
Smart Growth Overlay District (WM‐SGOD) as the source of the zoning needs for the site.
From a practical perspective, the retail rate (3.8 spaces/ksf) seems to be low given the potentially high
percentage of restaurant uses and the supermarket to be located on the site. Typically, ITE and ULI
recommend rates of:
 2.5‐3.2 spaces/ksf of general retail;
 8.0‐10.0 spaces/ksf range for restaurant uses; and
 4.0‐5.0 for supermarket uses.
There’s not clear guidance from ITE/ULI on the cinema‐related parking demands, but this should also be
considered in the overall count as well to the best of their ability. For this reason, VHB note that the
applicant should demonstrate that there is adequate parking provided on the site for the various uses and
considers the application of ITS’s and ULI’s Shared Parking principles in this assessment as its clear
there are a number of complimentary uses on the site that can share parking as needed.”
Response: Refer to response above to comment T2 prepared by MDM.
Comment T14‐5. “A truck turning analysis should be provided for a single‐unit (SU) truck
(representative of a moving van, trash/refuse truck or similar) and/or WB‐50 or even WB‐63, depending
on the expected delivery areas these users are intended to travel to. The turning analysis should
demonstrate that the subject vehicles can access and circulate within the Project site in an unimpeded
manner, including within the parking garage to the extent that large vehicle access to the garage is
needed.”
Response: Applicable truck turning analysis exhibits for the proposed design vehicles to be
utilized within the project site are attached. The parking garage is intended for pedestrian
vehicular use and is not intended for large vehicle access.
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Comment T14‐6. “Internal to the Project site, circulating roads and drive aisles should be a minimum of
24‐feet in width for two‐way travel and a minimum of 20‐feet in width for one‐way travel, or as required
to accommodate truck access and fire truck turning maneuvers. These accommodations appear to be
reflected on the Site Plans.”
Response: Comment noted. No response required.
Comment T14‐7. “Where pedestrian crossings are proposed, marked crosswalks and wheelchair ramps
should be shown. The Applicant’s engineer should confirm that the wheelchair ramps will be compliant
with the Americans with Disabilities Act (ADA) and will include detectable panels.”

Response: Accessible ramps are shown at all pedestrian crossings where crosswalks are shown
on the revised site plan sheets attached. Accessible ramps will be compliant with ADA and will
include detectable warning panels.
Comment T14‐8. “A note should be added to the Site Plans stating “All Signs and pavement markings
to be installed within the Project site shall conform to the applicable specifications of the Manual on
Uniform Traffic Control Devices (MUTCD).”
Response: A note is included on the General Notes Sheet, note 23, which was previously
provided that indicates all signage must conform to MUTCD specifications.
Comment T14‐9. “A narrative should be provided indicating how for trash/recycling will be managed,
including the location where these items will be picked‐up. The pick‐up location should be reflected in the
truck turning analysis.”
Response:
Residential:
Residential trash/recycling is managed in two locations within the building. One at the north
side of the building, adjacent to the loading, and the second within the southwest corner of the
residential garage. Each trash room connects to dedicated trash and recycling chutes that serve
the residential floors. The trash and recycling is collected in 2‐yard containers that are staged
within the trash rooms until they are ready for pick up, which will occur several times per week
in the morning. The 2‐yard containers from both trash rooms will be staged in the paved area
outside the north trash room for pick‐up by the waste management company. See truck turning
analysis in the attached exhibits.
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Retail
Retail trash/recycling is managed as indicated below by building:
 Retail A1, A2 and B each have dedicated compactors on the north side of each building
located within the loading areas
 Retail R1 has dedicated trash/recycling compactors located on the north side of Retail
A1. There is a dedicated service walkway adjacent to Retail A1 connecting Retail R1 to
the compactors.
 Retail and Cinema uses within Building C share compactors located within the enclosed
loading dock, connected to each user via internal service corridors/elevator.
 Retail D and E share a screened trash enclosure located northeast of Retail E.
 Retail F and G share a screened trash enclosure located south of the retail buildings.

Comment T14‐10. “A narrative should be provided indicating the how tenant moves will be managed,
including the location of moving vehicle staging. The moving vehicle staging area should be reflected in the
truck turning analysis.”
Response: All residential tenants will move in / out via the dedicated loading dock located on
the north side of the building. Trucks are able to pull in through a roll‐up door to the loading
area within the building footprint. The internal loading area connects to an elevator that
services floors 1‐5, as well as a direct connection (via a half flight of stairs) to the first floor. 6th
floor residents will utilize a second elevator to access the 6th floor. See truck turning analysis in
the attached Exhibits.
Comment T14‐11. “A bicycle storage area has been provided within the parking garage.”
Response: Comment noted. No response required.
Comment T14‐12. “A school bus waiting area should be provided at an appropriate location defined in
consultation with the City of Woburn School Department.”
Response: EDENS will coordinate with the Woburn School Department to determine an
appropriate bus stop location along Mishawum Road; the most proximate location to the
proposed residential complex is the westernmost driveway which will provide a direct
sidewalk connection to the residential building. Ample area is available at this intersection for
students and guardians to congregate while awaiting a school bus.
Comment T14‐13. “The garage access to the residential component appears to be provided only via the rear
of the site. VHB was not able to review the internal circulation of the garage:
 How big is the garage (# of spaces).
 Is it only available to residents and how will this be managed?
 Is there designated visitor parking?”
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Response: The internal garage circulation is shown on the attached plans. The total garage
parking spaces is 453 and is only available to residents. There is access control at the garage
entrance (roll‐up doors with transponders). Designated visitor parking is at the 6 parallel
spaces that are outside the residential access control on the south of the building. If there is
additional demand, Avalon, the residential building owner, could also permit access to
additional surface parking along the west side by remotely activating the access gate arm for
approved visitors.
Comment T14‐14. “The gate to the right of the garage entrance appears to be there to restrict residents
from traveling through the loading area of the retail stores (which is a reasonable application and
assumption).
 Who will have access to this gate?
 Should the garage access provide signage directing residents to only turn left from
the entrance?
 Has any consideration been given to allowing residential traffic (only) to travel
through and behind these stores?”
Response: The arm gates depicted in the northwest and southeast corners of the residential
building are to control access to the residential portion of the site in order to limit circulation
and the contained surface and garage parking to only residents of Avalon Woburn. The gates
are not intended to restrict the flow of resident traffic (they will have transponders to open the
gates in each direction).
Comment T14‐15. “The one‐way stretch between the residential component and the cinema area notes that
only left‐turns are allowed at the end of its corridor. The Applicant should provide some reasoning as to why
residential drivers shouldn’t be allowed to travel straight through this intersection form the one‐way
section? Consideration of a “residential traffic only” signage might be a better sign indicator as ALL
residential traffic will now be directed to arrive and depart via one approach direction from Mishawum
Road.”
Response: Signage indicating ‘Left Turn Only Except Residents’ has been added to the attached
revised site plans at this location.
Comment T14‐16. “The site plans should consider identifying where the supermarket cart corrals will be
located in the parking areas.”
Response: Refer to response to comment T14‐2.
Comment T14‐17. “As a practical matter, the applicant should also identify where snow storage will take
place and identify a management plan for this situation (which might be provided on other plans that VHB
did not have access to).”
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Response: Refer to response to comment T14‐1.
Comment T14‐18. “The applicant should provide turning movement (AutoTurn© or similar) indicating
that a WB‐50 can reasonably access the cinema/retail loading dock (or larger if the intention is to have
larger vehicles access this area).”
Response: The attached truck turning exhibit indicate how a WB‐50 tractor trailer will access
the cinema/retail loading dock.
Comment T14‐19. “According to the City, loading docks should not face the major roadway. The cinema
loading docks would appear to face Mishawum Road. The Applicant should work with the City to clarify
this requirement and address as needed.”
Response: The loading area is fully enclosed within Building C with a roll up door. The
Applicant believes the proposed loading area design and location meet the City requirements
and awaits further review and comment from the Council.
Comment T14‐20. “Similarly, the applicant should consider heightened signage and striping clearly
demarking the difference between the parking garage access and the loading zone area for those patrons
arriving and departing that are not familiar with the overall area.”
Response: The loading dock has a roll up door and the garage entrance will always be open
which should allow visitors to readily identify the garage entrance. Additionally, wayfinding
signage will be provided.
Comment T14‐21. “There are a number of parking spaces that, because of the placement of the pedestrian
crossings, have stop lines noted halfway behind their space. In some cases, drivers backing out of these
spaces would do so by backing directly into the pedestrian crosswalk. Consideration should be given to
shifting the crosswalk away from the back‐out area of these spaces and adjusting the overall parking
numbers provided, if needed.”
Response: The attached revised site plans have been modified to avoid the vehicular backing
conflicts with pedestrian crosswalks by eliminating a number of parking spaces to increase
island width and eliminated issues with stop lines placed halfway behind parking spaces.
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