




















Attorney Client Confidential Communication 

 

1013 Galleria Boulevard  |  Suite 255  |  Roseville, CA  95678  |  (916) 773-1900  |  Fax (916) 773-2015 

www.fehrandpeers.com 

July 23, 2018  

Mr. Marc Mondell, Director  

City of Rocklin ECD Department  

3970 Rocklin Road 

Rocklin, CA  95677 

 

Subject Review of Transportation Impact Analysis of Loomis Costco Draft EIR (2018) 

 

Dear Mr. Mondell:  

Fehr & Peers has completed a review of the transportation impact analysis report for the Loomis Costco 

Draft EIR (2018).  Our analysis focused both on Chapter 3.7 of the DEIR and Appendix E, which contained a 

traffic study prepared by Kittelson Associates.  

We believe the transportation impact analysis is fundamentally flawed and needs to be updated to address 

the following five major technical shortcomings: 

1. Intersection Analysis Methodology – the study relies on the use of the Synchro software program 

to analyze all study intersections.  Synchro is not a micro-simulation model, and therefore does not 

take into consideration queues that spillback between traffic signals and other operational details 

(e.g., lane utilization, coordinated signal timing, etc.) that affect level of service (LOS) and delay. This 

is important given that the project proposes a new signalized intersection 750 feet south of the 

existing traffic signal at Brace Road and 600 feet north of the existing traffic signal at Granite Drive. 

The study should have utilized SimTraffic or another micro-simulation software program to analyze 

intersections along Sierra College Boulevard.  This technical approach is supported by guidance 

contained in the Highway Capacity Manual (Transportation Research Board, 2017), which can be 

found in Appendix A. This recommended approach was conveyed to the Town during a scoping 

meeting with the City of Rocklin on October 2, 2017. As is discussed later in this letter, the reliance 

of Synchro paints an inaccurate and overly optimistic picture of traffic conditions within the Sierra 

College Boulevard corridor. 

2. Cumulative Roadway Network Assumptions – the analysis assumes various transportation 

improvements are in place under cumulative conditions. While we have concerns with the 

reasonableness of assuming several of these improvements, this comment specifically focuses on 

the portion of Sierra College Boulevard between Granite Drive and Taylor Road given its proximity 

to the project and importance to overall corridor traffic operations.  Below is some background 

information:  
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Current Roadway: Sierra College Boulevard between Granite Drive and Taylor Road consists of a 

four-lane divided arterial. 

DEIR Cumulative Roadway Assumption: The DEIR assumes Sierra College Boulevard between 

Granite Drive and Taylor Road is widened to six lanes under cumulative (2035) conditions. 

Reasons Supporting Why Sierra College Boulevard Widening Should Be a Responsibility of the 

Project: 

A. The Town of Loomis is not a participant in programs such as the South Placer Regional

Transportation Agency (SPRTA) that collects funds from new development to fund regional

transportation projects such as the Sierra College Boulevard widening. SPRTA funds have

already been expended to widen this segment from two to four lanes. Under the SPRTA

program, additional widening to six lanes is assumed to be the responsibility of adjacent

developers/property owners at the time of development. Refer to Appendix B for supporting

details and the Placer County Transportation Planning Agency (PCTPA) website

(http://pctpa.net/sprta-documents/) for additional information.

B. According to the Town of Loomis Resolution dated June 14, 2016, the Town’s adopted 2016-

2021 Capital Improvement Program (CIP) contains approximately $4.2 million in scheduled

roadway improvements.  That document also identifies $82 million in unfunded circulation

improvements from the Town’s 2016 Circulation Element Update. The widening of Sierra

College Boulevard between Taylor Road and Granite Drive is not listed within the 2016-2021

funded improvements in the Town of Loomis CIP (i.e., which is within the timeframe that Costco

would be anticipated to open).

C. The DEIR does not indicate that Costco and/or the Town of Loomis will be responsible for

widening Sierra College Boulevard to the ultimate configuration with three through lanes on

the east (Costco) side of Sierra College Boulevard from Taylor Road to the transition near

Granite Drive, yet this assumption was made under cumulative conditions.  The parcel

immediately to the north of the Homewood site with frontage along both Sierra College

Boulevard and Taylor Road is also currently owned by the Town of Loomis and not a private

developer. Without identifying Costco and/or the Town as responsible for construction of these

improvements within a specific timeframe, there is further uncertainty regarding the timing of

those improvements and their completion.  Widening (i.e., to add a third northbound lane)

along Costco’s frontage alone is not sufficient since a considerable lane transition would then

be needed to merge traffic lanes north of Brace Road eventually into a single left, through, and

right turn lanes approaching Taylor Road. The forced merge would likely cause further

congestion and queuing challenges. If Costco is not conditioned to install all of the ultimately

planned improvements in the entire segment (on the east side of Sierra College Boulevard)

http://pctpa.net/sprta-documents/
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between Granite Drive and Taylor Road, the analysis provides an inaccurate depiction of 

cumulative traffic operations along the Sierra College Boulevard, and likely avoids project 

impacts that would otherwise have been identified. 

3. Cumulative Land Use Assumptions – the traffic study does not describe how much, if any, land

use was assumed on the vacant parcel located on the west side of Sierra College Boulevard directly

opposite the project site.  This parcel is situated within the Rocklin City Limits and zoned for retail

business (C-2) land uses.  According to the City’s 2030 travel demand model, this property would

yield about 184,400 square feet of retail space. Trips associated with this retail use would turn on/off

Sierra College Boulevard at the project’s signalized driveway (as well as secondary access along

Granite Drive). Peak hour trip data for movements into and out of this site represented in

geometrics in the DEIR are extremely small (i.e., 0 or 10) which is likely a default and cannot be

accurate given the anticipated size of the future commercial land use allowed by zoning. By ignoring

those movements at the project’s signalized access, reported delay, LOS, and vehicle queuing are

incorrect.

4. Inadequate Project Access Review on Sierra College Boulevard – The traffic study does not

provide a credible analysis that would allow readers to understand whether the project’s signalized

access would achieve an acceptable operating condition under cumulative conditions. There are

many unknowns that are left unanswered:

A. What results would be reported had the corridor been properly analyzed using micro-

simulation?

B. If planned improvements are not required, how would the corridor operate if Sierra College

Boulevard was not widened to six lanes?

C. How would the project access intersection operate if a realistic number of trips were

assigned to the west leg of the intersection (i.e., in/out of the reasonably foreseeable retail

parcel on the west side of Sierra College Boulevard)?

D. The site plan (confirmed by review of aerial imagery) indicates that approximately 125 feet

of vehicle storage would be available in the northbound left-turn lane to accommodate

access to the parcel west of Sierra College Boulevard. Would that storage be adequate if

that property were accessed from the signal?  The analysis should describe the degree to

which the project’s signalized driveway location accommodates access to this undeveloped

property.

Given the seriousness of this issue and potential for adverse effects to the City of Rocklin and 

undeveloped properties within the City of Rocklin, City staff directed Fehr & Peers to analyze the 

corridor’s cumulative traffic operations using SimTraffic.  Those results, which are included in 
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Appendix C, indicate that even with the widening of Sierra College Boulevard to six lanes between 

Taylor Road and Granite Drive, the heavy traffic demands, imbalanced lane utilization and close 

spacing of signalized intersections cause substantial queuing and delays in the corridor and far 

greater impacts than what is represented in the DEIR. 

 

5. Vehicle Miles of Travel (VMT) Calculation – The traffic analysis concludes that “the project would 

reduce overall regional VMT by 46,000 miles based on existing membership data. The overall 

project is not expected to increase regional VMT.” This conclusion is flawed in a number of ways 

and does not pass the basic reasonableness test.  If a second Costco store is added to the South 

Placer region, how could VMT not increase? Most Roseville and Rocklin residents know that the 

Costco Store on Stanford Ranch Road is quite busy most days (and often stay away for that reason). 

A second store would divert some customers to the new store, but it would also likely induce greater 

usage of the existing store that would become less crowded. Other concerns with the VMT 

estimation technique are described in comments on the following pages. The underestimation of 

VMT has ripple effects on other chapters of the DEIR.  

Other errors, invalid assumptions, and shortcomings of the traffic analysis are described below: 

• Page 8 identifies a LOS D threshold for Caltrans ramp intersections. The City of Rocklin has and 

will continue to serve as the lead agency for improvements to the I-80/Sierra College Boulevard 

and I-80/Rocklin Road interchanges.  The City applies a LOS C standard to ramp terminal 

intersections consistent with its General Plan Policy C-10.  This can be demonstrated through 

review of various environmental documents posted on the City’s website at: 

https://www.rocklin.ca.us/approved-environmental-impact-reports. The traffic study should be 

updated to reflect the use of a LOS C standard at the Caltrans ramp intersections within the 

City of Rocklin. 

• In light of the results in Appendix C, the identification of queuing impacts in Impact 3.7-3 and 

3.7-13 are likely incorrect.  Please update the identified queuing impacts and provide revised 

mitigation measures.  

 

• Page 32 describes how Synchro outputs may include symbols such as “#” and “m” and then 

states that “the queue length reported by the software next to the symbols was used as there 

is no methodology to estimate the actual lengths at these locations”. In fact, methodologies do 

exist and are routinely used in impact analyses.  Micro-simulation programs like SimTraffic and 

Vissim produce accurate 95th percentile and maximum queue length estimates assuming the 

analyst spends the necessary time to adequately calibrate the model. 
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• The predicted usage of the Brace Road driveway (i.e., 10 total trips during the weekday PM peak

hour and 20 total trips during the Saturday peak hour) has likely been underestimated given

that this driveway provides direct access to parking located north and east of the building.

Motorists may choose to use this driveway to avoid congestion and delays at the signalized

project access on Sierra College Boulevard.

• The analysis assumes a western leg at the signalized project driveway intersection under

existing plus project conditions.  The western leg of the intersection and traffic volume entering

and exiting the vacant parcel should not be assumed for this scenario.

• Environmental analysis that relies upon the project’s estimated VMT (i.e., air quality, greenhouse

gas emissions, etc.) would be incorrect. The VMT estimation process has several logic and

technical errors as described below:

o Page 63 of Appendix E specifies that the VMT estimates do not account for employee

trips. Although not stated, they also do not account for delivery trips.

o Page 63 states that the membership data (upon which VMT estimates are based) does

not account for new members that may join Costco as a result of the location of the

new warehouse.  Isn’t the very purpose for building a second store in the South Placer

region to attract new members?

o The calculation supporting the reported VMT reduction value of 46,000 miles per day

can be found on page 1,337 of the pdf of Appendix E. A spreadsheet was developed

to allocate the project’s 12,112 daily trips to zip codes of current customers who visit

the Roseville store on Stanford Ranch Road who may shift stores in response to their

physical home address.  What is the basis to assume that all 12,112 daily trips would

be shifted trips to the new store? Wouldn’t the new store be expected to attract new

members? Wouldn’t the existing store then attract new members or more frequent

visits by existing members (by virtue of now feeling less busy)? Why weren’t shifts from

east Roseville, which is a 10-minute drive from the site, not considered? The overall

approach is irrational, as evidenced by the spreadsheet showing the addition of 469

trips per day to the new Costco data generated by the Town of Colfax, which has a

population of less than 2,000 people.

• Figure 13C indicates that the northbound right-turn volume on Sierra College Boulevard at the

project’s signalized access would be 519 vehicles during the weekend midday peak hour under

existing plus project conditions. However, the corresponding 95th percentile queue length in

Table 20 is 67 feet. This result illustrates the unreasonableness of the Synchro queue length

outputs. The demand of more than eight vehicles per minute will certainly cause the maximum

number of vehicles waiting in the right-turn lane to exceed three. Results from SimTraffic in
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Appendix C show this movement would have a 95th percentile queue of 250 feet, which exceeds 

the 175 feet of available storage and could potentially affect adjacent off-site businesses in 

Rocklin. Any secondary environmental impacts to off-site businesses and improvements have 

not been disclosed in the DEIR. 

 

• The DEIR and traffic study do not use appropriate tools and do not provide sufficient 

information to determine if the signalized project driveway on Sierra College Boulevard would 

operate acceptably. 

o The cumulative analysis assumes the widening of Sierra College Boulevard to six lanes, 

which is not reasonably foreseeable unless Costco is required to improve the entire 

east side from roughly Granite Drive to Taylor Road.  It also ignores the traffic 

generated by a reasonably foreseeable land development that would be accessed from 

the west leg of the intersection. 

o Synchro does not accurately estimate queue lengths for over-saturated conditions, 

which will occur under cumulative conditions. 

o The existing plus project 95th percentile vehicle queue in the westbound left-turn lane 

is 206 feet according to Table 20.  Further, there is a “#” symbol attached to this value 

indicating that “volume exceeds capacity and the queue may be longer”. In summary, 

it has not been demonstrated that an adequate amount of vehicle storage has been 

provided at the project driveway. 

o According to Figure 13C, the single ingress lane at the signalized driveway would 

accommodate 757 inbound vehicles during the weekend midday peak hour. Are there 

any documented studies at other Costco facilities (with a drive aisle opening 150 feet 

within the driveway to a fueling facility) indicating that this design would function 

acceptably (i.e., not cause traffic to queue back to Sierra College Boulevard)? 

 

• The use of shading and highlighting of certain turning movement queues in Tables 19 and 20 

along with a footnote explain that those conditions indicate “significantly impacted 

intersections” is confusing, particularly since the impact analysis does not actually show these 

facilities as being impacted.  Please explain the meaning of this footnote. 

• The project assumes the I-80/Rocklin Road interchange is improved by adding a third travel 

lane in each direction on Rocklin Road between the WB and EB ramps.  Such an improvement 

is noted in the Rocklin General Plan EIR as a post 2030 improvement. City of Rocklin traffic 

impact fees are being collected, however, a sizeable portion of the funding ($10M) is assumed 

to come from SPRTA Funds. At this time SPRTA has not included this improvement on their 

current Summary of Potential Allocations and Cash Flow list. Therefore, installation of these 

improvements should not have been assumed.  
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• Table 42 shows LOS F (greater than 700 seconds of delay per vehicle) at the Pacific

Street/Dominguez Road/Del Mar Avenue intersection.  This incorrect result occurs because the

analysis does not incorporate the City of Rocklin’s planned widening of Pacific Street to four

lanes by 2030.

• Evaluation of bicycle, pedestrian, and transit facilities is cursory at best.

o Do buses operate along Sierra College Boulevard along the project frontage?

o Sierra College Boulevard features Class II (on-street bike lanes).  This route is utilized

both by recreational and commuter bicyclists.  How will northbound bicyclists be

handled at the new signalized intersection serving the project given the large right-

turn volume that is expected?

o Will crosswalks be provided at the signalized project driveway? Which legs?

o In addition, it is not reasonable to assume the elimination of crosswalks in the City of

Rocklin as part of the project mitigation (i.e., Table 70 in DEIR Appendix E page 166 –

Sierra College Boulevard and Granite Drive).

• The analysis does not appear to consider additional planned retail space to be situated in the

northeast quadrant of the I-80/Sierra College Boulevard interchange. Review of weekday PM

peak hour traffic volumes entering/exiting the east leg of the Sierra College Boulevard/Granite

Drive intersection (i.e., the primary access to this property) reveals the total volume increases

from 320 vehicles under existing conditions to 335 vehicles under cumulative conditions.  This

minimal growth would suggest development of this property was not assumed.

• The project driveway on Brace Road would be situated either 250 feet (per the Executive

Summary) or 300 feet (per the Project Description) east of Sierra College Boulevard. Regardless,

how are movements planned to be restricted to right-turns only given there are no median

restrictions along Brace Road, and there is a full access driveway into the Homewood

development on the north side of the street a short distance to the east?

Please call or email with any further questions or comments regarding this matter. 

Sincerely, 

FEHR & PEERS 

John Gard, P.E. 

Principal 
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Appendix C – Comparison of SimTraffic Versus Synchro Results 

Table 70 of the traffic study shows the geometric and signal timing mitigation measures recommended 

under cumulative plus project conditions.  Table 71 shows the resulting LOS results for weekday PM peak 

hour conditions, which are based on the use of the Synchro program. Table 1 below summarizes these 

results for the Sierra College Boulevard intersections at Taylor Road, Brace Road, the signalized project 

driveway, and Granite Drive.  

For comparison purposes, Fehr & Peers used the same traffic volumes, lane configurations, and signal 

timings (150 second cycle length with signal coordination) as the DEIR traffic study, but instead analyzed 

these intersections using SimTraffic for cumulative plus project weekday PM peak hour conditions.  The 

results are shown in Table 1 (see Appendix D for technical calculations).  

Table 1 – Comparison of Synchro vs. SimTraffic Results under Cumulative Plus Project Weekday PM 

Peak Hour Conditions 

Intersection Analysis Results 

Based on Synchro1 

Analysis Results Based on SimTraffic2 

Average 

Delay 

Level of 

Service 

Average 

Delay 

Level of 

Service 

Percent Demand 

Served4 

Sierra College Boulevard/ Taylor Road 61 E 55 E 83% 

Sierra College Boulevard/ Brace Road 70 E 45 D 81% 

Sierra College Boulevard/ Project Dwy. 16 C 3 27 C 81% 

Sierra College Boulevard/ Granite Drive 34 C 49 D 83% 

Notes: 

1 Based on results presented in Table 71 of the traffic study (DEIR Appendix E). Results include mitigation 

measures identified in Table 70.   

2 Based on independent analysis performed by Fehr & Peers using the same traffic volumes, lane 

configurations, and signal timings. 

3 Capacity increasing mitigation was not identified; thus, results from Table 50 shown here. 

4 Percent demand served represents the proportion of the total hourly travel demand able to pass through 

the intersection during the peak hour.   

 

 



  

 

 

While the Synchro and SimTraffic results in Table 1 may appear generally similar, this is not the case.  The 

following pages contain SimTraffic screenshots showing the frequent queue spillbacks from one 

intersection to the other along Sierra College Boulevard. This occurs for the following reasons (despite signal 

coordination being in effect): 

1. Heavy right-turn travel demands on northbound Sierra College Boulevard at the project driveway 

(379 vehicles), Brace Road (453 vehicles), and Taylor Road (559 vehicles) cause imbalanced lane 

utilization along the corridor. 

2. The close signalized intersection spacing (combined with the heavy travel demand) limits vehicle 

maneuverability, thereby causing vehicles to select the desired travel lane further upstream.  

Table 2 shows the 95th percentile queue lengths for key movements at the Sierra College Boulevard 

intersections with Brace Road and the project driveway.  As shown, queues exceed the available storage for 

most reported movements.  It should be reiterated that these results assume the six-lane widening of Sierra 

College Boulevard and minimal use of the 4th leg of the project driveway signalized intersection.  Queuing 

results would likely be worse had those elements been properly modeled. 

 

Table 2 – 95th Percentile Queue Lengths for Selected Movements under Cumulative Plus Project 

Weekday PM Peak Hour Conditions 

Intersection Movement Vehicle Queuing (per lane) 

Available Storage 1 95th Percentile 

Queue 2 

Sierra College Boulevard/ Brace 

Road 

Northbound Through 660 feet 760 feet 

Westbound Left 85 feet 115 feet 

Westbound Right 250 feet 860 feet 

Sierra College Boulevard/ 

Project Dwy. 

Southbound Left 225 feet 225 feet 

Southbound Through 660 feet 160 feet 

Northbound Through 500 feet 565 feet 

Northbound Right 175 feet 250 feet 

Westbound Left 200 feet 285 feet 

Westbound Right 200 feet 190 feet 

Notes: 
1 Estimated based on review of aerial imagery and project site plan.  
2 Based on independent analysis performed by Fehr & Peers using the same traffic volumes, lane 

configurations, and signal timings as Appendix E of DEIR. 

 Note: Bolded cells represent vehicle queues that spill back into adjacent intersection or out of turn pocket. 

 



  

 

 

View of Congestion on Sierra College Boulevard under Cumulative Plus Project Weekday PM peak hour 

conditions. 

  



  

 

 

View of Congestion on Sierra College Boulevard between Taylor and Brace Roads under Cumulative Plus 

Project Weekday PM peak hour conditions 
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SimTraffic Post‐Processor Loomis Costco DEIR

Average Results from 10 Runs CM+P

Volume and Delay by Movement PM Peak Hour

Intersection 6 Sierra College Blvd/Taylor Rd Signal

Demand Total Delay (sec/veh)
Direction Movement Volume (vph) Average Percent Average Std. Dev. LOS

Left Turn 151 120 79.7% 40.2 7.7 D

Through 1,515 1,344 88.7% 15.6 4.5 B

Right Turn 559 393 70.4% 9.7 1.6 A

Subtotal 2,225 1,858 83.5% 16.0 3.8 B

Left Turn 40 33 83.7% 107.1 21.9 F

Through 989 887 89.6% 45.7 4.5 D

Right Turn 70 64 92.0% 3.5 1.9 A

Subtotal 1,099 984 89.6% 45.1 4.1 D

Left Turn 150 110 73.1% 124.6 62.4 F

Through 335 275 82.2% 135.2 53.7 F

Right Turn 300 270 90.0% 25.3 5.8 C

Subtotal 785 655 83.4% 87.8 32.7 F

Left Turn 612 437 71.4% 157.1 34.8 F

Through 185 133 71.8% 152.5 31.2 F

Right Turn 70 51 72.5% 135.9 36.2 F

Subtotal 867 620 71.6% 154.5 33.9 F

Total 4,976 4,118 82.8% 55.2 5.0 E

157.1

Intersection 7 Sierra College Blvd/Brace Rd Signal

Demand Total Delay (sec/veh)
Direction Movement Volume (vph) Average Percent Average Std. Dev. LOS

Left Turn

Through 2,100 1,669 79.5% 44.7 4.2 D

Right Turn 453 314 69.3% 61.2 6.5 E

Subtotal 2,553 1,983 77.7% 47.4 3.8 D

Left Turn 362 273 75.3% 66.9 11.7 E

Through 1,374 1,180 85.9% 11.5 1.9 B

Right Turn 145 127 87.8% 5.9 0.8 A

Subtotal 1,881 1,580 84.0% 20.6 3.6 C

Left Turn

Through

Right Turn 485 441 90.9% 47.5 25.9 D

Subtotal 485 441 90.9% 47.5 25.9 D

Left Turn 261 198 75.9% 128.3 52.9 F

Through

Right Turn 270 213 78.8% 110.7 57.5 F

Subtotal 531 411 77.3% 118.9 55.5 F

Total 5,450 4,415 81.0% 44.5 6.6 D

128.3

WB

Served Volume (vph)

NB

SB

EB

WB

Served Volume (vph)

NB

SB

EB

       Fehr & Peers 7/9/2018



SimTraffic Post‐Processor Loomis Costco DEIR

Average Results from 10 Runs CM+P

Volume and Delay by Movement PM Peak Hour

Intersection 24 Sierra College Blvd/Project Dwy Signal

Demand Total Delay (sec/veh)
Direction Movement Volume (vph) Average Percent Average Std. Dev. LOS

Left Turn 10 5 51.5% 74.4 57.2 E

Through 2,480 1,939 78.2% 31.3 5.5 C

Right Turn 379 270 71.2% 24.4 7.2 C

Subtotal 2,869 2,214 77.2% 30.6 5.8 C

Left Turn 145 125 86.0% 95.4 17.7 F

Through 2,060 1,740 84.4% 7.1 1.0 A

Right Turn 10 7 73.6% 4.7 4.5 A

Subtotal 2,215 1,872 84.5% 13.1 2.2 B

Left Turn 10 7 73.6% 63.2 44.9 E

Through 10 8 84.6% 61.9 45.9 E

Right Turn 10 9 88.3% 34.3 29.9 C

Subtotal 30 25 82.2% 59.9 14.9 E

Left Turn 395 358 90.6% 66.9 7.8 E

Through

Right Turn 166 142 85.8% 43.6 4.8 D

Subtotal 561 500 89.2% 60.2 5.7 E

Total 5,675 4,611 81.3% 26.8 2.2 C

95.4

Intersection 8 Sierra College Blvd/Granite Dr Signal

Demand Total Delay (sec/veh)
Direction Movement Volume (vph) Average Percent Average Std. Dev. LOS

Left Turn 230 203 88.3% 94.7 11.4 F

Through 2,169 1,784 82.3% 55.5 24.4 E

Right Turn 50 35 70.7% 76.6 46.9 E

Subtotal 2,449 2,023 82.6% 59.6 23.2 E

Left Turn 95 73 77.1% 87.7 18.1 F

Through 1,961 1,601 81.6% 27.4 1.0 C

Right Turn 179 159 88.8% 11.9 1.1 B

Subtotal 2,235 1,833 82.0% 28.5 1.2 C

Left Turn 418 339 81.0% 119.0 38.0 F

Through 25 20 81.0% 139.3 36.4 F

Right Turn 295 277 93.8% 22.2 2.2 C

Subtotal 738 636 86.1% 77.9 21.9 E

Left Turn 80 72 89.7% 61.5 10.2 E

Through 20 17 84.6% 61.7 37.4 E

Right Turn 65 60 92.3% 51.7 13.3 D

Subtotal 165 149 90.1% 58.2 8.1 E

Total 5,587 4,640 83.1% 49.4 10.1 D

139.3

EB

WB

Served Volume (vph)

NB

SB

EB

WB

Served Volume (vph)

NB

SB
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SimTraffic Post‐Processor Loomis Costco DEIR

Average Results from 10 Runs CM+P

Queue Length PM Peak Hour

Intersection 6 Sierra College Blvd/Taylor Rd Signal

Storage Average Queue (ft) 95th Queue (ft) Maximum Queue (ft) Block Time

Direction Lane Group (ft) Average Std. Dev. Average Std. Dev. Average Std. Dev. Pocket Upstream

Left Turn 120 108 20 183 18 144 1 14% 0%

Through 1,359 580 228 843 385 820 349 64% 1%

Right Turn 1,359 138 29 229 43 348 358 0% 0%

Left Turn 190 71 21 141 35 149 42 0% 0%

Through 524 71 40 133 67 147 73 0% 0%

Right Turn 524 26 10 65 27 74 36 0% 0%

Left Turn 215 79 33 196 89 193 76 0% 0%

Through 701 368 44 509 63 518 61 32% 0%

Right Turn 701 15 6 31 9 31 14 0% 0%

Left Turn 150 173 5 176 8 174 0 50% 0%

Through 2,822 1,098 285 1,796 477 1,838 478 17% 0%

Right Turn 150 51 21 118 50 124 55 0% 0%

Intersection 7 Sierra College Blvd/Brace Rd Signal

Storage Average Queue (ft) 95th Queue (ft) Maximum Queue (ft) Block Time

Direction Lane Group (ft) Average Std. Dev. Average Std. Dev. Average Std. Dev. Pocket Upstream

Right Turn 764 271 121 415 202 390 174 0% 0%

Through 662 448 68 762 67 698 44 0% 2%

Through/Right 662 618 38 773 43 687 20 0% 14%

Left Turn 155 174 5 187 5 179 1 38% 0%

Through 524 350 67 517 84 464 71 0% 1%

Through/Right 524 85 19 163 29 164 24 0% 0%

Left Turn 85 107 3 113 5 109 0 62% 0%

Right Turn 1,232 571 247 860 360 892 265 32% 5%

Intersection 8 Sierra College Blvd/Granite Dr Signal

Storage Average Queue (ft) 95th Queue (ft) Maximum Queue (ft) Block Time

Direction Lane Group (ft) Average Std. Dev. Average Std. Dev. Average Std. Dev. Pocket Upstream

Left Turn 185 186 16 246 28 209 0 3% 0%

Left/Through 917 464 155 668 231 659 193 61% 2%

Right Turn 917 129 39 240 166 260 236 1% 0%

Left Turn 170 180 8 217 13 195 1 29% 0%

Through 1,082 466 137 751 284 803 247 17% 3%

Through/Right 1,082 509 140 793 296 857 247 0% 6%

Left Turn 280 100 27 203 64 222 31 0% 0%

Through 499 299 19 463 27 459 27 17% 0%

Right Turn 190 103 37 241 47 214 2 0% 0%

Left Turn 478 70 18 121 27 116 30 0% 0%

Through 478 22 13 60 35 71 37 0% 0%

Right Turn 478 54 8 100 23 97 26 0% 0%

Intersection 24 Sierra College Blvd/Project Dwy Signal

Storage Average Queue (ft) 95th Queue (ft) Maximum Queue (ft) Block Time

Direction Lane Group (ft) Average Std. Dev. Average Std. Dev. Average Std. Dev. Pocket Upstream

Left Turn 499 11 8 31 15 31 14 0% 0%

Through/Right 499 20 9 46 16 43 18 0% 0%

Left Turn 125 10 13 36 41 46 54 0% 0%

Through 499 400 62 563 77 527 61 44% 5%

Right Turn 175 173 22 248 29 200 0 1% 0%

Left Turn 225 149 26 221 30 197 28 2% 0%

Through 662 85 25 155 73 163 72 1% 0%

Through/Right 662 94 22 162 34 163 38 0% 0%

Left Turn 422 210 22 284 29 283 34 0% 0%

Through/Right 422 107 24 189 25 189 23 0% 0%
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       Fehr & Peers 7/9/2018































 
 

 
 
 

DATE: July 24, 2018 

TO: Marc Mondell, Director of Economic & Community Development 

FROM: Dave Palmer, City Engineer 

SUBJECT: Loomis Costco Access and Circulation Issues 

 

 
In my review of the access and circulation aspects of the Loomis Costco I have noticed 
several areas of concern. The project proposes a main single point of ingress/egress on 
Sierra College Blvd with a secondary truck access on Brace Road. This single access 
point, in my opinion, will create a significant amount of traffic congestion both on Sierra 
College Blvd and within the project’s main drive aisle. The proposed fueling station 
adjacent to the main drive aisle will further add to the congestion. None of the existing 
Costco stores in this region have this type of constrained access and in fact utilize 
multiple access points as shown on the attached exhibits. These stores have a 
combination of long drive aisles and/or access to local streets prior to entering arterial 
roadways.  
 
The site plan lacks lane configuration details regarding road widening, deceleration 
lanes and turn pockets on Sierra College Blvd. In addition, the traffic signal proposed at 
the single access point does not indicate how it would be configured for proposed lanes, 
future lanes and proposed and future signal phases. The project’s proposed signalized 
access would also significantly restrict access opportunities to the undeveloped 21.4 
acre retail parcel located on the west side of Sierra College Blvd opposite the proposed 
project. The site plan indicates that a limit of approximately 125 ft. of vehicle storage 
would be available for a northbound left-turn lane at the signalized intersection into the 
retail parcel. 
 
With regards to mitigation measure TR MM 6, the addition of a second northbound left 
turn lane (dual lefts) at the Sierra College Blvd/I-80 WB ramps intersection. This 
mitigation measure would most likely be infeasible within the existing roadway; 
however, cooperation amongst the other jurisdictions regarding acquisition of additional 
right of way, encroachment permits, etc. could make it implementable. Additional 
analysis should be performed to determine required lane configurations, relocation of 
facilities, required right of way acquisition and engineered cost estimate before any final 
determination is made. 



 

 

 



 

 

No other Costco in the region has as limited of an entry and all who have traveled within their 

vicinity would say that significant congestion is still experienced as they get in close proximity to 

these sites despite the presence of multiple driveways.  

Please refer to the details noted on the  following pages regarding the configuration of Costco 

sites in Roseville, Citrus Heights, Folsom and Sacramento as a comparison.  

  



Roseville Costco 

The Roseville Costco has no less than 3 driveways directly into that site that are also dispersed 

along two different street frontages. The Roseville site is also arguably served by at least two 

other driveways on adjacent commercial properties creating a total of 5 points of access.  

 

 

 

  



Citrus Heights Costco 

The Costco in Citrus Heights has one main entry in with two entry lanes as opposed to one and 

significantly more distance before reaching the fueling facility entrance (i.e., 300 +/- feet at the 

Citrus Heights Costco prior to reaching the entrance into the fuel drive versus 160 feet +/- at 

the proposed Loomis Costco before reaching the entrance into the fuel drive). There are also 

two other secondary driveways into the center where the Costco in Citrus Heights is located 

that people can use to both enter and exit.   

 

 

       

  



Folsom Costco 

The Costco in Folsom has two points of entry and egress with very long drives (Cavitt Drive and 

Serpa Way) into the site which keeps traffic from backing up onto the main arterial (Iron Point 

Road).   

 

 

 

  



Sacramento Costco 

Similar to Folsom, the Costco in Sacramento has two long entry roads (Canterbury Road and 

Expo Parkway) that provide access and keep traffic entering into the site from backing up onto 

SR 160 and Exposition Boulevard.    

 

 

 







































21.4 Acre Vacant Retail Site 
in Rocklin. Not Included in 
Traffic Cumulative Land Use 
Assumptions.   

Loomis Costco 
Project Site 

12.8 Acre Vacant Retail Site 
in Rocklin. Not Included in 
Traffic Cumulative Land use 
Assumptions 

Attachment F
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