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4.9 TRANSPORTATION AND CIRCULATION

The following analysis is based on a technical traffic study prepared by Urban Crossroads, titled
“Amendment No. 2 to Reclamation Plan 2006-01, Traffic Impact Analysis (Revised), City of Lake
Elsinore” and dated June 24, 2015 (revised July 15, 2015). This Traffic Impact Analysis (TIA)
report is included as Technical Appendix J to this EIR (Urban Crossroads, 2015d). The TIA
evaluates the potential traffic impacts that may result from the development of the proposed Project.
As directed by City of Lake Elsinore staff, TIA was prepared in accordance with the County of
Riverside’s Traffic Impact Analysis Preparation Guide (August 2008), the California Department of
Transportation (Caltrans) Guide for the Preparation of Traffic Impact Studies (December 2002), and
direction provided to Urban Crossroads during their consultation with City of Lake Elsinore staff
during the scoping process (Urban Crossroads, 2015d, p. 1).

4.9.1 SCOPE OF REVIEW

The Nichols Canyon Mine, as discussed in Section 2.0, Environmental Setting, is an existing,
ongoing surface mining operation operating pursuant to vested mining rights and an approved
reclamation plan (RP 2006-01A1), which was analyzed in a prior MND. The Project proposes
certain amendments to existing entitlements, as described in Section 3.0, Project Description.
Although the City has chosen to prepare an EIR for the Project here, the scope of review addresses
those impacts resulting from the Project as described in Section 3.0, Project Description, and not
impacts related to existing, approved operations, which form the environmental baseline, as
discussed in Section 2.7, Existing Physical Site Condition. Accordingly, this Subsection analyzes
traffic impacts related to the Project specifically. This Subsection does not analyze traffic impacts
related to existing, approved operations, except as part of the cumulative impacts analysis, where
required.

4.9.2 PROJECT EXISTING BASELINE CONDITIONS

As noted previously in EIR Section 2.1, the environmental baseline for this analysis is the Mine’s
average production level between 2007 and 2014, which was 556,348 tons per year. The Project
proposes to reduce the Mine’s permitted production level from 4 million tons per year to 856,560
tons per year. This analysis, therefore, analyzes the incremental impacts resulting from a proposed
maximum increase in production from 556,348 to 856,560 tons per year. Thus, on an annual basis,
the Project-related maximum annual tonnage increase over baseline conditions would be
approximately 300,212 tons per year, or 35.05% of the total annual tonnage that would be allowed
under the proposed Project. A mine, however, does not produce material uniformly throughout the
year; production levels tend instead to vary with market demand on a daily basis. The Project
Applicant estimates that a reasonable high-end estimate of daily tonnage at the site is approximately
5,000 tons per day (tpd), with approximately 3,248 tpd associated with the Mine’s existing operations
(i.e., baseline conditions) while the remaining 1,752 tpd are attributable to the proposed Project. For
purposes of the analysis in this section, it is anticipated that the Project will be fully operational by
Year 2016. (Urban Crossroads, 2015d, p. 1) Additionally, the Project proposes to increase the hours
of operation of the Mine from 7:00 am and 12:00 am (Monday through Friday, excluding Federal
Holidays) and between 7:00 am and 7:00 pm (Saturdays only) to between 4:00 am and 12:00 am
(Monday through Saturday, excluding Federal Holidays) for mining equipment operation and 24
hours per day (Monday through Saturdays, excluding Federal Holidays) for aggregate export
activities. (Urban Crossroads, 2015d, p. 3)
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4.9.3 EXISTING CONDITIONS

This subsection describes existing conditions for roadways, traffic counts, truck trips, intersections,
traffic signals, freeways, mass transit, and pedestrian/bicycle facilities, each of which is described
below. The study area includes intersections where the Project was anticipated to contribute 50 or
more peak hour trips (Urban Crossroads, 2015d, p. 5). Intersections that receive less than 50 peak
hour trips from a project are considered to be less than significantly impacted on direct and
cumulatively considerable bases by the City of Lake Elsinore (using direction provided by the
County of Riverside’s Traffic Impact Analysis Preparation Guide), and therefore do not require
detailed study.

A Existing Roaaways

Within the Project’s study area are Project driveway intersections at Nichols Road and the I-15
northbound and southbound ramps at Nichols Road. Under existing conditions, Nichols Road east of
I-15 is improved as a two-lane undivided roadway, but is ultimately is planned by the City of Lake
Elsinore’s General Plan Circulation Element as an Urban Arterial with six lanes and a right-of-way
of 120 feet (Lake Elsinore, 2011a, Figure 2.3).

The following four study area intersections, which are depicted on Figure 4.9-1, Intersection Analysis
Locations, are located in the Project’s traffic impact study area, because they would likely receive 50
or more peak hour trips from the proposed Project (Urban Crossroads, 2015d, p. 19):

1) 1-15 Southbound Ramps/Nichols Road (Jurisdiction: Caltrans, Lake Elsinore)
2) 1-15 Northbound Ramps/Nichols Road (Jurisdiction: Caltrans, Lake Elsinore)
3) Driveway 1/Nichols Road (Jurisdiction: Lake Elsinore)
4) Driveway 2/Nichols Road (Jurisdiction: Lake Elsinore)

B. Existing (2015) Traffic Counts

The intersection level of service (LOS) analysis is based on the traffic volumes observed during the
peak hour conditions using traffic count data collected by Urban Crossroads in May 2015. The
following peak hours were selected for analysis (Urban Crossroads, 2015d, p. 27):

e Weekday AM Peak Hour (peak hour between 7:00 AM and 9:00 AM)
o Weekday PM Peak Hour (peak hour between 4:00 PM and 6:00 PM)

The weekday AM and weekday PM peak hour count data is representative of typical weekday peak
hour traffic conditions in the study area. There were no observations made in the field that would
indicate atypical traffic conditions on the count dates, such as construction activity or detour routes,
and nearby schools were in session and operating on normal schedules. (Urban Crossroads, 2015d,
p. 27) The raw manual peak hour turning movement traffic count data sheets are included in
Appendix 3.1 of the Project’s Traffic Impact Analysis (EIR Technical Appendix J). These raw
turning volumes have been flow conserved between intersections with limited access, no access and
where there are currently no uses generating traffic (e.g., between ramp-to-arterial intersections, etc.).
The traffic counts collected in May 2015 include the following vehicle classifications (Urban
Crossroads, 2015d, p. 27):

e Passenger Cars
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2-Axle Trucks
3-Axle Trucks
e 4 or More Axle Trucks

To represent the influence large trucks, buses and recreational vehicles have on traffic flow; all
trucks were converted into Passenger Car Equivalents (PCEs). By their size alone, these larger
vehicles occupy the same space as more than one passenger car. In addition, the time it takes for
them to accelerate and slow-down is also much longer than for passenger cars, and varies depending
on the type of vehicle and number of axles. For the purpose of this analysis, a PCE factor of 1.5 has
been applied to 2-axle trucks, 2.0 for 3-axle trucks, and 3.0 for 4+-axle trucks to estimate each
turning movement. These factors are consistent with the values recommended for use in the San
Bernardino County Congestion Management Program (CMP) and exceed the 2.0 factor
recommended for use in the County of Riverside Traffic Study Guidelines. (Urban Crossroads,
2015d, p. 27; RCTD, 2008, Exhibit C)

Existing weekday average daily traffic (ADT) volumes on arterial highways throughout the study
area are shown on Figure 4.9-2, Existing (2015) Traffic Volumes (in PCE). Existing weekday AM
and weekday PM peak hour intersection volumes (in PCE) are also shown in this exhibit.

C. Existing Daily Truck Trips

Table 4.9-1, Peak Hour Trips as a Percentage of ADT, illustrates the number of daily truck trips per
day for the existing Mine site. This data indicates the typical operational characteristics of mining
operation where truck activity is heaviest in the late morning hours (at 10 AM, after the typical
morning peak hour of 7-9 AM), then remains relatively steady during the early afternoon hours, and
finally tapers off the mid to late afternoon hours. (Urban Crossroads, 2015d, p. 40)

I. Existing Infersection Operations Analysis

Existing peak hour traffic operations were evaluated at existing study area intersections based on the
analysis methodologies presented in Section 2.2, Intersection Capacity Analysis, of the TIA (EIR
Technical Appendix J). The Level of Service (LOS) for study area intersections during peak hours
are summarized in Table 4.9-2, Intersection Analysis for Existing (2015) Conditions. This table also
shows that the existing study area intersections currently operate at an acceptable LOS during the
morning and evening peak hours (Urban Crossroads, 2015d, p. 29).

D. Existing Traffic Signal Warrants Analysis

Traffic signal warrants for Existing traffic conditions are based on existing peak hour intersection
turning volumes. No study area intersections currently warrant a traffic signal for existing traffic
conditions. (Urban Crossroads, 2015d, p. 29)

E. Existing Freeway Condiifions

1. Exisfing Freeway Traffic Volumes

I-15 mainline volume data were obtained from the Caltrans Performance Measurement System
(PeMS) website for the segments of the 1-15 Freeway interchange, north of Nichols Road. The data
was obtained from May 2015. To conduct a conservative analysis, the maximum value observed
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Table 4.9-1 Peak Hour Trips as a Percentage of ADT

*Data supplied by Project Applicant for the existing Nichols Mine site.
Source: (Urban Crossroads, 2015d, Table 4-4) T

Table 4.9-2 Intersection Analysis for Existing (2015) Conditions

Intersection Approach Lanes” Del avz Level of Az
Traffic | Northbound | Southbound | Eastbound | Westhound (secs.) Service
# |Intersection Comtro’| L T R|L T RJL T R|L T R| AM PM | AM | PM e
1 |1-15 SB Ramps/ Nichols Rd. AMWS o o 0|0 1 0jJoOo 1 1|1 1 o0j117(129] B B D
2 |I-15 NB Ramps / Nichols Rd. 55 o 1 o|lo o0 o0o]J1 1 0]0 1 o0)185(214] C C D
3 |Dwy. 1/ Nichols Rd. 58 o 0 o|l0o 0 1}J0 1 0]0 1 0]101( 89 B A C
4 |Dwwy. 2 / Nichols Rd. 55 g 0o ofjo o0 o0o}jJ1 1 o0ojo 1 o0}779 751 AL A C

When a right turn is designated, the lane can either be striped or unstriped. To function as a right turn lane there
must be sufficient width for right turning vehicles to travel outside the through lanes.
L = Left; T = Through; R = Right; d = Defacto Right Turn Lane
2 Per the 2010 Highway Capacity Manual, overall average intersection delay, and level of service are shown for
intersections with a traffic signal or all way stop control. For intersections with cross street stop control, the delay
and level of service for the worst individual movement (or movements sharing a single lane) are shown.
% CSS = Cross-street Stop; AWS = All-way Stop
Source: (Urban Crossroads, 2015d, Table 3-1)

within the three day period was utilized for the weekday morning (AM) and weekday evening (PM)
peak hours. In addition, truck traffic, represented as a percentage of total traffic, is used for the
purpose of this analysis to avoid overstating traffic volumes and peak hour deficiencies. As such,
actual vehicles (as opposed to PCE volumes) are utilized for the purposes of the basic freeway
segment analysis. (Urban Crossroads, 2015d, pp. 15-16)
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2 Exisfing Freeway Mainline Segment Levels of Service

Freeway mainline analysis locations were selected for study based on the Caltrans Guide for the
Preparation of Traffic Impact Studies (2002) (Caltrans, 2002). Caltrans recommends that impacts on
State highway system (SHS) facilities be studied when a project would add over 100 peak hour trips
to a SHS facility, would add between 50 and 100 peak hour trips to a SHS facility experiencing
noticeable delay (LOS C or D), or would add any number of peak hour trips to a SHS facility
experiencing significant delay (LOS E or F) which Caltrans requests be studied. In the vicinity of the
Project site, 1-15 operates at LOS B and C (see Table 4.9-3, Basic Freeway Segment Analysis for
Existing (2015) Conditions). Although the Project is calculated to contribute fewer than 50 peak
hour trips to 1-15, the northbound and southbound freeway segments north of Nichols Road and
south of Nichols Road are evaluated in the Project’s TIA for purposes of information disclosure,
because these segments would carry the highest volume of Project-related peak hour traffic (Urban
Crossroads, 2015d, p. 6).

As shown in Table 4.9-3, the basic freeway segments analyzed for this study were found to operate at
an acceptable LOS during the peak hours. (Urban Crossroads, 2015d, p. 34)

Table 4.9-3 Basic Freeway Segment Analysis for Existing (2015) Conditions

Truck | Truck
Volume r;c r;c Density’ LOS
Mainline Segment

Freeway
Direction

Lanes'| AM PM AM PM AM PM | AM | PM

North of Nichols Road 3 2,859 | 4,253 2% 1% 149 | 226
South of Nichols Road 3 2,919 | 4316 2% 1% 15.3 230
3

3,476 | 3.261 1% 1% 18.1 17.0

SB

North of Nichols Road

South of Nichols Road 3 3,513 | 3,425 2% 1% 18.4 17.8

Number of lanes are in the specified direction and is based on existing conditions
Z Density is measured by passenger cars per mile per lane (pc/mi/In).
Source: (Urban Crossroads, 2015d, Table 3-3)

m
=

I-15 Freeway

O|lOo|lm ]|,
m I mlIO]O

3. Exisfing Freeway Merge/Diverge Levels of Service

The following freeway ramp junctions for each direction of flow as listed below were evaluated in
the Project’s TIA (Urban Crossroads, 2015d, p. 6):

I-15 Freeway- Southbound, Off-Ramp at Nichols Road (Diverge)
I-15 Freeway- Southbound, On-Ramp at Nichols Road (Merge)
I-15 Freeway- Northbound, On-Ramp at Nichols Road (Merge)
I-15 Freeway- Northbound, Off-Ramp at Nichols Road (Diverge)

el e

The Project is anticipated to contribute fewer than 50 peak hour trips to these freeway merge/diverge
ramp junction locations (Urban Crossroads, 2015d, p. 6). Nonetheless, an analysis of ramp merge
and diverge operations in these locations are presented in Table 4.9-4, Intersection Analysis for
Existing (2015) Conditions. As shown in Table 4.9-4, the freeway ramp merge and diverge areas
currently operate at LOS D or better. (Urban Crossroads, 2015d, p. 34)
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Table 4.9-4 Intersection Analysis for Existing (2015) Conditions

S s

g _g Pines.on AM Peak Hour PM Peak Hour
O & |Ramp or Segment a

a = Freeway L2 e

el Density LOS Density LOS
ol I Off-Ramp at Nichols Road 3 21.1 C 283 D
§ - On-Ramp at Nichols Road 3 12.5 B 26.3 C
; x| On-Ramp at Nichols Road 3 18.7 B 17.6 B
— =

= Off-Ramp at Nichols Road 3 245 C 24.2 C

! Number of lanes are in the specified direction and is based on existing conditions
Z Density is measured by passenger cars per mile per lane (pc/mi/In).
Source: (Urban Crossroads, 2015d, Table 3-4)

4. Existing Freeway Off-Ramp Queuing Analysis

A queuing analysis was performed for the off-ramps at the 1-15 Freeway and Nichols Road
interchange to assess vehicle queues for the off ramps that may potentially result in deficient peak
hour operations at the ramp-to-arterial intersections and may potentially “spill back” onto the 1-15
Freeway mainline. As shown in Table 4.9-5, Peak Hour Freeway Off-Ramp Queuing Summary for
Existing (2015) Conditions, there are no movements that are currently experiencing queuing issues
during the weekday AM or weekday PM peak 95" percentile traffic flows. (Urban Crossroads,
2015d, p. 29)

Table 4.9-5 Peak Hour Freeway Off-Ramp Queuing Summary for Existing (2015)

Conditions
Available
Stacking 95th Percentile Queue (Feat)? Acceptable?!
Intersection Movement | Distance (Feet) | AM Peak Hour | PM Peak Hour AM PM
1-15 SB Off-Ramp / Nichols Rd. SBL/T/R 1,600 53 38 Yes Yes
I-15 NB Off-Ramp / Nichols Rd. NBL/T/R 1,530 78 110 Yes Yes

! Stacking Distance is acceptable if the required stacking distance is less than or equal to the stacking distance
provided. An additional 15 feet of stacking which is assumed to be provided in the transition for turn pockets is
reflected in the stacking distance shown on this table, where applicable.

2 Maximum queue length for the approach reported.

Source: (Urban Crossroads, 2015d, Table 3-2)

F. Existing Mass Transit

The study area is currently served by the Riverside Transit Authority (RTA), a public transit agency
serving the unincorporated Riverside County region. There are currently no existing bus routes that
serve the roadways within the study area in close proximity to the Project site. Transit service is
reviewed and updated by RTA periodically to address ridership, budget, and community demand
needs. Changes in land use can affect these periodic adjustments which may lead to either enhanced
or reduced service where appropriate. (Urban Crossroads, 2015d, p. 27)
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G. Existing Pedestrian and Bicycle Facilifies

The trails and bikeway system, shown on Exhibits 3-6 and 3-7 of the Project’s TIA (Technical
Appendix J), depict proposed trails in the area. As shown, a regional trail along the east side of the I-
15 Freeway and along Nichols Road is planned within the study area. Class Il bike lanes also are
proposed for Nichols Road within the study area. Field observations collected by Urban Crossroads
in April 2015 indicate nominal pedestrian and bicycle activity within the study area. There are
limited pedestrian and bicycle facilities within the study area. The only sidewalk provided is along
Nichols Road to the west of the I-15 Freeway. (Urban Crossroads, 2015d, p. 19) Refer to Subsection
3.4 of the Project’s TIA (Technical Appendix J) for a detailed summary of the planned pedestrian and
bicycle facilities in the Project site’s vicinity.

H. Existing Airport Facilities

The nearest airport to the Project site is the Skylark Airport, which is a private facility utilized
primarily for skydiving and is located approximately 5.5 miles southwest of the Project site. The
nearest public airport is the March Air Reserve Base, located approximately 12.4 miles northeast of
the Project site. The Project site is not located within the Airport Influence Area for any public
airport, and is located more than two miles from any private airstrips. Additionally, there are no
heliports in the vicinity of the Project site. (RCIT, 2015; Google Earth, 2015; RCALUC, 2014, Map
MA-1)

4.9.4 APPLICABLE REGULATORY REQUIREMENTS
A SCAG Regional Transportation Plan (RTP)

The Southern California Association of Governments (SCAG) is a regional agency established
pursuant to California Government Code 86500, also referred to as the Joint Powers Authority law.
SCAG is designated as a Council of Governments (COG), a Regional Transportation Planning
Agency (RTPA), and a Metropolitan Planning Organization (MPO). The Project site is within
SCAG’s regional authority. On April 4, 2012, SCAG adopted a Regional Transportation Plan (RTP)
with goals to: 1) maximize mobility and accessibility for all people and goods in the region; 2) ensure
travel safety and reliability for all people and goods in the region; 3) preserve and ensure a
sustainable transportation system; 4) maximize productivity of the transportation system; 5) protect
the environment, improve air quality, and promote energy efficiency; 6) encourage land use and
growth patterns that complement the transportation investments and improve the cost-effectiveness
of expenditures; and 7) maximize the security of the transportation system (SCAG, 2012a, p. 13).
Performance measures and funding strategies also are included to ensure that the adopted goals are
achieved through implementation.

As an MPO and public agency, SCAG develops transportation policies that transcend local
jurisdictional boundaries and that affect the quality of life for Southern California as a whole.
SCAG’s 2012-2035 Regional Transportation Plan / Sustainable Communities Strategy (RTP/SCS)
includes a chapter titled “Goods Movement” that is applicable to the proposed Project. It states that
mining makes up one percent of the goods movement dependent industries, which collectively
contribute to 34 percent of the region’s gross domestic product of $253 billion in 2010 (SCAG,
2012b, p. 10 and Figure 2). To that end, the Goods Movement section of the RTP/SCS sets forth
regional strategies to achieve an efficient movement of goods. It recognizes that the SCAG region
will experience dramatic increases in truck traffic on east-west corridors that will cause increased
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congestion and longer delays to both trucks and general traffic on existing routes (SCAG, 2012b, p.
20). The Goods Movement section of the RTP/SCS suggests the construction of a regional freight
corridor that would increase capacity to accommodate the projected growth in truck activity, but such
a corridor is not yet in the planning stages (SCAG, 2012b, p. 13). Other strategies also are presented,
such as highway strategies, bottleneck strategies, rail strategies, and capacity enhancements on the
existing infrastructure system. (SCAG, 2012b)

B. Riverside County Congestion Management Program (CMP)

The Riverside County CMP was prepared by the Riverside County Transportation Commission
(RCTC) in accordance with Proposition 111. Deficiencies along the Congestion Management
Program (CMP) system are identified by RCTC when they occur so that improvement measures can
be identified. Understanding the reason for these deficiencies and identifying ways to reduce the
impact along a critical CMP corridor is intended to conserve scarce funding resources and help target
those resources appropriately. In the Project study area 1-15 is designated as a Riverside County
CMP facility. (RCTC, 2011, p. 2-5)

C. Riverside County Integrated Project (RCIP)

The RCIP is Riverside County’s comprehensive, three-part, integrated program to determine future
habitat conservation, transportation, and housing and economic needs in Riverside County. The
RCIP addresses traffic congestion by addressing future traffic and multi-model circulation issues
through the Community & Environmental Transportation Acceptability Process (CETAP). This
element of RCIP identifies the locations for new transportation facilities that will help benefit
commuters and serve Riverside County’s growing economy. Selection of new transportation
corridors are intended to be integrated with decisions on land use and environmentally sensitive
areas. (Riverside County, 2003b)

D. City of Lake Elsinore General Plan Community Form Element

The City of Lake Elsinore General Plan Community Form Element includes a section that addresses
circulation in the City. The Circulation portion of this Element is designed to provide mobility for
resents and to facilitate business. To help meet traffic demands and achieve balanced growth, the
City has adopted specific goals and policies, which serve as the basis for their Circulation Element.
Refer to Subsection 3.2 of EIR Technical Appendix J for a detailed summary of the General Plan’s
circulation policies and requirements. (City of Lake Elsinore, 20113, p. 2-22)

E. Local and Regional Funding Mechanisms

Transportation improvements throughout the City of Lake Elsinore are funded through a combination
of project-specific mitigation, fair-share contributions, and/or development impact fee programs,
such as Western Riverside Council of Governments (WRCOG) Transportation Uniform Mitigation
Fee Program (TUMF) program or the City’s Traffic Infrastructure Fee (TIF) program. Identification
and timing of needed improvements is generally determined through local jurisdictions based upon a
variety of factors, including but not limited to need and available funding. (Urban Crossroads,
2015d, p. 8)
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1. Transportation Uniform Mitfigafion Fee (TUMF) Program

The Western Riverside Council of Governments (WRCOG) established a consolidated
Transportation Uniform Mitigation Fee (TUMF) program for all of western Riverside County, which
commenced in 2003. The establishment of TUMF was based on the desire to establish a single,
uniform fee program to mitigate the cumulative impacts of new development on the sub-region’s
arterial highway system rather than having multiple and potentially uncoordinated fee programs
across the region. WRCOG is responsible for establishing and updating TUMF payment rates, based
on a TUMF Program Nexus Study, which is periodically updated to consider the impact of future
development on the subregion’s system of highways and arterial roads. Between 2003 when TUMF
commenced and June 2014, WRCOG had received $605 million in revenues through the TUMF
program of which projects in the City of Lake Elsinore are reported to have contributed $17,190,568
(WRCOG, 2014, p. 13). During this time, 78 TUMF-funded improvements have been completed,
which demonstrates that TUMF is an effective program. The City of Lake Elsinore is located the
TUMF’s Southwest Zone, along with the cities of Canyon Lake, Murrieta, Temecula, and Wildomar,
and parts of unincorporated Riverside County. To-date, 10 TUMF-funded projects have been
completed in the Southwest Zone and 12 others are in the planning, engineering, or construction
phase. (WRCOG, 2014)

Payment of TUMF fees, as well as exemptions, credits, reimbursements, and local administration is
deferred to local government agencies. WRCOG serves this function for the City of Lake Elsinore.
Regarding credits, the County may grant to developers a credit against the specific components of
fees for the dedication of land or the construction of facilities identified in the list of improvements
funded by TUMF. Fees submitted to the County are passed on to the WRCOG as the ultimate
program administrator. (Urban Crossroads, 2015d, p. 8)

Table 1-4 of the Project’s TIA (Technical Appendix J), Summary of Improvements by Analysis
Scenario, provides a summary of improvements that are programmed to be funded by TUMF within
the Project’s study area.

2. City of Lake Elsinore Traffic Infrastructure Fee Program

The City of Lake Elsinore created its own local TIF program to impose and collect fees from new
residential, commercial, and industrial development for the purpose of funding roadways and
intersections necessary to accommodate City growth as identified in the City’s General Plan
Circulation Element. The City of Lake Elsinore’s TIF program includes facilities that are not part of,
or which may exceed improvements identified and covered by, the TUMF program. As a result, the
pairing of the regional and local fee programs provides a more comprehensive funding and
implementation plan to ensure an adequate and interconnected transportation system. Under the City
of Lake Elsinore’s TIF program, the City of Lake Elsinore may grant to developers a credit against
specific components of fees when those developers construct certain facilities and landscaped
medians identified in the list of improvements funded by the TIF program. (Urban Crossroads,
2015d, p. 10)

The timing of the use of TIF fees is established through periodic capital improvement programs
which are overseen by the City of Lake Elsinore’s Public Works Department. Periodic traffic counts,
review of traffic accidents, and a review of traffic trends throughout the City of Lake Elsinore are
also periodically performed by City of Lake Elsinore staff and consultants. The City of Lake
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Elsinore uses this data to determine the timing of implementing the improvements listed in its TIF
facilities list. (Urban Crossroads, 2015d, p. 10)

As shown in Table 1-4 of the Project’s TIA (Technical Appendix J), a few of the facilities within the
Project’s study area are planned for improvements through the City of Lake Elsinore’s TIF Program.
Table 1-4 shows that the study area intersections of 1-15 southbound and northbound ramps at
Nichols Road are covered by the TIF. The Project would be subject to the City of Lake Elsinore’s
TIF fee program, and would pay the requisite City of Lake Elsinore TIF fees at the rates then in
effect pursuant to the City of Lake Elsinore’s ordinance. The TIF network improvement needs were
last updated in 2002 with an expected completion date by 2025. Improvements are identified in the
Nexus Study by location rather than with specific geometrics. Table E of the Nexus Study identifies
TIF improvement locations and eligible program costs but does not provide discrete improvements.
(Urban Crossroads, 2015d, p. 10)

4.9.5 METHODOLOGY FOR ESTIMATING PROJECT-RELATED TRAFFIC IMPACTS
A. Level of Service (LOS)

Traffic operations of roadway facilities are described using the term "Level of Service" (LOS). LOS
is a qualitative description of traffic flow based on several factors such as speed, travel time, delay,
and freedom to maneuver. Six levels are typically defined ranging from LOS A, representing
completely free-flow conditions, to LOS F, representing breakdown in flow resulting in stop-and-go
conditions. LOS E represents operations at or near capacity, an unstable level where vehicles are
operating with the minimum spacing for maintaining uniform flow. (Urban Crossroads, 2015d, p.
11) Table 4.9-6, Signalized Intersection LOS Thresholds, Table 4.9-7, Unsignalized Intersection
LOS Thresholds, Table 4.9-8, Description of Freeway Mainline LOS and Table 4.9-9, Description of
Freeway Merge and Diverge LOS, summarize typical operational conditions at signalized and
unsignalized intersections; freeway mainlines; and freeway merge and diverge for each LOS
classification, respectively.

LOS has been used as the basis for determining the significance of traffic impacts as standard
practice in CEQA documents for decades. In 2013, California Senate Bill (SB) 743 was passed,
which is intended to balance the need for LOS for traffic planning with the need to build infill
housing and mixed use commercial developments within walking distance of mass transit facilities,
downtowns, and town centers and to provide greater flexibility to local governments to balance these
sometimes competing needs. At full implementation of SB 743, the California Governor’s Office of
Planning and Research is expected to replace LOS as the metric against which traffic impacts are
evaluated, with a metric based on vehicle miles traveled (VMT). At the time the NOP for this EIR
was released (June 25, 2015), a VMT metric was not published by OPR, and the City of Lake
Elsinore in its capacity as Lead Agency, as well as surrounding local agencies in which the Project’s
traffic would circulate, use LOS as the significance criteria for evaluating a Project’s traffic impacts.
For this reason, a LOS metric and not a VMT metric is appropriately used as the significance
criterion in this EIR.

1. Minimum Level of Service (LOS)

The Project’s study area for traffic includes facilities that are under the jurisdiction of the City of
Lake Elsinore and/or Caltrans. A discussion of the LOS standards utilized by these agencies is
provided below.

Lead Agency: City of Lake Elsinore SCH No. 2006051034
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Table 4.9-6 Signalized Intersection LOS Thresholds

Source: (Urban Crossroads, 2015d, Table 2-1)

Table 4.9-7 Unsignalized Intersection LOS Thresholds

Source: (Urban Crossroads, 2015d, Table 2-2)

Lead Agency: City of Lake Elsinore SCH No. 2006051034
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Table 4.9-8 Description of Freeway Mainline LOS

! pc/mi/ln = passenger cars per mile per lane.
Source: (Urban Crossroads, 2015d, Table 2-4)

Table 4.9-9 Description of Freeway Merge and Diverge LOS

! pc/milln = passenger cars per mile per lane.
Source: (Urban Crossroads, 2015d, Table 2-5)

a City of Lake Elsinore

The definition of an intersection deficiency in the City of Lake Elsinore is based on the City of Lake
Elsinore General Plan Circulation Element. The City of Lake Elsinore General Plan states that target
LOS D be maintained along City roads (including intersections) wherever possible. As an exception,
the City’s General Plan allows for LOS E operations in the Historic Area of the City within the Main
Street overlay and the City’s Ballpark District. However, the proposed Project is not located within
the Main Street overlay or the City’s Ballpark District. As such, LOS D is the minimum LOS at the
Project’s study area intersections under the City’s jurisdiction. (Urban Crossroads, 2015d, p. 17)

Lead Agency: City of Lake Elsinore SCH No. 2006051034
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a Caltrans

Caltrans endeavors to maintain a target LOS at the transition between LOS C and LOS D on State
Highway System (SHS) facilities; however, Caltrans acknowledges that this may not always be
feasible and recommends that the lead agency consult with Caltrans to determine the appropriate
target LOS. If an existing State highway facility is operating at less than this target LOS, the existing
LOS should be maintained. In general, the region-wide goal for an acceptable LOS on all freeways,
roadway segments, and intersections is LOS D. Consistent with the City of Lake Elsinore LOS
threshold of LOS D and in excess of the Riverside County Congestion Management Program (CMP)
stated LOS threshold of LOS E, LOS D is the target LOS for freeway ramps, freeway segments, and
freeway merge/diverge ramp junctions. (Urban Crossroads, 2015d, pp. 17-18)

B. Intersection Capacity Analysis

The definitions of LOS for interrupted traffic flow (flow restrained by the existence of traffic signals
and other traffic control devices) differ slightly depending on the type of traffic control. The LOS is
typically dependent on the quality of traffic flow at the intersections along a roadway. The Highway
Capacity Manual (HCM) methodology expresses the LOS at an intersection in terms of delay time
for the various intersection approaches. The HCM uses different procedures depending on the type
of intersection control. (Urban Crossroads, 2015d, p. 11)

For signalized intersections, the City of Lake Elsinore requires signalized intersection operations
analysis based on the methodology described in the HCM. Intersection LOS operations are based on
an intersection’s average control delay. Control delay includes initial deceleration delay, queue
move-up time, stopped delay, and final acceleration delay. For signalized intersections LOS is
directly related to the average control delay per vehicle and is correlated to a LOS designation as
described in Table 4.9-1. Per the Caltrans Guide for the Preparation of Traffic Impact Studies, the
traffic modeling and signal timing optimization software package Synchro (Version 8 Build 806) was
utilized to analyze signalized intersections under Caltrans’ jurisdiction, which include interchange to
arterial ramps (i.e. 1-15 Freeway ramps at Nichols Road) (Urban Crossroads, 2015d, p. 12).

For unsignalized intersections, the City of Lake Elsinore requires the operations of unsignalized
intersections be evaluated using the methodology described the HCM. The LOS rating is based on
the weighted average control delay expressed in seconds per vehicle (see Table 4.9-7). (Urban
Crossroads, 2015d, p. 13)

At two-way or side-street stop-controlled intersections, LOS is calculated for each controlled
movement and for the left turn movement from the major street, as well as for the intersection as a
whole. For approaches composed of a single lane, the delay is computed as the average of all
movements in that lane. For all-way stop controlled intersections, LOS is computed for the
intersection as a whole. (Urban Crossroads, 2015d, p. 13)

C. Freeway Off-Ramp Queuing Analysis

The Project’s study area includes the freeway-to-arterial interchange of the 1-15 Freeway at Nichols
Road off-ramps. Consistent with Caltrans requirements, the 95th percentile queuing of vehicles has
been assessed at the off-ramps to determine potential queuing deficiencies at the freeway ramp
intersections on Nichols Road. Specifically, the queuing analysis is utilized to identify any potential

Lead Agency: City of Lake Elsinore SCH No. 2006051034
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queuing and “spill back” onto the I-15 Freeway mainline from the off-ramps. (Urban Crossroads,
2015d, p. 13)

The traffic progression analysis tool and HCM intersection analysis program, Synchro, was used to
assess the potential impacts/needs of the freeway ramps with traffic added from the proposed Project.
Storage (turn-pocket) length recommendations at the ramps are based upon the 95th percentile queue
resulting from the Synchro progression analysis. The 95th percentile queue is the maximum back of
queue with 95th percentile traffic volumes. The queue length reported is for the lane with the highest
queue in the lane group. (Urban Crossroads, 2015d, p. 13) For more information on the freeway
ramp queuing and freeway mainline segment analysis methodology, refer to Technical Appendix J.

D. Iraffic Signal Warrant Analysis

The term "signal warrants" refers to the list of established criteria used by Caltrans and other public
agencies to quantitatively justify or ascertain the potential need for installation of a traffic signal at an
otherwise unsignalized intersection. The signal warrant criteria presented in the latest edition of the
Federal Highway Administration’s (FHWA) Manual on Uniform Traffic Control Devices (MUTCD),
as amended by the MUTCD 2014 California Supplement, is used for all study area intersections
(Urban Crossroads, 2015d, p. 14). For more information on signal warrant methodology, refer to
Subsection 2.4 of Technical Appendix J.

Traffic signal warrant analyses were performed for the following unsignalized study area
intersections during the peak weekday conditions wherein the Project is anticipated to contribute the
highest trips (Urban Crossroads, 2015d, pp. 14-15):

1) 1-15 Southbound Ramps/Nichols Road (Jurisdiction: Caltrans, Lake Elsinore)
2) 1-15 Northbound Ramps/Nichols Road (Jurisdiction: Caltrans, Lake Elsinore)
3) Driveway 1/Nichols Road (Jurisdiction: Lake Elsinore)
4) Driveway 2/Nichols Road (Jurisdiction: Lake Elsinore)

A signal warrant defines the minimum condition under which the installation of a traffic signal might
be warranted. Meeting this threshold condition does not require that a traffic control signal be
installed at a particular location, but rather, that other traffic factors and conditions be evaluated in
order to determine whether the signal is truly justified. It should also be noted that signal warrants do
not necessarily correlate with LOS. An intersection may satisfy a signal warrant condition and
operate at or above acceptable LOS or operate below acceptable LOS and not meet a signal warrant
(Urban Crossroads, 2015d, p. 15)

E. Freeway Mainline Seamenit Analysis

Pursuant to the Caltrans Guide for the Preparation of Traffic Impact Studies (2002), Caltrans
recommends that impacts on State highway system (SHS) facilities be studied when a project would
add over 100 peak hour trips to a SHS facility, would add between 50 and 100 peak hour trips to a
SHS facility experiencing noticeable delay (LOS C or D), or would add any number of peak hour
trips to a SHS facility experiencing significant delay (LOS E or F) which Caltrans requests be
studied. In the vicinity of the Project site, 1-15 operates at LOS B and C (see Table 4.9-3), so
impacts only require study if the Project would add more than 50 peak hour trips, which it would not.
Also, deficiencies to freeway segments caused by a project’s traffic dissipate with distance from the
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point that the project’s traffic enters the SHS, which for the proposed Project are the Nichols Road
ramps at I-15. Even though the Project’s impacts to the SHS would be less than significant (because
the Project would contribute less than 50 peak hour trips), the Project’s TIA evaluates the 1-15
freeway segments on both sides of the Nichols Road ramps for information disclosure purposes.
(Urban Crossroads, 2015d, p. 15; Caltrans, 2002)

The freeway system in the study area has been broken into segments defined by the freeway-to-
arterial interchange locations. The freeway segments evaluated in the Project’s TIA (EIR Technical
Appendix J) are based upon peak hour directional volumes, and the freeway segment analysis is
based on the methodology described in the HCM and performed using HCS2010 software. The
performance measure preferred by Caltrans to calculate LOS is density. Density is expressed in
terms of passenger cars per mile per lane. Table 4.9-8 summarizes the freeway segment LOS
thresholds for each density range utilized for the analysis. (Urban Crossroads, 2015d, p. 15) For a
more detailed discussion of freeway mainline segment analysis methodology, refer to EIR Technical
Appendix J.

F. Freeway Merge/Diverge Ramp Junction Analysis

For analysis purposes, the freeway system in the study area has been broken into segments defined
by freeway-to-arterial interchange locations resulting in two existing on and off ramp locations.
Although the HCM indicates the influence area for a merge/diverge junction is 1,500 feet, the
Project’s analysis has been performed at all ramp locations with respect to the nearest on- or off-
ramp at each interchange in an effort to be consistent with Caltrans guidance/comments on other
projects in the region. (Urban Crossroads, 2015d, p. 16)

The merge/diverge analysis is based on the HCM Ramps and Ramp Junctions analysis method and
performed using HCS+ software. The results (reported in passenger car per mile per lane) are
calculated based on the existing number of travel lanes, number of lanes at the on- and off-ramps
both at the analysis junction and at upstream and downstream locations (if applicable), and
acceleration/deceleration lengths at each merge/diverge point. (Urban Crossroads, 2015d, p. 16)
Table 4.9-9 summarizes the freeway merge/diverge ramp junction LOS thresholds utilized in the
analysis. For more information on the freeway merge/diverge ramp junction analysis methodology,
refer to Section 2.6 of Technical Appendix J.

G. Study Scenarios

Potential impacts to traffic and circulation are assessed herein and in EIR Technical Appendix J for
each of the following conditions:

e Existing (2015): Existing information represents the baseline traffic conditions as they
existed at the approximate time the NOP for this EIR was released for public review.
Issuance of the NOP sets the baseline condition for purposes of analysis under CEQA.

e Existing plus Project (E+P): The Existing plus Project (E+P) analysis determines circulation
system deficiencies that would occur on the existing roadway system in the scenario of the
Project being placed upon Existing conditions.

e Existing plus Ambient Growth plus Project (EAP) (2016): The Existing plus Ambient
Growth plus Project (EAP) (2016) conditions analysis determines the traffic impacts based
on a comparison of the EAP traffic conditions to Existing conditions (i.e., baseline
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conditions). To account for background traffic growth, an ambient growth from EXxisting
conditions of 2% is included for EAP traffic conditions.

e Existing plus Ambient Growth plus Project plus Cumulative (EAPC) (2016): The Existing
plus Ambient Growth plus Project plus Cumulative (2016) (EAPC) conditions determines if
improvements funded through local and regional transportation mitigation fee programs, such
as the WRCOG TUMF Program and City of Lake Elsinore’s TIF Program, or other approved
funding mechanism can accommodate the near-term cumulative traffic at the target LOS
identified in the City of Lake Elsinore General Plan.

e Horizon Year (2035), Without and With Project (2 scenarios): The Horizon Year Without
and With Project traffic conditions analyses is utilized to determine if improvements funded
through regional transportation mitigation fee programs, such as the TUMF or TIF programs,
or other approved funding mechanism can accommodate the long-range cumulative traffic at
the target LOS identified in the City of Lake Elsinore General Plan.

H. Projected Future Traffic

I Project Trip Generation

Vehicle trip generation represents the amount of traffic that is both attracted to and produced by a
development. Determining traffic generation for a specific project is therefore based upon
forecasting the amount of traffic that is expected to be both attracted to and produced by the specific
land uses being proposed by a given project. The traffic generating potential of the proposed Project
has been estimated based on the increase in permitted annual production above the Project’s
historical baseline. (Urban Crossroads, 2015d, p. 39) As discussed in EIR Section 2.1, under
historic baseline conditions (i.e., between 2007 and 2014), the Mine produced an average of 556,348
tons per year (tpy) of aggregate materials. Under the Project, the maximum daily tonnage would
theoretically increase to 856,560 tpy, or an increase of 300,212 tpy as compared to baseline
conditions. Thus, increased tonnage associated with the Project represents 35.05% of the total annual
tonnage that would be allowed under the revised Reclamation Plan. Based on information provided
by the Project Applicant, due to the operational characteristics of the Mine and customer demand, a
high-end estimate of daily tonnage is 5,000 tons per day (tpd). Because the Project represents
35.05% of the total allowed annual tonnage, it can reasonably be assumed that the Project also would
represent approximately 35.05% of the maximum daily tonnage, or approximately 1,752.5 tpd.
(Urban Crossroads, 2015d, pp. 39-40) Table 4.9-10, Total and Project Daily Truck Trips, illustrates
the breakdown of truck trips associated with the existing mining operations and the net increase
proposed by the Project using a conservative estimate of 5,000 tpd. As indicated in Table 4.9-10, the
proposed Project is estimated to generate 140 net new daily truck trips above the historical baseline
(e.g., 400 truck trips x 35.05% = 140 new truck trips). (Urban Crossroads, 2015d, p. 40)

2. Project Trip Distfribufion

Trip distribution is the process of identifying the probable destinations, directions, or traffic routes
that will be utilized by Project traffic. The potential interaction between the planned land uses and
surrounding regional access routes are considered, to identify the route where the Project traffic
would distribute. (Urban Crossroads, 2015d, p. 40)

Table 4.9-11, Average Daily and Peak Hour Project Trip Generation Summary, illustrates the daily
and peak hour trip generation of the proposed Project. As noted previously (refer to Subsection
4.9.3.B), a PCE factor has been applied to the trip generation rates for heavy trucks. As shown in
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Table 4.9-11, the Project is anticipated to generate a net total of approximately 425 PCE trip-ends per
day with 65 PCE AM peak hour and 53 PCE PM peak hour trips. (Urban Crossroads, 2015d, p. 40)

Table 4.9-10 Total and Project Daily Truck Trips

! Total trucks based on 5,000 tons per day. Total trucks per day multiplied by 2.0 to represent two-way trip ends
(one inbound trip and one outbound trip).

% Truck trips associated with proposed Project, or net increase of 1,752 tons per day (e.g., 35.05% of 5,000 tons per
day) from the existing 3,248 tons per day.

Source: (Urban Crossroads, 2015d, Table 4-3)

Table 4.9-11 Average Daily and Peak Hour Project Trip Generation Summary

MTPY = Million Tons Per Year

% Total Project truck trips based on typical peak operating day of 5,000 tons per day.
® Based on passenger car equivalent (PCE) factor of 3.0 PCE per truck.

Source: (Urban Crossroads, 2015d, Table 4-5)
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The Project trip distribution was developed based on anticipated travel patterns to and from the
Project site for both passenger cars and truck traffic. The Project trip distribution patterns for both
passenger cars and trucks were developed based on an understanding of existing travel patterns in the
area, the geographical location of the site, market demand distribution, and the site’s proximity to the
regional arterial and state highway system. The Project passenger car trip distribution patterns is
graphically depicted on Figure 4.9-3, Project (Passenger Car) Trip Distribution, and the Project
truck trip distribution patterns is graphically depicted on Figure 4.9-4, Project (Truck) Trip
Distribution. Project truck traffic would be restricted by the Project’s proposed SMP No. 2015-01
from heading eastbound on Nichols Road except in rare circumstances requiring delivery of
aggregate or asphalt material to customers located east of the Project site. It is anticipated that truck
traffic would primarily access the 1-15 Freeway to the west or head westbound on Nichols Road.
(Urban Crossroads, 2015d, p. 46)

The assignment of traffic from the Project area to the adjoining roadway system is based upon the
Project trip generation, trip distribution, and the arterial highway and local street system
improvements that would be in place by the time of operations occur under the revised reclamation
plan and SMP No. 2015-01. Based on the identified Project traffic generation and trip distribution
patterns, Project ADT and peak hour intersection turning movement volumes are shown on Figure
4.9-5, Project Only Traffic Volumes (in PCE). (Urban Crossroads, 2015d, p. 46)

3. Background Traffic

Future year traffic forecasts are based upon background (ambient) growth at 2% per year for 2016
traffic conditions. The ambient growth factor is intended to approximate regional traffic growth.
This ambient growth rate is added to existing traffic volumes to account for area-wide growth not
reflected by cumulative development projects. Ambient growth has been added to daily and peak
hour traffic volumes on surrounding roadways, in addition to traffic generated by the development of
future projects that have been approved but not yet built and/or for which development applications
have been filed and are under consideration by governing agencies. (Urban Crossroads, 2015d, p.
46)

The currently adopted SCAG 2012 RTP (April 2012) growth forecasts for the unincorporated areas
of the City of Lake Elsinore identifies projected growth in population of 50,200 in 2008 to 93,800 in
2035, or a 86.9 percent increase over the 27 year period. The change in population equates to
roughly a 2.34 percent growth rate compounded annually. Similarly, growth over the same 27 year
period in households is projected to increase by 96.6 percent, or 2.54 percent annual growth rate.
Finally, growth in employment over the same 27 year period is projected to increase by 95.1 percent,
or a 2.51 percent annual growth rate. (Urban Crossroads, 2015d, p. 46)

Based on a comparison of Existing traffic volumes to the Horizon Year (2035) forecasts, the average
growth rate is estimated at approximately 10.22 percent compounded annually between Existing and
Horizon Year (2035) traffic conditions. The annual growth rate at each individual intersection is not
lower than 9.12 percent compounded annually to as high as 11.76 percent compounded annually over
the same time period. Therefore, the annual growth rate utilized for the purposes of this analysis
would appear to conservatively approximate the anticipated regional growth in traffic volumes in the
City of Lake Elsinore for both EAPC and Horizon Year (2035) traffic conditions, especially when
considered along with the addition of Project-related traffic. As such, the growth in traffic volumes
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assumed in this TIA would tend to overstate as opposed to understate the potential deficiencies to
traffic and circulation. (Urban Crossroads, 2015d, p. 50)

4. Cumulative Impact Analysis

CEQA Guidelines §15130 requires that an EIR disclose the impact from the Project along with the
incremental impacts from closely related past, present, and reasonably foreseeable future projects
(i.e., cumulative impact analysis). A cumulative project list was developed by the Project’s traffic
consultant (Urban Crossroads) through consultation with planning and engineering staff from the
City of Lake Elsinore. The cumulative project list includes known and foreseeable projects that are
anticipated to contribute traffic to the study area intersections. In addition, the County of Riverside
was also contacted to obtain near-by cumulative projects that could potentially contribute traffic at
the study area intersections. (Urban Crossroads, 2015d, p. 50)

The cumulative projects provided by the City of Lake Elsinore and County of Riverside are provided
in Appendix 4.1 to the Project’s TIA (EIR Appendix J). The list of cumulative development projects
was reviewed by Urban Crossroads to determine which projects would likely contribute measurable
traffic (i.e. 50 or more peak hour trips) through the study area intersections (e.g., those cumulative
projects in close proximity to the proposed Project). For the purposes of this analysis, the cumulative
projects that were determined to affect one or more of the study area intersections are shown on
Figure 4.9-6, Cumulative Development Projects Location Map, and listed on Table 4.9-12, Summary
of Cumulative Development Projects. (Urban Crossroads, 2015d, p. 50)

Any other cumulative projects that are not expected to contribute measurable traffic to study area
intersections have not been considered in the analysis because the traffic from those projects would
have dissipated in volume (due to the distance from the Project site and study area intersections) to
the point that any nominal traffic would be captured by the 2% annual ambient growth rate applied in
the analysis calculations. Similarly, any additional traffic generated by other projects not on the
cumulative projects list is accounted for through background ambient growth factors that have been
applied to the peak hour volumes at study area intersections. (Urban Crossroads, 2015d, p. 50)

5. Near-Term Traffic Forecasfs

To provide a comprehensive assessment of potential transportation network deficiencies, two types
of analyses, “buildup” and “buildout,” were performed as part of the TIA. The “buildup” method
was used to approximate the EAP traffic forecasts includes background traffic, and is intended to
identify the peak hour LOS deficiencies on both the existing and planned near-term circulation
system. The “buildup” method was also utilized to approximate the EAPC traffic forecasts, and is
intended to identify the LOS deficiencies on both the existing and planned near-term circulation
system. The EAPC traffic forecasts include background traffic, traffic generated by other cumulative
development projects within the study area, and the traffic generated by the proposed Project. The
“buildout” approach is used to forecast the Horizon Year Without and With Project conditions of the
study area. (Urban Crossroads, 2015d, pp. 50, 55)

The “buildup” approach combines existing traffic counts with a background ambient growth factor to
forecast the near-term 2016 traffic conditions. An ambient growth factor of 2% (2016) accounts for
background (area-wide) traffic increases that occur over time, up to the year 2016 from the year 2015
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Table 4.9-12 Summary of Cumulative Development Projects

Source: (Urban Crossroads, 2015d, Table 4-6)
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Table 4.9-12 Summary of Cumulative Development Projects (Continued)

Source: (Urban Crossroads, 2015d, Table 4-6)
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Table 4.9-12 Summary of Cumulative Development Projects (Continued)

! TSF = Thousand Square Feet; DU = Dwelling Unit; AC = Acres; STU = Students;

VFP = Vehicle Fueling Positions

2Source: Greenwald Avenue Commercial Center TIA, Urban Crossroads, Inc., May 2008.
®Source: 1400 Minthorn Street Traffic Study Report, ASM Consulting, August 2007.

* Source: Spyglass Ranch TIA (Revised), Kunzman Associates, February 2007.

> Source: Porto Romano SP TIA (Revised), Urban Crossroads, Inc., May 2007.

® Source: Lake Elsinore TAG Property TIA (Revised), Urban Crossroads, Inc., August 2008.
" Source: The Diamond Specific Plan TIA, Urban Crossroads, Inc., April 2009.

Source: (Urban Crossroads, 2015d, Table 4-6)

(two percent per year growth over a one year period). Traffic volumes generated by the Project are
then added to assess the EAP and EAPC traffic conditions. The 2016 roadway network is similar to
the existing conditions roadway network with the exception of future roadways and intersections
proposed to be developed by the Project.

é. Horizon Year (2035) Volume Development

The Horizon Year (2035) With Project traffic conditions were derived from the Riverside County
Transportation Analysis Model (RivTAM) using accepted procedures for model forecast refinement
and smoothing. The traffic forecasts reflect the area-wide growth anticipated between EXxisting
conditions and Horizon Year conditions. In most instances the traffic model zone structure is not
designed to provide accurate turning movements along arterial roadways unless refinement and
reasonableness checking is performed. Therefore, the Horizon Year With Project peak hour forecasts
were refined using the model derived long-range forecasts, along with existing peak hour traffic
count data collected at each analysis location in May 2015. Future estimated peak hour traffic data
was used for new intersections and intersections with an anticipated change in travel patterns to
further refine the Horizon Year With Project peak hour forecasts. Refer Section 4.8 in Technical
Appendix J for additional details regarding how horizon year calculations were conducted. (Urban
Crossroads, 2015d, p. 55)

4.9.6 BASIS FOR DETERMINING SIGNIFICANCE

The proposed Project would result in a significant impact to the transportation and circulation
system if the Project or any Project-related component would:

a. Conflict with an applicable plan, ordinance or policy establishing measures of effectiveness for
the performance of the circulation system, taking into account all modes of transportation
including mass transit and non-motorized travel and relevant components of the circulation
system, including but not limited to intersections, streets, highways and freeways, pedestrian and
bicycle paths, and mass transit?
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b. Exceed, either individually or cumulatively, a level of service standard established by the county
congestion management agency for designated roads or highways?

c. Resultin achange 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 feature (e.g., sharp curves or dangerous
intersections) or incompatible uses (e.g., farm equipment)?

e. Result in inadequate emergency access?

f. Conflict with adopted policies, plans, or programs regarding public transit, bicycle, or
pedestrian facilities, or otherwise decrease the performance or safety of such facilities)?

The above-listed thresholds are derived directly from Section XVI of Appendix G to the CEQA
Guidelines and address typical adverse effects associated with transportation and traffic. (OPR,
2009).

A Defermining Significance of Impacts

This section outlines the methodology used in this analysis related to identifying circulation system
deficiencies.

Intersections

The following types of traffic deficiencies are considered to be significant under CEQA (Urban
Crossroads, 2015d, p. 18):

e A “Direct Impact” would occur if Project traffic, when added to existing traffic, deteriorates
the LOS from LOS D or better to LOS E or F.

e A “Cumulatively Considerable Impact” would occur if cumulative traffic exceeds the target
LOS D, and the Project contributes 50 or more peak hour trips to the affected intersection.

Caltrans Facilities

To determine whether the addition of Project traffic to the SHS freeway segments would result in a
deficiency, the following is utilized (Urban Crossroads, 2015d, p. 18):

e A “Direct Impact” would occur if Project-related traffic were to cause a freeway segment to
degrade from LOS D or better to LOS E or F.

e A “Cumulatively Considerable Impact” also would occur if the Project would exacerbate an
already deficient condition by contributing 50 or more peak hour trips (“Cumulatively
Considerable Impact”). A segment that is currently or projected to operate at or near capacity
is deemed to be deficient.

4.9.7 IMPACT ANALYSIS

Thresholda: Would the Project conflict with an applicable plan, ordinance or policy
establishing measures of effectiveness for the performance of the circulation system, taking into
account all modes of transportation including mass transit and non-motorized travel and relevant
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components of the circulation system, including but not limited to intersections, streets, highways
and freeways, pedestrian and bicycle paths, and mass transit?

The proposed Project has the potential to result in or contribute to the degradation of roadway
intersections and off-ramps to below the target LOS D. Provided below is an assessment of LOS
within the study area under E+P, EAP (2016), EAPC (2016), and horizon year (2035) conditions.

A. Existing plus Project Traffic Impact Analysis (E+P)

This subsection presents an analysis of existing traffic volumes plus traffic generated by Project
(Existing plus Project, or E+P). The E+P analysis includes an evaluation of the intersection
operations, off-ramp queuing, traffic signal warrants, basic freeway segment analysis, and freeway
merge/diverge analysis. Figure 4.9-7, E+P Traffic Volumes (in PCE), shows the ADT and peak hour
intersection turning movement volumes, which can be expected for E+P traffic conditions. (Urban
Crossroads, 2015d, p. 57)

I. Infersection Operations Analysis

E+P peak hour traffic operations have been evaluated for the study area intersections. The
intersection analysis results are summarized in Table 4.9-13, Intersection Analysis for E+, which
indicates that the study area intersections are anticipated to continue to operate at acceptable LOS
under E+P traffic conditions, consistent with Existing traffic conditions. A summary of the peak
hour intersection LOS for E+P conditions are shown on Exhibit 5-2 of EIR Technical Appendix J.
As such, the Project’s impacts to study area intersections under E+P conditions would be less than
significant. (Urban Crossroads, 2015d, p. 57) A summary of the peak hour intersection LOS for
E+P conditions are shown on Figure 4.9-8, Summary of Peak Hour Intersection LOS for E+P
Conditions.

Table 4.9-13 Intersection Analysis for E+ P Conditions

Existing Plus
Existing (2015) Project
Delay* Level of | Delay* | Level of
Traffic (secs.) | Service | (secs.) | Service |Acceptable|Significant
# Intersection Control* | AM | PM | AM | PM |AM | PM |AM| PM LOS Impact?
1 |[I-15 SB Ramps / Nichols Rd. I-15 AWS 11.7 |112.9| B B (12.2|13.2| B B D No
2 |NB Ramps / Nichols Rd. CSS 185 (21.4| C C (20.5]234| C | C D No
3 |Dwy. 1/ Nichols Rd. CSS 101|189 | B A [10.5/9.0| B A C No
4 |Dwy. 2 / Nichols Rd. CSS 79 |75 | A A [81|75|A ]| A C No

Per the 2010 Highway Capacity Manual, overall average intersection delay, and level of service are shown for
intersections with a traffic signal or all way stop control. For intersections with cross street stop control, the delay,
and level of service for the worst individual movement (or movements sharing a single lane) are shown.
2SS = Cross-street Stop; AWS = All-way Stop
Source: (Urban Crossroads, 2015d, Table 5-1)

2. Basic Freeway Segment Analysis

As previously noted, the Project would generate fewer than 50 peak hour trips to nearby segments of
I-15. Nonetheless, a basic freeway segment operations analysis was conducted for E+P conditions
and the results are presented in Table 4.9-14, Basic Freeway Segment Analysis for E+P Conditions,

Lead Agency: City of Lake Elsinore SCH No. 2006051034
Page 4.9-24



B sMP2015-01/RP 2006-01A2
. ENVIRONMENTAL IMPACT REPORT 4.9 TRANSPORTATION AND CIRCULATION

under E+P conditions the 1-15 freeway segments immediately north and south of Nichols Road are
anticipated to operate at an acceptable LOS during the peak hours with the addition of Project traffic.
As such, the Project’s impacts to freeway segments would be less than significant under E+P
conditions. (Urban Crossroads, 2015d, p. 62)

3. Off-Ramp Queuing

A queuing analysis was performed for the off-ramps at the 1-15 Freeway and Nichols Road
interchange to assess vehicle queues for the off ramps that may potentially result in deficient peak
hour operations at the ramp-to-arterial intersections and may potentially “spill back™ onto the 1-15
Freeway mainline. Off-ramp lengths are consistent with the measured distance between the
intersection and the freeway mainline. Queuing analysis findings are presented in Table 4.9-15, Peak
Hour Freeway Off-Ramp Queuing Summary for E+P Conditions, for E+P traffic conditions. As
shown on Table 4.9-15, there are no movements that are anticipated to experience queuing issues
during the weekday AM or weekday PM peak 95th percentile traffic flows for E+P traffic conditions.
As such, the Project’s impacts to the 1-15 Freeway and Nichols Road interchange would be less than
significant under E+P conditions. (Urban Crossroads, 2015d, p. 57)

Table 4.9-14 Basic Freeway Segment Analysis for E+P Conditions

Existing (2015) Existing plus Project
c e 2 ey 2
z| o Density LOS Density LOS
q;; § Significant
,_qt’ ‘S Mainline Segment Lanes' | AM PM | AM | PM | AM PM | AM | PM | Impact?
> a North of Nichols Road 3 149 | 22.6 B C 15.0 | 22.6 B C No
§ “ | south of Nichols Road 3 153 | 230 | B | € | 153 [230| B | C No
"m" o North of Nichols Road 3 18.1 | 17.0 C B 18.1 | 17.0 C B No
<z
- South of Nichols Road 3 184 | 17.8 C B 184 | 17.8 C B No

" Number of lanes are in the specified direction and is based on existing conditions.
Z Density is measured by passenger cars per mile per lane (pc/mi/In).
(Urban Crossroads, 2015d, Table 5-3)

Table 4.9-15 Peak Hour Freeway Off-Ramp Queuing Summary for E+P Conditions

! Stacking Distance is acceptable if the required stacking distance is less than or equal to the stacking distance
provided. An additional 15 feet of stacking which is assumed to be provided in the transition for turn pockets is
reflected in the stacking distance shown on this table, where applicable.

2 Maximum queue length for the approach reported.

(Urban Crossroads, 2015d, Table 5-2)

Lead Agency: City of Lake Elsinore SCH No. 2006051034
Page 4.9-25



B sMP2015-01/RP 2006-01A2
. ENVIRONMENTAL IMPACT REPORT 4.9 TRANSPORTATION AND CIRCULATION

4. Freeway Merge/Diverge Analysis

Ramp merge and diverge operations were also evaluated for E+P traffic conditions and the results of
this analysis are presented in Table 4.9-16, Freeway Ramp Junction Merge/Diverge Analysis for E+P
Conditions. As shown in Table 4.9-16, the freeway ramp merge and diverge areas are anticipated to
operate at LOS D or better. As such, the Project’s impacts due to merge and diverge operations
under E+P conditions would be less than significant. (Urban Crossroads, 2015d, p. 62)

S. Traffic Signal Warrant Analysis

There are no intersections anticipated to meet traffic signal warrants for E+P traffic conditions
(Urban Crossroads, 2015d, p. 62). As such, no impact associated with traffic signal warrants would
occur under E+P conditions.

B. Existing Plus Ambient Growth plus Project (EAP) 2016 Traffic Condifions

This subsection discusses the methods used to develop Existing plus Ambient Growth plus Project
(EAP) (2016) traffic forecasts, and the resulting intersection operations, off-ramp queuing, and traffic
signal warrants.

Table 4.9-16 Freeway Ramp Junction Merge/Diverge Analysis for E+P Conditions

> § Existing (2015) Existing Plus Project

5 ‘g Lanes on |AM Peak Hour | PM Peak Hour | AM Peak Hour | PM Peak Hour | Sjgnificant
th, 'E Ramp or Segment Freeway1 Density2 LOS Density2 LOS Density2 LOS Density2 LOS | Impact?
> o Off-Ramp at Nichols Road 3 21.1 C 28.3 D 21.1 C 28.3 D No

% | 7 |on-Ramp at Nichols Road | 3 195 | B | 263 | C | 196 | B | 264 | C No

"m" w |On-Ramp at Nichols Road 3 18.7 B 17.6 B 18.7 B 17.7 B No
)= Off-Ramp at Nichols Road 3 24.5 C 24.2 C 24.6 C 24.2 C No

“'Number of lanes are in the specified direction and is based on existing conditions.
Z Density is measured by passenger cars per mile per lane (pc/mi/ln).
(Urban Crossroads, 2015d, Table 5-4)

To account for background traffic growth, an ambient growth from Existing conditions of 2% (2
percent per year over 1 year) is included for EAP traffic conditions. Cumulative development
projects are not included as part of the EAP analysis. The weekday ADT and weekday AM and PM
peak hour volumes which can be expected for EAP traffic conditions are shown on Figure 4.9-9,
EAP (2016) Traffic Volumes (in PCE). (Urban Crossroads, 2015d, p. 67)

2. Intersection Operations Analysis

LOS calculations were conducted for the study intersections to evaluate their operations under EAP
conditions. As shown in Table 4.9-17, Intersection Analysis for EAP (2016) Conditions, the study
area intersections are anticipated to operate at acceptable LOS under EAP traffic conditions,
consistent with existing traffic conditions. As such, the Project’s impacts to study area intersections
under EAP conditions would be less than significant. (Urban Crossroads, 2015d, p. 67) A summary
of the peak hour intersection LOS for EAP traffic conditions are shown on Figure 4.9-10, Summary
of Peak Hour Intersection LOS for EAP (2016) Conditions.
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Table 4.9-17 Intersection Analysis for EAP (2016) Conditions

Existing (2015) EAP (2016)
Delay1 Level of Delay1 Level of
Traffic (secs.) Service (secs.) Service |Acceptable|Significant

# Intersection Control’ | AM | PM | AM | PM | AM | PM | AM | PM LOS Impact?
1 (I-15 SB Ramps / Nichols Rd. AWS |11.7|12.9]| B B |12.4|135| B B D No
2 |I-15 NB Ramps / Nichols Rd. CSS |185(21.4| C | C |21.2]250| C | D D No
3 |Dwy. 1/ Nichols Rd. CSS |10.1{89 | B | A |105[9.0| B | A C No
4 [Dwy. 2 / Nichols Rd. CsS 79|75 A | A |81|75| A | A C No

Per the 2010 Highway Capacity Manual, overall average intersection delay, and level of service are shown for
intersections with a traffic signal or all way stop control. For intersections with cross street stop control, the delay
and level of service for the worst individual movement (or movements sharing a single lane) are shown.

2 CSS = Cross-street Stop; AWS = All-way Stop
(Urban Crossroads, 2015d, Table 6-1)

3. Basic Freeway Segment Analysis

As previously noted, the Project would generate fewer than 50 peak hour trips to nearby segments of
I-15. Nonetheless, a basic freeway segment operations analysis was conducted for EAP (2016)
conditions and the results are presented in Table 4.9-18, Basic Freeway Segment Analysis for EAP
(2016) Conditions. As shown, under EAP conditions the I-15 freeway segments immediately north
and south of Nichols Road are anticipated to operate at an acceptable LOS during the peak hours
with the addition of Project traffic. As such, the Project’s impacts to freeway segments would be less
than significant under EAP (2016) conditions. (Urban Crossroads, 2015d, p. 72)

Table 4.9-18 Basic Freeway Segment Analysis for EAP (2016) Conditions

> 5 Existing (2015) EAP (2016)
2 o Density’ LOS Density’ LOS Significant
th, '5 Mainline Segment Lanes' | AM PM | AM | PM | AM PM | AM | PM | Impact?
> . North of Nichols Road 3 149 | 22.6 B C 15.3 | 23.1 B C No
©

(%]
§ South of Nichols Road 3 15.3 | 23.0 B C 15.6 | 23.6 B C No
"m" o North of Nichols Road 3 18.1 17.0 C B 185 | 17.3 C B No
=
- South of Nichols Road 3 184 | 17.8 C B 18.8 | 18.2 C B No

Number of lanes are in the specified direction and is based on existing conditions.
Z Density is measured by passenger cars per mile per lane (pc/mi/In).
(Urban Crossroads, 2015d, Table 6-3)

4. Off-Ramp Queuing

A queuing analysis was performed for the off-ramps at the 1-15 Freeway and Nichols Road
interchange to assess vehicle queues for the off ramps that may potentially result in deficient peak
hour operations at the ramp-to-arterial intersections and may potentially “spill back” onto the 1-15
Freeway mainline. Queuing analysis findings are presented in Table 4.9-19, Peak Hour Freeway
Off-Ramp Queuing Summary for EAP (2016) Conditions. Off-ramp lengths are consistent with the
measured distance between the intersection and the freeway mainline. As shown on Table 4.9-19,
there are no movements that are anticipated to experience queuing issues during the weekday AM or
weekday PM peak 95th percentile traffic flows for EAP traffic conditions. As such, the Project’s
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impacts to the 1-15 Freeway and Nichols Road interchange would be less than significant under EAP
conditions. (Urban Crossroads, 2015d, p. 67)

Table 4.9-19 Peak Hour Freeway Off-Ramp Queuing Summary for EAP (2016) Conditions

! Stacking Distance is acceptable if the required stacking distance is less than or equal to the stacking distance
provided. An additional 15 feet of stacking which is assumed to be provided in the transition for turn pockets is
reflected in the stacking distance shown on this table, where applicable.

2 Maximum queue length for the approach reported.

(Urban Crossroads, 2015d, Table 6-2)

5. Freeway Merge/Diverge Analysis

Ramp merge and diverge operations were also evaluated for EAP traffic conditions and the results of
this analysis are presented in Table 4.9-20, Freeway Ramp Junction Merge/Diverge Analysis for EAP
(2016) Conditions. As shown in Table 4.9-20, the freeway ramp merge and diverge areas are
anticipated to operate at LOS D or better. As such, the Project’s impacts due to merge and diverge
operations under EAP conditions would be less than significant. (Urban Crossroads, 2015d, p. 72)

Table 4.9-20 Freeway Ramp Junction Merge/Diverge Analysis for EAP (2016) Conditions

>5 Existing (2015) EAP (2016)

2 8 Laneson | AM Peak Hour | PM Peak Hour |AM Peak Hour | PM Peak Hour | Significant
,_“t’ 'E Ramp or Segment Freeway1 Densityz LOS Density2 LOS Densityz LOS Densityz LOS | Impact?
> Off-Ramp at Nichols Road 3 21.1 C 28.3 D 215 C 28.7 D No

§ < On-Ramp at Nichols Road 3 19.5 B 26.3 C 19.9 B 26.8 C No

"m" o |ONn-Ramp at Nichols Road 3 18.7 B 17.6 B 19.1 B 18.0 B No
|z .

- Off-Ramp at Nichols Road 3 24.5 C 24.2 C 25.0 C 24.6 C No

" Number of lanes are in the specified direction and is based on existing conditions.
2 Density is measured by passenger cars per mile per lane (pc/mi/In).
(Urban Crossroads, 2015d, Table 6-4)

6. Traffic Signal Warrant Analysis

No study area intersections are calculated to meet traffic signal warrants for EAP traffic Conditions
(Urban Crossroads, 2015d, p. 72). As such, no impact associated with traffic signal warrants would
occur under E+P conditions.

C. Existing plus Ambient Growth plus Project plus Cumulafive (EAPC) 2016 Iraffic
Condiifions

This section discusses the methods used to develop Existing plus Ambient Growth plus Project plus
Cumulative (EAPC) (2016) traffic forecasts, and the resulting intersection operations, off-ramp

queuing, and traffic signal warrants.

Lead Agency: City of Lake Elsinore SCH No. 2006051034
Page 4.9-28



B sMP2015-01/RP 2006-01A2
. ENVIRONMENTAL IMPACT REPORT 4.9 TRANSPORTATION AND CIRCULATION

To account for background traffic, other known cumulative development projects in the study area
were included in addition to 2 percent of ambient growth for EAPC traffic conditions in conjunction
with traffic associated with the proposed Project. The weekday ADT and weekday AM and PM peak
hour volumes which can be expected for EAPC (2016) traffic conditions are shown on Figure 4.9-11,
EAPC (2016) Traffic Volumes (in PCE). (Urban Crossroads, 2015d, p. 77)

1. Infersection Operations Analysis

LOS calculations were conducted for the study intersections to evaluate their operations under EAPC
conditions. As shown in Table 4.9-21, Intersection Analysis for EAPC (2016) Conditions, the study
area intersections are anticipated to operate at acceptable levels of service, with the exception of the
following locations (Urban Crossroads, 2015d, p. 77):

e |-15 Southbound Ramps / Nichols Road — LOS F AM and PM peak hours
e |-15 Northbound Ramps / Nichols Road — LOS F AM peak hour; LOS E PM peak hour

Table 4.9-21 Intersection Analysis for EAPC (2016) Conditions

Existing (2015) EAPC (2016)

Traffic Delay' |Level of Delay' Level of

Control | _(secs.) | Service (secs.) Service | Acceptable [Significant
# Intersection 2 AM | PM AM|PM| AM PM |AM|PM LOS Impact?
1 {I-15 SB Ramps / Nichols Rd. AWS |11.7 |129| B | B | 62.7 | 61.0 | F | F D No
2 |I-15 NB Ramps / Nichols Rd. CSS |18.5|21.4| C | C [>100.0/>100.0| F | F D Yes
3 |Dwy. 1/ Nichols Rd. CSsS |101|89|B|A| 153|100 | C| B C No
4 |Dwy. 2 / Nichols Rd. CSS 79 |75 | A A 9.5 7.9 AlA C No

BOLD = LOS does not meet the applicable jurisdictional requirements (i.e., unacceptable LOS).

! Per the 2010 Highway Capacity Manual, overall average intersection delay, and level of service are shown for
intersections with a traffic signal or all way stop control. For intersections with cross street stop control, the delay
and level of service for the worst individual movement (or movements sharing a single lane) are shown.

% CSS = Cross-street Stop; AWS = All-way Stop

Source: (Urban Crossroads, 2015d, Table 7-1)

A summary of the peak hour intersection LOS for EAPC conditions are shown on Figure 4.9-12,
Summary of Peak Hour Intersection LOS for EAPC (2016) Conditions. Project traffic would
contribute more than 50 peak hour trips to the 1-15 Northbound Ramps at Nichols Road during both
the AM and PM peak hour. Because Project-related traffic would contribute to, but would not cause,
the projected deficiency at the intersection of I-15 Northbound Ramps at Nichols Road, Project-
related impacts under EAPC (2016) conditions would be cumulatively considerable. The Project
would contribute fewer than 50 peak hour trips to the intersections of 1-15 Southbound Ramps at
Nichols Road; accordingly, the Project’s impacts to the intersection of 1-15 Southbound Ramps at
Nichols Road would be less-than-cumulatively considerable. (Urban Crossroads, 2015d, p. 77, and
Exhibit 4-3)

2. Basic Freeway Segment Analysis

As previously noted, the Project would generate fewer than 50 peak hour trips to nearby segments of
I-15. Nonetheless, a basic freeway segment operations analysis was conducted for EAPC (2016)
conditions and the results are presented in Table 4.9-22, Basic Freeway Segment Analysis for EAPC
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(2016) Conditions. As shown, under EAPC (2016) conditions the 1-15 freeway segments
immediately north and south of Nichols Road are anticipated to operate at an acceptable LOS during
the peak hours with the addition of Project traffic. As such, the Project’s impacts to freeway
segments would be less than significant under EAPC (2016) conditions. (Urban Crossroads, 2015d,
p. 82)

Table 4.9-22 Basic Freeway Segment Analysis for EAPC (2016) Conditions

> 5 Existing (2015) EAPC (2016)
2 © Density” LOS Density” LOS Significant
25 Mainline Segment lanes' | AM | PM | AM | PM | Am PM | AM | PM | Impact?
| o North of Nichols Road 3 14.9 22.6 B C 16.6 25.3 B C No
[\ 7))
5 South of Nichols Road 3 15.3 23.0 B C 17.2 26.3 B D No
[J]
- o North of Nichols Road 3 18.1 17.0 C B 27.5 28.8 D D No
i
2|12
South of Nichols Road 3 18.4 17.8 C B 28.5 30.8 D D No

" Number of lanes are in the specified direction and is based on existing conditions.
Z Density is measured by passenger cars per mile per lane (pc/mi/ln).
(Urban Crossroads, 2015d, Table 7-3)

3. Off-Ramp Queuing

A queuing analysis was performed for the off-ramps at the 1-15 Freeway and Nichols Road
interchange to assess vehicle queues for the off ramps that may potentially result in deficient peak
hour operations at the ramp-to-arterial intersections and may potentially “spill back™ onto the 1-15
Freeway mainline. Queuing analysis findings are presented in Table 4.9-23, Peak Hour Freeway
Off-Ramp Queuing Summary for EAPC (2016) Conditions. Off-ramp lengths are consistent with the
measured distance between the intersection and the freeway mainline. As shown on Table 4.9-23,
there are no movements that are anticipated to experience queuing issues during the weekday AM or
weekday PM peak 95th percentile traffic flows for EAPC traffic conditions. As such, the Project
would have a less-than-significant impact on study area freeway off-ramps under EAPC (2016)
conditions. (Urban Crossroads, 2015d, p. 77)

4. Freeway Merge/Diverge Analysis

Ramp merge and diverge operations were also evaluated for EAPC traffic conditions and the results
of this analysis are presented in Table 4.9-24, Freeway Ramp Junction Merge/Diverge Analysis for
EAPC (2016) Conditions. As shown in Table 4.9-24, the freeway ramp merge and diverge areas are
anticipated to operate at LOS D or better. As such, the Project’s impacts due to merge and diverge
operations under EAP conditions would be less than significant. (Urban Crossroads, 2015d, p. 82)

5. Traffic Signal Warrant Analysis
The following study area intersections are anticipated to warrant a traffic signal for EAPC traffic
Conditions (Urban Crossroads, 2015d, p. 82):

e |-15 Southbound Ramps/Nichols Road
e |-15 Northbound Ramps/Nichols Road

Lead Agency: City of Lake Elsinore SCH No. 2006051034
Page 4.9-30



B sMP2015-01/RP 2006-01A2
. ENVIRONMENTAL IMPACT REPORT 4.9 TRANSPORTATION AND CIRCULATION

Table 4.9-23 Peak Hour Freeway Off-Ramp Queuing Summary for EAPC (2016)

Conditions
Available Existing (2015} EAPC (2016
Stacking 95th Percentile Queue 95th Percentile Queue
Distance {Feet)® Acceptable? 4 {Feet)’ Acceptable? i
Intersection Movement (Feet) AM Peak PM Peak AM PM AM Peak PM Peak AM PM
I-15 SB Off-Ramp / Nichols Rd. SBL/T/R 1,600 53 38 Yes Yes 350 268 Yes Yes
I-15 NB Off-Ramp / Nichols Rd. NBL/T/R 1,530 78 110 Yes Yes | 1,028 1,173 Yes Yes

Stacking Distance is acceptable if the required stacking distance is less than or equal to the stacking distance
provided. An additional 15 feet of stacking which is assumed to be provided in the transition for turn pockets is
reflected in the stacking distance shown on this table, where applicable.

2 Maximum queue length for the approach reported.

®95th percentile volume exceeds capacity, queue may be longer. Queue shown is maximum after two cycles.
Source: (Urban Crossroads, 2015d, Table 7-2)

Table 4.9-24 Freeway Ramp Junction Merge/Diverge Analysis for EAPC (2016) Conditions

Existing (2015) EAPC (2016)
> § AM Peak Hour | PM Peak Hour | AM Peak Hour | PM Peak Hour
5 g Lanes on Significant
§ 'E Ramp or Segment Freeway1 Density2 LOS Density2 LOS Density2 LOS Density2 LOS Impact?
> o Off-Ramp at Nichols Road 3 21.1 C 28.3 D 23.4 C 30.7 D No
§ < On-Ramp at Nichols Road 3 19.5 B 26.3 C 22.4 C 29.8 D No
; o |On-Ramp at Nichols Road 3 18.7 B 17.6 B 26.9 C 27.8 C No
= | = |off-Ramp at Nichols Road 3 245 | ¢ | 242 | ¢ | 327 [ p | 341 | D No

" Number of lanes are in the specified direction and is based on existing conditions.
2 Density is measured by passenger cars per mile per lane (pc/mi/In).
Source: (Urban Crossroads, 2015d, Table 7-4)

Project traffic would contribute more than 50 peak hour trips to the 1-15 Northbound Ramps at
Nichols Road during both the AM and PM peak hour. Because Project-related traffic would
contribute to, but would not cause, the need for signalization of the 1-15 Northbound Ramps at
Nichols Road, Project-related impacts under EAPC (2016) conditions would be cumulatively
considerable. The Project would contribute fewer than 50 peak hour trips to the intersections of 1-15
Southbound Ramps at Nichols Road; accordingly, the Project’s impacts to the need for signalization
of the intersection of 1-15 Southbound Ramps at Nichols Road would be less-than-cumulatively
considerable under EAPC (2016) conditions. (Urban Crossroads, 2015d, Exhibit 4-3)

D. Horizon Year (2035) Traffic Condifions

This section discusses the methods used to develop Horizon Year (2035) Without and With Project
traffic forecasts, and the resulting intersection operations, off-ramp queuing, and traffic signal
warrants. (Urban Crossroads, 2015d, p. 87)
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I. Infersection Operations Analysis

d Horizon Year Without Project Traffic Conditions

LOS calculations were conducted for the study intersections to evaluate their operations under
Horizon Year Without Project conditions. As shown in Table 4.9-25, Intersection Analysis for
Horizon Year (2035) Conditions, the intersections of 1-15 Southbound and Northbound at Nichols
Road would continue to operate at a deficient LOS F during both AM and PM peak hours without the
addition of Project-related traffic. (Urban Crossroads, 2015d, p. 87)

Table 4.9-25 Intersection Analysis for Horizon Year (2035) Conditions

2035 Without Project 2035 With Project
Delay1 Level of Delay1 Level of
Traffic (secs.) Service (secs.) Service |acceptable [Significant
# Inter’section Control”> | AM PM ([AM|PM | AM PM |[AM|PM LOS Impact?
1|1-15 SB Ramps / Nichols Rd. AWS 68.5 | 68.6 | F F 68.5 | 68.6 | F F D No
2 |I-15 NB Ramps / Nichols Rd. CSS >100.0/>100.0| F F |>100.0/>100.0| F F D Yes
3 [Dwy. 1/ Nichols Rd. CSS 20.7 | 169 | C C 244 | 182 | C C C No
4 |Dwy. 2 / Nichols Rd. CSS 156 | 175 | C C 174 | 195 | C C C No

Notes: BOLD = LOS does not meet the applicable jurisdictional requirements (i.e., unacceptable LOS).

! Per the 2010 Highway Capacity Manual, overall average intersection delay, and level of service are shown for
intersections with a traffic signal or all way stop control. For intersections with cross street stop control, the delay
and level of service for the worst individual movement (or movements sharing a single lane) are shown.

2 CSS = Cross-street Stop; AWS = All-way Stop

Source: (Urban Crossroads, 2015d, Table 8-1)

d Horizon Year With Project Traffic Conditions

As shown in Table 4.9-25, and as with EAPC (2016) conditions, the Project would contribute to, but
would not directly cause, the deficient LOS at the intersections of 1-15 Southbound and Northbound
Ramps at Nichols Road (a deficient LOS F during both AM and PM peak hours with or without the
addition of Project-related traffic). Because Project-related traffic would contribute to, but would not
cause, the projected deficiency at the intersection of 1-15 Northbound Ramps at Nichols Road,
Project-related impacts under Horizon (Year 2035) conditions would be cumulatively considerable.
The Project would contribute fewer than 50 peak hour trips to the intersections of 1-15 Southbound
Ramps at Nichols Road; accordingly, the Project’s impacts to the intersection of 1-15 Southbound
Ramps at Nichols Road would be less-than-cumulatively considerable. (Urban Crossroads, 2015d, p.
92, and Exhibit 4-3) The weekday ADT and weekday AM and PM peak hour volumes which can be
expected for Horizon Year With Project traffic conditions are shown on Figure 4.9-13, Horizon Year
(2035) With Project Traffic Volumes (in PCE). As illustrated on Figure 4.9-14, Summary of Peak
Hour Intersection LOS for Horizon Year (2035) With Project Conditions, there are no additional
study area intersections anticipated to experience unacceptable LOS (LOS E or worse) with the
addition of Project traffic during one or more peak hours in addition to those previously identified
under Horizon Year Without Project conditions.
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2. Basic Freeway Segment Analysis
a Horizon Year Without Project Traffic Conditions

Horizon Year Without Project mainline directional volumes for the weekday AM and PM peak hours
are shown in Table 4.9-26, Basic Freeway Segment Analysis for Horizon Year (2035) Conditions.
As shown on Table 4.9-26, both the northbound and southbound freeway segments immediately
north and south of Nichols Road are anticipated to operate at an unacceptable LOS (i.e., LOS E or
worse) during the peak hours. (Urban Crossroads, 2015d, p. 95)

Table 4.9-26 Basic Freeway Segment Analysis for Horizon Year (2035) Conditions

2035 Without Project 2035 With Project
- | € - -
g _g e Density2 LOS Density2 LOS o
2| 9 Significant
,:;_'3 '5 Mainline Segment AM PM | AM | PM | AM PM | AM | PM | Impact?
> o Off-Ramp at Nichols Road 3 24.3 | 49.6 C F 24.3 | 49.7 C F No
= n
o On-Ramp at Nichols Road 3 23.7 | 46.5 C F 23.8 | 46.6 C F No
o o |On-Ramp at Nichols Road 3 453 | 381 | F E 454 | 382 | F E No
i
+ | = Off-Ramp at Nichols Road 3 47.2 | 36.6 F E 473 | 36.6 F E No

Notes: BOLD = Unacceptable Level of Service

! Number of lanes are in the specified direction and is based on existing conditions.
2 Density is measured by passenger cars per mile per lane (pc/mi/In).

Source: (Urban Crossroads, 2015d, Table 8-3)

a Horizon Year With Project Traffic Conditions

As previously noted, the Project would generate fewer than 50 peak hour trips to nearby segments of
I-15. Nonetheless, a basic freeway segment operations analysis was conducted for Horizon Year
With Project conditions for mainline directional volumes for the weekday AM and PM peak hours
for the 1-15 freeway segments located immediately north and south of Nichols Road. As shown in
Table 4.9-26, both the northbound and southbound freeway segments immediately north and south of
Nichols Road would continue to operate at an unacceptable LOS (i.e., LOS E or worse) during the
peak hours. Although the Project would contribute traffic to these freeway segments, the Project
would only contribute 12 trips in the AM peak hour and 11 trips in the PM peak hour to the
northbound segment of 1-15 south of Nichols Road, and only 15 trips in the AM peak hour and 13
trips in the PM peak hour to the southbound segment of 1-15. The Project’s contribution of traffic is
well below the 50 peak hour trip threshold utilized by Caltrans for impacts to its facilities.
Accordingly, the Project’s impacts to freeway mainline segments under Horizon Year With Project
conditions would be less-than-cumulatively considerable. (Urban Crossroads, 2015d, p. 95)

3. Off-Ramp Queuing
d Horizon Year Without Project Traffic Conditions

A queuing analysis was performed for the off-ramps at the I-15 Freeway and Nichols Road
interchange to assess vehicle queues for the off ramps that may potentially result in deficient peak
hour operations at the ramp-to-arterial intersections and may potentially “spill back” onto the 1-15
Freeway mainline. Queuing analysis findings are presented in Table 4.9-27, Peak Hour Freeway
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Off-Ramp Queuing Summary for Horizon Year (2035) Conditions. As shown on Table 4.9-27, the I-
15 Freeway off-ramps at Nichols Road would experience queuing issues during the weekday peak
95th percentile traffic flows for Horizon Year (2035) Without Project traffic conditions. (Urban
Crossroads, 2015d, p. 92)

Table 4.9-27 Peak Hour Freeway Off-Ramp Queuing Summary for Horizon Year (2035)

Conditions
Available 2035 Without Project 2035 With Project
Stacking 35th Percentile Queue 35th Percentile Queue
Distance {Feet)’ Acceptable? ! {Feet) Acceptable?
Intersection Movement (Feet) AM Peak PM Peak AM PM AM Peak PM Peak AM PM
1-15 SB Off-Ramp / Nichols Rd. SBL/T/R 1,600 355 353 Yes Yes 355 353 Yes Yes
I-15 NB Off-Ramp / Nichols Rd. NBL/T/R 1,530 2,755 3,475 Mo | Mo | 2,838 3,520 Mo | No

Stacking Distance is acceptable if the required stacking distance is less than or equal to the stacking distance
provided. An additional 15 feet of stacking which is assumed to be provided in the transition for turn pockets is
reflected in the stacking distance shown on this table, where applicable.

2 Maximum queue length for the approach reported.

Source: (Urban Crossroads, 2015d, Table 8-2)

d Horizon Year With Project Traffic Conditions

As shown on Table 4.9-27, there are no additional movements that are anticipated to experience
queuing issues during the weekday AM or weekday PM peak 95th percentile traffic flows for
Horizon Year With Project traffic conditions beyond those that would already occur in the absence of
the proposed Project. Nonetheless, the Project’s contribution to the projected off-ramp queueing
issue at the 1-15 northbound off-ramp to Nichols Road represents a cumulatively considerable impact
because the Project would contribute more than 50 AM and PM peak hour trips to this intersection.
(Urban Crossroads, 2015d, p. 92)

4. Freeway Merge/Diverge Analysis
a Horizon Year Without Project Traffic Conditions

Ramp merge and diverge operations were also evaluated for Horizon Year Without Project
conditions and the results of this analysis are presented in Table 4.9-28, Freeway Ramp Junction
Merge/Diverge Analysis for Horizon Year (2035) Conditions. As shown in Table 4.9-28, both of the
study area freeway merge and diverge ramp junctions are anticipated to operate at deficient LOS
(i.e., LOS E or worse) under Horizon Year conditions. (Urban Crossroads, 2015d, p. 95)

a Horizon Year With Project Traffic Conditions

As shown in Table 4.9-28, under Horizon Year With Project traffic conditions, both of the study area
freeway merge/diverge junctions would continue to operate at a deficient LOS (i.e., LOS E or
worse). Because Project-related traffic would contribute to, but would not cause, the projected
deficiency at the freeway merge/diverge junctions of I-15 Northbound Ramps at Nichols Road,
Project-related impacts under Horizon Year (2035) conditions would be cumulatively considerable.
The Project would contribute fewer than 50 peak hour trips to the freeway merge/diverge junctions of
I-15 Southbound Ramps at Nichols Road; accordingly, the Project’s impacts to the freeway
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merge/diverge junctions of 1-15 Southbound Ramps at Nichols Road would be less-than-
cumulatively considerable. (Urban Crossroads, 2015d, p. 95)

Table 4.9-28 Freeway Ramp Junction Merge/Diverge Analysis for Horizon Year (2035)

Conditions

2035 Without Project 2035 With Project
> S AM Peak Hour| PM Peak Hour | AM Peak Hour | PM Peak Hour
q;,; E Lanes on Significant
é 'S Ramp or Segment Freeway1 Density2 LOS Density2 LOS Density2 LOS Density2 LOS | Impact?
> o Off-Ramp at Nichols Road 3 31.6 D 43.5 F 31.6 D 43.6 F No
§ “ |on-Ramp at Nichols Road 3 295 | D | 45 | F| 295 | D | 415 | F No
- o |On-Ramp at Nichols Road 3 37.6 F 35.3 E 37.7 F 35.4 E Yes
Tz
- Off-Ramp at Nichols Road 3 42.2 F 37.4 E 42.2 F 37.5 E Yes

Notes: BOLD = Unacceptable Level of Service

! Number of lanes are in the specified direction and is based on existing conditions.
2 Density is measured by passenger cars per mile per lane (pc/mi/ln).

Source: (Urban Crossroads, 2015d, Table 8-4)

5. Traffic Signal Warrant Analysis

No additional study area intersections are anticipated to meet traffic signal warrants for Horizon Year
Without or With Project traffic conditions beyond those that were previously warranted under EAPC
traffic conditions. Because Project-related traffic would contribute to, but would not cause, the need
for signalization of the I-15 Northbound Ramps at Nichols Road, Project-related impacts under
Horizon Year (2035) conditions would be cumulatively considerable. The Project would contribute
fewer than 50 peak hour trips to the intersections of I-15 Southbound Ramps at Nichols Road;
accordingly, the Project’s impacts to the need for signalization of the intersection of I-15 Southbound
Ramps at Nichols Road would be less-than-cumulatively considerable under Horizon Year (2035)
conditions. (Urban Crossroads, 2015d, p. 92).

Threshold b:  Would the Project exceed, either individually or cumulatively, a level of service
standard established by the county congestion management agency for designated roads or
highways?

Consistent with the City of Lake Elsinore LOS threshold of LOS D and in excess of the Riverside
County Congestion Management Program (CMP) stated LOS threshold of LOS E, LOS D is used as
the target LOS for freeway ramps, freeway segments, and freeway merge/diverge ramp junctions
(Urban Crossroads, 2015d, p. 18). In the Project’s study area, Interstate 15 (I-15) is the only
designated Riverside County CMP facility (RCTC, 2011, p. 2-5).

As described under Threshold 4.9.a), above, the Project would result in the following cumulatively
considerable impacts to nearby freeway ramps and freeway merge/diverge ramp junctions:

e EAPC (2016) Conditions:
0 Cumulatively considerable impact to the 1-15 Northbound Ramps/Nichols Road
intersection (LOS F AM peak hour; LOS E PM peak hour); and
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o Cumulatively considerable impact due to the need to signalize the 1-15
Northbound Ramps/Nichols Road intersection.

e Horizon Year (2035) Conditions:

o Cumulatively considerable impact to the 1-15 Northbound Ramp/Nichols Road
intersection (LOS F during both AM and PM peak hours);

o Cumulatively considerable impact due to the projected off-ramp queueing issue at
the 1-15 northbound off-ramps to Nichols Road; and

o Cumulatively considerable impact due to deficiencies at the I-15 Northbound
Ramps/Nichols Road merge/diverge junction (LOS F AM Peak Hour; LOS E PM
Peak Hour).

The Project’s contribution to the above-listed CMP roadway deficiencies are all cumulatively
considerable impacts of the proposed Project.

Threshold c:  Would the Project 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?

The nearest airport to the Project site is the Skylark Airport, which is a private facility utilized
primarily for skydiving and is located approximately 5.5 miles southwest of the Project site. The
nearest public airport is the March Air Reserve Base, located approximately 12.4 miles northeast of
the Project site. The proposed Project does not contain an air travel component (e.g., runways,
helipads); thus, air traffic volumes would not be changed as a result of the Project. The proposed on-
site mining and reclamation activities would not include any component that would obstruct the
flight path or change air traffic patterns at Skylark Airport, particularly given the distance between
the Project site and this airport (i.e., 5.5 miles). The Project also is not located in the AIA of the
March Air Reserve Base (RCALUC, 2014, Map MA-1), and the proposed Project does not include
any components that would extend into Federal Aviation Administration (FAA) protected air space.
Accordingly, the Project would not have the potential to affect air traffic patterns, including an
increase in traffic levels or a change in flight path location that results in substantial safety risks. No
impact would occur.

Threshold d:  Would the Project substantially increase hazards due to a design feature (e.g.,
sharp curves or dangerous intersections) or incompatible uses (e.g., farm equipment)?

The Project site is an existing mining site. The proposed Project would expand the area permitted to
be mined by 24 acres; reduce the Mine’s permitted annual tonnage of exported materials from
4,000,000 tons per year (tpy) to 856,560 tpy (inclusive of aggregate materials); and lengthen the
hours of operation for mining, processing, and export activities from between 7:00 am and 12:00 am
(Monday through Friday, excluding Federal Holidays) and between 7:00 am and 7:00 pm (Saturdays
only) to between 4:00 am and 12:00 am (Monday through Saturday, excluding Federal Holidays) for
mining equipment operation and 24 hours per day (Monday through Saturdays, excluding Federal
Holidays) for aggregate export activities. (Urban Crossroads, 2015d, p. 3) The Project’s proposed
expanded hours for aggregate export activities would have the effect of reducing the potential for
conflict with traffic compared to existing baseline conditions because export activities would be
occur over an extended period of time, including during the late evening/early morning hours when
there is little traffic on nearby roadways. Nonetheless, it should be noted that the Project’s TIA
evaluates the existing hourly restrictions at the Mine, and not the proposed hourly restrictions; as
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such, the analysis in the Project’s TIA reflects a “worst case” analysis of Project impacts because it
assumes reduced working hours. As indicated under the discussion of Threshold 4.9.a), although
implementation of the proposed Project would contribute to several deficiencies under 2016
cumulative (i.e., EAPC) and Horizon Year (2035) conditions, these deficiencies would occur even in
the absence of Project-related traffic. Thus, the Project would not substantially contribute to the
projected deficiencies and would have a less-than-significant impact due to design hazards.
Moreover, the proposed Project would be compatible with existing mining activities on site, and
given the relatively short distance between the Project’s driveways and nearby on- and off-ramps at
the 1-15/Nichols Road interchange, Project-related truck traffic would not represent a safety hazard
for passenger cars, pedestrians, or bicyclists. The Project does not propose, nor does it require, any
new circulation improvements. The City of Lake Elsinore Public Works Department reviewed the
Project’s application materials and determined that no hazardous transportation design features
would be introduced by the Project. Accordingly, the proposed Project would not create or
substantially increase safety hazards due to a design feature or incompatible use. Therefore, the
Project would result in less-than-significant impacts.

Threshold e:  Would the Project result in inadequate emergency access?

No changes are being proposed to the Project site’s access, and the existing driveway access points
provide for adequate emergency access; thus, emergency access would continue to be provided as it
is under existing conditions. There are no components of the proposed Project that would
substantially interfere with traffic along Nichols Road, including traffic that may occur during
emergency conditions. Thus, the Project would result in no impacts related to inadequate emergency
access.

Threshold f:  Would the Project conflict with adopted policies, plans, or programs regarding
public transit, bicycle, or pedestrian facilities, or otherwise decrease the performance or safety of
such facilities)?

The Project involves mining and reclamation and as such, is not likely to attract large volumes of
pedestrian, bicycle, or transit traffic. Under the proposed Project, two new workers would be
employed on-site. Due to the nature of the proposed Project and the limited number of new workers
on-site, the Project would not result in the need for any new or expanded public transit service,
bicycle paths, or pedestrian facilities.

According to bus route maps available from the Riverside Transit Agency (RTA), there are currently
no existing bus routes in the vicinity of the proposed Project. The RTA periodically evaluates its bus
routes and may make changes based on need. However, due to the rural nature of areas east of the
Project site, and the fact that the Project’s increase of two new employees at the Project site would
not result in a substantial increase in demand bus transit services, no accommodations for bus stops
appear necessary along the Project’s frontage with Nichols Road. (Urban Crossroads, 2015d, p. 27)
Furthermore, there are no policies within the Lake Elsinore General Plan related to bus service (Lake
Elsinore, 2011a, Chapter 2.0). Accordingly, the Project has no potential to conflict with any planned
local public transit service routes or policies related to bus service.

According to the City of Lake Elsinore General Plan Figure 2.6, a regional trail is planned along
Nichols Road, east of the 1-15 Freeway and north along Collier Avenue. Class Il bike lanes also are
proposed for Nichols Road. (Lake Elsinore, 2011a, Figures 2.5 and 2.6) However, the Project would
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not result in or require any improvements along Nichols Road, as the Project comprises the
continuation and expansion of an existing mining operation that is adequately served by the existing
Nichols Road configuration. Ultimate development of the site following reclamation would require
improvements to Nichols Road along the Project’s frontage, although no such future development is
proposed as part of the Project. The General Plan includes one policy related to bicycle and
pedestrian facilities; this policy is provided below, followed by a discussion of how the Project
would comply with, or otherwise not conflict with, the applicable General Plan Policies:

e Policy 6.4: Maintain the system of bike lanes and multi-use trails throughout the City.
Encourage the implementation of the network of Class I, Il, and Il bike lanes on all
development projects through construction of the facility as described in the Bike Lane
Master Plan and/or the Trails Master Plan. (Lake Elsinore, 2011a, p. 2-40)

Project Consistency: The proposed Project would have no impact on existing or planned
bike lanes or multi use trails throughout the City. Accordingly, the Project would not conflict
with Policy 6.4.

There are no additional General Plan policies related to public transit, bicycle, or pedestrian facilities.
Accordingly, the proposed Project would not conflict with any General Plan policies related to
pedestrian or bicycle mobility. Additionally there are no applicable policies in the Alberhill District
portion of the City’s General Plan that relate to public transit, bicycle, or pedestrian facilities (Lake
Elsinore, 2011a, pp. AH-12 to AH-13). As such, the Project would not conflict with any General
Plan policies or standards related to public transit, bicycle, or pedestrian facilities.

Additionally, the proposed Project would not conflict with the policies of the SCAG RTP, Riverside
County CMP, or the Riverside County Integrated Project. There are no other adopted policies, plans,
or programs regarding public transit, bicycle, or pedestrian facilities that are applicable in the Project
area. Based on the foregoing analysis, the proposed Project would not conflict with adopted policies,
plans, or programs related to alternative transportation, nor would the Project otherwise substantially
decrease the performance or safety of such facilities. Therefore, a less-than-significant impact would
occur.

4.9.8 CUMULATIVE IMPACT ANALYSIS

The analysis under Thresholds a. and b. discloses the Project’s potential to affect the transportation
network on a direct and cumulatively considerable basis. The addition of Project traffic to the
existing and planned circulation network would contribute to cumulatively considerable impacts at
the following intersections during the listed traffic scenarios:

Existing plus Ambient Growth plus Project plus Cumulative (EAPC) 2016 Conditions

The following study area intersections are anticipated to operate at unacceptable LOS during the
peak hours under EAPC (2016) traffic conditions (Urban Crossroads, 2015d, p. 7):

e |-15 Southbound Ramps /Nichols Road— LOS F AM and PM peak hours
e |-15 Northbound Ramps/Nichols Road— LOS F AM peak hour; LOS E PM peak hour
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The Project would contribute fewer than 50 AM and PM peak hour trips to the I-15 Southbound
Raps/Nichols Road intersection; accordingly, Project impacts to this intersection would be less-
than-cumulatively considerable. The Project would, however, contribute more than 50 AM and
PM trips at the 1-15 Northbound Ramps/Nichols Road intersection. Because Project-related
traffic would contribute to, but would not cause, the projected deficiency at the 1-15 Northbound
Ramps/Nichols Road intersection, Project-related impacts under EAPC (2016) conditions would
be cumulatively considerable.

The following study area intersections are anticipated to warrant a traffic signal for EAPC traffic
Conditions (Urban Crossroads, 2015d, p. 82):

e |-15 Southbound Ramps/Nichols Road
e |-15 Northbound Ramps/Nichols Road

The Project would contribute fewer than 50 AM and PM peak hour trips to the I-15 Southbound
Raps/Nichols Road intersection; accordingly, Project impacts due to the need to signalize this
intersection would be less-than-cumulatively considerable. The Project would, however,
contribute more than 50 AM and PM trips at the 1-15 Northbound Ramps/Nichols Road
intersection. Because Project-related traffic would contribute to, but would not directly cause,
the need for signalization of the 1-15 Northbound off-ramp at Nichols Road, the Project’s impacts
under EAPC (2016) conditions would be cumulatively considerable.

Horizon Year (2035) Conditions

Based on the assessment of Horizon Year Without and With Project traffic conditions, there were
no additional intersections found to operate at a deficient LOS, beyond those previously
identified under EAPC traffic conditions (Urban Crossroads, 2015d, p. 7).

The 1-15 Freeway mainline segments immediately north and south of Nichols Road and the
merge/diverge ramp junctions at Nichols Road are anticipated to operate at unacceptable LOS
under Horizon Year Without and With Project traffic conditions. Planned improvements (i.e.,
long-range plans for 2 tolled Express Lanes) for the 1-15 Freeway, to be funded by Caltrans, are
anticipated to improve the peak hour LOS; however, the following I-15 Freeway mainline
segments and ramp junctions are anticipated to continue to operate at unacceptable LOS even
with planned improvements (Urban Crossroads, 2015d, p. 7):

e |-15 Freeway Mainline Segment — Southbound, North of Nichols Road — LOS “E” PM peak
hour only;

e |-15 Freeway Mainline Segment — Northbound, South of Nichols Road — LOS “E” AM peak
hour only;
I-15 Freeway Southbound Off-Ramp at Nichols Road — LOS “E” PM peak hour only;
I-15 Freeway Southbound Off-Ramp On-Ramp at Nichols Road — LOS “E” PM peak hour
only; and

e |-15 Freeway Northbound Off-Ramp at Nichols Road — LOS “E” AM peak hour only.

There are no additional improvements planned along the 1-15 Freeway in addition to the Express
Lanes discussed above. The Project would contribute to, but would not directly cause, the deficient
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LOS at the 1-15 segments north and south of Nichols Road. Additionally, the Project would
contribute fewer than 50 peak hour trips to these freeway segments, which is the threshold utilized by
Caltrans for impacts to its facilities. Accordingly, the Project’s impacts to freeway mainline
segments would be less-than-cumulatively considerable.

The Project would contribute fewer than 50 peak hour trips at the merge/diverge ramp junction of I-
15 Southbound at Nichols Road under Horizon Year (2035) conditions; accordingly, the Project’s
impacts to this ramp junction would be less-than-cumulatively considerable. The Project would
contribute more than 50 peak hour trips to the merge/diverge ramp junction of 1-15 Northbound at
Nichols Road under Horizon Year (2035) conditions. Project-related traffic would contribute to, but
would not directly cause, the deficient LOS at the merge/diverge ramp junction of 1-15 Northbound
at Nichols Road under Horizon Year (2035); accordingly, the Project’s impacts to this merge/diverge
ramp junction under Horizon Year (2035) conditions would be cumulatively considerable.

Under Horizon Year (2035) conditions, the Project would contribute to, but would not directly cause
queuing issues during the weekday peak 95th percentile traffic flows at the I-15 Freeway Northbound
Off-Ramp. The Project’s contribution to this projected deficiency is a cumulatively considerable
impact. Impacts to the 1-15 Freeway Southbound Off-Ramp would be less-than-cumulatively
considerable because the Project would contribute fewer than 50 AM and PM peak hour trips at this
off-ramp.

The proposed Project has no potential to contribute to a significant cumulative impact under the
topics discussed under Thresholds c) and e), because the Project has no potential to result in
significant changes to air traffic patterns or to adversely affect emergency access on a direct or
cumulative basis. Thus, the Project would have no cumulatively considerable impacts for thresholds
c) and e). Additionally, the Project would have less-than-significant impacts due to inadequate
emergency access; however, there are no cumulative developments in the Project area, the impacts of
which, when combined with those of the Project, would result in cumulatively considerable effects
due to inadequate emergency access; therefore, the Project’s impacts due to inadequate emergency
access would be less than significant on a cumulative basis.

As presented under Threshold f), the proposed Project would not conflict with adopted policies or
programs regarding public transit, bicycle, or pedestrian facilities and thus has no potential to
contribute to a cumulative impact. The Project would have a less-than-significant cumulatively
considerable impact to adopted policies and programs regarding public transit, bicycle, and
pedestrian facilities, as well as a less-than-significant cumulatively considerable impact to the
performance of such facilities.

4.9.9 SIGNIFICANCE OF IMPACTS BEFORE MITIGATION

Threshold a: Significant Cumulatively Considerable Impact. As discussed under Threshold a), the
addition of Project-related traffic under EAPC (2016) conditions and Horizon Year (2035) conditions
would contribute to intersection operational LOS deficiency at the intersection of Nichols Road and
the 1-15 Northbound Ramp, and also would contribute to a need to signalize the intersection.
Because the projected LOS deficiency would occur both with and without the addition of Project
traffic, the Project’s contributions to the projected LOS deficiency at the Nichols Road and 1-15
Northbound Ramp is a cumulatively considerable impact. Impacts to the intersection of Nichols
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Road and the I-15 Southbound Ramp would be less-than-cumulatively considerable because the
Project would contribute fewer than 50 AM and PM peak hour trips to this intersection.

Under Horizon Year (2035) conditions, the Project would contribute to, but would not directly cause
queuing issues during the weekday peak 95th percentile traffic flows at the I-15 Freeway Northbound
Off-Ramp. The Project’s contribution to this projected deficiency is a cumulatively considerable
impact. Impacts to the 1-15 Freeway Southbound Off-Ramp would be less-than-cumulatively
considerable because the Project would contribute fewer than 50 AM and PM peak hour trips at this
off-ramp.

Under Horizon Year With Project traffic conditions, the freeway merge/diverge junctions of 1-15
Northbound Ramps at Nichols Road would continue to operate at a deficient LOS (i.e., LOS E or
worse). Because Project-related traffic would contribute to, but would not cause, the projected
deficiency at the freeway merge/diverge junctions of I-15 Northbound Ramps at Nichols Road,
Project-related impacts under Horizon Year (2035) conditions would be cumulatively considerable.
The Project would contribute fewer than 50 peak hour trips to the freeway merge/diverge junctions of
I-15 Southbound Ramps at Nichols Road; accordingly, the Project’s impacts to the freeway
merge/diverge junctions of I-15 Southbound Ramps at Nichols Road would be less-than-
cumulatively considerable.

Project-related traffic would contribute to the need to signalize the intersection of 1-15 Northbound
Ramp at Nichols Road under both EAPC (2016) and Horizon Year (2035) conditions. Because the
need for this traffic signal would occur both with and without the addition of Project traffic, Project-
related impacts are cumulatively considerable. Although the intersection of I-15 Southbound Ramp
at Nichols Road also would warrant signalization under both EAPC (2016) and Horizon Year (2035)
conditions, the Project contributes fewer than 50 peak hour trips to this intersection; thus, impacts
would be less-than-cumulatively considerable.

Project-related traffic would contribute to, but would not directly cause, LOS deficiencies at nearby
segments of the I-15. Because these deficiencies would occur either with or without Project traffic,
and because the Project would contribute less than 50 AM and PM peak hour trips to these mainline
segments, impacts are considered to be less-than-cumulatively considerable under Horizon Year
(2035) conditions.

Project-related traffic would contribute to, but would not directly cause, deficient LOS (i.e., LOS E
or worse) at the Nichols Road northbound on- and off-ramps for the I-15 under Horizon Year (2035)
With Project Conditions. Because the projected deficiency would occur either with or without the
proposed Project, impacts would be cumulatively considerable. Although the on- and off-ramps for
the 1-15 under Horizon Year conditions also would be impacted, the Project would contribute fewer
than 50 AM and PM peak hour trips to these ramps; accordingly, Project-related impacts would be
less-than-cumulatively considerable.

Threshold b: Significant Cumulatively Considerable Impact. [1-15 is the only CMP designated
facility in the Project area. As described above under Threshold 4.9.a), the Project would contribute
to, but would not directly cause, a deficient LOS at the following I-15 freeway ramps, freeway
segments, and freeway merge/diverge ramp junctions:
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e EAPC (2016) Conditions:
0 Cumulatively considerable impact to the 1-15 Northbound Ramp/Nichols Road
intersection (LOS F AM peak hour; LOS E PM peak hour); and
o0 Cumulatively considerable impact due to the need to signalize the 1-15
Northbound Ramps/Nichols Road intersection.

e Horizon Year (2035) Conditions:

o0 Cumulatively considerable impact to the 1-15 Northbound Ramp/Nichols Road
intersection (LOS F during both AM and PM peak hours);

o Cumulatively considerable impact due to the projected off-ramp queueing issue at
the 1-15 northbound off-ramps to Nichols Road; and

0 Cumulatively considerable impact due to deficiencies at the I-15 Northbound
Ramps/Nichols Road merge/diverge junction (LOS F AM Peak Hour; LOS E PM
Peak Hour).

Because the above-listed LOS deficiencies would occur both with and without Project-related traffic,
and because the Project would contribute more than 50 AM and PM peak hour trips to the affected
facilities, the Project’s contribution to the above-listed CMP roadway deficiencies represent
cumulatively considerable impacts of the proposed Project.

Threshold c: No Impact. There is no potential for the Project to change air traffic patterns or create
substantial air traffic safety risks.

Threshold d: Less-than-Significant Impact. No significant transportation safety hazards would be
introduced as a result of the proposed Project.

Threshold e: Less-than-Significant Impact. Adequate emergency access is currently and will
continue to be provided at the Project site. The Project would not result in inadequate emergency
access to the site or surrounding properties.

Threshold f: Less-than-Significant Impact. Potential impacts to the performance or safety of transit,
bicycle, and pedestrian systems would be less than significant.

4.9.10 MIMGATION

MM TR-1 Within 60 days of approval of SMP 2015-01 and the revised Reclamation Plan No.
2006-01A2, the Project Applicant shall pay appropriate Development Impact
Fees/Traffic Impact Fees at the rates then in effect pursuant to Chapter 16.74.040 of
the City of Lake Elsinore Municipal Code.

MM TR-2 Within 60 days of approval of SMP 2015-01 and the revised Reclamation Plan No.
2006-01A2, the Project Applicant shall pay applicable Transportation Uniform
Mitigation Fee (TUMF) fees at the rates then in effect in accordance with Chapter
16.83 of the City of Lake Elsinore Municipal Code.
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4.9.11 SIGNIFICANCE OF IMPACTS AFTER MITIGATION

Threshold a: Cumulatively Significant and Unavoidable Impact. Table 4.9-29, Summary of
Improvements by Analysis Scenario, lists the physical improvements necessary to reduce the
identified intersection LOS deficiencies by study scenario. All recommended improvements,
including the projected warrant for traffic signals, are included as part of the TUMF and/or TIF
programs. Fees from these programs are collected as part of a funding mechanism aimed at ensuring
that regional highways and arterial expansions keep pace with the projected vehicle trip increases.
The TUMF 2009 Nexus Study (WRCOG, 2009), which is herein incorporated by reference and
available for public review at the location indicated in EIR Section 7.0, References, establishes a
nexus or reasonable relationship between the TUMF fee’s use and the type of project for which the
fee is required. CEQA allows for the assessment of a fee as an appropriate form of mitigation when
it is linked to a specific mitigation program. In this case, the TUMF is an established mitigation
program.

As shown in Table 4.9-30, Intersection Analysis for EAPC (2016) Conditions with Improvements,
with implementation of the improvements programmed as part of TUMF and/or TIF, the intersection
of 1-15 Northbound Ramps at Nichols Road would improve to LOS D under both AM and PM peak
hours under EAPC (2016) conditions; accordingly, implementation of Mitigation Measures MM TR-
1 and MM TR-2 would reduce the Project’s cumulatively considerable impact to the intersection of I-
15 Northbound Ramps at Nichols Road to a level below significant under EAPC (2016) conditions.
However, no schedule is prescribed by the TUMF program for these improvements, and it is not
practical to assume that the improvements would be installed by 2016. Improvement schedules for
these improvements are partially dependent on the pace of new development and associated pace of
fee collection that occurs under the TUMF and the TIF. Under CEQA, a fair share monetary
contribution to a mitigation fund is adequate mitigation if the funds are part of a reasonable plan that
the relevant agency (in this case WRCOG and the City of Lake Elsinore) is committed to
implementing. As such, the proposed Project can mitigate its cumulatively considerable contribution
to these impacts. Regardless, because the improvements would likely not be in place at their time of
need (before the deficiency occurs), this EIR recognizes a short-term and unavoidable cumulatively
considerable impact at the I-15 Northbound Ramp/Nichols Road intersection.

As detailed in Table 4.9-31, Intersection Analysis for Horizon Year (2035) Conditions With
Improvements, with implementation of Mitigation Measures MM TR-1 and MM TR-2, the I-15
Northbound ramps at Nichols Road would remain LOS D under with Project conditions. Thus, with
improvements, the Project’s cumulatively considerable impacts to the intersection of the 1-15
Northbound On- and Off-Ramps at Nichols Road would be reduced to less-than-significant levels.
However, no schedule is prescribed by the TUMF or TIF program for these improvements, and it is
not practical to assume that the improvements would be installed by 2016. Improvement schedules
for these improvements are partially dependent on the pace of new development and associated pace
of fee collection that occurs under the TUMF and the TIF. Under CEQA, a fair share monetary
contribution to a mitigation fund is adequate mitigation if the funds are part of a reasonable plan that
the relevant agency (in this case WRCOG and the City of Lake Elsinore) is committed to
implementing. As such, the proposed Project can mitigate its cumulatively considerable contribution
to these impacts. Regardless, because the improvements would likely not be in place at their time of
need (before the deficiency occurs), this EIR recognizes a short-term and unavoidable cumulatively
considerable impact at the 1-15 Northbound Ramp/Nichols Road intersection.

Lead Agency: City of Lake Elsinore SCH No. 2006051034
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Table 4.9-29 Summary of Improvements by Analysis Scenario

! Improvements are included wholly or partially in one or more of the following: County of Riverside TUMF or City of Lake Elsinore TIF for local, regional, and specific plan
components. Final determination on extent of the improvements included and covered by these fee programs is to be established by the governing lead agency.

2 Fair share percentage is not shown as the recommended improvements at this location are included in a pre-existing fee program.

Source: (Urban Crossroads, 2015d, Table 1-4)

Lead Agency: City of Lake Elsinore SCH No. 2006051034
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Table 4.9-30 Intersection Analysis for EAPC (2016) Conditions with Improvements

Notes: BOLD=LOS does not meet the applicable jurisdictional requirements (i.e., unacceptable LOS).

! When a right turn is designated, the lane can either be striped or unstriped. To function as a right turn lane there
must be sufficient width for right turning vehicles to travel outside the through lanes.

2 Per the 2010 Highway Capacity Manual, overall average intersection delay, and level of service are shown for
intersections with a traffic signal or all way stop control. For intersections with cross street stop control, the delay
and level of service for the worst individual movement (or movements sharing a single lane) are shown.

¥ AWS = All Way Stop; TS = Traffic Signal

Source: (Urban Crossroads, 2015d, Table 7-5)

Table 4.9-31 Intersection Analysis for Horizon Year (2035) Conditions With Improvements

| Intersection Approach Lanes | Delay” Level of
Traffic [NorthboundSouthbound Eastbound | Westbound {secs.) Service
# |Intersection Controlf L T R|L T R|JL T R|L T R|AM | PM|AM| PM

1 |1-15 SB Ramps / Nichols Rd.

- Without Project 1s |o 0 o2 1 3 2 3 0|333|a94a]l c| oD

- With Project T8 0 0 0]2 110 3 2 3 0]335]509])] C D
2 |1-15 NB Ramps / Nichols Rd.

- Without Project s |1 1 2|0 0 0|2 3 0|0 3 1|447]397]| D D

- With Praject s |12 1 2|0 o ol2 3 o|lo 3 1|469|409]| D | D

When a right turn is designated, the lane can either be striped or unstriped. To function as a right turn lane there
must be sufficient width for right turning vehicles to travel outside the through lanes.

L = Left; T = Through; R = Right; d= Defacto Right Turn Lane; 1 = Improvement

2 Per the 2010 Highway Capacity Manual, overall average intersection delay, and level of service are shown for
intersections with a traffic signal or all way stop control. For intersections with cross street stop control, the delay
and level of service for the worst individual movement (or movements sharing a single lane) are shown.

¥ AWS = All Way Stop; TS = Traffic Signal

Source: (Urban Crossroads, 2015d, Table 8-5)

As shown on Table 4.9-27, the proposed Project would contribute to queuing issues during the
weekday peak 95th percentile traffic flows at the 1-15 Freeway off-ramps under Horizon Year (2035)
With and Without Project traffic conditions. Long-range plans by Caltrans for the 1-15 Freeway
include the construction of two tolled Express Lanes from Cajalco Road to Central Avenue (SR-74),
which are improvements that are subject to available funding (Urban Crossroads, 2015d, p. 102). As
shown in Table 4.9-31, with construction of the planned improvements, the queuing issues at the 1-15
Northbound Off-Ramp at Nichols Road would be reduced to acceptable levels. However, it is
possible that queuing deficiencies may still be experienced in the interim period prior to the
completion of the improvements to 1-15. As such, the Project’s impacts to the 1-15 Freeway
northbound off-ramp under Horizon Year (2035) represents a near-term significant and unavoidable
impact of the proposed Project for which no feasible mitigation is available.

Lead Agency: City of Lake Elsinore SCH No. 2006051034
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Signalization of the intersection of the I-15 Northbound on- and off-ramps at Nichols Road is
planned as part of the City’s TIF. Therefore, with implementation of Mitigation Measure MM TR-1,
requiring the payment of TIF fees, the Project’s cumulatively considerable contribution to the need
for signalization of this intersection would be reduced to less-than-significant levels. However, no
schedule is prescribed by the TUMF or TIF program for this improvement, and it is not practical to
assume that the improvements would be installed by 2016. Improvement schedules for this
improvement are partially dependent on the pace of new development and associated pace of fee
collection that occurs under the TUMF and the TIF. Under CEQA, a fair share monetary
contribution to a mitigation fund is adequate mitigation if the funds are part of a reasonable plan that
the relevant agency (in this case WRCOG and the City of Lake Elsinore) is committed to
implementing. As such, the proposed Project can mitigate its cumulatively considerable contribution
to these impacts. Regardless, because the improvements would likely not be in place at their time of
need (before the deficiency occurs), this EIR recognizes a short-term and unavoidable cumulatively
considerable impact at these locations.

As noted above, long-range plans by Caltrans for the 1-15 Freeway include the construction of two
tolled Express Lanes from Cajalco Road to Central Avenue (SR-74), which are improvements that
are subject to available funding (Urban Crossroads, 2015d, p. 102). As shown in Table 4.9-32, Basic
Freeway Segment Analysis for Horizon Year (2035) Conditions with Improvements, even with the
planned Express Lanes, the 1-15 northbound segment at the off-ramp with Nichols Road would
experience a deficient LOS E during the AM peak hour, and the southbound freeway off-ramp at
Nichols Road would experience a deficient LOS E during the PM peak hour. There are no additional
improvements planned along these segments of the I-15, nor are there any funding mechanisms
identified by Caltrans for such cumulatively considerable impacts. However, and as noted
previously, the Project would contribute fewer than 50 peak hour trips to these freeway mainline
segments. As such, the Project’s contribution to the projected freeway mainline deficiencies under
Horizon Year (2035) conditions represents a less-than-cumulatively considerable impact of the
proposed Project.

Table 4.9-32 Basic Freeway Segment Analysis for Horizon Year (2035) Conditions with
Improvements

Notes: BOLD = Unacceptable Level of Service

! Number of mixed-flow lanes are in the specified direction and is based on existing conditions, plus two tolled
Express Lanes.

2 Density is measured by passenger cars per mile per lane (pc/mi/In).

Source: (Urban Crossroads, 2015d, Table 8-7)

Lead Agency: City of Lake Elsinore SCH No. 2006051034
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As shown in Table 4.9-33, Freeway Ramp Junction Merge/Diverge Analysis for Horizon Year (2035)
Conditions with Improvements, even with the construction of planned improvements to the 1-15 and
the intersections of the 1-15 on- and off-ramps at Nichols Road, the northbound off-ramp at Nichols
Road would experience a deficient LOS E. Although the Project is required to contribute TIF and
TUMF fees pursuant to Mitigation Measures MM TR-1 and MM TR-2, the identified mitigation is
not adequate to fully reduce this cumulative impact to a level below significant. There are no
additional improvements planned at this off-ramp location, nor are there any funding mechanisms
identified by Caltrans for such cumulatively considerable impacts. Accordingly, the Project’s
contribution to the deficient northbound junction merge/diverge LOS under Horizon Year (2035)
conditions represents a cumulatively significant and unavoidable impact of the proposed Project.

Table 4.9-33 Freeway Ramp Junction Merge/Diverge Analysis for Horizon Year (2035)
Conditions with Improvements

Notes: BOLD = Unacceptable Level of Service

! Number of mixed-flow lanes are in the specified direction and is based on existing conditions, plus two tolled
Express Lanes.

2 Density is measured by passenger cars per mile per lane (pc/mi/ln).

Source: (Urban Crossroads, 2015d, Table 8-8)

Threshold b: Cumulatively Significant and Unavoidable Impact. As discussed above, the Project’s
contribution to the following facilities represents cumulatively considerable impacts for which
additional mitigation is not available:

e EAPC (2016) Conditions:
0 Cumulatively considerable impact to the 1-15 Northbound Ramps/Nichols Road
intersection (LOS F AM peak hour; LOS E PM peak hour); and
o0 Cumulatively considerable impact due to the need to signalize the 1-15
Northbound Ramps/Nichols Road intersection.

e Horizon Year (2035) Conditions:

o0 Cumulatively considerable impact to the 1-15 Northbound Ramp/Nichols Road
intersection;

o Cumulatively considerable impact due to the need to signalize the 1-15
Northbound Ramps/Nichols Road intersection.

o Cumulatively considerable impact due to the projected off-ramp queueing issue at
the 1-15 northbound off-ramps to Nichols Road; and

o Cumulatively considerable impact due to deficiencies at the I-15 Northbound
Ramps/Nichols Road merge/diverge junction.

Lead Agency: City of Lake Elsinore SCH No. 2006051034
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