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Central Avenue Commercial Retail TIA Project Introduction

1.0 PROJECT INTRODUCTION

This traffic impact analysis (TIA) report has been prepared for Central Avenue Commercial Retail
project. The project will be developed on a vacant site located at the west side of State Highway 74
(SH-74)/Central Avenue and Allan Street intersection.

PROJECT DESCRIPTION
The following land uses are proposed as part of the commercial retail project:

e Shopping Center — 10,490 sf
e Fast Food Restaurant with Drive Through — 1,510 sf

Figure 1-1 shows the project site plan.

STUDY AREA

The study area for this project was developed consistent with the Riverside County TIA Preparation
Guide, including all intersections of “Collector” or higher classification streets with “Collector” or
higher classification streets, at which the proposed project will add 50 or more peak hour trips. IEG
prepared a project traffic study scoping agreement defining the study area, which was reviewed and
approved by City of Lake Elsinore staff prior to the preparation of this technical report. Refer to
Appendix A for approved scoping agreement.

Figure 1-2 presents the study area that includes the following key intersection locations:

SH-74/Central Avenue and Conard Avenue
SH-74/Central Avenue and Allan Street/Project Driveway
SH-74/Central Avenue and Ardenwood Way
SH-74/Central Avenue and Rosetta Canyon Drive
SH-74/Central Avenue and Crater Drive

R W e

Turning movement counts were conducted for one weekday during the morning and evening peak
hours on October 22,2020. Due to the COVID-19 pandemic, traffic patterns are currently disrupted and
not typical. Therefore, IEG, in coordination with City of Lake Elsinore staff used the Central Plaza Traffic
Impact Study (February 2017) and the Dexter/Central Chick-fil-A Traffic Impact Analysis (July 2018) to
calculate an adjustment factor based on the AM and PM peak hour relationship between like
intersection counts. The adjustment factor was applied to the turning movement counts from this
project to develop Existing Conditions 2020 baseline volumes. The turning movement counts,
adjustment factor calculation, and adjusted volumes are provided in Appendix B. These baseline
volumes will be utilized in Synchro 10 software to determine LOS at all study intersections. The Existing
Plus Ambient without Project Conditions traffic volumes will be developed by adding a 2% annual
growth for two years to the Existing Year 2020 baseline volumes.

PROJECT TRIP GENERATION

The trip generation is a measure or forecast of the number of trips that begin or end at the project
site. These trips will result in some traffic increases on the streets where they occur. The rates used in
this analysis were determined using Trip Generation, 10" Edition, published by the Institute of
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Central Avenue Commercial Retail TIA Project Introduction

Transportation Engineers (ITE) that is widely used in Southern California. Project ITE average trip
generation rates are presented in Table 1-1.

Table 1-1
Project Trip Generation Rate
ITE AM Peak Hour PM Peak Hour

L 1 its? L Dail

and Use Units v In Out Total In Out Total afly

Code

Shopping Center TSF 820 9.28 5.69 14.97 4.69 5.08 9.77 124
Fast Food Restaurant | toc | g3, | 2050 | 1960 | 40.19 16.99 | 1568 | 3267 471
w/ Drive Through

Source: Institute of Transportation Engineers (ITE), Trip Generation Manual, 10" Edition (2017)
LTSF = Thousand Square Feet

Tables 1-2 summarizes the calculated trip generation based on the floor areas associated with the
proposed Project. As shown on Table 1-2, the proposed development is anticipated to generate
approximately 1,212 total daily trips, 188 AM peak hour trips and 92 PM peak hour trips.

Table 1-2
Project Trip Generation
) ) AM Peak Hour PM Peak Hour .
Land Use Intensity | Units? Daily
In Out Total In Out Total

Shopping Center 10.49 TSF 97 60 157 49 53 102 1,298
Pass-by Reduction (34% PM Peak Hour Only)? - - - 17 18 35 441

Subtotal 97 60 157 32 35 67 857

Fast Food Restaurant W/ Drive 1.51 TSE 31 30 61 2% 24 50 711

Through

Pass-by Reduction (49% AM Peak Hour, 50% Pl\ﬁgsra)lz 15 15 30 13 12 25 356
Subtotal 16 15 31 13 12 25 355
Total 113 75 188 45 47 92 1,212

Source: Institute of Transportation Engineers (ITE), Trip Generation Manual, 10" Edition (2017)
1 TSF = Thousand Square Feet
2 Pass-by reduction percentage is based on the ITE methodology per Table E of ITE Trip Generation Handbook (3™ Edition, 2017)

PROJECT TRIP DISTRIBUTION AND ASSIGNMENT

Trip distribution and assignment is the process of identifying the probable destinations, directions and
traffic routes that project related traffic will affect. Once the proposed development’s trips have been
estimated, they are assigned to the study area network. For this development, the project trip
distribution and assignment were developed, in coordination with City staff, based on the land use
characteristics of the proposed project and surrounding area, existing travel patterns within the study
area, anticipated travel patterns to and from the project site, and approved projects located in the
vicinity of the project site.

Figures 1-1 through 1-4 show project site plan, study area, trip distribution/assignment and
intersection turning movement volumes.
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Central Avenue Commercial Retail TIA Project Introduction

PROJECT ACCESS

Access to the project site will be provided via a newly constructed western leg to the existing SH-
74/Central Avenue and Allan Street T-intersection, which will operate as a right in/right out access only
driveway through the installation of a raised median.

PARKING
The proposed development will be required to provide on-site parking spaces consistent with County
of Riverside parking requirements.
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Central Avenue Commercial Retail TIA Methodologies

2.0 METHODOLOGIES

This section documents the methodologies and assumptions used to conduct the circulation impact
analysis for the proposed project. This section contains the following background information:

e Study scenarios

e  Study time periods

e Analysis methodologies

Refer to Appendix A for approved scoping agreement.

STUDY SCENARIOS
This report presents an analysis of the intersections which were selected for the following anticipated
timeframe scenarios:

e  Existing Conditions (2020)

e  Existing Plus Project (EP) Conditions

e  Existing Plus Ambient Plus Project (EAP) Conditions

e  Existing Plus Ambient Plus Cumulative Plus Project (EACP) Conditions

STUDY TIME PERIODS

The City of Lake Elsinore selected the following peak hours for analysis:
e Weekday AM (peak hour between 7:00 AM and 9:00 AM)

o Weekday PM (peak hour between 4:00 PM and 6:00 PM)

ANALYSIS METHODOLOGIES

Street system operating conditions are typically described in terms of “level of service.” Level of
service is a report-card scale used to indicate the quality of traffic flow on roadway segments and at
intersections. Level of service (LOS) ranges from LOS A (free flow, little congestion) to LOS F (forced
flow, extreme congestion). Table 2-1 describes generalized definitions of auto LOS A through F.
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Table 2-1
Vehicular Level of Service Definitions

Characteristics

Primarily free-flow operation. Vehicles are completely unimpeded in their ability to maneuver within the traffic
A stream. Controlled delay at the boundary intersections is minimal. The travel speed exceeds 85% of the base
free-flow speed.

Reasonably unimpeded operation. The ability to maneuver within the traffic stream is only slightly restricted
B and control delay at the boundary intersections is not significant. The travel speed is between 67% and 85% of
the base free-flow speed.

Stable operation. The ability to maneuver and change lanes at mid-segment locations may be more restricted
C than at LOS B. Longer queues at the boundary intersections may contribute to lower travel speeds. The travel
speed is between 50% and 67% of the base free-flow speed.

Less stable condition in which small increases in flow may cause substantial increases in delay and decreases in
D travel speed. This operation may be due to adverse signal progression, high volume, or inappropriate signal
timing at the boundary intersections. The travel speed is between 40% and 50% of the base free-flow speed.

Unstable operation and significant delay. Such operations may be due to some combination of adverse signal
E progression, high volume, and inappropriate signal timing at the boundary intersections. The travel speed is
between 30% and 40% of the base free-flow speed.

Flow at extremely low speed. Congestion is likely occurring at the boundary intersections, as indicated by high
delay and extensive queuing. The travel speed is 30% or less of the base free-flow speed. Also, LOS F is assigned
to the subject direction of travel if the through movement at one or more boundary intersections have a
volume-to-capacity ratio greater than 1.0.

Source: Highway Capacity Manual, Transportation Research Board (2010)

Intersection Capacity Analysis

The analysis of peak hour intersection performance was conducted using the Synchro 10 software
program, which uses methodologies defined in the Highway Capacity Manual (HCM) 6th Edition to
calculate LOS. Level of service (LOS) for intersections is determined by control delay. Control delay is
defined as the total elapsed time from when a vehicle stops at the end of a queue to the time the
vehicle departs from the stop line. The total elapsed time includes the time required for the vehicle
to travel from the last-in-queue position to the first-in-queue position, including deceleration of
vehicles from free-flow speed to the speed of vehicles in the queue.

Signalized Intersections

The HCM analysis methodology for evaluating signalized intersections is based on the “operational
analysis” procedure. This technique uses 1,900 passenger cars per hour of green per lane (pcphpl) as
the maximum saturation flow of a single lane at an intersection. Average control delay is calculated
by taking a volume-weighted average of all the delays for all vehicles entering the intersection. Table
2-2 summarizes the level of service criteria for signalized intersections.

éa%;
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Table 2-2
Signalized Intersection Level of Service HCM Operational Analysis Method

A Control Del . .
verage Lontroletay Level of Service (LOS) Characteristics

Per Vehicle (seconds)

LOS A occurs when the volume-to-capacity ratio is low and either progression is exceptionally
<10.0 favorable or the cycle length is very short. If it is due to favorable progression, most vehicles
arrive during the green indication and travel through the intersection without stopping.

LOS B occurs when the volume-to-capacity ratio is low and either progression is highly

10.1-20.0 favorable or the cycle length is short. More vehicles stop than with LOS A.

LOS C occurs when progression is favorable or the cycle length is moderate. The number of
20.1-35.0 vehicles stopping is significant, although many vehicles still pass through the intersection
without stopping.

LOS D occurs when the volume-to-capacity ratio is high and either progression is ineffective or

35.1-55.0 . . A . .
the cycle length is long. Many vehicles stop and individual cycle failures are noticeable.
55.1-80.0 LOS E occurs when the volume-to-capacity ratio is high, progression is unfavorable, and the
’ ' cycle length is long. Individual cycle failures are frequent.
5800 LOS F occurs when the volume-to-capacity ratio is very high, progression is very poor, and the

cycle length is long. Most cycles fail to clear the queue.

Source: Highway Capacity Manual, Transportation Research Board (2010)

All-way Stop-controlled (AWSC) Intersections

The HCM analysis methodology for evaluating all-way Stop-controlled intersections is based on the
degree of conflict for each independent approach created by the opposing approach and each
conflicting approach. Level of Service for AWSC intersections is also based on the average control
delay. However, AWSC intersections have different threshold values than those applied to signalized
intersections. This is based on the rationale that drivers expect AWSC intersections to carry lower
traffic volumes than at signalized intersections. Therefore, a higher level of delay is acceptable at a
signalized intersection for the same LOS.

Two-way Stop-controlled (TWSC) Intersections

The HCM analysis methodology for evaluating two-way Stop-controlled (TWSC) intersections is based
on gap acceptance and conflicting traffic for vehicles stopped on the minor-street approaches. The
critical gap (minimum gap that would be acceptable) is defined as the minimum time interval in the
major-street traffic stream that allows intersection entry for one minor-street vehicle. Average
control delay and LOS for the “worst approach” are reported. Level of service is not defined for the
intersection as a whole. Table 2-3 summarizes the level of service criteria for unsignalized
intersections.

INTEGRATED ENGINEERING GROUP
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Table 2-3
Level of Service Criteria for Stop Controlled Unsignalized Intersections

Average Control Delay (sec/veh) Level of Service (LOS)

<10.0

10.1-15.0
15.1-25.0
25.1-35.0
35.1-50.0
>50.0
Source: Highway Capacity Manual, Transportation Research Board (2010)

mMmMO|O|w|>

City of Lake Elsinore General Plan Compliance

In coordination with City staff, the traffic impact analysis will identify LOS deficiencies for compliance
with City of Lake Elsinore General Plan goals. The City of Lake Elsinore has established LOS “D” as the
minimum allowable level of service at intersections. Therefore, any intersection operating at LOS “E”
or worse will be considered deficient for the purposes of this analysis.

INTEGRATED ENGINEERING GROUP
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3.0 EXISTING CONDITIONS (2020) SCENARIO

This section documents the circulation system conditions within the study area of the project under
Existing Conditions 2020 without and Plus Project (EP) scenarios. This section also documents
operational deficiencies on the existing local and regional circulation networks. The following network
improvement is assumed under EP scenario:

e SH-74/Central Avenue and Allan Street/Project Driveway — With the construction of the
project and the incorporation of the additional western leg to the existing T-intersection, the
project will be conditioned to construct a raised median along the property frontage to
restrict access to right in/right out vehicular movements at the new driveway and Allan
Street.

ROADWAY NETWORK
Locally significant roadway located within the study area of the proposed project is discussed below.

SH-74/Central Avenue from Conard Avenue to Rosetta Canyon Drive functions as a 4-lane arterial
highway between Conard Avenue and Allan Street and as a 5-lane arterial highway between Allan
Street and Rosetta Canyon Drive. The posted speed limit on SH-74/Central Avenue is 55 miles per
hour (mph). Per the City of Lake Elsinore General Plan Circulation Element, the buildout classification
for this segment of SH-74/Central Avenue is an 8-lane augmented urban arterial — state highway, as
shown in Figure 3-1.

Figures 3-1 and 3-2 show the City of Lake Elsinore General Plan Circulation Network and
Recommended Roadway Cross Sections, respectively.

TRANSIT SYSTEM

The Riverside Transit Agency (RTA) is the main transit agency servicing the County of Riverside.
Currently, RTA operates Route 9 within the vicinity of the project. Route 9 operates seven days a week
and connects to the Lake Elsinore Outlet Center south of the site and Perris Station Transit Center
north of the site. Weekday and weekend service frequency is 60 to 90 minutes. Bus stops for Route 9
are currently located at the intersection of SH-74/Central Avenue and Allan Street for northbound
service and at the intersection of SH-74/Central Avenue and Conard Avenue for southbound service.
Pedestrian accessibility and connectivity from the project site to these bus stops is provided along the
south side of SH-74/Central Avenue with signalized crossings at intersections where the bus stops are
located. Route information is included in Appendix H.

ACTIVE TRANSPORTATION SYSTEM

Active transportation facilities including pedestrian and bicycle facilities within the study area of the
project are provided. Pedestrian crosswalks are generally provided at signalized intersections along
SH-74/Central Avenue with sidewalks on the south side. Class Il bike lanes in both directions are
provided along SH-74/Central Avenue. Project is proposing to provide half width right-of-way
improvements along the property frontage including vehicular travel lane, bike lanes, curb, gutter and
sidewalk.

I INTEGRATED ENGINEERING GROUP
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TRAFFIC VOLUMES

The Existing Year 2020 peak hour intersection turning movement volumes were counted on Thursday
October 22, 2020. Due to the COVID-19 pandemic, traffic patterns are currently disrupted and not
typical. Therefore, IEG, in coordination with City of Lake Elsinore staff used the Central Plaza Traffic
Impact Study (February 2017) and the Dexter/Central Chick-fil-A Traffic Impact Analysis (July 2018) to
calculate an adjustment factor based on the AM and PM peak hour relationship between like
intersection counts. The adjustment factor was applied to the turning movement counts from this
project to develop Existing Conditions 2020 baseline volumes. The turning movement counts,
adjustment factor calculation, and adjusted volumes are provided in Appendix B. The counts provided
interpreted SH-74/Central Avenue as a north-south corridor. Therefore, intersection configurations
for Synchro analysis were input consistent with the counts with the SH-74/Central Avenue movements
as north and south at all intersections.

ANALYSIS RESULTS
Table 3-1 shows Existing Conditions intersection operation analysis results.

Figures 3-3 and 3-4 show intersection turning movement volumes under Existing Year 2020 and
Existing Plus Project scenarios, respectively.

Table 3-1
Existing Conditions 2020 Scenario Intersection Operation Analysis
Existing Existing Conditions
Intersection Conditions Plus Project
Delay (a) | LOS (b) Delay (a) | LOS (b)

AM Peak/PM Peak
1. SH-74/Central Avenue and Conard 11.1/13.7 B/B 13.5/15.0 B/B

Avenue
2. SH-74/Central Avenue and Allan

Street/Project Driveway(c) 32.1/22.5 D/C 31.2/15.5 D/C
3. SH-74/Central Avenue and

Ardenwood Way 9.7/6.8 A/A 10.9/6.9 B/A
4, SH—74/CenjcraI Avenue and Rosetta 8.7/8.0 A/A 9.5/8.1 AJA

Canyon Drive
5. SDI:i—V7:/CentraI Avenue and Crater 100.1/55.9 F/F 139.2/64.4 F/F

Notes:

Bold indicates LOS E or F

(a) Delay refers to the average control delay for the entire intersection, measured in seconds/vehicle. At unsignalized intersection, delay refers to the worst
movement.

(b) LOS calculations are based on the methodology outlined in the Highway Capacity Manual 6™ Edition and performed using Synchro 10

(c) Existing Plus Project conditions includes addition of western leg to existing T-intersection with right in/right out access only driveway through installation of
a raised median.

Per the analysis results shown in Table 3-1, all analyzed intersections are operating at an acceptable
LOS under Existing Year 2020 and Existing Plus Project Conditions except for SH-74/Central Avenue at
Crater Drive. However, the movement with the worst delay at this intersection is eastbound left turns
from Crater Drive onto northbound SH-74/Central Avenue. This project will not add traffic to this
movement; therefore, no additional improvements are required. Ultimately when SH-74/Central
Avenue is widened to its ultimate configuration, including the construction of a raised median, the
intersection of SH-74/Central Avenue and Crater Drive will be limited to right-in right-out which will
improve the intersection operation an acceptable LOS.
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Existing Conditions and Existing Plus Project Conditions peak hour analysis worksheets are provided
in Appendices C and D, respectively.
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4.0 EXISTING PLUS AMBIENT PLUS PROJECT CONDITIONS

This section documents the circulation system conditions within the study area of the project under
Existing Plus Ambient Plus Project (EAP) Conditions. Since the project is expected to be built and
operational in 2022, a 2% annual growth factor for two years was applied to the adjusted Existing Year
2020 baseline volumes. Project traffic volumes are then added to these volumes to develop EAP
Conditions traffic volumes. This section also documents potential operational deficiencies on the
existing local and regional circulation networks. The following network improvement is assumed
under EAP conditions:

e SH-74/Central Avenue and Allan Street/Project Driveway — With the construction of the
project and the incorporation of the additional western leg to the existing T-intersection, the
project will be conditioned to construct a raised median along the property frontage to

restrict access to right in/right out vehicular movements at the new driveway and Allan
Street.

ANALYSIS RESULTS
Table 4-1 shows EAP Conditions intersection operation and queue analysis results.

Figures 4-1 shows intersection turning movement volumes under EAP Conditions.

Table 4-1
Existing Plus Ambient Plus Project Scenario Intersection Operation Analysis
Existing EAP
Intersection Conditions Conditions
Delay (a) | LOS (b) Delay (a) | LOS (b)
AM Peak/PM Peak
1. SH-74/Central Avenue and Conard 11.1/13.7 B/B 15.5/17.8 B/C
Avenue
2. SH-74/Central Avenue and Allan
2.1/22. D .2/16. D
Street/Project Driveway 321/22.5 /c 34.2/16.0 /c
3. SH-74/Central Avenue and
.7/6. A/A 12.2/7. B/A
Ardenwood Way 9.7/6.8 / /7.0 /
4, SH-74/Cen.traI Avenue and Rosetta 8.7/8.0 AA 10.2/8.3 AJA
Canyon Drive
5. SDI:i-V7:/CentraI Avenue and Crater 100.1/55.9 F/F 148.7/66.3 F/F

Notes:
Bold indicates LOS E or F
(a) Delay refers to the average control delay for the entire intersection, measured in seconds/vehicle. At unsignalized intersection, delay refers to the worst
movement.
(b) LOS calculations are based on the methodology outlined in the Highway Capacity Manual 6t Edition and performed using Synchro 10
(c) EAP conditions includes addition of western leg to existing T-intersection with right in/right out access only driveway through installation of a raised
median.

Per the analysis results shown in Table 4-1, all analyzed intersections are operating at an acceptable
LOS under EAP Conditions except for SH-74/Central Avenue at Crater Drive. However, the movement
with the worst delay at this intersection is eastbound left turns from Crater Drive onto northbound
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SH-74/Central Avenue. This project will not add traffic to this movement; therefore, no additional
improvements are required. Ultimately when SH-74/Central Avenue is widened to its ultimate
configuration, including the construction of a raised median, the intersection of SH-74/Central Avenue
and Crater Drive will be limited to right-in right-out which will improve the intersection operation an
acceptable LOS.

EAP Conditions peak hour analysis worksheets are provided in Appendix E.
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Figure 4-1 — Existing Plus Ambient Plus Project Conditions AM/PM Peak Hour Intersection Volumes

I INTEGRATED ENGINEERING GROUP
TRANSPORTATION PLANNING AND ENGINEERING

21




Central Avenue Commercial Retail TIA Existing Plus Ambient Plus Cumulative Plus Project Conditions

5.0 EXISTING PLUS AMBIENT PLUS CUMULATIVE PLUS PROJECT CONDITIONS

This section documents the circulation system conditions within the study area of the Project under
Existing Plus Ambient Plus Cumulative Plus Project (EACP) Conditions. The EACP Conditions traffic volumes
were developed by adding cumulative project trips to the EAP Conditions traffic volumes. These
cumulative projects are shown in Table 5-1 below. The locations are shown in Figure 5-1 and the
Cumulative project trip volumes assigned to the study intersections are shown in Figure 5-2. This section
also documents potential Cumulative Project impacts to the circulation network. The following network
improvement is assumed under EACP conditions:

e SH-74/Central Avenue and Allan Street/Project Driveway — With the construction of the project

and the incorporation of the additional western leg to the existing T-intersection, the project will
be conditioned to construct a raised median along the property frontage to restrict access to right
in/right out vehicular movements at the new driveway and Allan Street.

Table 5-1
Cumulative Projects
# | Project/Location Land Use Quantity Units?
City of Lake Elsinore
Retail 151.397 TSF
. Specialty Retail 5.300 TSF
1 | Lake Elsinore Walmart - -
Fast-Food without Drive-Thru 5.300 TSF
Fast-Food with Drive-Thru 6.800 TSF
2 | Tige Watersports Boat Dealership 34.5 TSF
Gas Station w/ Convenience Market 18 VFP
3 | Kassab Travel Center - -
Fast-Food with Drive-Thru 2.54 TSF
Single Family Residential 168 DU
4 | Nichols Ranch (Phases | and Il) § y
Park 8.3 AC
5 | Central Avenue Gas Station Super Convenience Market/Gas Station 12 VFP

!DU = Dwelling Units; TSF = Thousand Square Feet; VFP = Vehicle Fueling Position; AC = Acres
*See Appendix F for Cumulative Traffic Volumes

ANALYSIS RESULTS
Table 5-2 shows Existing Plus Ambient Plus Cumulative Plus Project Conditions intersection operation
analysis results.

Figures 5-1 and 5-2 show intersection turning movement volumes for the cumulative projects in Table 5-
1 and under Existing Plus Ambient Plus Cumulative Plus Project Conditions.
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Table 5-2
Existing Plus Ambient Plus Cumulative Plus Project Condition Intersection Operation Analysis
Existing EACP
Intersection Conditions Conditions
Delay (a) LOS (b) Delay (a) LOS (b)

1. SH-74/Central Avenue and Conard Avenue 11.1/13.7 B/B 19.6/22.7 B/C
2. SH-74/Central Avenue and Allan

Street/Project Driveway 32.1/22.5 D/C 36.0/17.0 E/C
3. SH-74/Central Avenue and Ardenwood 9.7/6.8 AA 20.6/9.6 C/A

Way
4, SH-74/Cen.tra| Avenue and Rosetta 8.7/8.0 AJA 11.7/9.1 B/A

Canyon Drive
5. SH-74/Central Avenue and Crater Drive 100.1/55.9 F/F 192.1/83.6 F/F

Notes:

Bold indicates LOS E or F

(a) Delay refers to the average control delay for the entire intersection, measured in seconds/vehicle. At unsignalized intersection, delay refers to the worst
movement.

(b) LOS calculations are based on the methodology outlined in the Highway Capacity Manual 6t Edition and performed using Synchro 10

(c) EACP conditions includes addition of western leg to existing T-intersection with right in/right out access only driveway through installation of a raised median.

Per the analysis results shown in Table 5-2, all analyzed intersections are operating at an acceptable LOS
under EACP Conditions except for SH-74/Central Avenue and Crater Drive. However, the movement with
the worst delay at this intersection is eastbound left turns from Crater Drive onto northbound SH-
74/Central Avenue. This project will not add traffic to this movement; therefore, no additional
improvements are required. Ultimately when SH-74/Central Avenue is widened to its ultimate
configuration, including the construction of a raised median, the intersection of SH-74/Central Avenue
and Crater Drive will be limited to right-in right-out which will improve the intersection operation an
acceptable LOS. Additionally, the project driveway at SH-74/Central Avenue and Allan Street is expected
to operate at an acceptable level of service throughout the day except during the AM peak hour, where
the operation of the driveway is expected to operate at LOS E.

Additionally, the project will be conditioned to widen SH-74/Central Avenue to its ultimate classification,
per the City of Lake Elsinore General Plan, along the property frontage to an 8-lane augmented urban
arterial. Improvement plans including ultimate roadway alignment, striping and signage will be submitted
to the City of Lake Elsinore for staff review and approval. All proposed improvements shall be constructed
per City Standards satisfactory to the City Engineer.

EACP peak hour analysis worksheets are provided in Appendix G.
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Figure 5-1 — Cumulative Project Locations
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Figure 5-2 — Cumulative Project AM/PM Peak Hour Intersection Volumes
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Figure 5-3 — Existing Plus Ambient Plus Cumulative Plus Project Conditions AM/PM Peak Hour Intersection
Volumes
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