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Executive Summary 

The proposed Valley Ranch 3 Residential Subdivision includes the development of 103 market-rate single-family 
residences on a vacant approximately 17.3-acre parcel east of I-5 and south of E Street in the City of Williams.  The 
project site would be accessed from an extension of Marguerite Street to the southeast from its current terminus 
at Alta Lane and a new connection to E Street approximately 350 feet west of Husted Road.  The project would be 
expected to generate an average of 963 trips per day, including 76 trips during the weekday a.m. peak hour and 
102 trips during the weekday p.m. peak hour. 

Analysis indicates that the study intersections that E Street forms with the I-5 North and South Ramps as well as 
Marguerite Street all operate acceptably per the applicable City standards under Existing Conditions and would 
continue to do so with the addition of project traffic.  Under Baseline Conditions, with includes near-term traffic 
from the pending Valley Ranch Unit 4 Commercial Development, the E Street/Marguerite Street intersection is 
expected to continue operating at acceptable service levels, though both of the I-5 ramp intersections would 
deteriorate to LOS F operation.  With the installation of traffic signals, both intersections would operate acceptably 
with traffic from the proposed project and the pending commercial project, though because the intersections 
would operate acceptably in their current configuration and controls without traffic from the commercial project, 
the proposed residential project’s effect on operations would be considered acceptable and no off-site 
improvements would be the responsibility of this project. 

As detailed in City of Williams General Plan Update – Final Environmental Impact Report (EIR), all three existing study 
intersections would need to be signalized in order to support buildout of the City’s General Plan.  With the planned 
installation of traffic signals and other geometric improvements, all study intersections would operate acceptably 
under the anticipated future volumes without and with project-related traffic. To offset the cumulative effects of 
project traffic and help fund the planned circulation improvements identified in the General Plan, the applicant 
should pay the required development impact fees to the City. 

City staff has expressed interest in modern roundabouts as alternatives to the planned future installation of traffic 
signals at the study intersections; therefore, it is recommended that Intersection Control Evaluations (ICEs) be 
performed for the ramp terminals and a feasibility study be prepared for E Street/Vann Street to explore the 
suitability of roundabouts at these locations. 
 
Since the City of Williams has not yet established thresholds of significance related to VMT nor is there a regional 
travel demand model that contains VMT information, the project-related VMT impacts were assessed qualitatively 
based on guidance provided by the California Governor’s Office of Planning and Research (OPR) in the publication 
Transportation Impacts (SB 743) CEQA Guidelines Update and Technical Advisory, 2018.  Under this guidance, 
residential developments that have a VMT per capita that is 15 percent or more below the existing countywide 
residential VMT per capita would have a less-than-significant transportation impact.  The proposed project site is 
located within an acceptable walking and biking distance of Downtown and other points of interest and would 
reasonably be expected to have a less-than-significant transportation impact on VMT with implementation of 
appropriate TDM measures.  It is recommended that the project incorporate the TDM measures identified in this 
report such as high-speed internet and establishment of a homeowner’s association that would allow educational 
materials to be provided to residents. 

Pedestrian facilities are expected to be adequate upon completion of the sidewalks along the project frontage 
and on the project streets to be constructed as part of the project.  Project residents would be able to walk to 
surrounding areas and a nearby transit stop via the project’s sidewalk connections to E Street and Marguerite 
Street. It is recommended that the E Street/Project Street intersection include a crosswalk with ADA-compliant 
curb ramps on the southern leg.  All new curb ramps within the subdivision should comply with ADA standards. 
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The project would be accessible by bicycle and access for this mode would be further improved in the future with 
the planned installation of Class II bike lanes on E Street and Husted Road.  It is recommended that the project 
frontages on E Street and Husted Road be designed to accommodate the planned future installation of Class II 
bike lanes and adequate right-of-way should be dedicated to the City for these future improvements, if not already 
available. 

The intersections within the project site should be uncontrolled as is typical for neighborhood streets, though the 
intersection that the new project street would form with E Street should be stop-controlled on the northbound 
minor street approach.  Sight lines were field measured at the location of the project street and determined to be 
adequate for the posted speed limit.  To maintain existing adequate sight lines, any new signage or other 
structures such as sound walls to be located near the intersection should be placed outside of the vision triangle 
of a driver waiting on the minor street. 
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Introduction 

This report presents an analysis of the potential transportation impacts and traffic effects that would be associated 
with the proposed development of single-family housing on an empty parcel east of I-5 and south of E Street in 
the City of Williams.  The traffic study was completed in accordance with the criteria established by the City of 
Williams, reflects a scope of work approved by City staff, and is consistent with standard traffic engineering 
techniques. 

Prelude 

The purpose of a transportation impact study (TIS) is to provide City staff and policy makers with data they can use 
to make an informed decision regarding the potential transportation impacts and adverse effects of a proposed 
project, and any associated improvements that would be required to mitigate these impacts to a level of 
insignificance under CEQA or reduce an adverse effect to an acceptable level under the City’s General Plan, or 
other policies.  Impacts relative to access for pedestrians, bicyclists, and to transit are addressed in the context of 
the CEQA criteria.  Consistent with SB 743, the project’s transportation impacts were analyzed using VMT.  While 
no longer a part of the CEQA review process, vehicular traffic service levels at key intersections were evaluated for 
consistency with General Plan policies 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 anticipated travel 
patterns specific to the proposed project, then analyzing the effect the new traffic would be expected to have on 
the operation of the study intersections. 

Project Profile 

The proposed project includes the development of 103 market-rate single-family residences on an approximately 
17.3-acre vacant parcel east of I-5 and south of E Street in the City of Williams.  The project site would be accessed 
from an extension of Marguerite Street to the southeast from its current terminus at Alta Lane and a new 
connection to E Street approximately 350 feet west of Husted Road.  The access on E Street would be restricted to 
right-turn movements only.  The study area and location of the project site is shown in Figure 1. 
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Figure 1 – Study Area and Existing Lane Configurations
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Transportation Setting 

Operational Analysis 

Study Area and Periods 

The study area for the operational analysis consists of the following intersections selected with input from City 
staff: 

1. E Street/I-5 South Ramps 
2. E Street/I-5 North Ramps 
3. E Street/Marguerite Street 
4. E Street/Project Street (Project Conditions only) 

Operating conditions during the weekday a.m. and p.m. peak periods were evaluated to capture the highest 
potential volumes 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 

The orientation of the roadways in the study area are skewed from true north-south and east-west so for the 
purposes of this analysis E Street was considered to run east-west and the cross streets north-south. 

E Street/I-5 South Ramps is stop-controlled on the southbound off-ramp approach, which is flared and provides 
additional space for vehicles attempting to make a right turn onto E Street to queue aside left-turning traffic.  The 
south leg is an on-ramp to I-5 South.  A crosswalk is marked on the south leg of the intersection. 

E Street/I-5 North Ramps is stop-controlled on the northbound off-ramp approach, which is flared and provides 
additional space for vehicles attempting to make a right turn onto E Street to stack beside traffic turning left. The 
north leg is an on-ramp to I-5 North. 

E Street/Marguerite Street is an all-way stop-controlled intersection with solar-powered blinking STOP signage 
on the E Street approaches.  Crosswalks are striped on all four legs and curb ramps are present on all four street 
corners, including directional ramps on the southwest and southeast corners.  Class II bike lanes are striped on the 
north leg.  

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

Study Roadway 

E Street runs mostly east-west between SR-20 on the west and Husted Road on the east. Along the project frontage 
E Street consists of two 12-foot travel lanes and there is a right-turn lane and an acceleration lane serving the 
Colusa County Office of Education driveway.  The roadway has a posted speed limit of 25 miles per hour (mph).  
Based on traffic data collected on April 13, 2021, the section of E Street between Marguerite Street and Husted 
Road has an average daily traffic (ADT) volume of 2,260 vehicles.   
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Collision History 

The collision history for the study area was reviewed to determine any trends or patterns that may indicate a safety 
issue.  Collision rates were calculated based on records available from the California Highway Patrol (CHP) as 
published in their Statewide Integrated Traffic Records System (SWITRS) reports.  The most current five-year period 
available is January 1, 2016 through December 31, 2020. 

As presented in Table 1, the calculated collision rates for the study intersections were compared to average 
collision rates for similar facilities statewide, as indicated in 2016 Collision Data on California State Highways, 
California Department of Transportation (Caltrans). These average rates statewide are for intersections in the same 
environment (urban, suburban, or rural), with the same number of approaches (three or four), and the same 
controls (all-way stop, one- or two-way stop, or traffic signal).  Given that the collision rates for E Street/I-5 South 
Ramps and E Street/Marguerite Street are less than the statewide averages for similar facilities, these intersections 
appear to be generally operating safely.  The intersection of E Street/I-5 North Ramps had a calculated collision 
rate above the statewide average so the collisions that occurred at this location were further reviewed, as 
discussed below.  The collision rate calculations are provided in Appendix A. 

Table 1 – Collision Rates for the Study Intersections 

Study Intersection Number of 
Collisions 

(2016-2020) 

Calculated 
Collision Rate 

(c/mve) 

Statewide Average 
Collision Rate 

(c/mve) 

1. E St/I-5 South Ramps 1 0.06 0.08 

2. E St/I-5 North Ramps 2 0.13 0.08 

3. E St/Marguerite St 0 0.00 0.13 

Note: c/mve = collisions per million vehicles entering 

Because it had an above-average collision rate, the intersection of E Street/I-5 North Ramps was evaluated further.  
The two crashes included a sideswipe and a rear end.  With no clear pattern and a rate that is only nominally above 
the average, the intersection appears to be operating within accepted parameters. 

Alternative Modes 

Pedestrian Facilities 

Pedestrian facilities include sidewalks, crosswalks, pedestrian signal phases, curb ramps, curb extensions, and 
various streetscape amenities such as lighting, benches, etc.  A connected sidewalk network is provided on both 
sides of E Street between Marguerite Street and Vann Street.  To the west of Vann Street, there is a sidewalk on the 
south side of E Street that connects to the Downtown area.  The project frontage is currently unimproved, though 
a sidewalk was recently constructed on the south side of E Street along the Stony Creek Senior Apartments 
frontage to the west of the project site.  Sidewalks are also provided on the north side of E Street between 
Marguerite Street and the California Highway Patrol (CHP) offices, the east side of Marguerite Street to the north 
of E Street, and on both sides of Marguerite Street to the south of E Street.   

Bicycle Facilities 

The Highway Design Manual, Caltrans, 2017, classifies bikeways into four categories: 

• Class I Multi-Use Path – a completely separated right-of-way for the exclusive use of bicycles and pedestrians 
with cross flows of motorized traffic minimized. 
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• Class II Bike Lane – a striped and signed lane for one-way bike travel on a street or highway. 
• Class III Bike Route – signing only for shared use with motor vehicles within the same travel lane on a street 

or highway. 
• Class IV Bikeway – also known as a separated bikeway, a Class IV Bikeway is for the exclusive use of bicycles 

and includes a separation between the bikeway and the motor vehicle traffic lane.  The separation may 
include, but is not limited to, grade separation, flexible posts, inflexible physical barriers, or on-street parking. 

There are existing Class II bike lanes on Marguerite Street between E Street and SR 20 and plans to provide future 
Class II bicycle lanes on E Street between 7th Street and Husted Road, which encompasses the project frontage, as 
well as on the section of Husted Road within City Limits, as identified in the City’s General Plan.   

Transit Facilities 

Transit service in the City of Williams and throughout Colusa County is provided by the Colusa County Transit 
Agency (CCTA).  CCTA is a dial-a-ride system with fixed time routes to eight cities and communities within Colusa 
County: Colusa, Williams, Arbuckle, Maxwell, Princeton, Grimes, Sites, and Stonyford.  Six buses operate on 
multiple routes from Monday through Sunday.  Reservations are required to use the service.  Out-of-county 
medical transportation is also provided on an on-call basis.  There is an existing transit stop on Marguerite Street 
just south of E Street, which is within walking distance of the project site.  The transit stop is equipped with a bench 
and overhead shelter.   
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Capacity Analysis 

Intersection Level of Service Methodologies 

Level of Service (LOS) is used to rank traffic operation on various types of facilities based on traffic volumes and 
roadway capacity using a series of letter designations ranging from A to F.  Generally, Level of Service A represents 
free flow conditions and Level of Service F represents forced flow or breakdown conditions.  A unit of measure 
that indicates a level of delay generally accompanies the LOS designation. 

The study intersections were analyzed using methodologies published in the Highway Capacity Manual (HCM), 
Transportation Research Board, 2018.  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. 

The Levels of Service for the intersections with side street stop controls, or those which are unsignalized and have 
one approach stop controlled, were analyzed using the “Two-Way Stop-Controlled” intersection capacity method 
from the HCM.  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 study intersections with stop signs on all approaches were analyzed using the “All-Way Stop-Controlled” 
Intersection methodology from the HCM.  This methodology evaluates delay for each approach based on turning 
movements, opposing and conflicting traffic volumes, and the number of lanes.  Average vehicle delay is 
computed for the intersection as a whole and is then related to a Level of Service. 

Three of the study intersections are planned to be controlled by a traffic signal, as identified in the City’s General 
Plan, so were evaluated using the signalized methodology from the HCM under Future Conditions.  This 
methodology is based on factors including traffic volumes, green time for each movement, phasing, whether the 
signals are coordinated or not, truck traffic, and pedestrian activity.  Average stopped delay per vehicle in seconds 
is used as the basis for evaluation in this LOS methodology.    For purposes of this study, delays were calculated 
using optimized signal timing. 

The ranges of delay associated with the various levels of service are indicated in Table 2. 
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Table 2 – Intersection Level of Service Criteria  

LOS Two-Way Stop-Controlled All-Way Stop-Controlled Signalized 

A Delay of 0 to 10 seconds.  Gaps in 
traffic are readily available for 
drivers exiting the minor street. 

Delay of 0 to 10 seconds.  Upon 
stopping, drivers are immediately 
able to proceed. 

Delay of 0 to 10 seconds.  Most 
vehicles arrive during the 
green phase, so do not stop at 
all. 

B Delay of 10 to 15 seconds.  Gaps in 
traffic are somewhat less readily 
available than with LOS A, but no 
queuing occurs on the minor street. 

Delay of 10 to 15 seconds.  Drivers 
may wait for one or two vehicles to 
clear the intersection before 
proceeding from a stop. 

Delay of 10 to 20 seconds.  
More vehicles stop than with 
LOS A, but many drivers still do 
not have to stop. 

C Delay of 15 to 25 seconds.  
Acceptable gaps in traffic are less 
frequent, and drivers may approach 
while another vehicle is already 
waiting to exit the side street. 

Delay of 15 to 25 seconds.  Drivers 
will enter a queue of one or two 
vehicles on the same approach and 
wait for vehicle to clear from one or 
more approaches prior to entering 
the intersection. 

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

D Delay of 25 to 35 seconds.  There 
are fewer acceptable gaps in traffic, 
and drivers may enter a queue of 
one or two vehicles on the side 
street. 

Delay of 25 to 35 seconds.  Queues of 
more than two vehicles are 
encountered on one or more 
approaches. 

Delay of 35 to 55 seconds.  The 
influence of congestion is 
noticeable, and most vehicles 
have to stop. 

E Delay of 35 to 50 seconds.  Few 
acceptable gaps in traffic are 
available, and longer queues may 
form on the side street. 

Delay of 35 to 50 seconds.  Longer 
queues are encountered on more 
than one approach to the 
intersection. 

Delay of 55 to 80 seconds.  
Most, if not all, vehicles must 
stop and drivers consider the 
delay excessive. 

F Delay of more than 50 seconds.  
Drivers may wait for long periods 
before there is an acceptable gap in 
traffic for exiting the side streets, 
creating long queues. 

Delay of more than 50 seconds.  
Drivers enter long queues on all 
approaches. 

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

Reference: Highway Capacity Manual, 6th Edition, Transportation Research Board, 2018 

Traffic Operation Standards 

City of Williams 

As stated in Policy 8.p of the City of Williams 2010 General Plan, the City strives to maintain LOS D or better operation 
for all roadways and intersections, except within the Downtown area where LOS E is considered acceptable.  
Exceptions to the LOS standards may be considered by the City Council where a lower LOS would result in clear 
public benefit.  Such circumstances include, but are not limited to, if improvements necessary to achieve the LOS 
standard result in an impact to a unique historic resource or a highly sensitive environmental area; require 
infeasible right-of-way acquisition; some other unusual physical constraint exists; or if there are overriding 
economic or social circumstances. 

As clarified in the City of Williams General Plan Update – Final Environmental Impact Report (EIR), the City’s LOS 
standard is applied to the overall operation of all-way stop-controlled and signalized intersections and to the 
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worst-case movement on the stop-controlled approach(es) at two-way stop-controlled intersections.  A project 
would have an adverse effect on the surrounding transportation system if it would cause any study intersection 
to exceed the acceptable threshold for the facility.   

Caltrans 

Caltrans does not have a standard of significance relative to operation as this is no longer a CEQA issue.  The new 
Vehicle Miles Traveled-Focused Transportation Impact Study Guide (TISG), published in May 2020, replaced the Guide 
for the Preparation of Traffic Impact Studies, 2002.  As indicated in the TISG, the Department is transitioning away 
from requesting LOS or other vehicle operations analyses of land use projects and will instead focus on Vehicle 
Miles Traveled (VMT).  The City’s standard of LOS D for the worst-case movement was therefore applied to the 
intersections of E Street with the I-5 North and South Ramps since Caltrans no longer has a standard of significance 
for traffic operations.  

Existing Conditions 

The Existing Conditions scenario provides an evaluation of current operation based on existing traffic volumes 
during the weekday a.m. and p.m. peak periods.  This condition does not include project-generated traffic 
volumes.  Volume data was collected in April 2021 during a typical weekday.  It should be noted that although the 
COVID-19 public health pandemic was ongoing in the state of California, there were no stay-at-home orders active 
in Colusa County when the counts were collected and City staff indicated that they believed that traffic volumes 
in the study area were at or near pre-pandemic levels.  Peak hour factors (PHFs) were calculated based on the 
counts obtained and used in the analysis.   

Under Existing Conditions, all three study intersections operate acceptably based on the City standard applied.  
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 for all scenarios are provided in Appendix B. 

Table 3 – Existing Peak Hour Intersection Levels of Service 

Study Intersection AM Peak PM Peak 

Worst-Case Movement for Approach Delay LOS Delay LOS 

1. E St/I-5 South Ramps 1.7 A 2.2 A 

Southbound (I-5 South off-ramp) Left Turn 15.4 C 19.4 C 

2. E St/I-5 North Ramps 3.1 A 3.6 A 

Northbound (I-5 North off-ramp) Left Turn 17.2 C 21.3 C 

3. E St/Marguerite St 8.0 A 8.3 A 

Notes: Delay is measured in average seconds per vehicle; LOS = Level of Service; Results for worst-case 
movements on minor approaches to two-way stop-controlled intersections are indicated in 
italics 
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Baseline Conditions 

Baseline operating conditions were assessed to determine conditions that could be expected in the next two to five 
years upon completion of pending projects in the study area added to the Existing volumes.  As directed by staff, traffic 
from the pending Valley Ranch 4 Commercial Development was included in the evaluation of Baseline Conditions.  This 
project includes development of 12 commercial lots that would be accessed from an extension of Vann Street on 
the north side of E Street and is envisioned to include 169,030 square feet of various commercial and retail uses.  
As documented in the Transportation Impact Study for the Valley Ranch 4 Commercial Development, W-Trans, 2021, 
the project is expected to generate an average of 11,142 new trips on local streets per day most of which would 
be diverted from I-5, including 1,052 trips during the a.m. peak hour and 724 trips during the p.m. peak hour.   

Upon adding trips from the commercial development to Existing volumes, the E Street/Marguerite Street 
intersection is expected to continue operating at acceptable service levels.  The southbound approach at E 
Street/I-5 South Ramps and northbound approach at E Street/I-5 North Ramps would experience increased delays 
and deteriorate to LOS F operation during both peak hours.  The minor street delays at E Street/I-5 South Ramps 
would exceed the theoretical upper limit of the HCM methodology.  These results are summarized in Table 4 and 
Baseline volumes are shown in Figure 3. 

Table 4 – Baseline Peak Hour Intersection Levels of Service 

Study Intersection AM Peak PM Peak 

Worst-case Movement for Approach Delay LOS Delay LOS 

1. E St/I-5 South Ramps ** F 98.7 F 

Southbound (I-5 South off-ramp) Left Turn ** F ** F 

With Traffic Signal 12.3 B 11.2 B 

2. E St/I-5 North Ramps 7.5 A 7.3 A 

Northbound (I-5 North off-ramp) Left Turn 55.4 F 53.8 F 

With Traffic Signal 13.1 B 10.4 B 

3. E St/Marguerite St 8.5 A 8.7 A 

Notes: Delay is measured in average seconds per vehicle; LOS = Level of Service; Results for worst-case 
movements on minor approaches to two-way stop-controlled intersections are indicated in 
italics; ** = delay greater than 120 seconds; Bold text = deficient operation; Shaded cells = 
conditions with planned improvements per the General Plan 

 
With the planned signalization of the I-5 North and South Ramps, as further discussed for Future Conditions, the 
intersections would operate acceptably. 

Future Conditions (Without Project) 

Future a.m. and p.m. peak hour volume projections were taken from the General Plan Buildout analysis contained 
in the City of Williams General Plan Update – Final Environmental Impact Report (EIR); this scenario represents 
cumulative traffic conditions that would be expected upon buildout of the land uses identified in the General Plan.  
Because the proposed project is consistent with the General Plan zoning for the project site, in order to avoid 
double counting project volumes, trips from the proposed project were subtracted from the anticipated buildout 
volumes in order to determine volumes and resulting operating conditions that would be expected without 
development of the proposed project.  As identified in the General Plan EIR analysis, the following improvements 
would be needed to support the anticipated buildout volumes: 
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E Street/I-5 South Ramps 

• Signalize the intersection 
• Widen E Street to provide two lanes in each direction plus a westbound left-turn lane  

E Street/I-5 North Ramps 

• Signalize the intersection 
• Widen E Street to provide two lanes in each direction pus an eastbound left-turn lane 

E Street/Marguerite Street 

• Signalize the intersection 
• Northbound Approach: One left and one shared through-right lane 
• Southbound Approach: One left and one shared through-right lane 
• Eastbound Approach: One left turn lane, one through lane, and one shared through-right lane 
• Westbound Approach: One left turn lane, one through lane, and one shared through-right lane 

With these planned improvements, all three study intersections would be expected to operate acceptably at LOS 
B during both peak hours.  Future volumes are shown in Figure 4 and operating conditions with the planned 
intersection improvements are summarized in Table 5. 

Table 5 – Future Peak Hour Intersection Levels of Service 

Study Intersection 
 

AM Peak PM Peak 

Delay LOS Delay LOS 

1. E St/I-5 South Ramps 15.6 B 15.3 B 

2. E St/I-5 North Ramps 13.9 B 10.2 B 

3. E St/Marguerite St 15.1 B 15.6 B 

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

 
Roundabout Consideration 

It should be noted that while the City’s General Plan has identified traffic signals for the intersections of E Street 
with the I-5 North and South Ramps, the General Plan was completed prior to the implementation of Caltrans’ 
Traffic Operations Policy Directive 13-02, Intersection Control Evaluation (ICE) in 2013.  This policy mandates that 
before controls can be changed for an intersection located on a State facility, an ICE must be performed to explore 
and evaluate various controls types, such as modern roundabouts, in additional to traffic signals.  Therefore, before 
traffic signals could be installed at the ramp terminals, an ICE would need to be prepared. 

City staff has also indicated interest in using a modern roundabout at the E Street/Marguerite Street intersection 
rather than a traffic signal.  Single-lane modern roundabouts can outperform traffic signals in terms of the average 
delay per vehicle when installed at locations with a daily volume entering of up to about 20,000 vehicles and also 
provide the added benefit of reducing vehicle speeds and greenhouse gas emissions and improving safety.  
Drawbacks to roundabouts include being generally much more expensive to construct than a traffic signal and 
occupying more physical space, typically requiring some amount of right-of-way acquisition in urban settings.  
However, the cost differential between roundabouts and traffic signals does begin to narrow once construction is 
finished as traffic signals cost more money to maintain annually when considering the costs of materials, 
electricity, and labor for maintenance technicians. 



Traffic Impact Study for the Valley Ranch 3 Residential Subdivision

wim002.ai 7/21

North

Not to Scale

E St
M

arguerite
St

1

2

3 4

Project Site

Project St

H
usted

Rd

Figure 4 – Future Traffic Volumes

(xx) PM Peak Hour Volume
xx AM Peak Hour Volume

Study Intersection
LEGEND

4

Project Intersection

611(753)
125(239)

(173)143
(675)715

15
0(

17
8)

0  
  (

5)
37

8(
25

0)

1
186(436)
565(852)

(850)969
(75)124

(1
40

)1
71

(5
)  

  5
(1

27
)2

74

2

33  (72)
406(574)
8    (25)

(49)  28
(416)723

(54)156
49

(11
7)

6  
(2

4)
44

(6
7)

(2
9)

85
(1

4)
19

(1
5)

24

3



16 
Transportation Impact Study for the Valley Ranch 3 Residential Subdivision 

November 8, 2021 

 

There are no existing traffic signals in the City of Williams so there are no signal technicians on staff or budget for 
signal maintenance; therefore, staff would prefer to implement roundabouts wherever feasible.  Based on a review 
of the cumulative volumes anticipated at each of the intersections slated for traffic signals, it is likely that 
roundabouts would also be able to provide acceptable traffic operations, though an ICE would need to be 
prepared for the I-5 Ramp intersections and a feasibility study should be prepared for E Street/Marguerite Street.  
To be consistent with the City’s General Plan and the development impact fee program, traffic signals were 
assumed to be the future control types at the study intersections for the purposes of this analysis, though it is 
recommended that modern roundabouts also be considered before initiating the design of traffic signals.  

Project Description 

The proposed project includes the development of 103 market-rate single-family residences on a vacant 
approximately 17.3-acre parcel east of I-5 and south of E Street in the City of Williams.  The project site would be 
accessed from an extension of Marguerite Street to the southeast from its current terminus at Alta Lane and a new 
connection to E Street approximately 350 feet west of Husted Road.  The proposed project site plan is shown in 
Figure 5. 

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, 10th Edition, 2017 for “Single-Family Detached 
Housing” (Land Use #210).  Based on application of these rates, the project would be expected to generate an 
average of 963 trips per day, including 76 trips during the weekday a.m. peak hour and 102 trips during the 
weekday p.m. peak hour.  These results are summarized in Table 6. 

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 Housing 103 du 9.44 972 0.74 76 19 57 0.99 102 64 38 

Note: du = dwelling unit 

Trip Distribution 

The pattern used to allocate new project trips to the surrounding street network was determined based on 
familiarity with travel patterns in the area and likely origins and destinations for residents of the project.  It is likely 
that many residents would work in Williams, Willows, Colusa, Yuba City, Woodland, and the surrounding 
agriculture lands.  The applied trip distribution assumptions are shown in Table 7.  Based on the proposed 
restriction of the access point on E Street to right turns only, all trips to the west and from the east were assumed 
to occur at the Marguerite Street intersection. 
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Table 7 – Trip Distribution Assumptions 

Route Percent 

To/from I-5 North of E St 15 

To/from I-5 South of E St 40 

To/from E St West of I-5 25 

To/from E St East of Project 20 

TOTAL 100% 

Intersection Operation 

Existing plus Project Conditions 

Upon the addition of project-related traffic to the Existing volumes, the study intersections are expected to 
continue operating acceptably at the same service levels during both peak hours as under Existing Conditions.  
These results are summarized in Table 8 and Project traffic volumes are shown in Figure 6. 

 
Finding – Upon the addition of project-generated trips the Existing volumes, the study intersections are expected 
to continue operating acceptably at the same Levels of Service as without project trips; the project’s effect on 
operation of the surrounding roadway network is therefore considered acceptable.   

Baseline plus Project Conditions 

With project-related traffic added to Baseline volumes, the study intersections are expected to continue operating 
at the same Levels of Service as without project traffic; both of the I-5 intersections would continue to operate 
unacceptably, and the Marguerite Street intersection would continue to operate acceptably.  With the planned 
improvements outlined in the General Plan, including signalization and geometric modifications, both of the I-5 
intersections would operate acceptably at LOS B during both peak hours.  Because these intersections would 
operate acceptably with project traffic but without traffic from the pending commercial development, as  

Table 8 – Existing and Existing plus Project Peak Hour Intersection Levels of Service 

Study Intersection Existing Conditions Existing plus Project 

Worst-case Movement for 
Approach 

AM Peak PM Peak AM Peak PM Peak 

Delay LOS Delay LOS Delay LOS Delay LOS 

1. E St/I-5 South Ramps 1.7 A 2.2 A 2.0 A 2.5 A 

SB (I-5 off-ramp) Left Turn 15.4 C 19.4 C 16.8 C 21.0 C 

2. E St/I-5 North Ramps 3.1 A 3.6 A 3.1 A 3.8 A 

NB (I-5 off-ramp) Left Turn 17.2 C 21.3 C 18.4 C 22.8 C 

3. E St/Marguerite St 8.0 A 8.3 A 8.4 A 8.6 A 

4. E St/Project St - - - - 0.3 A 0.2 A 

NB (Project St) Right Turn - - - - 8.8 A 8.9 A 

Notes: Delay is measured in average seconds per vehicle; LOS = Level of Service; Results for worst-case movements on 
minor approaches to two-way stop-controlled intersections are indicated in italics; NB = Northbound; SB = 
Southbound 
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shown under Existing plus Project Conditions, the project’s effect on operation of the surrounding roadway 
network would be considered acceptable.  The need for improvements at the I-5 intersections is due to the 
addition of traffic from the commercial development, not the proposed residential subdivision.  These results are 
summarized in Table 9. 

Table 9 – Baseline and Baseline plus Project Peak Hour Intersection Levels of Service 

Study Intersection Baseline Conditions Baseline plus Project 

Worse-case Movement for 
Approach 

AM Peak PM Peak AM Peak PM Peak 

Delay LOS Delay LOS Delay LOS Delay LOS 

1. E St/I-5 South Ramps ** F 98.7 F ** F ** F 

Southbound (I-5 off-ramp) Left Turn ** F ** F ** F ** F 

With Traffic Signal 12.3 B 11.2 B 12.5 B 11.5 B 

2. E St/I-5 North Ramps 7.5 A 7.3 A 8.9 A 9.0 A 

Northbound (I-5 off-ramp) Left Turn 55.4 F 53.8 F 65.9 F 63.8 F 

With Traffic Signal 13.1 B 10.4 B 14.0 B 11.1 B 

3. E St/Marguerite St 8.5 A 8.7 A 8.9 A 9.0 A 

4. E St/Project St - - - - 0.2 A 0.1 A 

Northbound (Project St) Right Turn - - - - 9.0 A 9.0 A 

Notes: Delay is measured in average seconds per vehicle; LOS = Level of Service; Results for worst-case movements on 
minor approaches to two-way stop-controlled intersections are indicated in italics; ** = delay greater than 120 
seconds; Bold text = deficient operation; Shaded cells = conditions with General Plan improvements 

 
Finding – The study intersections are expected to continue operating at the same Levels of Service upon the 
addition of project-generated traffic to Baseline volumes as without it.  As identified in the General Plan, both of 
the I-5 intersections with E Street would need to be signalized, though because the intersections would operate 
acceptably without traffic from the pending Valley Ranch Unit 4 commercial project, the proposed project’s effect 
on operation of the surrounding roadway network would be considered acceptable.     

Future plus Project (Buildout) Conditions 

Under volumes anticipated upon buildout of the City’s General Plan which includes project traffic volumes, and 
with the planned intersection improvements including signalization, the study intersections are expected to 
operate acceptably.  The Future plus Project operating conditions are summarized in Table 10. 
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Table 10 – Future and Future plus Project Peak Hour Intersection Levels of Service 

Study Intersection Future (Without Project) Future plus Project (Buildout) 

Worst-case Movement for 
Approach 

AM Peak PM Peak AM Peak PM Peak 

Delay LOS Delay LOS Delay LOS Delay LOS 

1. E St/I-5 South Ramps 15.6 B 15.3 B 16.1 B 16.5 B 

2. E St/I-5 North Ramps 13.9 B 10.2 B 14.2 B 11.3 B 

3. E St/Marguerite St 15.1 B 15.6 B 15.1 B 15.6 B 

4. E St/Project St - - - - 0.1 A 0.1 A 

Northbound (Project St) Right Turn - - - - 14.5 B 11.5 B 

Notes: Delay is measured in average seconds per vehicle; LOS = Level of Service; Results for worst-case movement on 
minor approaches to two-way stop-controlled intersections are indicated in italics 

 
Finding – Under the anticipated buildout volumes, and with the planned circulation improvements identified in 
the General Plan, the study intersections are expected to operate acceptably and the project’s long-term effect on 
operation of the surrounding roadway network would be considered acceptable. 

Recommendation – To offset the cumulative effects of project traffic and help fund the planned circulation 
improvements identified in the General Plan, the applicant should pay the required development impact fees.  
Before traffic signals can be installed at the I-5 ramp terminals, an ICE needs to be performed, as required by 
Caltrans, to confirm the appropriate control type.  Additionally, a feasibility study should be performed if staff 
wants to pursue a roundabout at E Street/Marguerite Street. 
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Alternative Modes 

Pedestrian Facilities 

As shown on the site plan, sidewalks would be provided on all project streets within the site and along the project 
frontage on E Street, which would effectively link the project site to the surrounding pedestrian network.  
Residents would be able to walk between the site and transit access, the surrounding commercial uses to the west, 
the Downtown area, the nearby Colusa County Office of Education, and other residential neighborhoods. To 
facilitate access along the project frontage, it is recommended that a marked crosswalk be provided on the 
southern leg of the new intersection created by the project street at E Street.  Additionally, all new curb ramps 
should comply with current Americans with Disability Act (ADA) design standards. 

Finding – As proposed, access for pedestrians would be adequate. 

Recommendation – The E Street/Project Street intersection should include a crosswalk with ADA-compliant curb 
ramps on the southern leg.  All new curb ramps within the subdivision should comply with ADA standards. 

Bicycle Facilities 

Existing and planned bicycle facilities together with shared use of minor streets provide adequate access for 
bicyclists.  The project frontages on E Street and Husted Road should be designed to accommodate the planned 
future installation of Class II bike lanes on these roadways and adequate right-of-way should be dedicated to the 
City for these improvements, if not already available.  No dedicated bicycle parking would need to be provided 
for the project since each residence would have a private garage. 

Finding – Bicycle facilities serving the project site are adequate and would be further improved upon completion 
of planned bicycle improvements in the vicinity. 

Recommendation – The project frontages on E Street and Husted Road should be designed to accommodate the 
planned future installation of Class II bike lanes and adequate right-of-way should be dedicated to the City for 
these improvements, if not already available.  

Transit 

Existing transit facilities are adequate considering the existing transit stop near the Marguerite Street/E Street 
intersection is within walking distance of the project site, though the project is not anticipated to generate many 
transit trips given the vehicle-centric travel patterns of Colusa County.    

Finding – Access to transit is adequate. 
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Vehicle Miles Traveled 

Background and Threshold of Significance 

Senate Bill (SB) 743 established a change in the metric to be applied for determining transportation impacts 
associated with development projects.  Rather than the delay-based criteria associated with a Level of Service 
analysis, the increase in Vehicle Miles Traveled (VMT) as a result of a project is now the basis for determining 
California Environmental Quality Act (CEQA) impacts with respect to transportation and traffic.  As of the date of 
this analysis, the City of Williams has not yet established thresholds of significance related to VMT nor is there a 
regional travel demand model that contains VMT information.  As a result, the project-related VMT impacts were 
assessed qualitatively based on guidance provided by the California Governor’s Office of Planning and Research 
(OPR) in the publication Transportation Impacts (SB 743) CEQA Guidelines Update and Technical Advisory, 2018.  
Under this guidance, residential developments that have a VMT per capita that is 15 percent or more below the 
existing countywide residential VMT per capita would have a less-than-significant transportation impact. 

Project Assessment 

The project site is within a walkable distance to surrounding commercial, residential, retail, and school land uses, 
being less than one-quarter of a mile from fast food restaurants and grocery stores and approximately one-half 
mile from the Downtown core.  Further, there is a bus stop near the intersection of E Street/ Marguerite Street 
which is within one-quarter of a mile of the project site and there are plans to construct Class II bike lanes on E 
Street and Husted Road, which would link the project site to the surrounding bicycle network.  Given the general 
rural nature of the land use pattern throughout Colusa County, it is reasonable to expect the project to have a VMT 
that is below the countywide average per capita based on the proximity of the project site to other land uses and 
employment opportunities, access for bicyclists, and connectivity to public transit.   

To minimize the potential for the project to have an impact on VMT, transportation demand management (TDM) 
measures can be implemented to further reduce the need for vehicle travel by residents of the proposed project.  
The VMT associated with a development project is influenced by numerous factors, including proximity to other 
land uses.  The publication Quantifying Greenhouse Gas Mitigation Measures, California Air Pollution Control 
Officers Association (CAPCOA), 2010 includes a review of TDM strategies that can be expected to reduce VMT in 
comparison with typical development practices in the area.  The TDM measures described below are potential 
measures that would be expected to reduce VMT and are recommended for the proposed project.  

Transportation Demand Management (TDM) Measures 

The following section describes the recommended resident TDM program.  It should be noted that although the 
great majority of VMT reduction can be achieved by focusing on residents alone, some TDM measures can be used 
by guests or visitors and can contribute in reducing impacts. 

High Speed Internet to Support Remote Work 

There are various terms used to describe non-standard working hours, but they all involve decreasing the number 
of vehicle trips to and from work.  Telework (i.e. working from home) and compressed schedules (i.e. working more 
than eight hours each day and shortening the work week) are two of the most commonly employed.  They are 
both effective at reducing vehicle trips to work and particularly so during peak commute hours, but it is uncertain 
whether they decrease the overall number of vehicle trips.  In order to support telework opportunities for 
residents, it is recommended that the project provide infrastructure that supports high-speed internet access. 
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Homeowners’ Association to Conduct Education, Outreach, and Marketing 

Homeowners’ Association  

The establishment of a homeowners’ association (HOA) would enable the project to include a program to provide 
information to encourage the use of alternative modes of transportation such as bicycling, walking, carpooling, 
remote work, and other strategies that would reduce vehicle trips.  The HOA could setup a website where this 
information is posted and shared. 

Welcome Packet for New Residents  

New homeowners should be provided with a welcome packet containing relevant transportation information.  
The packet could include maps and information from Colusa County Transit Agency as well as points of interest in 
the vicinity that could be walked or biked to.  

Monitor Performance 

It is important to continually monitor the performance of a TDM program and adjust measures as necessary to 
ensure its success.  The resident management organization should conduct mode split and vehicle miles traveled 
(VMT) surveys every other year to determine if adjustments are needed and to use as marketing material.  Resident 
satisfaction surveys are also an effective way of ensuring a quality TDM program. 

Finding – The proposed project site is located within an acceptable walking and biking distance of Downtown and 
other points of interest and would reasonably be expected to have a less-than-significant transportation impact 
on VMT with implementation of appropriate TDM measures. 

Recommendation – The project should incorporate TDM measures identified in this report such as high-speed 
internet, a homeowner’s association, and educational materials. 
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Access and Circulation 

Site Access 

The project would be accessed from an extension of Marguerite Street to the southeast from its current terminus 
at Alta Lane and a new connection to E Street approximately 350 feet west of Husted Road.  The connection to E 
Street would be restricted to right-turn movements only both entering and exiting, which means that outbound 
trips to the west and inbound trips from the east would have to occur at the Marguerite Street intersection.  
Residents would be expected to use the access point closest to their home for inbound trips from the west and 
outbound trips to the east.  The new project streets are proposed to have a typical width of 34 feet with on-street 
parking and five-foot sidewalks on both sides.  It is recommended that the new project street approach to E Street 
be stop-controlled; the other intersections within the site could be uncontrolled as is typical for intersections of 
neighborhood streets with low speeds and volumes.  

Recommendation – The intersections within the project site should be uncontrolled as is typical for 
neighborhood streets, though the intersection that the new project street would form with E Street should be 
stop-controlled on the northbound minor street approach. 

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 should be provided for 
the waiting vehicle to either cross, turn left, or turn right, without requiring the through traffic to radically alter 
their speed.  Sight distances along E Street at the proposed location of the project street were 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, with approach travel speed used as 
the basis for determining the recommended sight distance.  For the posted speed limit of 25 mph on E Street, the 
minimum corner sight distance needed is 275 feet.  Based on a review of field conditions, sight lines extend more 
than 275 feet to both the west and east, which is adequate for the posted speed limit, though it should be noted 
that only sight distance looking west is applicable since left turns would be prohibited.  Additionally, as E Street is 
straight and flat adjacent to the site, sight lines are adequate for a following driver to notice and react to a 
preceding motorist slowing to turn right into the project site.  Any new signage installed as part of the project 
should be placed outside of the vision triangles, which are denoted graphically in Plate 1.  The Intersection Sight 
Distance (ISD) length should be a minimum of 275 feet. 

 
Plate 1 Vision Triangle Graphic 



26 
Transportation Impact Study for the Valley Ranch 3 Residential Subdivision 

November 8, 2021 

 

Finding – Sight lines on E Street at the project street are adequate to accommodate all turns into and out of the 
project site.  

Recommendation – To maintain existing adequate sight lines, any new signage to be located near the 
intersection should be placed outside of the vision triangle of a driver waiting on the minor street. 

Emergency Access 

Emergency response vehicles would be able to access the site via either of the access points at the E 
Street/Marguerite Street intersection or the E Street/Project Street intersection so should one location be 
compromised in an emergency situation, responders could use the other location to access the property.  All 
internal project streets are anticipated to be designed in accordance with City design standards; therefore, 
emergency access is expected to function acceptably. 

Finding – Emergency access is expected to function acceptably. 
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Parking 

The project site plan is still preliminary and as such no parking information is provided so the number of parking 
spaces that would be required per City Code was calculated.  Jurisdiction parking supply requirements are based 
on the City of Williams Zoning Ordinance 17.02.090; Required Parking and Loading for Residential Uses.  The Code 
requires single-family detached housing to provide parking at a rate of two spaces per dwelling unit.  Based on 
this rate, a total of 206 parking spaces would be required for the project.  Each residence is expected to have a 
two-car garage, which would satisfy City requirements and additional parking would be available on the 
neighborhood streets. 

Recommendation – A minimum of two parking spaces should be provided per residence in order to meet the 
City’s parking requirements. 
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Conclusions and Recommendations 

Conclusions 

• Two of the three study intersections have calculated collision rates that are lower than the statewide average.  
The remaining study intersection did not have any defined trend of collisions that would indicate a safety 
concern. 

• The proposed project would be expected to generate an average of 963 trips per day, including 76 trips during 
the weekday a.m. peak hour and 102 trips during the weekday p.m. peak hour. 

• Upon the addition of project-generated trips the Existing volumes, the study intersections are expected to 
continue operating acceptably at the same Levels of Service as without project trips and the project’s effect 
on the surrounding roadway network is therefore considered acceptable.   

• Under Baseline Conditions, which includes traffic from the pending Valley Ranch Unit 4 Commercial 
Development, the I-5 Ramp intersections would deteriorate to unacceptable service levels and the planned 
circulation improvements identified in the City’s General Plan would be necessary to achieve acceptable 
operations. However, because the I-5 intersections would operate acceptably without traffic from the 
pending commercial project, the proposed project’s effect on operation of the surrounding roadway network 
would be considered acceptable. 

• Upon the addition of project-generated traffic to the anticipated Future volumes, and with the planned 
installation of traffic signals, the study intersections are expected to continue operating acceptably; therefore, 
the project’s long-term effect on operation of the surrounding roadway network is considered acceptable. 

• The project street intersection with E Street would operate acceptably during all evaluated scenarios with 
side-street stop controls. 

• As shown on the site plan, sidewalks would be provided on all project streets within the site and along the 
project frontage on E Street, so pedestrian facilities would be adequate.   

• Bicycle facilities serving the project site are adequate and would be further improved upon completion of 
planned bicycle improvements in the vicinity, including Class II bike lanes on E Street and Husted Road. 

• The existing transit stop on Marguerite Street south of E Street is within walking distance of the project site 
and access for transit riders is therefore considered acceptable, though demand is expected to be minimal. 

• The proposed project site is located within an acceptable walking and biking distance of Downtown and other 
points of interest and would reasonably be expected to have a less-than-significant transportation impact on 
VMT with implementation of the TDM measures identified in this report. 

• Sight lines on E Street at the project street are adequate to accommodate right turns into and out of the 
project site.  

• Emergency access is expected to function acceptably. 
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Recommendations 

• To offset the cumulative effects of project traffic and help fund the planned circulation improvements 
identified in the General Plan, the applicant should pay the required development impact fees. 

• City staff has expressed interest in modern roundabouts as alternatives to the planned future installation of 
traffic signals at the study intersections to support buildout of the General Plan; therefore, it is recommended 
that Intersection Control Evaluations (ICEs) be performed for the I-5 ramp terminals and a feasibility study be 
prepared for E Street/Marguerite Street to explore the suitability of roundabouts at these locations. 

• The project should incorporate TDM measures identified in this report such as high-speed internet, a 
homeowner’s association, and educational materials. 

• The intersections within the project site should be uncontrolled as is typical for neighborhood streets, though 
the intersection that the new project street would form with E Street should be stop-controlled on the 
northbound minor street approach. 

• To maintain existing adequate sight lines, any new signage, or other structures to be located near the 
intersection should be placed outside of the vision triangle of a driver waiting on the minor street. 

• The E Street/Project Street intersection should include a crosswalk with ADA-compliant curb ramps on the 
southern leg.  All new curb ramps within the subdivision should comply with ADA standards. 

• The project frontages on E Street and Husted Road should be designed to accommodate the planned future 
installation of Class II bike lanes on these roadways and adequate right-of-way should be dedicated to the 
City for these improvements, if not already available. 

• A minimum of two parking spaces should be provided per residence in order to meet the City’s parking 
requirements. 
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Appendix A 

Collision Rate Calculations 

  





Date of Count:  

Number of Collisions:  1
Number of Injuries:  0

Number of Fatalities:  0
Average Daily Traffic (ADT):  9200

Start Date:  
End Date:  

Number of Years:  5

Intersection Type:  Tee
Control Type:  Stop & Yield Controls

Area:  Urban

1 x
9,200 x x 5

Study Intersection  0.06 c/mve
Statewide Average*  0.08 c/mve

Notes

c/mve = collisions per million vehicles entering intersection
* 2016 Collision Data on California State Highways, Caltrans

Date of Count:  

Number of Collisions:  2
Number of Injuries:  1

Number of Fatalities:  0
Average Daily Traffic (ADT):  8500

Start Date:  
End Date:  

Number of Years:  5

Intersection Type:  Tee
Control Type:  Stop & Yield Controls

Area:  Urban

2 x
8,500 x x 5

Study Intersection  0.13 c/mve
Statewide Average*  0.08 c/mve

Notes

c/mve = collisions per million vehicles entering intersection
* 2016 Collision Data on California State Highways, Caltrans

50.0%
Collision Rate Fatality Rate

Collision Rate =  365

2: 

Number of Collisions x 1 Million

1.0%

Collision Rate =  ADT x Days per Year x Number of Years

0.0%

1,000,000

Injury Rate

Fatality Rate
0.0%

ADT x Days per Year x Number of Years

0.0%

ADT = average daily total vehicles entering intersection 

1.0%

Collision Rate Injury Rate

Intersection Collision Rate Worksheet

January 1, 2016
December 31, 2020

Intersection # E Street & I-5 South Ramps 

Collision Rate =  1,000,000

E Street & I-North Ramps

45.1%

ADT = average daily total vehicles entering intersection 

January 1, 2016

365

Intersection #

December 31, 2020

Number of Collisions x 1 MillionCollision Rate =  

1: 

Valley Ranch Subdivision 

Tuesday, April 13, 2021

Tuesday, April 13, 2021

45.1%

W-Trans
7/2/2021
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Date of Count:  

Number of Collisions:  0
Number of Injuries:  0

Number of Fatalities:  0
Average Daily Traffic (ADT):  2800

Start Date:  
End Date:  

Number of Years:  5

Intersection Type:  Four-Legged
Control Type:  Stop & Yield Controls

Area:  Urban

0 x
2,800 x x 5

Study Intersection  0.00 c/mve
Statewide Average*  0.13 c/mve

Notes

c/mve = collisions per million vehicles entering intersection
* 2016 Collision Data on California State Highways, Caltrans

43.8%

Valley Ranch Subdivision 

January 1, 2016

Collision Rate =  

0.0%

Intersection Collision Rate Worksheet

Intersection #

Fatality Rate

365

Collision Rate

3: E Street & Marguerite Street

Collision Rate =  1,000,000

Number of Collisions x 1 Million
ADT x Days per Year x Number of Years

Injury Rate

December 31, 2020

ADT = average daily total vehicles entering intersection 

1.1%

Tuesday, April 13, 2021

0.0%

W-Trans
7/2/2021

Page 2 of 2



B 
Transportation Impact Study for the Valley Ranch 3 Residential Subdivision 
November 2021  

 

Appendix B 

Intersection Level of Service Calculations 
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