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City of Antioch-Davidon Homes (Park Ridge Subdivision #8846)
Second Addendum to Project Level EIR for
FUA #2 Specific Plan Introduction

SECTION 1: INTRODUCTION

This Addendum, checklist, and attached supporting documents have been prepared to determine
whether and to what extent the Final Environmental Impact Report (1996 Final EIR) for the East Lone
Tree Specific Plan (officially known as the Future Urbanization Area 2 East Lone Tree Specific Plan
Area Project-Level EIR) remains sufficient to address the potential impacts of the proposed changes
to the Park Ridge Subdivision Project (proposed project):

e Reconfiguration of the proposed Laurel Road/Treeline Way/”D” Lane intersection, and

e Removal of condition of approval #91 requiring construction of a signalized intersection at the
above intersection, or

e Whether additional documentation is required under the California Environmental Quality Act
(CEQA) (Pub. Resources Code, Section 21000, et seq.).

1.1 - Initial Study/Environmental Checklist

Pursuant to Public Resources Code Section 21166, and CEQA Guidelines Sections 15162 and 15164,
subd. (a), the attached initial study/checklist has been prepared to evaluate the proposed project.
The attached initial study/checklist uses the standard environmental checklist categories provided in
Appendix G of the CEQA Guidelines, but provides answer columns for evaluation consistent with the
considerations listed under CEQA Guidelines Section 15162, subd. (a).

1.2 - Environmental Analysis and Conclusions

CEQA Guidelines Section 15164, subd. (a) provides that the lead agency or a responsible agency shall
prepare an addendum to a previously certified EIR or Negative Declaration (ND) if some changes or
additions are necessary but none of the conditions described in CEQA Guidelines Section 15162
calling for preparation of a subsequent EIR or ND have occurred (CEQA Guidelines, Section 15164,
subd. (a)).

An addendum need not be circulated for public review but can be included in or attached to the
Final EIR or ND (CEQA Guidelines Section 15164, subd. (c)). The decision-making body shall consider
the addendum with the Final EIR prior to making a decision on the project (CEQA Guidelines Section
15164, subd. (d)). An agency must also include a brief explanation of the decision not to prepare a
subsequent EIR or ND pursuant to Section 15162 (CEQA Guidelines Section 15164, subd. (e)).

Consequently, once an EIR or ND has been certified for a project, no subsequent EIR or ND is
required under CEQA unless, based on substantial evidence:

FirstCarbon Solutions 1
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City of Antioch-Davidon Homes (Park Ridge Subdivision #8846)
Second Addendum to Project Level EIR for
Introduction FUA #2 Specific Plan

1. Substantial changes are proposed in the project which will require major revisions of the
previous EIR [or ND] . .. due to the involvement of new significant environmental effects or a
substantial increase in the severity of previously identified significant effects;’

2. Substantial changes occur with respect to the circumstances under which the project is
undertaken which will require major revisions of the previous EIR [or ND] .. . due to the
involvement of new significant environmental effects or a substantial increase in the severity
of previously identified significant effects; or

3. New information of substantial importance, which was not known and could not have been
known with the exercise of reasonable diligence at the time the previous EIR was certified as
complete or the ND was adopted . . . shows any of the following:

a) The project will have one or more significant effects not discussed in the previous EIR [or
ND] or negative declaration;

b) Significant effects previously examined will be substantially more severe than shown in
the previous EIR [or NDJ;

¢) Mitigation measures or alternatives previously found not to be feasible would in fact be
feasible, and would substantially reduce one or more significant effects of the project,
but the project proponents decline to adopt the mitigation measure or alternative; or

d) Mitigation measures or alternatives which are considerably different from those
analyzed in the previous EIR [or ND] would substantially reduce one or more significant
effects on the environment, but the project proponents decline to adopt the mitigation
measure or alternative (CEQA Guidelines, Section 15162, subd. (a); see also Pub.
Resources Code, Section 21166).

This addendum, checklist, and attached documents constitute substantial evidence supporting the
conclusion that preparation of a supplemental or subsequent EIR or ND is not required prior to
approval of the proposed project by the City of Antioch, and provides the required documentation
under CEQA.

1.2.1 - Findings

As illustrated herein, the project is consistent with the 1996 Final EIR, and would involve only minor
changes. There are no substantial changes proposed in the project or in the circumstances in which
the project will be undertaken that require major revisions of the 1996 Final EIR, or preparation of a
new subsequent or supplemental EIR or ND, due to the involvement of new significant
environmental effects or a substantial increase in the severity of previously identified significant
effects.

1.2.2 - Conclusions

Based on the analysis contained in this Addendum, the Antioch Planning Commission or Antioch City
Council may approve the Laurel Road/Treeline Way/”D” Lane intersection reconfiguration and

! CEQA Guidelines Section 15382 defines “significant effect on the environment” as “ . . a substantial, or potentially substantial

adverse change in any of the physical conditions within the area affected by the project, including land, air, water, minerals, flora,
fauna, ambient noise, and objects of historic or aesthetic significance . . .” (see also Public Resources Code, Section 21068).

2 FirstCarbon Solutions
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City of Antioch-Davidon Homes (Park Ridge Subdivision #8846)
Second Addendum to Project Level EIR for
FUA #2 Specific Plan Introduction

approve the removal of condition of approval #91 as part of the Park Ridge Subdivision Project. The
impacts of the proposed project remain within the impacts previously analyzed in the 1996 Final EIR
(CEQA Guidelines Section 15164).

The proposed project does not require any major revisions to the 1996 Final EIR. No new significant
information or changes in circumstances surrounding the project have occurred since the
certification of the EIR. The reconfiguration of the intersection would not result in new impacts that
were not previously disclosed; and as evaluated in this addendum, the construction of a stop-
controlled intersection rather than a signalized intersection would not result in new transportation
impacts that were not previously disclosed. Therefore, the previous CEQA analysis completed for
the Park Ridge Subdivision Project, which includes the proposed Laurel Road/Treeline Way/”D” Lane
intersection, remains adequate. The applicable mitigation measures from the 1996 Final EIR will be
imposed on the proposed project as described herein.

1.3 - Determination

CEQA allows the preparation of an addendum to a previously certified EIR if some changes or
additions are made to the previous EIR and no conditions are present that would require the
preparation of a subsequent EIR (PRC Section 21166, CEQA Guidelines Sections 15162, 15164). As
explained throughout this Addendum and summarized below, no such conditions are present.

1.3.1 - Statement of Findings

1. Substantial changes are not proposed to the project that would require major revisions to
the 1996 Final EIR, due to the involvement of new significant environmental effects or a
substantial increase in the severity of a previously identified effect.

2. Substantial changes have not occurred with respect to the circumstances under which the
project is undertaken requiring major revisions to the 1996 Final EIR, due to the
involvement of new significant environmental effects or a substantial increase in the
severity of a previously identified effect.

3. Thereis no new information of substantial importance which was not known and could not
have been known at the time the 1996 Final EIR was certified showing any of the following:

A. The project will have a new significant effect not previously discussed in the 1996 Final EIR.

B. The project will not cause any significant effect examined in the 1996 Final EIR to be
substantially more severe.

C. The mitigation measures in the 1996 Final EIR and adopted in the CEQA Findings for the
Project remain feasible. All mitigation measures identified in this Addendum and
required for the proposed project as identified in the 1996 Final EIR that are necessary
to reduce the potentially significant impacts to a level of insignificance will be made a
requirement of the project and are acceptable by the project proponent.

FirstCarbon Solutions 3
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City of Antioch-Davidon Homes (Park Ridge Subdivision #8846)
Second Addendum to Project Level EIR for
Introduction FUA #2 Specific Plan

1.3.2 - Evidence Supporting Findings

An updated Traffic Analysis was prepared as part of this Addendum to evaluate the changes in the
traffic conditions in the vicinity of the project area since 1996. As explained in Section XVI
Transportation, the proposed project will not cause any new significant traffic impacts or increase
the severity of the traffic impacts already evaluated in the 1996 Final EIR and the subsequent 2009
Addendum. The reconfiguration of the Laurel Road/Treeline Road/”D” Lane intersection was
evaluated in the 2016 Addendum to the 1996 Final EIR for the Laurel Ranch Subdivision, and those
findings are presented in this Addendum. The analysis demonstrates that this intersection would
operate satisfactorily as a non-signalized, stop-controlled intersection, and does not meet the
warrant for signalization.

Additional analysis is also presented in Section XVI, Transportation, to describe the potential effects
of the reconfiguration of the intersection of “Lane D” and Laurel Road on the proposed crossing of

the Delta De Anza Trail at Laurel Road. No new impacts were identified related to the operation of

the trail at this location.

All potential impacts that were known or could have been known were adequately analyzed in the
1996 Final EIR (aesthetics, light, and glare; air quality; biological resources; cultural resources;
geology and soils; greenhouse gases; hazards and hazardous materials; hydrology and water quality;
land use; mineral resources; noise; population and housing; public services; recreation;
transportation; and utility systems).

As summarized above and explained throughout this Addendum, this Addendum is appropriate for
the proposed project since (1) substantial changes are not proposed in the project which will require
major revisions to the 1996 Final EIR, (2) there are no substantial changes with respect to the
circumstances under which the project is being undertaken that would require major revisions to the
1996 Final EIR, and (3) there is no new information which was not known or could not have been
known at the time the 1996 Final EIR was certified.

1.4 - Mitigation Monitoring and Reporting Program

As required by Public Resources Code Section 21081.6, subd. (a)(1), a mitigation monitoring and
reporting program (MMRP) has been prepared for the project in order to monitor the
implementation of the mitigation measures that have been adopted for the project. Any long-term
monitoring of mitigation measures imposed on the overall development will be implemented
through the MMRP.

4 FirstCarbon Solutions
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City of Antioch-Davidon Homes (Park Ridge Subdivision #8846)
Second Addendum to Project Level EIR for
FUA #2 Specific Plan Project Description

SECTION 2: PROJECT DESCRIPTION

2.1 - Location and Setting

2.1.1 - Location

The project site is located in the City of Antioch, Contra Costa County, California (Exhibit 1). The
project site is bounded by single-family residential uses (west and south), open space and an Oakley
Water District elevated tank site and open space (north), and State Route 4 (SR-4) (east) (Exhibit 2).
The project site is located on the Antioch, California 7.5-minute United States Geological Survey
topographical quadrangle, Township 2 North, Range 2 East, Section 6 (Latitude 37° 58’48” North;
Longitude 121° 44’'24” West).

2.2 - Project Background

2.2.1 - East Lone Tree Specific Plan

In 1988, the Antioch City Council adopted a General Plan Update that designated a 785-acre area-
which included the project site-as “Future Urban Area 2.” The General Plan Update envisioned
various urban uses in this area including business park, office, and light industrial; however, it did not
set forth any development targets.

In 1992, the Infrastructure Plan Environmental Impact Report (EIR) identified a range of
development potential for “Future Urban Area 2” that consisted of 227 to 313 acres of commercial
and employment land uses, and 1,300 to more than 2,600 dwelling units. Future Urban Area 2 was
annexed into the City of Antioch in two phases, one in 1993, and one in 1995.

In 1996, the City of Antioch adopted the East Lone Tree Specific Plan and certified the associated
Final EIR (1996 Final EIR), officially known as “Future Urbanization Area 2 East Lone Tree Specific Plan
Area Project-Level EIR.” The Specific Plan contemplated the development of 1,322 dwelling units,
regional retail uses, a school, and parks.

2.2.2 - Park Ridge Subdivision

The Park Ridge Subdivision #8846 consists of the subdivision and development of 169.7 acres within
the Future Urbanization Area (FUA) #2 Specific Plan area, located between the State Route 4 Bypass
and Canada Valley Road, south of Laurel Road. The project sponsor, Davidon Homes, proposes to
develop a total of 525 single-family residential homes, and related public facilities. The project site
adjoins existing or approved development to the west and south, and adjoins the State Route 4
Bypass to the east.

Development of the project, as proposed, includes a neighborhood park facility (8.22 acres), a major
public open space preserve (25.5 acres) and the extension of Country Hills Drive along the east
boundary of the site adjoining the State Route 4 Bypass, as called for in the Specific Plan.

FirstCarbon Solutions 5
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Second Addendum to Project Level EIR for
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An Addendum to the 1996 Final EIR was prepared and adopted for the Park Ridge Subdivision in
2009 (2009 Addendum) to address refinements to the land plan. The 2009 Addendum
transportation analysis evaluated the need for a signalized intersection at the intersection of Laurel
Road/Treeline Way/”D” Lane and found that the level of service and delay did not meet the warrant
for signalization. However the City Council, in approving the project, included a condition of
approval (#91) requiring the construction of a fully signalized intersection. The Park Ridge project,
and related roadway improvements have not yet been constructed.

2.3 - Project Characteristics

2.3.1 - Project Summary
Stop-controlled intersection

The proposed intersection of Laurel Road/Treeline Way/”D” Lane would be located along the future
extension of Laurel Road west of State Route 4, and would serve both Laurel Ranch Subdivision to
the north, and Park Ridge Subdivision to the south as shown in Exhibit 3.

Exhibit 3 illustrates the proposed revised intersection configuration and traffic movements:

e From Treeline Way, the intersection would include right-in, right-out, and a left-in access from
a left hand median turn pocket on Laurel Road.

e From “D” Lane, access would consist of right-in and right out only.

Recreational Trail Facilities

Both the Park Ridge and Laurel Ranch Subdivisions include construction of a connecting trail to the
Delta De Anza Regional trail along their western boundaries. The trail would cross Laurel Road as
shown in Exhibit 3. To ensure that pedestrians using the Delta De Anza Trail can cross Laurel Road
safely, a pedestrian crossing will be installed just to the west of Treeline Way and “D” Lane, in general
alignment with the proposed regional trail.

2.4 - Discretionary Approvals
The proposed project would require the following discretionary approval:

e Removal of the signalized intersection as a condition of approval for the Park Ridge Vesting
Tentative Subdivision Map

6 FirstCarbon Solutions
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City of Antioch-Davidon Homes (Park Ridge Subdivision #8846)
Second Addendum to Project Level EIR for
FUA #2 Specific Plan CEQA Checklist

SECTION 3: CEQA CHECKLIST

The purpose of the checklist is to evaluate the categories in terms of any changed condition (e.g.,
changed circumstances, project changes, or new information of substantial importance) that may
result in a changed environmental result (e.g., a new significant impact or substantial increase in the
severity of a previously identified significant effect) (CEQA Guidelines Section 15162).

The questions posed in the checklist come from Appendix G of the CEQA Guidelines. A “no” answer
does not necessarily mean that there are no potential impacts relative to the environmental
category, but that there is no change in the condition or status of the impact since it was analyzed
and addressed with mitigation measures in the 1996 Final EIR prepared for the project. These
environmental categories might be answered with a “no” in the checklist, since the proposed project
does not introduce changes that would result in a modification to the conclusion of the certified EIR.

3.1 - Explanation of Checklist Evaluation Categories

(1)  Conclusion in Prior EIR and Related Documents

This column summarizes the conclusion of the EIR relative to the environmental issue listed
under each topic.

(2) Do the Proposed Changes Involve New Impacts?

Pursuant to CEQA Guidelines Section 15162, subd. (a)(1), this column indicates whether the
changes represented by the revised Project will result in new significant environmental
impacts not previously identified or mitigated by the EIR, or whether the changes will result
in a substantial increase in the severity of a previously identified significant impact.

(3) New Circumstances Involving New Impacts?

Pursuant to CEQA Guidelines Section 15162, subd. (a)(2), this column indicates whether
there have been substantial changes with respect to the circumstances under which the
Project is undertaken that will require major revisions to the EIR, due to the involvement of
new significant environmental effects or a substantial increase in the severity of previously
identified significant effects.

(4) New Information Requiring New Analysis or Verification?

Pursuant to CEQA Guidelines Section 15162, subd. (a)(3)(A-D), this column indicates whether
new information of substantial importance, which was not known and could not have been
known with the exercise of reasonable diligence at the time the EIR was certified as
complete, shows any of the following:

(A) The Project will have one or more significant effects not discussed in the previous EIR
[or NDJ;

FirstCarbon Solutions 13
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City of Antioch-Davidon Homes (Park Ridge Subdivision #8846)
Second Addendum to Project Level EIR for

CEQA Checklist FUA #2 Specific Plan

(5)

(B) Significant effects previously examined will be substantially more severe than shown in
the previous EIR [or NDJ;

(C) Mitigation measures or alternatives previously found not to be feasible would in fact be
feasible, and would substantially reduce one or more significant effects of the Project,
but the project proponents decline to adopt the mitigation measure or alternative; or

(D) Mitigation measures or alternatives which are considerable different from those
analyzed in the previous EIR [or ND] would substantially reduce one or more significant
effect of the environment, but the project proponents decline to adopt the mitigation
measure or alternative.

If the additional analysis completed as part of this environmental review were to find that
the conclusions of the EIR remain the same and no new significant impacts are identified, or
identified impacts are not found to be substantially more severe, or additional mitigation is
not necessary, then the question would be answered “no” and no additional environmental
document would be required.

Mitigation Measures Implemented or Address Impacts

Pursuant to CEQA Guidelines Section 15162, subd. (a)(3), this column indicates whether the
EIR provided mitigation measures to address effects in the related impact category. These
mitigation measures will be implemented with the construction of the project, as applicable.
If “/NA” is indicated, both the 1996 Final EIR and this Initial Study/Addendum have concluded
that the impact either would not occur with this project or would not be significant, and,
therefore, no additional mitigation measures are needed.

3.2 - Discussion and Mitigation Sections

(1)

(2)

(3)

Discussion

A discussion of the elements of the checklist is provided under each environmental category
in order to clarify the answers. The discussion provides information about the particular
environmental issue, how the project relates to the issue, and the status of any mitigation
that may be required or that has already been implemented.

Relevant Mitigation Measures

Applicable mitigation measures from the EIR that apply to the project are listed under each
environmental category.

Conclusions

A discussion of the conclusion relating to the analysis is contained in each section.

14
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City of Antioch-Davidon Homes (Park Ridge Subdivision #8846)
Second Addendum to Project Level EIR for

FUA #2 Specific Plan

CEQA Checklist

Environmental Issue
Area

XVI. Transportation

Would the project:

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?

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.

Conclusion in
1996 EIR

Less than
significant
after
mitigation.

Less than
significant
after
mitigation.

Discussion and Mitigation

Do the Proposed
Changes Involve
New Impacts?

No. The
proposed
project does not
involve changes
that would
result in new
impacts on
measures of
effectiveness of
transportation.

No. The
proposed
project does not
involve changes
that would
result in new
impacts on
public transit,
bicycle, or
pedestrian
facilities.

New
Circumstances
Involving New

Impacts?

No. There are
no new
circumstances
that would
result in new or
more severe
impacts on
measures of
effectiveness of
transportation.

No. There are
no new
circumstances
that would
result in new or
more severe
impacts on
public transit,
bicycle, or
pedestrian
facilities.

New Information
Requiring New
Analysis or
Verification?

1996 EIR
Mitigation
Measures

No. No new
information has
been disclosed
pertaining to
the proposed
project that
would require
additional
analysis of
measures of
effectiveness of
transportation.

B11, 12,13

No. No new
information has
been disclosed
pertaining to
the proposed
project that
would require
additional
analysis of
public transit,
bicycle, or
pedestrian
facilities.

B11, 12, 13

The intersection of Treeline Way and Laurel Road was evaluated by Fehr & Peers Transportation
Consultants as part of the 2009 Addendum prepared for the Park Ridge Project.

FirstCarbon Solutions
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City of Antioch-Davidon Homes (Park Ridge Subdivision #8846)
Second Addendum to Project Level EIR for
CEQA Checklist FUA #2 Specific Plan

W-Trans, a traffic engineering and transportation planning consultant, evaluated the reconfiguration
of the intersection of “D” Lane and Laurel Road as part of an addendum prepared for the Laurel
Ranch Project in 2016. Both of these analyses are summarized here to document the effect of the
proposed reconfiguration of the intersection. The complete W-Trans Traffic Impact Analysis and Fehr
& Peers Technical Memorandum are attached in Appendix A.

Would the project:

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?

The 1996 Final EIR did not include specific analysis of the Laurel Road/Treeline Way intersection. As
part of the 2009 Addendum for the Park Ridge Project, Fehr & Peers Transportation Consultants
evaluated the operation of the side-street stop-controlled Laurel Road/Treeline Way intersection
under Cumulative Plus Project conditions. The analysis concluded that the intersection would
operate at level of service (LOS) F during the AM and PM peak hours, based on the HCM
methodology. However, because the intersection serves low traffic volumes it would not meet the
CA MUTCD peak-hour volume signal warrant. Thus, the proposed project would not cause an impact
at this intersection because the significance criterion for unsignalized intersections requires the
intersection to operate at an unacceptable LOS and satisfy the CA MUTCD peak-hour signal warrant.
Based on this conclusion, the 2009 Addendum did not recommend any mitigation or signalization at
this intersection. The City Council, in approving the Project, imposed a condition of approval (#91)
requiring a signal at this location although it is not required based on the established CEQA
significance criteria.

In 2016, the land owners for the Laurel Ranch Project, submitted a revised Final Tentative Map which
moves the location of “D” Lane to the east, offsetting it from Treeline Way, and making a signalized
intersection infeasible. The Laurel Ranch Project proposes right in/right out access at “D” Lane.

It is now proposed that site access from Treeline Way would consist of a right-in, right-out, and a
left-in from a left hand median turn pocket. Exhibit 3 illustrates the revised Laurel Road
configuration and proposed traffic movements. As a result, condition of approval #91 is proposed to
be revised as follows:

A median on Laurel Road at Treeline Way shall be designed and constructed to allow
for left turn ingress into the project and right turn only egress onto Laurel Road. A
pedestrian crossing on Laurel Road, west of Treeline Way, and in general alighnment
with the proposed regional trail system, shall be constructed.

As part of the Laurel Ranch Addendum, W-Trans collected new traffic counts in September 2015 and
evaluated project impacts based on the current unit counts for both the Laurel Ranch and Park Ridge
Projects in the near term and cumulative scenarios. As discussed below, the project intersections
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City of Antioch-Davidon Homes (Park Ridge Subdivision #8846)
Second Addendum to Project Level EIR for
FUA #2 Specific Plan CEQA Checklist

would continue to operate acceptably. The intersection of Laurel Road/Treeline Way, as noted
previously, would not meet the warrant for signalization, based on the low traffic volumes on
Treeline Way.

Table 1 summarizes the trip generation associated with the Laurel Ranch Subdivision project. As
shown in the table, the proposed project would generate 1,780 daily trips, 140 AM peak-hour trips,
and 187 PM peak-hour trips. (Note: the traffic analysis was conducted using an earlier figure of 187
units so presents a more conservative analysis.)

Table 1: Trip Generation Summary

Daily AM Peak Hour PM Peak Hour
Land Use Units Rate = Trips @ Rate @ Trips In Out Rate = Trips In Out
Proposed
Single Family

. 187du | 9.52 1,780 0.75 140 35 105 1.00 | 187 @ 118 69
Detached Housing

Note:
du = dwelling unit

Intersection Operations

Intersection operations were evaluated based on the significance threshold established by the
jurisdiction in which they are located or the agency that maintains them. The study area is located in
the City of Antioch in Contra Costa County. The East County Regional Transportation Planning
Committee, under the Contra Costa Transportation Planning Authority and in conjunction with local
agencies, developed the Draft East County Action Plan for Routes of Regional Significance, which
establishes objectives for arterial routes. Local agencies, such as the City of Antioch, have adopted
the plan and resulting objectives.

In the study area, if one or more legs of the study intersection are ramps for SR-4, the intersection is
maintained by Caltrans; otherwise, the intersection falls under the jurisdiction of the City of Antioch.
For the intersection of Lone Tree Way/Empire Avenue, the jurisdiction is both the City of Antioch and
the City of Brentwood. The Caltrans recommended target LOS is the transition from LOS Cto D. The
cities of Antioch and Brentwood have the recommended objective target of LOS D.

W-Trans evaluated the proposed project’s impacts on intersection operations. Table 2 summarizes
Existing (without project) Conditions and Existing Plus Project intersection operations. Note that the
Existing Plus Project scenario accounts for the planned extension of Laurel Road from the SR-4
interchange to its current terminus west of the project site, while the Existing Conditions scenario
does not. As shown in the table, all intersections would operate at acceptable LOS. Therefore,
impacts would be less than significant, and would remain the same or less than those identified in
the 1996 Final EIR.

FirstCarbon Solutions 17
Y:\Publications\Client (PN-JN)\3623\36230006\Park Ridge Addendum\36230006 Park Ridge Addendum.docx



City of Antioch-Davidon Homes (Park Ridge Subdivision #8846)
Second Addendum to Project Level EIR for
CEQA Checklist FUA #2 Specific Plan

Table 2: Existing and Existing Plus Project Intersection Operations

Existing Conditions Existing plus Project
Study Intersection AM Peak PM Peak AM Peak PM Peak
Approach Delay LOS Delay LOS Delay LOS Delay LOS
1. SR-4 WB Ramps/Hillcrest Ave 7.7 A 8.0 B 7.7 A 8.0 B
2. SR-4 EB Ramps/Hillcrest Ave 26.5 C 25.5 C 26.6 C 25.5 C
3. Hillcrest Rd/Laurel Rd 10.4 B 8.5 A 13.7 B 12.9 A
4. laurel Rd/Canada Valley Rd — — — — 9.1 A 8.0 A
5. SR-4 EB Ramps/Laurel Rd 14 A 1.0 A 7.8 A 144 B
6. SR-4 WB Ramps/Laurel Rd 9.5 A 154 B 21.0 C 30.9 C
7. SR-4 EB Ramps/Lone Tree Way 14.7 B 16.3 B 14.7 B 16.3 B
8. SR-4 WB Ramps/Lone Tree Way 8.2 A 10.8 B 8.3 A 10.9 B
9. Lone Tree Way/Empire Ave 15.2 B 18.8 B 15.3 B 18.9 B
10. Laurel Rd/Country Hills Dr — — — — 4.5 A 4.7 A

Notes:
Delay is measured in average seconds per vehicle
LOS = Level of Service

Table 3 summarizes Cumulative (without project) Conditions and Cumulative Plus Project
intersection operations. The Cumulative Conditions represent the projected traffic conditions in the
year 2040. This includes the completion of all seven phases of the Park Ridge project as well as the
completion of any proposed roadway infrastructure improvements in the study area. Note that both
scenarios account for the planned extension of Laurel Road from the SR-4 interchange to its current
terminus west of the project site. While the intersections of SR-4 Eastbound Ramps/Hillcrest Avenue
and SR-4 Eastbound Ramps/Lone Tree Way would still operate below the desired Caltrans threshold,
the intersections would continue to operate acceptably, based on the East County Action Plan.
Therefore, impacts would be less than significant, and would remain the same or less than those
identified in the 1996 Final EIR.

Table 3: Cumulative and Cumulative Plus Project Intersection Operation

Cumulative Conditions Cumulative plus Project
AM Peak PM Peak AM Peak PM Peak
Study Intersection
Approach Delay LOS Delay LOS Delay LOS Delay LOS
1. SR-4 WB Ramps/Hillcrest Ave — — — — — — — —
2. SR-4 EB Ramps/Hillcrest Ave 13.9 B 51.0 D 13.9 B 51.0 D
3. Hillcrest Rd/Laurel Rd 68.8 E 107.3 F 71.6 E 108.9 F

18 FirstCarbon Solutions
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City of Antioch-Davidon Homes (Park Ridge Subdivision #8846)
Second Addendum to Project Level EIR for
FUA #2 Specific Plan CEQA Checklist

Table 3 (cont.): Cumulative and Cumulative Plus Project Intersection Operation

Cumulative Conditions Cumulative plus Project

Study Intersection AM Peak PM Peak AM Peak PM Peak
Approach Delay LOS Delay LOS Delay LOS Delay LOS
4. Laurel Rd/Canada Valley Rd 19.6 B 43.7 D 19.9 B 45.4 D
5. SR-4 EB Ramps/Laurel Rd 17.4 B 25.4 C 18.8 B 30.3 C
6. SR-4 WB Ramps/Laurel Rd 15.8 B 21.4 C 17.3 B 23.0 C
7. SR-4 EB Ramps/Lone Tree Way 30.2 C 49.7 D 30.3 C 49.7 D
8. SR-4 WB Ramps/Lone Tree Way 13.4 B 21.2 C 13.4 B 213 C
9. Lone Tree Way/Empire Ave 18.6 B 27.4 C 18.6 B 27.5 C
10. Laurel Rd/Country Hills Dr 20.3 C 13.9 B 37.6 D 23.2 C
11. Laurel Rd/Slatten Ranch Rd 30.6 C 55.9 E 30.9 C 57.0 E
Notes:

Delay is measured in average seconds per vehicle
LOS = Level of Service; Bold text = deficient operation

Reconfiguration of Laurel Road/Treeline Way (Proposed Project)

As part of the Davidon Homes (Park Ridge Subdivision) Addendum to the Project Level EIR, the
intersection of D Lane-Treeline Way/Laurel Road had no turning movement restrictions and was
analyzed with stop-controlled side streets. Based on the significance criterion for unsignalized
intersections, it did not meet this signal warrant and as such would not result in a significant impact.

It was determined that if the intersection were to be signalized, it would operate at an acceptable
LOS. This traffic analysis and the following queueing analysis demonstrate that there would be no
additional traffic impacts from the proposed design of this intersection with no signalization.

The project was analyzed as depicted in Exhibit 3, in which the Laurel Road median would be
designed to allow westbound left turns into the Park Ridge project directly to the south of D Lane.
The queuing analysis, shown in Table 4 for the proposed left-turn pocket indicated that there would
be sufficient length to accommodate the projected queues from the Park Ridge Project.

FirstCarbon Solutions 19
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Second Addendum to Project Level EIR for
CEQA Checklist FUA #2 Specific Plan

Table 4: Queuing Summary

95" percent Queues

AM Peak Hour PM Peak Hour
Intersection Estimated Available
Approach Storage C C+P C C+P
Laurel Rd/D Lane
WB Left-Turn 200* 36 52 75 68

Notes:

95" Percent Queue based on the calculated potential from five averaged SIMTRAFFIC runs

* = Estimates of storage length based on potential space according to site plan, measured in feet
C = Cumulative Conditions; C+P = Future plus Project Conditions

According to the queuing calculations, there would be adequate space in the proposed Laurel Road
median to incorporate a left-turn pocket at the intersection of Laurel Road and D Lane (Treeline
Way). (While the median can accommodate a storage length of approximately 200 feet, the queuing
calculations indicate that the storage length could be shorter, if desired). Impacts would be less than
significant from queuing at the study intersection, including the new design of the intersection of
Laurel Road and D Lane (Treeline Way) allowing westbound left turns from Laurel Road into Treeline
Way, and impacts would remain the same or less than those identified in the 1996 Final EIR.

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?

For the 1996 Final EIR, pedestrian or bicycle paths had not yet been specified for the project, but
incorporation of the Mitigation B11, 12, and 13 has resulted in adequate bike and pedestrian
connections.

Sidewalks would be installed along Laurel Road and along the internal streets as shown in Exhibit 3.

To improve connectivity with the other nearby trail networks, particularly the Delta De Anza trail
located just north of the Laurel Ranch project, the internal trail from the Park Ridge Subdivision
would cross Laurel Road west of the Treeline Way intersection (Exhibit 3). The crossing would
include striping on the pavement to identify the crossing for motorists and a pedestrian crossing
signal light.

There would be no impacts beyond those identified in the 1996 Final EIR.

Relevant Mitigation Measures

The following mitigation measures from the 1996 Final EIR are implemented by the proposed
project.

MM B11, B12, B13 Intersections, roadways, sidewalks and bike lanes will be designed in
subsequent plans to meet City standards.
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City of Antioch-Davidon Homes (Park Ridge Subdivision #8846)
Second Addendum to Project Level EIR for
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Conclusion

The conclusions from the 1996 Final EIR remain unchanged when considering the proposed revisions
to condition of approval #91 and the development of the proposed project.
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Executive Summary

The proposed Laurel Ranch subdivision would result in the construction of 187 single family dwellings. The
anticipated trip generation averages 1,780 trips per day, including 140 a.m. peak hour trips and 187 trips during
the p.m. peak hour.

All analysis was conducted in accordance with the guidelines set forth by Caltrans, the Contra Cost Transit
Authority (CCTA), the East County Action Plan, and the General Plans for the Cities of Antioch and Brentwood. The
study area includes eleven intersections. All the study intersections are located along routes of regional
significance, or “suburban arterial routes” according to the East County Action Plan. As such the corresponding
Multimodal Transportation Service Objectives (MTSOs) for the intersections were evaluated.

The project site would be located west of State Route (SR) 4 and north of the future Laurel Road extension, from
which access would be taken, on an undeveloped site. Extension of Laurel Road and associated nearby
improvements were assumed to be completed in conjunction with the project.

Analysis of the currently existing study intersections indicate they are operating acceptably under Existing
conditions. With the addition of project-generated Laurel Ranch subdivision trips, including the planned roadway
modifications, all study intersections analyzed would be expected to operate acceptably.

Under the Existing plus Nearby Future Projects scenario, project trips from Phase 1 of the nearby Park Ridge
Subdivision were added. With the addition of the Laurel Ranch project trips and associated roadway
improvements, the study intersections analyzed would be expected to continue operating acceptably according
to the standards set forth by the regulating agencies.

Under the Cumulative No Project scenario, including several roadway improvements, several study intersections
are expected to operate deficiently based on the projected growth from the area. For the intersections projected
to be operating deficiently in the future, the delay added from the addition of the project trips would be minimal
and within the threshold set forth by the City; no significant cumulative impacts are therefore anticipated.

Vehicles would access the project via the signalized Laurel Road/Country Hills Drive intersection and the stop-
controlled access road at D Lane. Only right turns in and out of the driveway would be allowed at D Lane as there
is a median restricting left turns. A queuing analysis for the two project driveways, with lengths as shown in the
site plan, indicated that sufficient storage space is available for the projected queues.

As part of the Davidon Homes (Park Ridge Subdivision) Addendum to the Project Level EIR, the intersection of D Lane-
Treeline Way/Laurel Road had no turning movement restrictions and was analyzed with stop-controlled side
streets. Based on the significance criterion for unsignalized intersections, it did not meet this signal warrant and
as such would not result in a significant impact. It was determined that if the intersection were to be signalized it,
it would operate at an acceptable level of service.

An alternative access was analyzed in which the Laurel Road median would be modified to allow westbound left
turns into the Park Ridge project directly to the south of D Lane. The queuing analysis for the proposed left-turn
pocket indicated that there would be sufficient length to accommodate the projected queues from the Park Ridge
Project.

Pedestrian, bicycle, and transit facilities would be provided along the project frontage. These include sidewalks,
bike lanes, and eastbound and westbound Tri Delta Transit bus stops. With the completion of the project and the
extension of Laurel Road, it is recommended that the sidewalks be constructed to connect with the existing
network. Also, landscaping maintenance would be required at D Lane to maintain a clear line of site for motorists
existing D Lane onto Laurel Road.

o
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Introduction

This report presents an analysis of the potential transportation impacts that would be associated with occupation
of the proposed Laurel Ranch Housing Development, consisting of 187 single family homes, to be located in the
currently unoccupied area north of the future Laurel Road connection in the City of Antioch. The transportation
impact study was completed in accordance with the criteria established by the California Department of
Transportation (Caltrans), the Contra Costa Transit Authority (CCTA), and the City of Antioch, as found in the East
County Action Plan, and it is consistent with standard traffic engineering techniques.

Prelude

The purpose of a transportation impact study is to provide City of Antioch staff and policy makers with data that
they can use to make an informed decision regarding the potential impacts of the Laurel Ranch project, and any
associated improvements that would be required in order to mitigate these impacts to a level of insignificance as
defined by the City of Antioch’s General Plan, CCTA guidelines, or other policies. Vehicular traffic impacts are
typically evaluated by determining the number of new trips that the proposed use would be expected to generate,
distributing these trips to the surrounding street system based on existing travel patterns or anticipated travel
patterns specific to the proposed project, then analyzing the impact the new traffic would be expected to have
on critical intersections or roadway segments. Impacts relative to access for pedestrians, bicyclists, and to transit
are also addressed.

Project Profile

The proposed Laurel Ranch Subdivision has been through several iterations. The City has been planning to
convert the former agricultural land into residential uses for several decades. Following the most recent
addendum to the Laurel Ranch Subdivision, the project as proposed has a reduced unit count.

The project site as proposed would allow for the development of 187 single family homes on the undeveloped
agricultural land. The site is located west of the newly constructed SR 4 Bypass and north of the future Laurel
extension and north of the future Laurel Road/Country Hills Drive intersection, as shown in Figure 1.

)
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Transportation Setting

Operational Analysis

Study Area and Periods
The study area consists of the following intersections:

State Route (SR) 4 Westbound Ramps/Hillcrest Avenue
SR 4 Eastbound Ramps/Hillcrest Avenue
Hillcrest Road/Laurel Road

Laurel Road/Canada Valley Road

SR 4 Eastbound Ramps/Laurel Road

SR 4 Westbound Ramps/Laurel Road

SR 4 Eastbound Ramps/Lone Tree Way
SR 4 Westbound Ramps/Lone Tree Way
. Lone Tree Way/Empire Avenue

0. Laurel Road/County Hills Drive'

1. Laurel Road/Slatten Ranch Road

SoYeNounprwWN =

Operating conditions during the a.m. and p.m. peak periods were evaluated to capture the highest potential
impacts for the proposed project as well as the highest volumes on the local transportation network. The morning
peak hour occurs between 7:00 and 9:00 a.m. and reflects conditions during the home to work or school commute,
while the p.m. peak hour occurs between 4:00 and 6:00 p.m. and typically reflects the highest level of congestion
during the homeward bound commute.

Study Intersections

SR 4 Westbound Ramps/Hillcrest Avenue, as of the time of this study, is a signalized tee-intersection with
protected left-turn phasing for the eastbound direction. The west leg is the on-ramp for westbound SR 4 and the
location of the only crosswalk.

SR 4 Eastbound Ramps/Hillcrest Avenue is a four-legged intersection with protected left-turn phasing. The west
and east legs are the off- and on-ramps, respectively, for eastbound SR 4 and the location of the only crosswalks
at the intersection.

Hillcrest Road/Laurel Road is a four-legged intersection with protected left-turn phasing on Hillcrest Avenue and
permitted left-turn phasing on Laurel Road. The northbound right turn is channelized and yield-controlled.

Laurel Road/Canada Valley Road, as of the time of the study, is a tee-intersection only open to vehicular traffic
on the west leg of Laurel Road and the south leg of Canada Valley Road. As such, the intersection is unsignalized
with no conflicting movements.

SR 4 Eastbound Ramps/Laurel Road, at the time of the study, is a tee-intersection. In the area, SR 4 is directionally
more north-south than east-west. The west leg of Laurel Road has yet to be completed. The north and south leg

! Future Intersections
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of the intersection are the off- and on-ramps, respectively, for eastbound SR 4. The westbound right-turn lane
leads to a cloverleaf on-ramp onto SR 4 East about 400 feet east of the intersection.

SR 4 Westbound Ramps/Laurel Road is a four-legged intersection with the north and south legs as the on- and
off-ramps, respectively, for westbound SR 4. All left turns have protected left-turn phases.

SR 4 Eastbound Ramps/Lone Tree Way is a four-legged intersection with protected left-turn phasing on all
inbound approaches. The north leg is the off-ramp for eastbound SR 4 and the south leg is the on-ramp. There
are pedestrian crossings provided on the north and south leg.

SR 4 Westbound On-Ramps-Jeffery Way/Lone Tree Way is a four-legged intersection with protected left-turn
phasing on inbound approaches. The north leg is the SR 4 on-ramp.

Lone Tree Way/Empire Avenue is a four-legged intersection with protected left-turn phasing all around. U-Turns
are allowed at every approach. There are crosswalks on every approach.

The locations of the study intersections and the existing lane configurations and controls are shown in Figure 1.

Analysis Methodology

Intersection Level of Service Methodologies

In accordance with the Contra Costa Transportation Authority’s (CCTA) Technical Procedures, 2013, the study
intersections were analyzed using methodologies published in the Highway Capacity Manual (HCM),
Transportation Research Board, 2010. This source contains methodologies for various types of intersection
control, all of which are related to a measurement of delay in average number of seconds per vehicle. In addition,
the intersections in the study area were evaluated following the CCTA “Guidelines for Use of the 2010 Highway
Capacity Manual Operational Method Methodology.”

The Levels of Service for intersections controlled by a traffic signal were evaluated using the signalized
methodology from the HCM. This methodology is based on factors including traffic volumes, green time for each
movement, phasing, whether or not the signals are coordinated, truck traffic, and pedestrian activity. Average
stopped delay per vehicle in seconds is used as the basis for evaluation in this LOS methodology. Detailed
methodology assumptions applied to the operational analysis are provided Appendix A.

The LOS for the intersections with side street stop controls were analyzed using the “Two-Way Stop-Controlled”
intersection capacity method from the Highway Capacity Manual (HCM), Transportation Research Board, 2010.
This methodology determines a level of service for each minor turning movement by estimating the level of
average delay in seconds per vehicle. Results are presented for individual movements together with the weighted
overall average delay for the intersection. The ranges of delay associated with the various stop-controlled levels
of service are indicated in Table 1.
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Table 1 - Signalized Intersection Level of Service Criteria

LOS A |Delay of 0 to 10 seconds. Most vehicles arrive during the green phase, so do not stop at all.
LOS B |Delay of 10 to 20 seconds. More vehicles stop than with LOS A, but many drivers still do not have to stop.

LOS C |Delay of 20 to 35 seconds. The number of vehicles stopping is significant, although many still pass
through without stopping.

LOSD |Delay of 35 to 55 seconds. The influence of congestion is noticeable, and most vehicles have to stop.
LOSE |Delay of 55 to 80 seconds. Most, if not all, vehicles must stop and drivers consider the delay excessive.

LOSF |Delay of more than 80 seconds. Vehicles may wait through more than one cycle to clear the intersection.

Reference: Highway Capacity Manual, Transportation Research Board, 2010

Regulatory Setting

Caltrans

Caltrans has set forth guidelines for traffic operations based on measures of effectiveness (MOEs) for varying State
Highway facilities. In general, Caltrans recommends a target LOS at the transition between LOS C and LOS D. If
the existing location operates worse than the target LOS, then the existing LOS should be maintained.

Contra Costa Transportation Authority

The CCTA has established Multimodal Transportation Service Objectives (MTSO) to maintain county-wide
connectivity. Under CCTA, the East County Regional Transportation Planning Committee (RTPC) worked closely
with local jurisdictions to develop the Draft East County Action Plan for Routes of Regional Significance (TRANSPLAN,
2014) in which the committee selects the MTSOs to be applied to the planning area. For this study, each of the
intersections are located along suburban arterial routes, or Routes of Regional Significance. In the proposed
project study area, these routes are Hillcrest Avenue, Laurel Road, and Lone Tree Way. The corresponding MTSO
used in accordance with the planning area is “Signalized Intersection LOS.”

City of Antioch
The City of Antioch, in General Plan Growth Management Policy 3.4.1.1, has adopted the routes of regional
significance standards set forth for by the East County Action Plan. This threshold is detailed below:

¢ Maintain an LOS D or better at all signalized intersection.
e Within Priority Development Areas, any physical improvement identified as a result of applying the above standard
shall be evaluated for its effects on all intersection users, including pedestrians, cyclists, and transit users.

In addition, the following standard was used in the nearby project, Davidon Homes (Park Ridge Subdivision #8846)
Addendum to the Project Level EIR for FUA #2 Specific Plan (2009):

° Asignificant impact occurs if the average delay at an intersection operating at an unacceptable level (LOS E
or F) increases by more than 5 seconds (2003 General Plan EIR).

City of Brentwood

The City of Bentwood, located south of Antioch, has jurisdiction over the study intersections on Lone Tree Way. In
General Plan Circulation Policy 2.1-4, the City of Brentwood has also adopted the routes of regional significance
standards set forth in the Action Plan.

e Maintain an LOS D or better at all signalized intersection.

7 Transportation Impact Analysis for Laurel Ranch
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Summary of Applicable Standards

The traffic operations analysis included 11 key study intersections. Table 2 provides a summary of each study
intersection, its control type, and the respective applicable standard.

Table 2 - Level of Service Standards

Intersection Control Type Jurisdiction LOS Standard
1. SR4 WB Ramps/Hillcrest Ave Signal Caltrans C/D*
2. SR4EBRamps/Hillcrest Ave Signal Caltrans C/D*
3. Hillcrest Rd/Laurel Rd Signal City of Antioch LOSD
4. Laurel Rd/Canada Valley Rd Uncontrolled/Signal** City of Antioch LOSD
5. SR4EBRamps/Laurel Rd Signal Caltrans C/D*
6. SR4 WB Ramps/Laurel Rd Signal Caltrans C/D*
7. SR 4 EB Ramps/Lone Tree Way Signal Caltrans C/D*
8. SR 4 WB Ramps/Lone Tree Way Signal Caltrans C/D*
9. Lone Tree Way/Empire Ave Signal Cities of Antioch and LOSD
Brentwood
10. Laurel Rd/Country Hills Dr Signal City of Antioch LOSD
11. Laurel Rd/Slatten Ranch Rd Signal City of Antioch LOSD

Notes  LOS= Level of Service; * = Caltrans target LOS is the transition between LOS C and D; ** = depending on the
scenario analyzed and whether the Laurel Road Connection is completed, the intersection is either uncontrolled,
and not analyzed, or signalized

Alternative Modes

Pedestrian Facilities

Pedestrian facilities include trails/paths, sidewalks, crosswalks, pedestrian signal phases, curb ramps, curb
extensions, and various streetscape amenities such as lighting, benches, etc. In general, a network of sidewalks,
crosswalks, pedestrian signals, and curb ramps provide access for pedestrians in the vicinity of the proposed
project site where development exists; however, where there is no development, like the connection of Laurel
Road, there are sidewalk gaps, obstacles, and barriers can be found adjacent to the project site. Between the
location of the proposed project site and the adjacent development to the west there exists a public trail that
provides connectivity with the Delta De Anza Regional Trail which provides access between the Cities of
Pittsburg/Bay Point and the City of Oakley.

At the future adjacent intersection of SR 4 Eastbound Ramps/Laurel Road, there are currently no sidewalks

provided on the north side of Laurel Road from the existing westerly terminus to just east of the westbound
channelized right-turn.

Bicycle Facilities
The Highway Design Manual, Caltrans, 2012, classifies bikeways into three categories:

e Class | Multi-Use Path - a completely separated right-of-way for the exclusive use of bicycles and pedestrians
with cross flows of motorized traffic minimized.

Transportation Impact Analysis for Laurel Ranch rr
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e Class Il Bike Lane - a striped and signed lane for one-way bike travel on a street or highway.

e Class Ill Bike Route - signing only for shared use with motor vehicles within the same travel lane on a street
or highway.

In the project area, there are Class Il bike lanes on the existing portions of Laurel Road and on Hillcrest Avenue
between the Davison Drive-Deer Valley Road/Hillcrest Avenue intersection and the existing southern terminus.
As mentioned previously, just north of the project site is the multi-use Delta de Anza Regional Trail.

Transit Facilities

TriDelta Transit

Tri Delta Transit (TDT) provides fixed route bus service in the Cities of Antioch, Brentwood, Oakley, Bay Point,
Pittsburg, Discovery Bay, and Concord. Route 380, which is the closest to the project site, has its nearest stop
approximately 0.5 miles from the proposed project. TDT Route 380 provides weekday service to destinations from
the Pittsburg/Bay Point Bart Station to the Tri Delta Transit Center in the City of Oakley. Headways range from 30
minutes to an hour depending on the time of day. The Eastbound Route operates from 4:00 a.m. to 11:30 p.m.
and the Westbound Route operates from 3:00 a.m. to 11:00 p.m.

Within a mile of the proposed project site, at the intersection of Hillcrest Avenue and Laurel Road, there are stops
for Routes 385 and 392. Route 385 is weekday route providing service between the Antioch Park and Ride,
Heritage High School, John Muir Medical Center, and the Brentwood Park-and-Ride. Route 392 is a weekend
service that provides service to The Pittsburg Bay Point Station and other park-and-rides.

Two bicycles can be carried on most TDT buses. Bike rack space is on a first come, first served basis. Additional
bicycles are allowed on the buses at the discretion of the driver.

Dial-a-ride, also known as paratransit, or door-to-door service, is available for those who are unable to
independently use the transit system due to a physical or mental disability. Tri Delta Paratransit is designed to
serve the needs of individuals with disabilities within the Eastern Contra Costa County.

County Connections

County Connection Transit provides one regional route to the Hillcrest Park-and-Ride lot, which is the Route 93X
identified as the Kirker Pass Express route. The route operates during commute hours with headways ranging
from 30 to 60 minutes and provides access to the Walnut Creek Bart Station.

Bart Extension/Bay Area Rapid Transit

Bart Extension (eBART) is a park-and-ride service located on the future site of the Antioch BART Station. eBART is
located north of SR 4 and East of Hillcrest Avenue. Tri Delta Transit provides direct routes from the park-and- ride
to the nearest BART station, Pittsburg/Bay Point. In addition, the Antioch park-and-ride lot has a dozen other
routes that use the facilities.

The Bay Area Rapid Transit District (BART) provides heavy-rail rapid transit service within Alameda, Contra Costa,
San Francisco and San Mateo Counties. The future Hillcrest Antioch Station, located in the median of SR 4, will be
approximately three miles from the proposed project site. One BART line would provide service from the existing
Pittsburg/Bay Point station to the proposed terminating Antioch Station to the north. Connecting services will
terminate in Richmond, Dublin-Pleasanton, Fremont, and Millbrae-San Francisco International Airport.
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Capacity Analysis

Existing Conditions

The Existing Conditions scenario provides an evaluation of current operation based on existing traffic volumes
during the a.m. and p.m. peak periods. Turning movement counts were collected at the study intersections on
September 22, 2015 when nearby schools were in session.

The roadway geometries can be seen in Figure 1. This condition does not include project-generated traffic
volumes.

Intersection Levels of Service

Under existing conditions, all intersections operate within an acceptable level of service. While the two-legged
intersection of Laurel Road/Canada Valley Road has vehicles using it, there are no conflicting movements, so the
intersection operates freely with no delay. As an uncontrolled intersection, it was therefore not analyzed. The
existing traffic volumes are shown in Figure 2. A summary of the intersection level of service calculations is
contained in Table 3, and copies of the Level of Service calculations are provided in Appendix B.

Table 3 - Existing Peak Hour Intersection Levels of Service

Study Intersection AM Peak PM Peak
Approach Delay LOS | Delay LOS

1. SR4 WB Ramps/Hillcrest Ave 7.7 A 8.0 B
2. SR4EBRamps/Hillcrest Ave 26.5 C 25.5 C
3. Hillcrest Rd/Laurel Rd 104 B 8.5 A
4. Laurel Rd/Canada Valley Rd* - - - -
5. SR4EBRamps/Laurel Rd 1.4 A 1.0 A
6. SR4 WB Ramps/Laurel Rd 9.5 A 154 B
7. SR 4 EBRamps/Lone Tree Way 14.7 B 16.3 B
8. SR 4 WB Ramps/Lone Tree Way 8.2 A 10.8 B
9. Lone Tree Way/Empire Ave 15.2 B 18.8 B

Notes:  Delay is measured in average seconds per vehicle; LOS = Level of Service; * =
uncontrolled intersection under construction

Existing Plus Nearby Future Projects

Short-term operating conditions were determined with traffic from phase one of the Davidon Homes (Park Ridge
Subdivision #8846) Addendum to the Project Level EIR for FUA #2 Specific Plan (2009) added to the existing volumes.
The project as planned would be completed in seven phases and include 525 homes. Only Phase One of the
project was used for the near-term analysis and includes 123 single family dwellings to be built on the southern
portion of the project site, connecting to several existing roads, including Canada Valley Drive. Under this
condition, the assumptions for road geometries and distributions from the Park Ridge study were used; the
extension of Laurel Road was assumed to be unconstructed. These results are summarized in Table 4, and Short-
Term volumes are shown in Figure 3.
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Table 4 - Existing plus Nearby Future Project Peak Hour Intersection Levels of Service

Study Intersection AM Peak PM Peak
Approach Delay LOS Delay LOS

1. SR 4 WB Ramps/Hillcrest Ave 77 A 8.0 B
2. SR 4 EBRamps/Hillcrest Ave 26.6 C 255 C
3. Hillcrest Rd/Laurel Rd 10.4 B 8.5 A
4. Laurel Rd/Canada Valley Rd* - - - -
5. SR 4 EB Ramps/Laurel Rd 14 A 1.0 A
6. SR 4 WB Ramps/Laurel Rd 9.5 A 154 B
7. SR 4 EBRamps/Lone Tree Way 15.1 B 226 B
8. SR4 WB Ramps/Lone Tree Way 83 A 11.1 B
9. Lone Tree Way/Empire Ave 16.0 B 19.6 B

Notes: Delay is measured in average seconds per vehicle; LOS = Level of Service; * = uncontrolled
intersection under construction

Cumulative No Project Conditions

Several approaches were used in determining the cumulative base volumes for the year 2040. For the Cumulative
Conditions, no development is assumed on the project parcel.

Where possible, previously projected future volumes were taken from studies for other nearby development and
incrementally increased based on the growth assumptions used and projected growth from the CCTA model for
the year 2040.

For the intersections located on Laurel Road, future volumes were projected from the Park Ridge study’s 2025
Cumulative plus Project scenario. For the intersection of Hillcrest Avenue/Laurel Road, the growth per year was
determined from the study’s existing counts and future projections. This growth per year (growth factor) was then
applied to the Laurel Ranch existing counts to project the year 2040 volumes. Where existing counts from the
Park Ridge project were unavailable, the projected growth was determined using the CCTA model volumes.

For the intersection of Hillcrest Avenue/SR 4 EB Ramps, 2035 volumes from the Hillcrest Station Area Specific Plan
(2008), were projected based on the Plan’s growth per year determined from the existing and future traffic
volumes. This growth per year was then applied to the Laurel Ranch project’s existing counts to achieve the year
2040 volumes. Under the Cumulative Scenario, study intersection 1, Hillcrest Avenue/WB SR 4 Ramps, was not
analyzed. According to the 4eastcounty.org website, the ramps are to be relocated to Slatten Ranch Road, just
west of the future Hillcrest Avenue BART station. Because few project and nearby future project trips were
predicted to use the intersection, further analysis of the relocated interchange was not conducted.

Future 2040 peak hour volume projections for the intersections on Lone Tree Way are directly from the Brentwood
General Plan Update (2014); this scenario represents Cumulative 2040 traffic conditions that would be expected
upon Brentwood's build out to City limits as identified in their Updated General Plan.

Under the Cumulative Conditions, the following roadway modification projects were assumed:
e The connection of Laurel Road from the existing terminus east at Canada Valley Road to the SR 4 eastbound

ramps would be completed. The extension would include the following elements:
o A southbound right-turn pocket would be added to the SR 4 Eastbound Ramps at Laurel Road.
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o Theintersection at Country Hills Drive/Laurel Road would be completed. The intersection geometry used
was from the site plan and protected left-turn phasing was assumed.
o Theintersection of Canada Valley Drive/Laurel Road would be signalized. The intersection geometry from
the Park Ridge study was used and protected left-turn phasing was assumed.
e Country Hills Drive would be extended north to Laurel Road.
e The Hillcrest Avenue overpass would be widened. The project would add a second eastbound left-turn lane
on the off-ramp and widen to the neck. In addition, a second southbound left-turn lane would be constructed.
e Hillcrest Avenue/SR 4 Westbound Ramps would be relocated to Slatten Ranch Road.
e The eastbound lanes of Lone Tree Way/SR 4 Eastbound Ramps would be modified to provide two through
lanes and two right-turn lanes.
e Slatten Ranch Road would be constructed. From the north, it would connect to Sunset Drive/Hillcrest Avenue
and intersect Laurel Road, and to the south, it would connect to an existing portion already built that is north
of Lone Tree Way. The intersection geometry was the same used in the Park Ridge study analysis.

In addition, all seven phases of the Park Ridge project, for a total of 525 single family homes, were assumed
completed as well as the Antioch BART Station.

Under the anticipated Future volumes, assuming completion of the improvements noted above and with the
addition of the above projects, the study intersections are expected to operate acceptably with the exception of
Hillcrest Road/Laurel Road in the a.m. and p.m. peak hours and Laurel Road/Slatten Ranch Road in the p.m. peak
hour. While the intersections of SR 4 Eastbound Ramps/Hillcrest Avenue and SR 4 Eastbound Ramps/Lone Tree
Way are expected to operate above the desired Caltrans threshold, operation would be acceptable based on the
East County Action Plan. Future geometries and volumes are shown in Figures 4 and 5, respectively, and operating
conditions are summarized in Table 5.

Table 5 - Cumulative No Project Conditions Peak Hour Intersection Levels of Service

Study Intersection AM Peak PM Peak
Approach Delay LOS Delay LOS

1. SR 4 WB Ramps/Hillcrest Ave - - - -
2. SR4EBRamps/Hillcrest Ave 13.9 B 51.0 D
3. Hillcrest Rd/Laurel Rd 68.8 E 107.3 F
4. Laurel Rd/Canada Valley Rd 19.6 B 437 D
5. SR4EBRamps/Laurel Rd 17.4 B 254 C
6. SR 4 WB Ramps/Laurel Rd 15.8 B 214 C
7. SR4EBRamps/Lone Tree Way 30.2 C 49.7 D
8. SR4 WB Ramps/Lone Tree Way 134 B 21.2 C
9. Lone Tree Way/Empire Ave 18.6 B 274 C
10. Laurel Rd/Country Hills Dr 20.3 C 13.9 B
11. Laurel Rd/Slatten Ranch Rd 30.6 C 55.9 E

Notes: Delay is measured in average seconds per vehicle; LOS = Level of Service
Bold text = deficient operation
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Project Description

The project consists of 187 single family homes on 54 acres, located north of the future Laurel Road connection
and west of the SR 4 Eastbound Ramps. The site would be accessed by a signalized intersection at Laurel
Road/Country Hills Drive and a stop-controlled driveway west of the intersection with right-in and right-out access
only. Currently the site is unused. The proposed project site plan is shown in Figure 6.

Trip Generation

The anticipated trip generation for the proposed project was estimated using standard rates published by the
Institute of Transportation Engineers (ITE) in Trip Generation Manual, 9™ Edition, 2012 for “Single Family Detached
Housing” (ITE LU 210). Because the site is currently unoccupied, there are no existing trips being generated by the
site.

Total Project Trip Generation

The expected trip generation potential for the proposed project is indicated in Table 6. The proposed project is
expected to generate an average of 1,780 trips per day, including 140 trips during the a.m. peak hour and 187
during the p.m. peak hour. These new trips represent the increase in traffic associated with the project compared
to existing volumes.

Table 6 - Trip Generation Summary

Land Use Units Daily AM Peak Hour PM Peak Hour
Rate Trips Rate Trips In Out | Rate Trips In Out
Single Family Detached Housing 187du| 9.52 1,780 | 0.75 140 35 105 | 1.00 187 118 69

Note:  du=dwelling unit

Trip Distribution

The pattern used to allocate new project trips to the street network was based on existing traffic patterns as
identified by the City as well as recent transportation studies completed for other projects in the study area. These
applied distribution assumptions and resulting trips are shown in Figure 7 and detailed in Table 7.
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Table 7 - Trip Distribution Assumptions

Route AM PM AM PM
Percent | Percent | Trips Trips

To/From the North (West) via SR 4 30% 30% 42 56

To/From the South (East) via SR 4 20% 25% 28 47

To/From the East via Lone Tree Way 20% 20% 28 38

To/From the West via Lone Tree Way 15% 15% 21 28

To/From the East via Laurel Rd 5% 5% 7

To/From eBART via Hillcrest Ave* 5% 5% 7

To/From Carmen Dragon School 5% 0% 7

TOTAL 100% 100% 140 187

Note: * The route will be via Slatten Ranch Rd under the Cumulative Scenario

Intersection Operation

Existing plus Project Conditions

Because the proposed Laurel Ranch Project would be accessed exclusively through Laurel Road the improvements
assumed under the Cumulative Condition would instead be first implemented with the project completion. The
roadway modifications include all the improvements associated with the Laurel Road extension described in the
Cumulative scenario. Based on the site plan, it was assumed that the signalized project intersection at Country
Hills Drive/Laurel Road would have all four legs constructed; however, since no development was assumed to
have occurred directly south, no vehicle trips would be on that leg and the intersection was analyzed as a tee-
intersection.

In addition, the Laurel Road connection would provide improved access to SR 4 for the residential communities
to the west, while also providing more direct access to and from the City of Oakley and the surrounding area. With
the Laurel Road connection, existing traffic patterns would shift. New base volumes along Laurel Road were
estimated using the existing counts and the projected growth trends from the CCTA model.

Upon the addition of project-related traffic to the Existing volumes, and with the shifts in traffic anticipated due
to the extension of Laurel road, the study intersections are expected to operate at LOS C or better. These results
are summarized in Table 8. Added project traffic volumes are shown in Figure 8.
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Table 8 - Existing and Existing plus Project Peak Hour Intersection Levels of Service

Study Intersection Existing Conditions Existing plus Project
Approach AM Peak PM Peak AM Peak PM Peak
Delay LOS Delay LOS | Delay LOS Delay LOS
1. SR 4 WB Ramps/Hillcrest Ave 7.7 A 8.0 B 7.7 A 8.0 B
2. SR 4 EBRamps/Hillcrest Ave 26.5 C 25.5 C 26.6 C 25.5 C
3. Hillcrest Rd/Laurel Rd 10.4 B 8.5 A 13.7 B 12.9 A
4. Laurel Rd/Canada Valley Rd - - - - 9.1 A 8.0 A
5. SR4EBRamps/Laurel Rd 1.4 A 1.0 A 7.8 A 144 B
6. SR4 WB Ramps/Laurel Rd 9.5 A 15.4 B 21.0 C 30.9 C
7. SR 4 EB Ramps/Lone Tree Way 14.7 B 16.3 B 14.7 B 16.3 B
8. SR 4 WB Ramps/Lone Tree Way 8.2 A 10.8 B 83 A 10.9 B
9. Lone Tree Way/Empire Ave 15.2 B 18.8 B 153 B 18.9 B
10. Laurel Rd/Country Hills Dr - - - - 45 A 4.7 A

Notes:  Delay is measured in average seconds per vehicle; LOS = Level of Service

Finding - The study intersections are expected to continue operating acceptably with the shift in traffic volumes
due to the Laurel Road connection and upon the addition of project-generated traffic, and the project would result
in less-than-significant intersection impacts.

Existing plus Nearby Project plus Project Conditions

Similarly to the Existing plus Project conditions, the completion of the Laurel Ranch project would include the
roadway improvements along Laurel Road assumed in the Cumulative Scenario. With this connection, the trips
generated from the nearby project, Park Ridge, would use the SR 4 ramps on Laurel Road instead of the ramps on
Lone Tree Way. This assumption matches the route assignments used in the Park Ridge study with Laurel Road
connection completed. The same new base volumes from the Existing plus Project scenario were used in the
analysis, then the Park Ridge trips were added in addition to the project traffic.

Upon the addition of project-related traffic to the Existing plus Nearby Project condition volumes and assumed
geometric changes with new base volumes, the study intersections are expected to operate acceptably at LOS C
or better. These results are summarized in Table 9.
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Table 9 - Existing plus Nearby Project and Existing plus Nearby Project plus Project Peak Hour

Intersection Levels of Service

Study Intersection Existing plus Nearby Project Existing plus Nearby Project
Approach plus Project

AM Peak PM Peak AM Peak PM Peak

Delay LOS Delay LOS | Delay LOS Delay LOS
1. SR 4 WB Ramps/Hillcrest Ave 77 A 8.0 B 77 A 8.0 B
2. SR4EBRamps/Hillcrest Ave 26.6 C 255 C 26.6 C 25.9 C
3. Hillcrest Rd/Laurel Rd 10.4 B 85 A 13.8 B 12.9 B
4. Laurel Rd/Canada Valley Rd - - - - 9.6 A 9.0 A
5. SR4EBRamps/Laurel Rd 1.4 A 1.0 A 8.0 A 15.3 B
6. SR 4 WB Ramps/Laurel Rd 9.5 A 15.4 B 223 A 327 C
7. SR 4 EBRamps/Lone Tree Way 15.1 B 22.6 B 14.7 B 16.3 B
8. SR4 WB Ramps/Lone Tree Way 8.3 A 11.1 B 8.3 A 10.9 B
9. Lone Tree Way/Empire Ave 16.0 B 19.6 B 15.7 B 19.0 B
10. Laurel Rd/Country Hills Dr - - - - 4.5 A 47 A

Notes:  Delay is measured in average seconds per vehicle; LOS = Level of Service

Finding - The study intersections are expected to continue operating acceptably upon the addition of project-
generated traffic and completion of the Laurel Road connection project.

Cumulative plus Project Conditions

Upon the addition of project-generated traffic to the anticipated Future volumes, as seen in Figure 9, and with the
planned improvements, the study intersections are expected to operate acceptably, with the exception of the
same four intersections and peak periods that would operate at a deficient level under the Cumulative No Project
Scenario. While the intersections of SR 4 Eastbound Ramps/Hillcrest Avenue and SR 4 Eastbound Ramps/Lone
Tree Way would still operate below the desired Caltrans threshold, the intersections would continue to operate
acceptably based on the East County Action Plan. The Cumulative plus Project operating conditions are
summarized in Table 10.
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Table 10 - Cumulative and Cumulative plus Project Peak Hour Levels of Service

Study Intersection Cumulative Conditions Cumulative plus Project
Approach AM Peak PM Peak AM Peak PM Peak
Delay LOS Delay LOS | Delay LOS Delay LOS
1. SR 4 WB Ramps/Hillcrest Ave - - - - - - - -
2. SR4EBRamps/Hillcrest Ave 13.9 B 51.0 D 13.9 B 51.0 D
3. Hillcrest Rd/Laurel Rd 68.8 E 107.3 F 71.6 E 108.9 F
4. Laurel Rd/Canada Valley Rd 19.6 B 43.7 D 19.9 B 454 D
5. SR4EBRamps/Laurel Rd 17.4 B 254 C 18.8 B 30.3 C
6. SR4 WB Ramps/Laurel Rd 15.8 B 214 C 17.3 B 23.0 C
7. SR 4 EB Ramps/Lone Tree Way 30.2 C 49.7 D 30.3 C 49.7 D
8. SR4 WB Ramps/Lone Tree Way 13.4 B 21.2 C 134 B 21.3 C
9. Lone Tree Way/Empire Ave 18.6 B 274 C 18.6 B 27.5 C
10. Laurel Rd/Country Hills Dr 20.3 C 13.9 B 37.6 D 23.2 C
11. Laurel Rd/Slatten Ranch Rd 30.6 C 55.9 E 30.9 C 57.0 E

Notes: Delay is measured in average seconds per vehicle; LOS = Level of Service; Bold text = deficient operation

Finding - The study intersections previously operating acceptably would continue to do so with project traffic
added. Where operation is LOS D or worse, the increase in delay due to the project is less than five seconds and
therefore within the acceptable threshold as set forth by the regulating agencies, and the project would not result
in any significant cumulative intersection impacts.

CCTA Regional Roadway Analysis

According to the East County Action Plan, one of the MTSOs for all freeway segments in East County is a delay
index. However, following the CCTA Final Technical Procedures (2013), the threshold for analysis of freeway
MTSOs would not be satisfied. As stated, “when the proposed project adds more than 50 net new peak hour
vehicle trips to a freeway ramp, then the impact of the project on freeway MTSOs should be evaluated.” Therefore,
because the proposed project would not add more than 50 net new peak hour trips to any one of the ten freeway
ramps from the five study intersections under the Cumulative scenario, the freeway MTSOs were not required to
be analyzed.

Queuing

Project Access Roadways

Queuing analysis was performed for the project driveways in order to determine adequacy of turn pocket lengths
in reference to projected queue lengths. Analysis for the project driveways was performed under volumes for the
Cumulative and Cumulative plus Project scenarios. As noted in the site plan, there are two roads that access Laurel
Road; one is the signalized study intersection of Country Hills Drive/Laurel Road and the second is Laurel Road/
“Lane D", a side street stop-controlled intersection with only right-in and right-out access due to the median on
Laurel Road.

Under the Cumulative Scenarios, the projected 95" percentile queues in left-turn pockets at the study intersection
and the queue at the unsignalized intersection of Laurel Road/D Lane were determined using the SIMTRAFFIC
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application of Synchro, and averaging the projected 95™ percentile queue for each of five runs. The 95t percentile
gueue represents the peak of the peak, or queues that only have a five percent chance of being exceeded. The
estimated available storage lengths for the intersections are all approximations based on the site plan for the
project. Summarized in Table 11 are the predicted queue lengths for approaches to intersections. Copies of the
SIMTRAFFIC projections are contained in Appendix C.

Table 11 - 95t Percentile Project Driveway Queues

Intersection Estimated 95t Percent Queues
Approach Available AM Peak Hour PM Peak Hour
Storage*
C C+P C C+P
Laurel Rd/Country Hills Dr
SB Left-Turn 100 - 76 - 64
NB Left-Turn 250 147 154 81 96
WB Left-Turn #1 200 61 61 116 106
WB Left-Turn #2 200 94 82 127 165
EB Left-Turn 215 - 25 - 28
Laurel Road/Lane D
SB Right-Turn 100 - 42 - 20

Notes:  95™ Percent Queue based on the calculated potential from five averaged SIMTRAFFIC runs
* = Storage length estimated based on site plan, measured in feet
C = cumulative conditions; C+P = future plus project conditions;

The results of the 95" percentile queuing analysis indicate that the estimated available storage lengths, as
proposed, would be adequate to accommodate future volumes in addition to proposed Laurel Ranch and Park
Ridge project traffic volumes.

Finding - The project would not result in queues exceeding the estimated available storage.

Alternative Access Queuing Analysis

In addition, a proposed second access alternative for the side-street stop-controlled intersection Laurel Road/
D Lane-Treeline Way (Park Ridge project access road) was analyzed for potential vehicle queue lengths.

As part of the Davidon Homes (Park Ridge Subdivision) Addendum to the Project Level EIR, the intersection of D Lane-
Treeline Way/Laurel Road had no turning movement restrictions and was analyzed with stop-controlled side
streets. Under the cumulative scenario with the completion of both the Laurel Ranch Project and the Park Ridge
Project, the intersection as a whole was expected to operate at LOS A but the southbound side street, specifically
the left-turn from D Lane, was projected to operate deficiently at LOS F with 67 seconds of delay in the a.m. peak
hour and 68 seconds during the p.m. peak hour. Based on the significance criterion for unsignalized intersections,
the project would only cause a significant impact if the intersection operated at an unacceptable LOS overall and
satisfied the CA MUTCD peak hour signal warrant. As documented in the Park Ridge EIR report, it was determined
that the intersection did not meet this signal warrant and as such would not result in a significant impact. If the
intersection were to be signalized, it would operate at an acceptable level.

In the Park Ridge project analysis, this intersection was assumed with no median or turning movement restrictions.
However, the geometry assumed for Laurel Ranch'’s access Alternative 2 would allow westbound left turns from
Laurel Road into the Park Ridge project in addition to the right turns in, but restrict egress to right turns out. The

Transportation Impact Analysis for Laurel Ranch )
December 15,2015 gzﬁ



access to the Laurel Ranch project would continue to be right-in and right-out only. The traffic volumes accessing
Treeline Way were the same assumed in the Park Ridge study.

Under the Cumulative scenarios, the projected 95™ percent queues in westbound left-turn pocket on Laurel Road
to Treeline Way were also determined using the SIMTRAFFIC application of Synchro. Summarized in Table 12 are

the predicted queue lengths for access Alternative 2 for the Park Ridge project. Copies of the SIMTRAFFIC
projections are contained in Appendix D.

Table 12 - 95 Percentile Left-Turn Queues on Westbound Laurel Rd at D Lane,
Alternative Access 2

Intersection Estimated 95t Percent Queues
Approach Available AM Peak Hour PM Peak Hour
Storage
C C+P C C+P

Laurel Rd/Lane D-Treeline Way
WB Left-Turn 200* 36 52 75 68

Notes:  95™ Percent Queue based on the calculated potential from five averaged SIMTRAFFIC
runs; * = Storage length estimated based on potential space according to site plan,
measured in feet; C = Cumulative Conditions; C+P = Future plus Project Conditions

According to the queuing calculations, there would be adequate space in the proposed Laurel Road median to
incorporate a left-turn pocket. While the median can accommodate a storage length of approximately 200 feet,
based on the queuing calculations, the storage length can be shorter if desired.

Finding - Projected queue lengths from Alternative 2 can be accommodated in the available length of the Laurel
Road median.
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Alternative Modes

Pedestrian Facilities

Given the proximity of other residential neighborhoods, schools, open space, and commercial areas near the site,
it is reasonable to assume that some Laurel Ranch residents would want to walk, bicycle, and/or use transit to
reach what the surrounding area has to offer.

Project Site — Based on the site plan, sidewalks are planned along both sides of Laurel Road fronting the project
site. However, the site plan shows a connection with the existing sidewalk network only on the south side of
Laurel Road near the SR 4 Eastbound on-ramps; the north side of Laurel Road does not have existing facilities west
of the channelized westbound right-turn. The proposed sidewalks to the south and west of the Country Hills
Drive/Laurel Road intersection do not indicate a connection with proposed nearby facilities.

In addition, there is no indication of pedestrian crossings at the signalized study intersection.

As part of the Park Ridge subdivision, much of the internal land would remain as open space and include pedestrian
trails. To improve connectivity with the other nearby trail networks, particularly the Delta De Anza trail located just
north of the Laurel Ranch project, the internal trails from the Park Ridge Subdivision would cross Laurel Road in the
vicinity of the Laurel Ranch Project. This would require some manner of pedestrian facilities, such as a pedestrian
signal or rectangular rapid flashing beacons (RRFB) which are described in more detail in the Park Ridge EIR.

Starting from the open space trailhead on the Park Ridge subdivision street of Treeline Court, the trail would continue
through the court and Treeline Way to meet at the intersection of Laurel Road/Treeline Way. Just to the west of this
intersection, on the north side of Laurel Road, is the existing trail that connects to Delta De Anza Trail. The
improvements to Laurel Road would connect the north and south side pedestrian facilities in the vicinity of this area.

Finding — There would be a gap in pedestrian facilities serving the project site if no sidewalk connections to the
existing facilities are provided.

Recommendation - The proposed pedestrian facilities should connect either with the existing or proposed
sidewalk facilities on the north and south side Laurel Road to the east and west of the project site. In addition to
pedestrian curb ramps at the intersection, crosswalks with pedestrian phase should be included in the project.

Bicycle Facilities

Proposed bicycle facilities include bike lanes on Laurel Road fronting the site and connecting to existing facilities
to the west. Together with shared use of minor streets, adequate access for bicyclists would be provided.

Finding - Bicycle facilities proposed for the project site are expected to be adequate.

Recommendation - Bike lanes should be provided on Laurel Road as indicated on preliminary site plans.

Transit

According to the site plan, there would be proposed Tri Delta Bus stop locations on the northwest and southeast
corners of the Laurel Road/Country Hills Drive intersection. Given these additional stops and the existing stops
located west of Canada Valley Road, transit routes are expected to be adequate to accommodate project-
generated transit trips.

Finding - Proposed and existing transit facilities serving the project site are expected to be adequate.

e
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Access and Circulation

Site Access

As mentioned in the queuing analysis section, there would be two project access points: the signalized study
intersection of Country Hills Drive/Laurel Road and the side-street stop-controlled intersection of Laurel Road/D
Lane, which would be limited to right-turn in and out only. Access through the signalized study intersection was
assumed to have protected left-turn phasing. Access through the unsignalized intersection would remain right-
in and right-out for both access alternatives proposed at the intersection. Further details of the alternative access
can be found in the Queuing section.

On-site circulation was reviewed based on the design as presented in the preliminary plans under the assumption
that the design of the subdivision adhered to the proper ordinances and regulations set forth by the regulatory
agencies. Review of the site plan indicated no circulation issues.

Sight Distance

At unsignalized intersections a substantially clear line of sight should be maintained between the driver of a
vehicle waiting at the crossroad and the driver of an approaching vehicle. Adequate time must be provided for
the waiting vehicle to turn right, without requiring the through traffic to radically alter their speed. Sight distance
should be measured from a 3.5-foot height at the location of the driver on the minor road to a 4.25-foot object
height in the center of the approaching lane of the major road. Set-back for the driver on the crossroad shall be a
minimum of 15 feet, measured from the edge of the traveled way.

Sight distance along Laurel Road at D Lane was evaluated based on sight distance criteria contained in the
Highway Design Manual published by Caltrans. The recommended sight distance at intersections of public streets
is based on corner sight distances, which uses the approach travel speeds as the basis for determining the
recommended sight distance.

Sight distance at the intersection was measured using the site plan. Based on the posted speed limit on Laurel
Road between Hillcrest Avenue and Canada Valley Drive of 45 mph, the minimum corner sight distance needed is
495 feet. Because the intersection would be restricted to right-turn only movements, only sight distance to the
east was reviewed. Based on the site plan, the lines of sight would adequate. A graphic of the sight distance is
provided in Appendix E.

However, in order to maintain these sight lines for vehicles leaving the site, it is recommended that landscaping
be trimmed such that tree canopies are at least seven feet above the ground; other landscaping within the sight
lines should be limited to low-lying vegetation no greater than three feet in height. In addition, signs and
monuments planned along the project’s frontage should be placed in a manner that does not obstruct sight
distance at the project intersections.

Finding - Sight distance lines at the unsignalized intersection of Laurel Road/D Lane would require landscaping
maintenance.

Recommendation - In order to maintain adequate sight lines for vehicles leaving the site it is recommended that
landscaping be trimmed such that tree canopies are at least seven feet above the ground; other landscaping
within the sight lines should be limited to low-lying vegetation no greater than three feet in height.
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Conclusions and Recommendations

Conclusions

e The project is expected to generate an average of 1,780 trips per day, including 140 a.m. peak hour trips and
187 trips during the p.m. peak hour.

e Study intersections analyzed under existing conditions operate acceptably and are expected to continue to
do so in the near-term as well as for the cumulative scenarios with the addition of the project traffic and the
associated roadway improvements.

e Under the projected future volumes, the study intersections are expected to operate acceptably with the
exception of Hillcrest Road/Laurel Road in the a.m. and p.m. peak hours and Laurel Road/Slatten Ranch Road
during the p.m. peak hour. The intersections of SR 4 Eastbound Ramps/Hillcrest Avenue and SR 4 Eastbound
Ramps/Lone Tree Way are projected to operate below the desired Caltrans threshold, but acceptably based
on the East County Action Plan.

e Queuing analysis for the proposed project driveway indicates the projected queue lengths would not exceed
the estimated available storage.

e Under access Alternative 2, which would allow westbound left turns into the Park Ridge project, there would
be sufficient storage space to accommodate the projected queue lengths.

e Proposed pedestrian facilities as shown on the site plan include sidewalks but do not include a connection to
existing facilities. The site plan does not indicate if the signalized intersection would include pedestrian

crossings.

e Bicycle and transit facilities, including the addition of bike lanes on Laurel Road based on the site plan, were
determined to be adequate for the project.

e Nocirculation issues were identified on-site.

e Maintaining adequate sight distance at the unsignalized intersection of Laurel Road/D Lane would require
landscaping maintenance.

Recommendations

e The sidewalks fronting the project site should connect to existing facilities.

e Pedestrian crosswalks, with a pedestrian phase, should be included in the design of the traffic signal at the
Country Hills Drive/Laurel Road intersection.

e In order to maintain adequate sight lines for vehicles leaving the site on D Lane, it is recommended that
landscaping be trimmed such that tree canopies are at least seven feet above the ground; other landscaping

within the sight lines should be limited to low-lying vegetation no greater than three feet in height.

e Bike lanes should be provided on Laurel Road as indicated on preliminary site plans.
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Intersection LOS Methodology
Clarifications and Modifications to CCTA Guidelines

The study intersections were analyzed using the Synchro analysis software, employing methodologies
published in the Highway Capacity Manual (HCM), Transportation Research Board, 2010 and in
accordance with Technical Procedures established by the Contra Costa Transportation Authority (CCTA),
January 16, 2013. During the course of preparing the analysis, it was necessary to make assumptions and
modifications when applying these methodologies. This document summarizes these assumptions.

HCM 2010 Methodology Limitation

The HCM 2010 methodology currently has limitations in determining LOS for certain shared lane
configurations, including approaches with through-left lanes that are opposed by more than one through
lane. The developers of Synchro, the software used for this analysis, have developed methodologies to
approximate the LOS for intersections that have been affected by this limitation. This approximation was
applied to the each of study intersections.

Right turn on Red

HCM 2010 methodologies require the number of vehicles observed to complete a right-turn on red
movement (RTOR); however, such data was not available for the study intersections. Therefore, the RTOR
volumes were estimated using the following method. This method is consistent with recommended
methodologies presented in the HCM 2010 when field collected data is not available.

e RTOR volumes were entered only if the right turn movement is served by an exclusive lane and there
is a complementary left-turn phase on the cross street

e RTOR may not exceed the number of shadowed left turners on a per lane basis

¢ RTOR may not exceed 50% of the total right turn volume

¢ RTOR volumes were not entered channelized yield-controlled right turns, as HCM 2010 methodologies
address these movements separately

e RTOR volumes were only entered if there are projected to be 10 or more such movements during a
peak hour

Lane Utilization Factor

Lane utilization factors calculated by Synchro were used for the analysis.

Traffic Signal Timing

Traffic signal timing was optimized using Synchro. The following assumptions were applied to the signal
timing optimization:

e Assume a minimum 100 second cycle length for all actuated signals
e Green times were allocated by Synchro

Peak Hour Factor

Per CCTA guidance, the peak 