
Balancing Functionality and Livability since 1995
w-trans.com

TRAFFIC ENGINEERING
TRANSPORTATION PLANNING

250 Qty.

May 14, 2020

Prepared for the City of Willits

Submitted by
W-Trans

Traffic Impact Study for the
School Property Rezoning Project





i 
Traffic Impact Study for the School Property Rezoning Project 
May 14, 2020 

Table of Contents 

Executive Summary .................................................................................................................................................................. 1 

Introduction ................................................................................................................................................................................. 2 

Transportation Setting ............................................................................................................................................................. 4 

Capacity Analysis ....................................................................................................................................................................... 8 

Alternative Modes .................................................................................................................................................................. 16 

Access and Circulation .......................................................................................................................................................... 17 

Conclusions and Recommendations ............................................................................................................................... 18 

Study Participants and References ................................................................................................................................... 19 

Figures 
1. Study Area, Lane Configurations and Existing Traffic Volumes .................................................................................. 3 
2. Future Traffic Volumes ........................................................................................................................................................... 11 
3. Rezoning Traffic Volumes ...................................................................................................................................................... 14 

Tables 
1. Collision Rates at the Study Intersections .......................................................................................................................... 5 
2. Bicycle Facility Summary ......................................................................................................................................................... 6 
3. Intersection Level of Service Criteria ................................................................................................................................... 9 
4. Existing Peak Hour Intersection Levels of Service ......................................................................................................... 10 
5. Future Peak Hour Intersection Levels of Service ........................................................................................................... 12 
6. Trip Generation Summary ..................................................................................................................................................... 12 
7. Trip Distribution Assumptions ............................................................................................................................................. 13 
8. VMT Summary ........................................................................................................................................................................... 13 
9. Existing and Existing plus Project Peak Hour Intersection Levels of Service ....................................................... 15 
10. Future and Future plus Project Peak Hour Intersection Levels of Service ............................................................ 15 

Appendices 
A. Collision Rate Calculations 
B. Intersection Level of Service Calculations 





1 
Traffic Impact Study for the School Property Rezoning Project 
May 14, 2020 

Executive Summary 

The property at 1277 Blosser Lane in the City of Willits that is owned by the Willits School District is proposed to 
be rezoned from its current Heavy Industrial zoning to Residential Medium Density.  To assess the potential 
impacts associated with the increased traffic that a residential development could generate compared to an 
industrial complex, an analysis was performed assuming a maximum of 165 multifamily units for the future 
potential development; there is not currently a specific development proposal at this time.  Based on this assumed 
maximum development, the potential residential project that would generate the greatest number of trips with 
the proposed rezoning would generate an average of 1,208 trips per day, including 76 a.m. peak hour trips and 92 
trips during the p.m. peak hour.  This assumed project would be expected to generate a VMT of 14,363 miles per 
day. 

During the five-year period studied, all the study intersections had lower collision rates than the statewide average 
for similar facilities, with the exception of SR 20/Blosser Lane.  Though this intersection had an above-average 
collision rate, there were an insufficient number of crashes to establish any patterns or trends and the above-
average crash rate is generally attributed to the low traffic volumes at this location.  Based on existing volumes, 
the study intersections are all operating acceptably at LOS C or better during both studied peak periods.  With the 
assumed maximum potential trips that would be generated by a project allowed with the proposed rezoning, the 
study intersections would continue to operate at the same Levels of Service.  The future intersection of Walnut 
Street-Walnut Street Extension/Locust Street should be configured as a standard tee intersection with a stop 
control on the northbound Locust Street approach. 

With 20-year horizon growth rates applied to existing volumes, the study intersections are expected to operate 
acceptably at LOS C or better overall.  With potential traffic associated with the rezoning added to the street 
networks, the study intersections would be expected to continue operating acceptably at the same Levels of 
Service, experiencing minor increases in delay. 

Existing transit and bicycle facilities are adequate for anticipated demand, though it is noted that while there are 
plans to install bicycle lanes along Walnut Street, the existing road width is insufficient to accommodate these 
facilities.  There are gaps in sidewalks and connecting pedestrian facilities along both Walnut Street and Locust 
Street near the subject parcel.   
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Introduction 

This report presents an analysis of the potential traffic impacts that would be associated with rezoning the 
property at 1277 Blosser Lane in the City of Willits from Heavy Industrial (HI) to Residential Medium Density (R2) 
zoning and subsequent development of that land use.  The property is currently owned by the Willits Unified 
School District.  The traffic study was completed in accordance with the criteria established by the City of Willits 
and is consistent with standard traffic engineering techniques. 

Prelude 

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

Project Profile 

There is currently no specific development proposal for the project site.  However, as the proposed rezoning would 
result in an increase in the parcel’s potential trip generation, this study provides an evaluation the potential 
impacts that would be expected if the Willits School District’s 5.68-acre property were to be developed under R2 
zoning rather than the existing HI zoning.  The project site is located at 1277 Blosser Lane, as shown in Figure 1. 
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Transportation Setting 

Operational Analysis 

Study Area and Periods 

The study area consists of the following intersections: 

1. State Route (SR) 20/Blosser Lane 
2. South Main Street/Hazel Street 
3. Holly Street/Locust Street 
4. South Main Street/Holly Street 

Operating conditions during the a.m. and p.m. peak periods were evaluated to capture the highest potential 
impacts for the proposed change in land use 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. 

The intersection of South Main Street/Walnut Street was considered in the evaluation on a more qualitative basis.  
The intersection is currently limited to right turns on the Walnut Street approach, so traffic from the subject 
property would likely travel to Main Street to the south via the signalized intersection at Holly Street. The future 
intersection of Walnut Street-Walnut Street Extension/Locust Street was also addressed based on its alignment 
and anticipated design. 

Study Intersections 

State Route 20 (SR 20)/Blosser Lane is a four-legged two-way stop-controlled intersection.  Stop controls are 
located on the northbound and southbound Blosser Lane approaches.  There is a crosswalk on the east leg that is 
100 feet long and angled in the middle.  There are 35 mile per hour (mph) radar feedback signs at the intersection 
for eastbound traffic on SR 20. 

South Main Street/Hazel Street is a tee intersection with stop controls on the terminating eastbound approach.  
There are sidewalks along both sides of South Main Street as well as along the north side of Hazel Street.  A 
driveway to a motel connects to the intersection on the east side and was treated as the fourth leg of the 
intersection. 

Holly Street/Locust Street is all-way stop-controlled and has five legs.  The two eastbound approaches are private 
driveways, one from a single-family residence and the other for the Glenn Oaks Apartments.  There is a crosswalk 
on the north leg, connecting to continuous sidewalks along both sides of Locust Street north of the intersection, 
as well as the north side of Holly Street.  The entrance to the Blosser Lane Trail is between the two private driveways 
on the east leg. 

South Main Street/Holly Street is a signalized four-legged intersection with protected left-turn phasing on the 
northbound and southbound South Main Street approaches.  High-visibility crosswalks with associated pedestrian 
signal phasing are present at all four legs. 

The locations of the study intersections and the existing lane configurations and controls are shown in Figure 1. 
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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 as published 
in their Statewide Integrated Traffic Records System (SWITRS) reports.  The most current five-year period available 
is September 1, 2014 through August 31, 2019. 

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).  Based on the most recent five-year period, all of the 
intersections with the exception of SR 20/Blosser Lane had lower collisions rates than the statewide average for 
similar facilities.  The collision rate calculations are provided in Appendix A. 

Table 1 – Collision Rates at the Study Intersections 

Study Intersection Number of 
Collisions 

(2014-2019) 

Calculated 
Collision Rate 

(c/mve) 

Statewide Average 
Collision Rate 

(c/mve) 

1. SR 20/Blosser Ln 3 0.31 0.13 

2. S Main St/Hazel St 0 0.00 0.13 

3. Holly St/Locust St 0 0.00 0.19 

4. S Main St/Holly St 1 0.03 0.24 

Note: c/mve = collisions per million vehicles entering; bold text = collision rate higher than statewide average 

Though the collision rate for the intersection of SR 20/Blosser Lane exceeds the statewide average, with only three 
crashes, there is insufficient data to determine any type of trend.  The above-average rate is generally attributable 
to the low volumes of traffic at the intersections, resulting in a high collision rate for even a single collision.  Of the 
three collisions, one was a rear-end, one broadside, and one head-on.  Due to the lack of a trend with the collisions, 
no specific safety concerns were identified relative to the intersection. 

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.  In general, sidewalks, crosswalks, and curb ramps are 
discontinuous or non-existent within the project vicinity with the exception of section of Blosser Lane near the 
Blosser Lane Elementary School frontage and a portion of the west side of Locust Street in the study area.  Existing 
gaps and obstacles along the connecting roadways impact convenient and continuous access for pedestrians and 
present safety concerns in those locations.  For example, sidewalk is missing for about 700 feet along the south 
side of Walnut Street between Locust Street and Magnolia Street, limiting pedestrian access from the project site 
to the downtown.    

The intersection of SR 20/Blosser Lane was not evaluated in terms of pedestrian safety and need for 
enhancements.  As noted, the existing uncontrolled crosswalk on the east leg is 100 feet in length with a bend in 
the middle.  There are no pedestrian warning signs or markings at the crosswalk.  Since the crossing is located on 
SR 20, it is recommended that the City of Willits request that Caltrans conduct a pedestrian safety assessment for 
this crosswalk. 
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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. 

 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. 

Within the project vicinity, the Blosser Lane Trail connects between Blosser Lane and Locust Street, running east-
west just south of the project site.  According to the City of Willits Bicycle and Pedestrian Specific Plan, 2009, bicycle 
lanes are proposed along SR 20, Walnut Street, Blosser Lane and Locust Street.  Bicyclists ride in the roadway 
and/or on sidewalks along all other streets within the project study area.  Table 2 summarizes the existing and 
planned bicycle facilities in the project vicinity. 

Table 2 – Bicycle Facility Summary 

Status 
Facility 

Class Length 
(miles) 

Begin Point End Point 

Existing     

Blosser Ln Trail I 0.25 Blosser Ln Locust St 

SR 20 III 0.47 Blosser Ln  Main St 

Planned     

Blosser Ln II 0.24 SR 20 Walnut St Ext 

Walnut St Ext II 0.26 Blosser Ln Locust St 

Walnut St II 0.25 Main St Locust St 

Locust St II 0.22 Walnut St Holly St 

Locust St* II 0.39 Holly St Maguire Ln Trail 

SR 20 II 0.67 Main St City Limits West 

Notes: * All or portions of these bikeways are located within the County of Mendocino 
Source: City of Willits Bicycle and Pedestrian Specific Plan, City of Willits Community Development Department, 2009 

 
Transit Facilities 

Mendocino Transit Authority (MTA) provides regional route bus service within the City of Willits and between 
Mendocino County and the City of Santa Rosa.  Within a quarter mile walking distance of the project site, which is 
considered an acceptable distance for most pedestrians, there are four bus stops served by the MTA.  When data 
for this study was accessed, services were reduced or canceled due to the COVID-19 pandemic, and it unknown 
when normal operation will resume. 

MTA Route 1 provides local service between the Integrated Service Center and the New Howard Hospital, with 
stops throughout the City of Willits. 
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Route 20 provides regional service between the Cities of Willits and Ukiah, with stops at the Mendocino College 
and the Ukiah Community Clinic. 

Route 65 provides regional service between the Santa Rosa Coddingtown Mall Transit Hub and City of Fort Bragg 
downtown, with stops in Windsor, Hopland, Ukiah, and Willits.  The route provides service Monday through 
Saturday, with approximately two- to three-hour headways between 6:30 a.m. and 7:48 p.m.  A single bus runs on 
Sundays, operating between 6:30 a.m. and 10:35 a.m. southbound and between 1:25 p.m. and 5:52 p.m. 
northbound.   

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

Dial-a-ride, also known as paratransit, or door-to-door service, is available for those who are unable to 
independently use the transit system due to a physical or mental disability.  MTA Paratransit is designed to serve 
the needs of individuals with disabilities within the City of Willits and the greater Mendocino County area. 
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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), 6th 
Edition, 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 or two approaches 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. 

The study intersections that are currently controlled by a traffic signal, or may be in the future, were evaluated 
using the signalized methodology from the HCM.  This methodology is based on factors including traffic volumes, 
green time for each movement, phasing, whether 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 3. 
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Table 3 – 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, Transportation Research Board, 2018 

Traffic Operation Standards 

According to the City’s General Plan Revision from 1992, in General Plan Policy 2.210 sets standard of LOS D or 
better for local streets.  For the individual movements at two-way stop-controlled intersections, LOS D operation 
was assumed to be the minimum acceptable level. 

Since the study intersection SR 20/Blosser Lane is along a state route, the Caltrans standard of significance was 
applied.  Caltrans indicates that they endeavor to maintain operation at the transition from LOS C to LOS D.   

On sections of certain arterial streets, it is typical to have all of the side streets operating at LOS E or F with long 
traffic delays, even where side street volumes are very low.  In fact, it may be operationally, physically, and/or 
financially infeasible to provide mitigation which would allow Level of Service D conditions or better from all side 
streets during peak hours.  The most typical mitigation measure used to improve operation for the side street is a 
traffic signal, and it is both operationally and financially undesirable to provide a traffic signal at every intersection 
along most street segments.   
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Existing Conditions 

The Existing Conditions scenario provides an evaluation of current operation based on existing traffic volumes 
during the a.m. and p.m. peak periods.  This condition does not include project-generated traffic volumes.  Volume 
data was collected when local schools were in session. 

Intersection Levels of Service 

Under existing conditions, all the study intersections are operating acceptably at LOS B or better overall and at 
LOS D or better on minor approaches during both studied peak periods.  The existing traffic volumes are shown 
in Figure 1.  A summary of the intersection level of service calculations is contained in Table 4, and copies of the 
Level of Service calculations are provided in Appendix B. 

Table 4 – Existing Peak Hour Intersection Levels of Service 

Study Intersection 
Approach 

AM Peak PM Peak 

Delay LOS Delay LOS 

1. SR 20/Blosser Ln  11.4 B 4.9 A 

Northbound (Blosser Ln) Approach 18.5 C 11.3 B 

Southbound (Blosser Ln) Approach 25.3 D 13.5 B 

2. S Main St/Hazel St 1.3 A 0.6 A 

Eastbound (Hazel St) Approach 17.0 C 14.3 B 

Westbound (Driveway) Approach 13.7 B 11.7 B 

3. Holly St/Locust St 8.4 A 7.8 A 

4. S Main St/Holly St 12.3 B 10.6 B 

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

Baseline Conditions 

Based on information provided by the City, there are currently no approved development projects expected to 
generate additional traffic in the study area.  Baseline, or “Existing plus Approved Projects” conditions were 
therefore not evaluated. 

Future Conditions 

Caltrans segment growth factors were used to estimate future volumes.  A horizon year of 2040 and growth factor 
of 1.05 along SR 20 was applied to SR 20/Blosser Lane and the factor of 1.30 for Main Street was used for the other 
study intersections.  Under the anticipated Future volumes, the study intersections are expected to continue 
operating acceptably at LOS C or better overall and LOS D or better on stop-controlled approaches.  Future 
volumes are shown in Figure 2 and operating conditions are summarized in Table 5. 
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Table 5 – Future Peak Hour Intersection Levels of Service 

Study Intersection 
Approach 

AM Peak PM Peak 

Delay LOS Delay LOS 

1. SR 20/Blosser Ln  12.5 B 5.0 A 

Northbound (Blosser Ln) Approach 20.1 C 11.6 B 

Southbound (Blosser Ln) Approach 29.1 D 13.9 B 

2. S Main St/Hazel St 1.9 A 0.75 A 

Eastbound (Hazel St) Approach 26.2 D 18.4 C 

Westbound (Driveway) Approach 17.0 C 13.2 B 

3. Holly St/Locust St 9.1 A 8.2 A 

4. S Main St/Holly St 15.3 B 12.8 B 

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

Rezoning Description 

It is understood that Willits Unified School District is proposing a change in the zoning of the parcel that is the 
focus of this study from HI to R2 to allow for a mix of residential types.  While there is currently no specific 
development proposal, the School District will be seeking a buyer for the property and the change in zoning would 
provide more options for a potential buyer.  While the R2 zoning allows for different kinds of residential land uses, 
multi-family apartments were used for the purpose of the study since this land use would result in more units than 
single family residential and would also result in a higher volume of vehicle trips generated.  To be conservative, 
no reductions to account for residential driveways or parking areas were applied.  The maximum density allowed 
for the multi-family zoning of one unit per 1,500 square feet was used for the analysis.  Based on this assumption 
and the project site size of 5.68 acres, 165 multi-family apartment units were assumed.  Access to the potential 
development was assumed to be located on the west leg of the Walnut Street/Locust Street intersection. 

Trip Generation 

The anticipated vehicle trip generation for a potential project with the proposed rezoning was estimated using 
standard rates published by the Institute of Transportation Engineers (ITE) in Trip Generation Manual, 10th Edition, 
2017.  The land use Multifamily Housing (Low-Rise) (Land Use 220) was applied.  The expected trip generation 
potential for a potential project with this zoning designation is indicated in Table 6.  Based on application of these 
assumptions, development of the site under the proposed zoning would be expected to generate an average of 
1,208 trips per day, including 76 a.m. peak hour trips and 92 trips during the p.m. peak hour.  It is noted that a 
single-family residential project with up to 91 units would generate a similar volume of vehicle traffic during the 
more critical p.m. peak hour, although only 82 single-family units would be possible with the R2 zoning. 

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 

Apartments 165 du 7.32 1,208 0.46 76 17 59 0.56 92 58 34 

Note: du = dwelling unit 
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Trip Distribution 

The pattern used to allocate these potential trips to the street network was determined by reviewing employment 
patterns for residents of the City of Willits as indicated by the 2010 Census.  The applied distribution assumptions 
and resulting trips are shown in Table 7. 

Table 7 – Trip Distribution Assumptions 

Route Percent Daily Trips AM Trips PM Trips 

To/From North via S Main St 45% 544 34 41 

To/From South via S Main St 40% 483 30 37 

To/From West via SR 20 15% 181 11 14 

TOTAL 100% 1,208 75* 92 

Note: * Trips do not equal the calculated trip generation due to rounding 

Vehicle Miles Traveled 

Senate Bill (SB) 743 established a change in the metric to be applied to determining traffic impacts associated with 
development projects.  Rather than the delay-based criteria associated with a Level of Service analysis, the increase 
in vehicle-miles-travelled (VMT) as a result of a project will be the basis for determining impacts once this new 
metric is fully vetted and standards of significance have been adopted by the City.  While the City has not yet 
adopted a policy regarding vehicle miles traveled (VMT), the project’s VMT was estimated for informational 
purposes only.  Vehicle miles traveled associated with the and though there is no proposed project, the potential 
VMT of developing the site with residential uses was calculated by multiplying the estimated daily trips and the 
average home-to-work based trip distance for the Traffic Analysis Zone (TAZ) in which the parcel is located.  For 
1,208 daily trips and an average distance for the area  of 11.89 miles traveled per daily trip as available from the 
Caltrans Statewide Travel Demand Model, the estimated VMT for a residential development at the site would be 
14,363 vehicle miles traveled.  These results are shown in Table 8. 

Table 8 – VMT Summary 

Land Use Daily Trips Average Trip Length Calculated Daily VMT 

Residential 1,208 11.89 mi 14,363 mi 
 
Since there is not a specific development proposal to be evaluated, this information is provided for information 
only. 

Intersection Operation 

Existing plus Rezoning Conditions 

Upon the addition of trips that could be generated by a residential project to existing volumes, the study 
intersections are expected to operate at the same Levels of Service.  Traffic volumes associated with the assumed 
residential development are shown in Figure 3.  These results are summarized in Table 9.   
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Table 9 – Existing and Existing plus Project Peak Hour Intersection Levels of Service 

Study Intersection 
Approach 

Existing Conditions Existing plus Project 

AM Peak PM Peak AM Peak PM Peak 

Delay LOS Delay LOS Delay LOS Delay LOS 

1. SR 20/Blosser Ln  11.4 B 4.9 A 11.9 B 4.9 A 

Northbound (Blosser Ln) Approach 18.5 C 11.3 B 20.1 C 11.5 B 

Southbound (Blosser Ln) Approach 25.3 D 13.5 B 25.5 D 13.6 B 

2. S Main St/Hazel St 1.3 A 0.6 A 1.3 A 0.6 A 

Eastbound (Hazel St) Approach 17.0 C 14.3 B 17.1 C 14.5 B 

Westbound (Driveway) Approach 13.7 B 11.7 B 14.0 B 11.8 B 

3. Holly St/Locust St 8.4 A 7.8 A 8.9 A 8.1 A 

4. S Main St/Holly St 12.3 B 10.6 B 14.0 B 11.9 B 

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

 
Finding – The study intersections are expected to continue operating acceptably at the same levels of service 
upon the addition of potential-project traffic. 

Future plus Rezoning Conditions 

Upon the addition of trips from the potential residential project to the anticipated Future volumes, the study 
intersections are expected to continue operating acceptably.  The Future plus Project operating conditions are 
summarized in Table 10. 

Table 10 – Future and Future plus Project Peak Hour Intersection Levels of Service 

Study Intersection 
Approach 

Future Conditions Future plus Project 

AM Peak PM Peak AM Peak PM Peak 

Delay LOS Delay LOS Delay LOS Delay LOS 

1. SR 20/Blosser Ln  12.5 B 5.0 A 13.2 B 5.1 A 

Northbound (Blosser Ln) Approach 20.1 C 11.6 B 22.1 C 11.9 B 

Southbound (Blosser Ln) Approach 29.1 D 13.9 B 29.3 D 14.0 B 

2. S Main St/Hazel St 1.9 A 0.75 A 1.9 A 0.7 A 

Eastbound (Hazel St) Approach 26.2 D 18.4 C 26.5 D 18.8 C 

Westbound (Driveway) Approach 17.0 C 13.2 B 17.4 C 13.3 B 

3. Holly St/Locust St 9.1 A 8.2 A 9.8 A 8.5 A 

4. S Main St/Holly St 15.3 B 12.8 B 17.3 B 14.1 B 

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

 
Finding – The study intersections will continue operating acceptably with trips from a potential residential project 
added, at the same Levels of Service as for Future Conditions without the potential project. 
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Alternative Modes 

Pedestrian Facilities 

Given the proximity of the subject parcel to downtown and schools, it is reasonable to assume that some potential 
residents would want to walk, bicycle, and/or use transit to reach their destinations.  There are two primary gaps 
in pedestrian facilities that would impact pedestrian access between a residential development and downtown 
and between the site and Blosser Lane Elementary School.  Sidewalk is missing for approximately 700 feet along 
Walnut Street between Locust Street and Magnolia Street, limiting pedestrian access from the subject parcel to 
the downtown.  Either sidewalks or all-weather pedestrian walkways are needed along the south side of Walnut 
Street between Locust Street and Magnolia Street to complete the pedestrian connection to South Main Street.  
Also, there is a gap of approximately 650 feet in the sidewalk on Locust Street between the site and Hazel Street.  
Sidewalks should be installed on the west side of Locust Street as part of the site development to close this gap 
and give pedestrians access to the Blosser Lane trail.     

Finding – Pedestrian facilities are limited within the vicinity of the subject parcel.  Sidewalks are needed along the 
south side of Walnut Street between the parcel access and Magnolia Street and on the west side of Locust Street 
between the parcel access and Hazel Street. 

Bicycle Facilities 

Existing bicycle facilities, including the Blosser Lane Trail, together with shared use of minor low-volume streets 
provide adequate access for bicyclists in the study area.  According to the City of Willits Bicycle and Pedestrian 
Specific Plan, 2009, there are plans to stripe bicycle lanes on Walnut Street.  Based on the existing street width and 
condition of Walnut Street, bicycle lanes would not be possible under current geometric conditions.  The inclusion 
of bike lanes would be at the discretion of the City.      

Finding – Bicycle facilities serving the project site are adequate and future inclusion of bike lanes on Walnut Street 
would enhance these conditions.  The need for any site-specific amenities would need to be evaluated when there 
is a proposal for developing the site. 

Transit 

Typical transit routes are adequate to accommodate transit trips that would be generated by residential 
development on the subject parcel.  Existing stops are within an acceptable walking distance of the site. 

Finding – Transit facilities serving the parcel are adequate. 
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Access and Circulation 

Site Access 

The site would be accessible from an extension of Walnut Street as the west leg of the Walnut Street/Locust Street 
intersection.  Walnut Street would be extended into the site, though it would not go through to Blosser Lane.  
There could also be a connection of the Walnut Street Extension to the school drop-off loop southwest of the 
subject parcel for emergency vehicle access only.  This connection to the school drop-off loop could also serve 
pedestrian and bike access to the School. 

Access Design 

The intersection of Walnut Street-Walnut Street Extension/Locust Street should be designed as a tee-intersection 
with development of a project at the site.  The intersection should be realigned and repaved to ensure a standard 
tee intersection alignment with Locust Street as the minor leg.  It is recommended that the northbound Locust 
Street approach be stop-controlled.     

Sight Distance 

Sight distance at the intersection of Walnut Street-Walnut Street Extension/Locust Street was field measured.  
Based on a design speed of 25 mph, the minimum corner sight distance needed is 150 feet.  There is an overgrown 
hedge on the south side of the Walnut Street Extension approach to the intersection that could limit sight 
distance.  Existing sight lines from the Locust Street approach are more than adequate in both directions.  The 
existing hedge would likely be removed to make way for any development.   

Emergency Vehicle Access 

As noted above, the Walnut Street Extension into the subject parcel would connect to the school drop-off loop 
southwest of the site for emergency vehicle access.  Emergency response vehicles would be able to access the site 
via this connection and exit the site via Walnut Street-Walnut Street Extension/Locust Street.  It is assumed that 
this entrance would be blocked to eliminate the potential for public use since it connects to the school’s 
playground. 
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Conclusions and Recommendations 

Conclusions 

 Based on the assumed maximum development for the subject parcel of 165 multi-family units, development 
of a potential residential project that would be allowed with the proposed rezoning would generate 1,208 
trips per day, including 76 a.m. peak hour trips and 92 trips during the p.m. peak hour.  

 Based on the assumed trip generation for a residential development of up to 165 multi-family units, this 
findings in this analysis would also be valid for up to 92 single-family units or any combination of residential 
units with a total trip generation of 92 p.m. peak hour trips.  

 Based on existing volumes the study intersections are operating acceptably at LOS C or better overall during 
both peak periods.  Existing delays would experience a minimal increase with volumes from a potential 
residential development added, and the study intersections would be expected to continue operating at the 
same Levels of Service as without these added trips. 

 With assumed future growth rates applied, the study intersections are expected to continue operating 
acceptably at LOS C or better overall.  With traffic from the assumed residential developed added the study 
intersections would continue to operate acceptably with minor increases in delay but no changes to service 
levels. 

 There are gaps in the sidewalk facilities on Walnut Street and Locust Street which would impact pedestrian 
access form the subject parcel to downtown and points south.  Bicycle lanes are planned on Walnut Street, 
but the existing width is insufficient for the bike lanes.  Existing transit facilities serving the project site are 
adequate.   

Recommendation 

 Walnut Street-Walnut Street Extension/Locust Street should be configured as a standard tee intersection with 
the northbound Locust Street approach stop-controlled. 
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Appendix A 

Collision Rate Calculations 

  





Date of Count:  

Number of Collisions:  3
Number of Injuries:  0

Number of Fatalities:  0
ADT:  5300

Start Date:  
End Date:  

Number of Years:  5

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

Area:  Urban

3 x
5,300 x x 5

Study Intersection  0.31 c/mve
Statewide Average*  0.13 c/mve

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

Date of Count:  

Number of Collisions:  0
Number of Injuries:  0

Number of Fatalities:  0
ADT:  17000

Start Date:  
End Date:  

Number of Years:  5

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

Area:  Urban

0 x
17,000 x x 5

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

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

0.0%
Collision Rate Fatality Rate

collision rate =  
365

2: 

Number of Collisions x 1 Million

1.1%

collision rate =  
ADT x 365 Days per Year x Number of Years

0.0%

1,000,000

Injury Rate

Fatality Rate
0.0%

ADT x 365 Days per Year x Number of Years

0.0%

ADT = average daily total vehicles entering intersection 

1.1%

Collision Rate Injury Rate

Intersection Collision Rate Calculations

September 1, 2014
August 31, 2019

Intersection # State Route 20 & Blosser Lane

collision rate =  
1,000,000

South Main Street & Hazel Street

43.8%

ADT = average daily total vehicles entering intersection 

September 1, 2014

365

Intersection #

August 31, 2019

Number of Collisions x 1 Million
collision rate =  

1: 

TIS for the School Property Rezoning Project

Wednesday, February 5, 2020

Wednesday, February 5, 2020

43.8%

W-Trans
4/21/2020

Page 1 of 2



Date of Count:  

Number of Collisions:  0
Number of Injuries:  0

Number of Fatalities:  0
ADT:  2700

Start Date:  
End Date:  

Number of Years:  5

Intersection Type:  Four-Legged
Control Type:  4 Way Stop

Area:  Urban

0 x
2,700 x x 5

Study Intersection  0.00 c/mve
Statewide Average*  0.19 c/mve

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

Date of Count:  

Number of Collisions:  1
Number of Injuries:  0

Number of Fatalities:  0
ADT:  18200

Start Date:  
End Date:  

Number of Years:  5

Intersection Type:  Four-Legged
Control Type:  Signals

Area:  Urban

1 x
18,200 x x 5

Study Intersection  0.03 c/mve
Statewide Average*  0.24 c/mve

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

29.2%

TIS for the School Property Rezoning Project

September 1, 2014

44.6%

Fatality Rate Injury Rate

September 1, 2014

collision rate =  

Intersection #

0.0%

August 31, 2019

collision rate =  

ADT = average daily total vehicles entering intersection 

Intersection Collision Rate Calculaions

Intersection #

Fatality Rate

365

Collision Rate

3: Holly Street & Locust Street

collision rate =  
1,000,000

Number of Collisions x 1 Million
ADT x 365 Days per Year x Number of Years

Injury Rate

August 31, 2019

South Main Street & Holly Street

ADT = average daily total vehicles entering intersection 

0.4%

Wednesday, February 5, 2020

0.0%

4: 

Number of Collisions x 1 Million

0.5%
0.0% 0.0%

1,000,000
365

ADT x 365 Days per Year x Number of Years

Wednesday, February 5, 2020

collision rate =  

Collision Rate

W-Trans
4/21/2020

Page 2 of 2
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Intersection Level of Service Calculations 

  






































































































