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Transportation/Traffic
This section analyzes the Transportation and Traffic impacts associated with the proposed
Project. Information in this section is based on the Transportation Impact Study (Traffic
Study) prepared by Kimley-Horn dated December 2017. The Traffic Study, including
Appendices, is included herein as Appendix O.

The Traffic Study was prepared to determine if any potential traffic-related impacts would
result due to the construction of the proposed Project based on standards and methodologies
set forth by the City of Napa. The Traffic Study includes intersection level of service (LOS) and
queuing analyses for peak hour traffic at 16 intersections. The Traffic Study analysis is
intended to assist the City with project planning and the identification of potential conditions
of approval for the Project. Analysis included Existing Conditions, Existing Plus Project
Conditions and Cumulative Conditions (year 2035). The Traffic Study shows the Project is
estimated to generate 184 trips in the AM peak hour, 182 trips in the PM peak hour and 1,946
daily trips.

5.13.1 Existing Conditions

The Project boundaries are adjacent to State Route 221 (SR 221 or Napa Vallejo Highway) to
the east, Napa Valley Corporate Drive to the west, and Napa Valley Corporate Way to the
south. The Project site is currently undeveloped and is part of the substantially built
development known as the Napa Valley Commons corporate park.

The proposed Project will take access from two roadways. Office employees and visitors will
utilize the unsignalized driveway on Napa Valley Corporate Drive that will allow only right-in
and right-out movements. The hotel and the winery will utilize the driveway on Napa Valley
Corporate Way, an existing driveway on the north leg of Napa Valley Corporate Way, and
Bordeaux Way.
The Traffic Study evaluated the following traffic scenarios:
•

•

•

•
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Existing Conditions – Based on traffic counts taken in November 2015 and May
2016. Counts were adjusted based on the City’s month and day factors. Existing
roadway geometry and traffic control in 2016 were used for this scenario.

Existing Plus Project Conditions – Based on traffic generated by the proposed
Project added to existing traffic volumes. Existing roadway geometry with
proposed Project roadway improvements and traffic controls are assumed for this
scenario.

Cumulative (2035) Conditions – Based on future year traffic projections from the
Napa Meritage Transportation Study and the Napa Pipe EIR. This scenario assumes
roadway geometry and traffic control presents in 2035.

Cumulative (2035) Plus Project Conditions – Based on traffic generated by the
proposed Project added to future traffic volumes. Cumulative roadway geometry
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with proposed Project roadway improvements and traffic controls are assumed for
this scenario.

Study Area Existing Conditions
Traffic Analysis Study Area

Table 5.13-1

In consultation with the City of Napa, the Traffic Study included 16 intersections. The
proposed Project will generate new vehicular trips that will increase traffic volumes on
the nearby street network. The intersections are listed in Table 5.13-1 and illustrated
in Exhibit 5.13-1, Project Location and Study Intersections.

Study Intersections

#
1
2
3
4
5
6
7
8
9
10
11
12
13
14
15
16

Intersection
SR 221/Kaiser Road
SR 221/Napa Valley Corporate Way
SR 12-SR 29/SR 221
Napa Valley Corporate Drive/Kaiser Road
Napa Valley Corporate Drive/West Project Driveway
Napa Valley Corporate Drive/Napa Valley Corporate Way
Napa Valley Corporate Way/Bordeaux Way
Napa Valley Corporate Drive/Bordeaux Way
Napa Valley Corporate Drive/Anselmo Court
SR 221/Streblow Drive
SR 221/Magnolia Drive
Soscol Avenue (SR 221)/Imola Avenue (SR 121)
Soscol Avenue (SR 121)/Shelter Avenue
Soscol Avenue (SR 121)/Kansas Avenue
Soscol Avenue (SR 121)/Silverado Trail
Imola Avenue (SR 121)/Gasser Drive

Existing or
Future Intersection
Existing
Existing
Existing
Existing
Future
Existing
Existing
Existing
Existing
Existing
Existing
Existing
Existing
Existing
Existing
Existing

Existing Street System
State Route 12 (SR 12) is an east-west highway between Sebastopol and San Andreas.
Within the study area, it has four lanes and runs with SR 121, turns southeast on SR 29,
intersects with SR 221, and continues south and then east out of Napa. The speed limit is
60 miles per hour (mph). There is a proposed Class II bike lane southeast of the
intersection with SR 221.

State Route 29 (SR 29) is a long north-south highway between Vallejo in the south and
Upper Lake in the north. Within the study area, it has four lanes and meets up with SR 12
from the south, veers west and intersects with SR 221, veers north and joins SR 121, then
continues north out of Napa. The speed limit is 60 mph. There is a proposed Class II bike
lane southeast of the intersection with SR 221.
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Source: Transportation Impact Study, Kimley Horn, December 2017 (Appendix O to this EIR)

Exhibit 5.13-1 Project Location and Study Intersections
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State Route 121 (SR 121) is a two- to four-lane highway within the study area. It runs
for approximately 34 miles between Sears Point in the southwest and Lake Berryessa
in the northeast. Near the study area, it veers east on Imola Avenue, north on Soscol
Avenue, and then northeast on Silverado Trail. The speed limit is 35 mph throughout
the study area. There is a Class II bike lane on Imola Avenue and Soscol Avenue.
According to the City of Napa Bicycle Plan, a Class II bike lane is proposed on Silverado
Trail. SR 121 has four lanes on Imola Avenue and Soscol Avenue and two lanes on
Silverado Trail. SR 121 provides access to commercial, residential, and recreational
land uses.

State Route 221 (SR 221 or Napa Vallejo Highway) is a four-lane north-south
expressway within the study area. It runs for approximately 3 miles between SR 12/29
at its southern terminus and Imola Avenue at its northern terminus. It has a bike lane
for 800 feet between Imola Avenue and Magnolia Drive. The speed limit is 55 mph
between SR 12/29 and Streblow Drive, 50 mph between Streblow Drive and Magnolia
Drive, and 40 mph to Imola Avenue. SR 221 provides access to commercial land uses.
Anselmo Court is a two-lane east-west roadway. Anselmo Court connects the
driveway of Intelsat Corporate on the west side to Napa Valley Corporate Drive on the
east side and provides access to commercial land uses. There is no posted speed limit
on Anselmo Court.

Basalt Road is a two-lane east-west roadway that runs from Kaiser Road in the west to
SR 221 in the east. It serves primarily industrial uses. There is no posted speed limit.
Bordeaux Way is a two-lane east-west local roadway within the study area that serves
commercial and recreational land uses. There are Class II bicycle lanes on Bordeaux
Way. There is no posted speed limit, and no parking is allowed.

Gasser Drive is a north-south collector roadway within the study area serving
commercial and hotel land uses. Gasser Drive has two lanes north of Hartle Court and
an additional third lane in the northbound direction south of Hartle Court. There is a
Class II bicycle lane along Gasser Drive and parking is allowed north of Hartle Court.
There is no posted speed limit.

Imola Avenue is a four-lane east-west arterial roadway within the study area serving
residential and commercial land uses. Imola Avenue serves as SR 121 between SR 29
and Soscol Avenue (SR 221). There are Class II bicycle lanes on Imola Avenue and the
posted speed limit is 35 mph.

Kaiser Road is a four-lane east-west local roadway within the study area that serves
commercial and residential land uses. Kaiser Road connects Basalt Road on the west to
SR 221 on the east. The speed limit is 40 mph. There is on-street parking west of Napa
Valley Corporate Drive and a bicycle lane east of Napa Valley Corporate Drive.
Kansas Avenue is a two-lane east-west local roadway within the study area serving
commercial and residential land uses. There are Class II bicycle lanes along Kansas
Avenue between Gasser Drive and Soscol Avenue. Parking is allowed on both sides of
the street east of Soscol and only on the north side west of Soscol. The speed limit is 30
mph west of Soscol and 25 mph east of Soscol.
January 2018
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Magnolia Drive is a two-lane east-west local roadway within the study area. It serves
Napa Valley College and Napa State Hospital. There is a bicycle lane between James
Diemer Drive and SR 221 and on-street parking between SR 221 and Spruce Drive. The
posted speed limit west of SR 221 is 20 mph.
Napa Valley Corporate Drive is a four-lane north-south local roadway within the
study area that serves commercial and recreational land uses. This roadway connects
Kaiser Road on the north side to Soscol Ferry Road on the south side. Napa Valley
Corporate Drive shrinks to two lanes south of Vista Point Drive. There is a Class II
bicycle lane between Kaiser Road and Vista Point Drive, no parking is allowed, and the
speed limit is 40 mph. Napa Valley Corporate Drive is a designated truck route south of
Napa Valley Corporate Way.
Napa Valley Corporate Way is a four-lane east-west local roadway within the study
area that serves commercial and recreational land uses. Napa Valley Corporate Way
connects Napa Valley Corporate Drive on the west side to SR 221 on the east side.
There is no posted speed limit and parking is not allowed. Napa Valley Corporate Way
is a designated truck route.

Shetler Avenue is a two-lane east-west local roadway within the study area that
serves residential and commercial land uses and Phillips Charter School. Shetler
Avenue terminates at a shopping center in the west and connects to Sommer Street in
the east. There is on-street parking east of Soscol Avenue and the speed limit is 30 mph.

Silverado Trail/SR 121 is a two-lane, north-south arterial roadway within the study
area that serves residential and commercial land uses. It connects to Soscol Avenue in
the south and to SR 29 in Calistoga to the north. It serves as SR 121 between Soscol
Avenue and Trancas Street. The speed limit is 35 mph on the portion of Silverado Trail
within the study area. Silverado Trail has Class II bicycle lanes south of Fairview Drive.

Soscol Avenue/SR 121 is a four-lane north-south arterial roadway within the study
area that serves residential and commercial land uses. Soscol Avenue serves as a
portion of SR 121 between Imola Avenue and Silverado Trail. Soscol becomes SR 221
south of Imola Avenue and becomes Big Ranch Road north of Trancas Street. The speed
limit on the portion of Soscol in the study area is 35 mph. There is no on-street parking
within the study area, but on-street parking is allowed north of Pearl Street. There are
Class II bicycle lanes along Soscol Avenue.

Streblow Drive is a two-lane east-west local roadway within the study area which
serves Napa Valley College and recreational land uses including the Napa Golf Course. It
connects the Napa Valley Vine Trail in the west to SR 221 in the east. The posted speed
limit is 25 mph.

Existing Transit Facilities

The Napa Valley Transportation Authority (NVTA) provides transit services within
Napa and other cities in Napa County. The NVTA operates multiple bus routes near the
Project site (Routes 3, 4, 10, 11, 21, 25 and 29). The only route that services the nearby
area of the Project, Route 11, was described as follows in the Traffic Study.
Route 11 is a local bus service that operates between the Redwood Park & Ride
and the Vallejo Ferry. Route 11 runs south on SR 221 before heading west on
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Kaiser Road and then south on Napa Valley Corporate Drive. On weekdays, Route
11 operates from 4:00 a.m. to 9:00 p.m. at headways ranging from 30 minutes to
70 minutes. On Saturdays, Route 11 operates from 6:30 a.m. to 7:00 p.m. at
headways ranging from 50 minutes to 70 minutes. There is a bus stop near the
Project site at the intersection of Napa Valley Corporate Drive and Kaiser Road
and at the intersection of Napa Valley Corporate Drive and Napa Valley Corporate
Way. Exhibit 5.13-2, Existing Transit System depicts the bus routes in the general
vicinity of the Project.

Existing Meritage Resort Shuttle

Hotel guests for the proposed Project will be able to use the existing Meritage Resort
shuttle. The shuttle is a passenger van with a capacity of approximately 27 passengers.
The shuttle currently operates every 30 to 45 minutes between 3:15 p.m. and 8:30 p.m.
and by request after 8:30 p.m.

Existing Pedestrian Facilities

A limited number of sidewalks and crosswalks exist in the study area for pedestrians to
access nearby transit stops, residential uses, and commercial uses. Near the proposed
Project, Kaiser Road and Enterprise Way are the only roads with sidewalks, and there
are no marked crosswalks. There are no sidewalks adjacent to the Project site. It should
be noted that the Napa Valley Commons Design Guidelines call for sidewalks
throughout the Napa Valley Commons area.

Existing Bicycle Facilities

Class I bicycle facilities throughout the City of Napa are shown on Exhibit 5.13-3,
Existing Bicycle Facilities. Following is a list of the Class I bicycle paths near the Project
site:
•

•

January 2018

Napa Valley Vine Trail is a portion of the Bay Trail that runs alongside the Napa
River. It begins near Kaiser Drive in the south and terminates north of the study
area at 3rd Street. In the study area, the Vine Trail is existing from Kennedy Park
to 3rd Street. The portion between Kennedy Park and Hartle Court overlaps
with the Bay Trail. The section from Kaiser Road to Kennedy Park is proposed
but not currently constructed.
The River-to-Ridge Trail is a portion of the Bay Trail that runs east-west. It
begins at the Napa Valley Vine Trail near Streblow Drive and runs alongside
Streblow Drive to SR 221 and then continues east into Skyline Wilderness Park.
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Source: Transportation Impact Study, Kimley Horn, December 2017 (Appendix O to this EIR)

Exhibit 5.13-2 Existing Transit System
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Source: Transportation Impact Study, Kimley Horn, December 2017 (Appendix O to this EIR)

Exhibit 5.13-3 Existing Bicycle Facilities
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Class II bicycle lanes are located throughout the City of Napa. Following is a list of
Class II bicycle lanes near the study area.
•
•
•

•
•
•
•
•
•
•

Napa Valley Corporate Drive between Kaiser Drive and Soscol Ferry Road
Napa Valley Corporate Drive between Vista Point Drive and Soscol Ferry Road
Bordeaux Way between Napa Valley Corporate Drive and Napa Valley
Corporate Way (will be removed with construction of the Meritage expansion
project)
James Diemer Drive between Magnolia Drive and Streblow Drive
Soscol Avenue between Trancas Street and Imola Avenue
Gasser Drive between Kansas Avenue and Imola Avenue
Kansas Avenue between Gasser Drive and Soscol Avenue
Imola Avenue between SR 121/29 and SR 121/SR 221
Devin Road south of Soscol Ferry Road
Soscol Ferry Road between Napa Valley Corporate Drive and Devin Road.

Class III bicycle routes are located throughout the City of Napa. Following is a list of the
Class III bicycle routes near the study area.
•

2.

Roy Patrick Drive between Magnolia Drive and Streblow Drive

Methodology/Performance Criteria

Analysis of significant environment impacts at intersections and freeway segments was based
on the concept of Level of Service (LOS). The LOS of an intersection is a qualitative measure
used to describe operational conditions. LOS ranges from A (best), which represents minimal
delay, to F (worst), which represents heavy delay and a facility that is operating at or near its
functional capacity. Levels of service for the Traffic Study were determined using methods
defined in the Highway Capacity Manual, 2010 (HCM) and appropriate traffic analysis
software.25

Intersection Level of Service

The HCM includes procedures for analyzing side-street stop-controlled (SSSC) and
signalized intersections. The SSSC procedure defines LOS as a function of average
control delay for each minor street approach movement and major street left-turns.
Table 5.13-2 below provides operational characteristics for each LOS category for
signalized and unsignalized intersections.

25 Transportation Research Board, Highway Capacity Manual 2010, National Research Council, 2000
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Intersection Level of Service Definitions

Level of
Service Description
A
Free flow with no delays. Users are virtually unaffected by
others in the traffic stream
B
Stable traffic. Traffic flows smoothly with few delays.
C
Stable flow but the operation of individual users becomes
affected by other vehicles. Modest delays.
D
Approaching unstable flow. Operation of individual users
becomes significantly affected by other vehicles. Delays may
be more than one cycle during peak hours.
E
Unstable flow with operating conditions at or near the capacity
level. Long delays and vehicle queuing.
F
Forced or breakdown flow that causes reduced capacity. Stop
and go traffic conditions. Excessive long delays and vehicle
queuing.

Signalized
average control delay
per vehicle
(seconds per vehicle)
delay ≤ [ 10.0

Unsignalized
average control delay
per vehicle
(seconds per vehicle)
delay [ 10.0

10.0 < delay [ 20.0
20.0 < delay [ 35.0

10.0 < delay [ 15.0
15.0 < delay [ 25.0

35.0 < delay [ 55.0

25.0 < delay [ 35.0

55.0 < delay [ 80.0

35.0 < delay [ 50.0

delay $ 80

delay $ 50

Signal Warrants
Traffic signals may be justified when traffic operations fall below acceptable thresholds
and when one or more signal warrant is satisfied. Traffic volumes at the unsignalized
study intersections were compared against the peak hour warrant in the 2014
California Manual on Uniform Traffic Control Devices (CA MUTCD)26. Traffic Signal
Warrant #3, Peak Hour Volume Warrant, is satisfied when traffic volumes on the major
and minor approaches exceed thresholds for 1 hour of the day. The Peak Hour Warrant
is generally the first warrant to be satisfied. Other warrants such as those for minimum
vehicle volumes, interruption of continuous traffic and traffic progression were not
evaluated in the Traffic Study because they generally require higher traffic volumes to
be satisfied.

Queuing

The Traffic Study analyzed the 95th percentile queue for all study intersections. The 95th
percentile queue length represents a condition where 95% of the time during the peak
hour, traffic volumes will be less than or equal to the queue length determined by the
analysis. Average queuing is generally less.

Queues that exceed the turn pocket length can create potentially hazardous conditions
by blocking or disrupting though traffic in adjacent travel lanes. These potentially
hazardous conditions are generally associated with left-turn movements. Locations
where the right turn pocket storage is exceeded are not considered potentially
hazardous because the right-turn movement typically moves at the same time as the
through traffic movement. A typical vehicle length of 25 feet was used in the queuing
26 California Manual on Uniform Traffic Control Devices (FHWA’s MUTCD 2009 Edition, as amended for use in

California), November 7, 2014
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analysis. An impact was assumed to occur if the queue increased by one or more
vehicles and the vehicle queue exceeded the turn pocket length.

Existing Levels of Service

Existing Lane Configuration and Traffic Control

Table 5.13-3
#
1
2
3
4
5
6
7
8
9
10
11
12
13
14
15
16

Table 5.13-3 identifies the existing lane configuration and traffic controls. Exhibit
5.13-4, Existing Lane Geometry and Traffic Control illustrates the intersections and
lane geometry.

Study Intersection and Traffic Control

Intersection
SR 221/Kaiser Road
SR 221/Napa Valley Corporate Way
SR 12-SR 29/SR 221
Napa Valley Corporate Drive/Kaiser Road
Napa Valley Corporate Drive/West Project Driveway
Napa Valley Corporate Drive/Napa Valley Corporate Way
Napa Valley Corporate Way/Bordeaux Way
Napa Valley Corporate Drive/Bordeaux Way
Napa Valley Corporate Drive/Anselmo Court
SR 221/Streblow Drive
SR 221/Magnolia Drive
Soscol Avenue (SR 221)/Imola Avenue (SR 121)
Soscol Avenue (SR 121)/Shelter Avenue
Soscol Avenue (SR 121)/Kansas Avenue
Soscol Avenue (SR 121)/Silverado Trail
Imola Avenue (SR 121)/Gasser Drive

Note: AWSC – All-way Stop Control SSSC – Side Street Stop Control

Existing or
Future Intersection
Existing
Existing
Existing
Existing
Future
Existing
Existing
Existing
Existing
Existing
Existing
Existing
Existing
Existing
Existing
Existing

Traffic Control
Signal
Signal
Signal
SSSC
SSSC
AWSC
SSSC
SSSC
SSSC
Signal
Signal
Signal
Signal
Signal
Signal
Signal

Existing Peak-Hour Turning Movement Volumes
Weekday intersection turning movement volumes for the study intersections were
collected in November 2015 and May 2016 during the AM (7:00-9:00 a.m.) peak period
and PM (4:00-6:00 p.m.) peak period on a weekday when local schools were in session.
The counts were adjusted using the methodology outlined in the Policy Guidelines Traffic Impact Analysis for Private Development Review27 to get average August
Thursday traffic. Using that methodology, the November counts were multiplied by
1.064 for the month of year multiplier and 1.0 for the day of week multiplier, and May
counts were multiplied by 1.067 for the month of year multiplier and 1.02 for the day
of week multiplier. Peak hour turning movements are shown on Exhibit 5.13-5,
Existing Peak Hour Turning Movement Volumes. Worksheets are included in the Traffic
Study (Appendix O).

27 City of Napa, Policy Guidelines - Traffic Impact Analysis for Private Development Review, Adopted in December

2002 and revised in March 2008.
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Source: Transportation Impact Study, Kimley Horn, December 2017 (Appendix O to this EIR)
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Exhibit 5.13-5 Existing Peak Hour Turning Movement Volumes

Source: Transportation Impact Study, Kimley Horn, December 2017 (Appendix O to this EIR)
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Existing traffic at the study intersections was evaluated in the Traffic Study, and the
results are presented in Table 5.13-4 below. The table includes the LOS criteria,
intersection control, and LOS/delay for each intersection, with locations operating
unacceptably in bold print. As shown, the intersections operating at unacceptable LOS
under existing conditions are:
•
•

Table 5.13-4
#
1
2
3
4
5
6
7
8
9
10
11
12
13
14
15
16

#3 - SR 12-SR 29/SR 221 (AM and PM peak hours)
#12 - Soscol Avenue (SR 221/Imola Avenue (SR 121) (PM peak hour)

Existing Intersection Level of Service Summary

Intersection
SR 221/Kaiser Road
SR 221/Napa Valley Corporate Way
SR 12-SR 29/SR 221
Napa Valley Corporate Drive/Kaiser Road
Napa Valley Corporate Drive/West Project Driveway
Napa Valley Corporate Drive/Napa Valley Corporate Way
Napa Valley Corporate Way/Bordeaux Way
Napa Valley Corporate Drive/Bordeaux Way
Napa Valley Corporate Drive/Anselmo Court
SR 221/Streblow Drive
SR 221/Magnolia Drive
Soscol Avenue (SR 221)/Imola Avenue (SR 121)
Soscol Avenue (SR 221)/Shetler Avenue
Soscol Avenue (SR 221)/Kansas Avenue
Soscol Avenue (SR 221)/Silverado Trail3
Imola Ave (SR 121)/Gasser Drive3

LOS
Criteria
E
E
E
Mid-E
Mid-E
E
Mid-E
Mid-E
Mid-E
E
E
E
E
E
E
E

Control1
Signal
Signal
Signal
SSSC
SSSC
AWSC
SSSC
SSSC
SSSC
Signal
Signal
Signal
Signal
Signal
Signal
Signal

Existing (2016)
AM Peak
PM Peak
LOS
Delays
LOS
Delay
B
10.4
B
12.6
E
58.8
D
37.9
F
102.5
F
160.4
C
15.1 (NBL)
C
20 (NBL)
Future Intersection
A
8.4
C
21.8
B
10.4 (SB)
C
15.5 (SB)
A
9.9 (WB)
D
28.7 (EB)
A
9.2 (EB)
C
16.5 (EB)
B
10.1
B
11.6
C
27.8
D
44.5
E
56.9
F
86.4
C
29.7
C
27.3
C
30.1
C
20.3
C
22.3
C
21.9
B
11.0
B
14.5

Note: Intersections that are operating below acceptable levels are shown in BOLD.
It should be noted that calculations of delay at saturated conditions (i.e., LOS F) are less reliable than at LOS E or better. Therefore, delay in
excess of 80 seconds is reported in the table to allow a relative comparison of without and with project conditions and should not be interpreted
as an exact representation of actual delay.
SB = southbound; EB = eastbound; WB = westbound; NBL = northbound left; WBR = westbound right
1 Signal = Signalized intersection, AWSC = All-Way Stop Controlled intersection, SSSC = Side-Street Stop Controlled intersection
2 The average control delay is reported for signalized and AWSC intersections. The delay for the worst movement is reported for SSSC
intersections.
3 Used HCM 2000 Methodology to determine LOS and delay

Existing Signal Warrants
Signal warrants were evaluated for peak hour conditions utilizing Traffic Signal
Warrant #3, Peak Hour Volume Warrant in the CA MUTCD. Signal warrants were
evaluated at the unsignalized study intersections. As shown below, none of the
intersections met the peak hour signal warrant criteria. Signal warrant work sheets are
included in the Traffic Study (Appendix O).
•
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Intersection #4 - Napa Valley Corporate Drive/Kaiser Road - did not meet peak
hour signal warrant
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Intersection #6 - Napa Valley Corporate Drive/Napa Corporate Way - did not
meet peak hour signal warrant
Intersection #7 - Napa Valley Corporate Way/Bordeaux Way - did not meet
peak hour signal warrant
Intersection #8 - Napa Valley Corporate Drive/Bordeaux Way - did not meet
peak hour signal warrant
Intersection #9 - Napa Valley Corporate Drive/Anselmo Court - did not meet
peak hour signal warrant

•
•
•

5.13.2 Regulatory Setting

The City of Napa General Plan sets forth goals, policies, and actions for developing the
transportation network in Napa, which result in transportation improvement projects that
will help mitigate the increased vehicular demand on the network. The following are relevant
goals, policies and implementation programs regulating development in the City of Napa.
Goal T-1

To provide for extension and improvement of the City’s roadway system to
ensure the safe and efficient movement of people and goods.
Policy T-1.1 The City shall require all new development to mitigate traffic
impacts in accordance with the circulation system
classifications.
Policy T-1.2 The City shall assess fees on new development sufficient to
cover the fair share portion of that development’s impacts on
the local and regional transportation system.
Implementation Program T-1.C - The City shall review and update the
Street Improvement Fee Program (traffic mitigation program)
in order to fund construction of street improvements identified
in the General Plan that are aimed at resolving capacity, service
level and safety problems.
Implementation Program T-1.D - The City shall continue to implement
Resolution 89-362, which establishes a Street Improvement Fee
for all new development within the City of Napa, to mitigate
local and regional impacts.

The General Plan also states that the City shall ensure that traffic LOS will not exceed
midrange LOS D at all signalized intersections on arterial and collector streets and LOS E as a
threshold for unsignalized intersections.

5.13.3 Thresholds of Significance

The state encourages local agencies to adopt their own thresholds, but it is not required. The
City does not have adopted thresholds of significance for transportation and traffic.
Therefore, for purposes of this analysis, the applicable thresholds listed in the CEQA
Guidelines will be used. Appendix G of the CEQA Guidelines states that the project would have
a potential significant impact with respect to transportation and traffic if it would:
a)

January 2018

Conflict with an applicable plan, ordinance or policy establishing measures of
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modes of transportation including mass transit and non-motorized travel and
relevant components of the circulation system, including but not limited to
intersections, streets, highways and freeways, pedestrian and bicycle paths and
mass transit
Conflict with an applicable congestion management program, including but not
limited to level of service standards and travel demand measures, or other
standards established by the county congestion management agency for
designated roads or highways
Result in a change in air traffic patterns, including either an increase in traffic
levels or a change in location that result in substantial safety risks
Substantially increase hazards due to a design feature (e.g. sharp curves or
dangerous intersections) or incompatible uses (e.g. farm equipment)
Result in inadequate emergency access
Conflict with adopted policies, plans, or programs regarding public transit,
bicycle or pedestrian facilities or otherwise decrease the performance or safety of
such facilities.

The City of Napa has established mid-range LOS D as its criteria at all signalized intersections
on arterial and collector streets with the following exceptions where mid-range LOS E is
permitted:
1.

2.
3.

Downtown Napa bounded by Soscol Avenue, First Street, California Boulevard
and Third Street
Jefferson Street between Third Street and Old Sonoma Road
Silverado Trail between Soscol Avenue and First Street

The City also established LOS E as a threshold for traffic signals on state highway facilities
(SR 12, SR 29, SR 122 and SR 221), consistent with the criteria set in the former Napa County
Congestion Management Agency for freeway mainlines and freeway ramps.

The City uses LOS E as a threshold for unsignalized intersections as recommended by the
Envision Napa 2020, Policy Document, adopted December 1998. For unsignalized
intersections with a low volume movement, LOS E or LOS F may be considered as acceptable
by considering both total delay and LOS. An intersection with a stop-controlled approach can
be deemed acceptable if:
•

•
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Total delay is less than 4.0 vehicle-hours for a single lane movement with low
volume
Total delay is less than 5.0 vehicle-hours for multilane movements with low
volumes
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minor movement volume to average control
delay for unsignalized intersections.
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The City of Napa does not have specified
standards for queuing in its policy guidelines.
The Traffic Study considered that impacts
occur under conditions where Project traffic
causes the queue in a left-turn pocket to
extend beyond the turn pocket by 25 feet or
more into adjacent traffic lanes that operate
separately from the left-turn lane. Where the
vehicle queue currently exceeds that turn
pocket length under pre-Project conditions, a
queuing impact would occur if project traffic
lengthens the queue by 25 feet or more.

Vehicle Miles Traveled Analysis

Senate Bill 743 (SB 743) was signed into law on September 27, 2013. The bill replaces level of
service (LOS) analysis with vehicle miles travelled (VMT) as the primary benchmark in the
transportation impact analysis process under CEQA. In addition, parking and aesthetics
impacts will no longer be considered significant impacts on the environment for residential
mixed use or employment center developments on infill sites, although local authorities may
still consider either under local discretionary authority.
SB 743 streamlines the environmental review process for employment center and mixed-use
projects by expanding existing CEQA exemptions for projects within one-half mile of a major
transit stop and consistent with both a specific plan certified through the environmental
impact report process as well as a sustainable communities strategy (SCS) enacted by local
government. This policy removes impediments to infill development, transit and active
transportation projects by promoting a more holistic approach to transportation impact
analysis.

At this time, it is anticipated that the regulations will be effective statewide in 2019.
Therefore, an analysis of VMT is not required for this EIR. This information is intended as a
summary of the latest VMT developments in transportation planning and how VMT will be
used as a transportation planning tool. Prior to SB 743, the CEQA process analyzed a project’s
increase in traffic volume and resulting delays. SB 743 is intended to balance traffic
management concerns with statewide efforts to reduce greenhouse gas (GHG) emissions,
develop multimodal transportation networks, encourage a diversity of land uses and promote
public health.
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Project impacts are determined by comparing conditions with the proposed Project and
those without the proposed Project. The Traffic Study used guidelines outlined by the Public
Works Department in the Policy Guidelines - Traffic Analysis for Private Development
Review. Guidelines for direct and indirect impacts include the following:

Direct Impacts: When a development project causes degradation in the LOS of an
intersection or roadway facility that violates the City’s LOS policy guidelines ore
exceeds the Crucial Corridor threshold. These direct impacts may include the following
scenarios:
a)

b)

c)

When a signalized intersection operates at midrange LOS D or better under
existing or cumulative conditions, the addition of the project trips degrades
the intersection operations to LOS E or F. The project mitigation should
bring the facility to operate at midrange LOS D, at a minimum.
When a signalized intersection operates at mid-range LOS E (as allowed by
the General Plan in some locations and for state highway facilities) or better
under existing or interim baseline conditions, the addition of the Project
trips degrades the intersection operations to LOS F. The Project mitigation
should bring the facility to operate at mid-range LOS E at minimum.
At an unsignalized intersection when the minor stop-controlled approach
operates at LOS E or better or has acceptable operation in terms of total
control delay, the addition of the project trips increases the total control
delay to more than 4.0 vehicle-hours for a single lane approach or 5.0
vehicle-hours for a multilane approach, at a minimum. The Project
mitigation should bring the facility to operate at LOS E or bring the total
control delay to less than 4.0 vehicle hours for a single lane approach, or 5.0
vehicle hours for a multi-lane approach, at a minimum.

Indirect Impacts: When a development project contributes more than 50 peak hour
trips to pre-existing or pre-project LOS deficiencies that fall below the City’s LOS
policies, the addition of such project trips shall be deemed as a potentially significant
indirect impact of the project. These indirect impacts may include the following
scenarios:
a)

b)

When a signalized intersection operates at midrange LOS F under existing
or cumulative conditions, the addition of more than 50 peak hour project
trips contributes to the continuing operational failure at the intersection.
The project mitigation should bring the facility to pre-project conditions.
At an unsignalized intersection when the minor stop-controlled approach
operates at LOS F and does not have acceptable operation in terms of total
control delay, the addition of more than 50 peak hour trips contributes to
the continuing operational failure at the minor approach. The project
mitigation should bring the facility to pre-project conditions.

The Traffic Study states that all significant direct impacts caused by the Project shall be
mitigated at the developer’s cost. Indirect significant impacts shall be mitigated by the
January 2018
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Project paying its fair share of the improvements necessary to bring the intersection to
pre-Project LOS conditions, at a minimum. The Project fair share contribution shall be
calculated as the ratio of the Project trips over the trips under Baseline Plus Project
conditions. Baseline refers to either Existing or Cumulative conditions.

Existing Plus Project Conditions

Trip Generation
Trip generation is typically calculated based on information in the Institute of Transportation
Engineer’s (ITE) publication, Trip Generation Manual.28 A trip is defined in the Trip
Generation Manual as a single- or one-directional vehicle movement with either the origin or
destination at the Project site. A trip can be either “to” or “from” the site and, therefore, a
single visitor to a site is counted as two trips. For purposes of determining the worst-case
impacts of traffic on the surrounding street network, the trips generated by a proposed
development are typically estimated between the hours of 7:00 a.m. and 9:00 a.m. and
between 4:00 p.m. and 6:00 p.m. on a weekday.

ITE trip generation rate for ITE Land Use 310 Hotel, ITE Land Use 311 All Suites Hotel, and
ITE Land Use 710 General Office building were used to calculate trips for the hotels and the
office building. Winery trips were calculated using the County of Napa Winery Traffic
Information/Trip Generation Sheet29 due to limited data for winery trips in the ITE Manual.
The City’s information sheet only provides calculations for the total number of daily and PM
peak hour trips. Therefore, the AM peak hour trips were assumed to equal the number of fulltime employees arriving at the winery, and all PM peak hour trips were assumed to equal the
number leaving the winery.

Because mixed-use development has a potential for interaction among uses within the site,
trips are considered internal and are “captured” within the site. The standard engineering
reference for determining internal capture reductions for the proposed land uses is the ITE
Trip Generation Handbook, 3rd Edition30. Utilizing this methodology, internal capture rates of
1% and 3% were calculated for the AM and PM peak. This methodology does not include
calculations for daily trips; therefore, an average percentage of the AM and PM peak was used
for daily internal capture rates.

In addition to internal capture, a vehicle reduction was taken to account for the shuttle
service to the downtown area for hotel guests. This reduction assumed a reduction of one
vehicle trip for every two shuttle passengers. The reduction for the daily trips assumed 10
shuttle round trips (20 shuttle trips) at 75% occupancy, or 20 passengers, for a total
reduction of 180 vehicle trips. During the PM peak hour, two round trips were assumed,
where the shuttle was operating at 75% occupancy for shuttles departing the hotel and 37%
occupancy for the shuttles arriving at the hotel. This reduction was only applied along the
shuttle route that operated along Napa Valley Corporate Way, SR 221 and Soscol Avenue.
Table 5.13-5 below depicts the trip generation for the proposed Project. As shown, the
28 Institute of Transportation Engineers, Trip Generation Manual, 9th Edition, 2012
29 Napa County, Use Permit Application, 2015
30 Institute of Transportation Engineers, Trip Generation Handbook, 3rd Edition, 2014
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Project is estimated to generate 1,946 daily trips with 184 trips in the AM peak hour and 182
trips in the PM peak hour.

Table 5.13-5

Project Trip Generation

ITE Land
Use Code
Land Use
310
Hotel
311
All Suites Hotel
710
General Office Building
–
Winery1
Total Project Trips
Internal Capture2
Shuttle Reduction3
Total External Project Trips

Size
153 rooms
100 rooms
29,878 SF
–

Daily Trips
1,252
492
330
100
2,174
-48
-180
1,946

Total
81
38
47
20
186
-2
0
184

AM Peak
In
48
21
41
20
130
-1
0
129

Out
33
17
6
0
56
-1
0
55

Total
92
40
45
38
215
-6
-27
182

PM Peak
In
47
18
8
10
83
-3
-9
71

Out
45
22
37
28
132
-3
-18
111

1 Daily and total PM trip generation values were calculated using County of Napa Winery Traffic Information/Trip Generation Sheet. Hours of
operation for the winery are from 10:00 a.m. to 7:00 p.m.; therefore, the AM peak hour only assumes full-time employees arriving. The PM
peak hour assumes 60% of the trips are employees leaving and 40% are patrons. The entering and exiting split for the patrons assumes the
same directional distribution as ITE Land Use 925 - Drinking Place (66% entering and 34% exiting).
2 AM and PM peak hour values were calculated using the NCHRP 684 Internal Trip Capture Estimation Tool. Daily Internal Capture reductions
used the average percentages of the AM and PM peak hours.
3 During the weekday, the 27-passenger downtown shuttle operates every 30-45 minute between 3:15 p.m. and 8:30 p.m., and by request
between 8:30 p.m. and 10:30 p.m.
Daily Trips assumed 10 round trips (20 shuttle trips) at 75% capacity (20 persons) per shuttle and a person-to-vehicle ratio of 2 persons per vehicle,
which equates to a reduction of 9 vehicles per shuttle (minus 10 vehicles + 1 shuttle).
PM peak hour shuttle reductions assumed 2 round trips (4 shuttle trips) with the departing shuttle operating at 75% capacity and the arriving
shuttle operating at 37% capacity.

Project Trip Distribution and Assignment
Project trip distribution was based on existing traffic count information, general orientation
of population sources to the site and other nearby projects with the same land use. Exhibit
5.13-6, Project Trip Distribution presents the traffic distribution assumed for the analysis.
Based on the assumed trip distribution and assignment, the new vehicle trips generated by
the Project were assigned to the street network as shown in Exhibit 5.13-7, ProjectGenerated Peak Hour Turning Movement Volumes.

Existing Plus Project Intersection Level of Service

The study intersections were analyzed for traffic operations under existing conditions plus
traffic generated by the Project. Table 5.13-6, Existing Plus Project Intersection Level of
Service Summary (page 5.13-23 below), shows the results of the analysis for each
intersection with intersections operating at unacceptable levels of service shown in bold.
Exhibit 5.13-8 depicts the peak hour turning movement under Existing Plus Project
conditions. The impacted intersections are:
•

•
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#3 - SR 12-SR 29/SR 221 (AM and PM peak hours)
Intersection operating unacceptably without project and project adds more than
50 peak hour trips - Significant Impact
#12 - Soscol Avenue (SR 221)/Imola Avenue (SR 121) (PM peak hour)
Intersection operating unacceptably without project and project adds more than
50 peak hour trips - Significant Impact
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Source: Transportation Impact Study, Kimley Horn, December 2017 (Appendix O to this EIR)

Exhibit 5.13-6 Project Trip Distribution
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Exhibit 5.13-7 Project-Generated Peak Hour Turning Movement Volumes

Source: Transportation Impact Study, Kimley Horn, December 2017 (Appendix O to this EIR)
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Intersection
SR 221/Kaiser Road
SR 221/Napa Valley Corporate Way
SR 12-SR 29/SR 221
Napa Valley Corporate Drive/Kaiser Road
Napa Valley Corporate Drive/West Project
Driveway
Napa Valley Corporate Drive/Napa Valley
Corporate Way
Napa Valley Corporate Way/Bordeaux Way
Napa Valley Corporate Drive/Bordeaux Way
Napa Valley Corporate Drive/Anselmo Court
SR 221/Streblow Drive
SR 221/Magnolia Drive
Soscol Avenue (SR 221)/Imola Avenue (SR 121)
Soscol Avenue (SR 221)/Shetler Ave
Soscol Avenue (SR 221)/Kansas Ave
Soscol Avenue (SR 221)/Silverado Trail3
Imola Avenue (SR 121)/Gasser Drive3
Signal
SSSC
SSSC

E
Mid-E
Mid-E

E

E

E

E

E

E

E

Signal

Signal

Signal

Signal

Signal

Signal

Signal

SSSC

SSSC

Mid-E
Mid-E

SSSC

Mid-E

AWSC

Signal

E

E

Signal

E

LOS
Criteria Control1

B

C

C

C

E

C

B

A

A

B

A

C

C

F

D

B

11.0

22.3

30.1

29.7

56.9

27.8

10.1

9.2 (EB)

9.9 (WB)

10.4 (SB)

8.4

B

C

C

14.5

21.9

20.3

27.3

86.4

C

44.5

F

11.6

16.5 (EB)

28.7 (EB)

15.5 (SB)

21.8

20 (NBL)

160.4

37.9

12.6

D

B

C

D

C

C

Future Intersection

15.1 (NBL)

58.8
102.5

F

10.4

E

B

Existing (2016)
AM Peak
PM Peak
LOS Delay2 LOS Delay2

Existing Plus Project Intersection Level of Service Summary

B

C

C

C

E

C

B

A

B

C

A

A

C

F

E

B

LOS
0.2

5.3
13.6

10.9

23.8

30.0

29.4

59.5

28.7

10.3

9.3 (EB)

10 (WB)

16.6 (SB)

8.7

9.1 (WBR)

-0.1

1.5

-0.1

-0.3

2.6

0.9

0.2

0.1

0.1

6.2

0.3

-

15.1 (NBL) 0.0

116.1

64.1

10.6

AM Peak
Delay2

37

46

46

46

83

83

83

30

30

150

80

84

12

101

141

82

B

C

C

C

F

D

B

C

D

C

D

A

C

F

D

B

14.6

22.6

20.2

27.2

90.5

47.1

11.7

16.8 (EB)

30.4 (EB)

22.2 (SB)

25.5

8.8 (WBR)

20 (NBL)

167.5

41.0

13.6

Existing (2016) + Project
PM Peak
Project
Var Trips LOS Delay2

0.1

0.7

-0.1

-0.1

4.1

2.6

0.1

0.3

1.7

6.7

3.7

-

0.0

7.1

3.1

1.0

Var

67

42

25

25

25

67

67

67

34

34

140

65

73

29

115

119

Project
Trips
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Note: Intersections that are operating below acceptable levels are shown in BOLD and significant impacts are highlighted.
It should be noted that calculations of delay at saturated conditions (i.e., LOS F) are less reliable than at LOS E or better. Therefore, delay in excess of 80 seconds is reported in the table to allow a
relative comparison of without and with project conditions and should not be interpreted as an exact representation of actual delay.
SB = southbound; EB = eastbound; WB = westbound; NBL = northbound left; WBR = westbound right
1 Signal = Signalized intersection, AWSC = All-Way Stop Controlled intersection, SSSC = Side-Street Stop Controlled intersection
2 The average control delay is reported for signalized and AWSC intersections. The delay for the worst movement is reported for SSSC intersections.
3 Used HCM 2000 Methodology to determine LOS and delay

16

15

14

13

12

11

10

9

8

7

6

#
1
2
3
4
5

Table 5.13-6
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Exhibit 5.13-8 Existing Plus Project Peak Hour Turning Movement Volumes

Source: Transportation Impact Study, Kimley Horn, December 2017 (Appendix O to this EIR)
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Signal warrants were evaluated at the unsignalized study intersections under Existing Plus
Project conditions. The list below shows the results of the signal warrants analysis for the
unsignalized intersections. None of the intersections meet the peak hour signal warrant.
Signal warrant worksheets are included in the Traffic Study (Appendix O).
•

•
•
•
•
•

2.

Intersection #4 – Napa Valley Corporate Drive/Kaiser Road - did not meet peak
hour signal warrant
Intersection #5 – Napa Valley Corporate Drive/West Project Driveway - did not
meet peak hour signal warrant
Intersection #6 – Napa Valley Corporate Drive/Napa Valley Corporate Way - did
not meet peak hour signal warrant
Intersection #7 – Napa Valley Corporate Way/Bordeaux Way - did not meet peak
hour signal warrant
Intersection #8 – Napa Valley Corporate Drive/Bordeaux Way - did not meet peak
hour signal warrant
Intersection #9 – Napa Valley Corporate Drive/Anselmo Court - did not meet peak
hour signal warrant

Cumulative (2035) Conditions

2035 Transportation Improvements
The Traffic Study analysis of transportation improvements in year 2035 only assumed
planned and fully funded improvements. Exhibit 5.13-9, Cumulative (2035) Lane Geometry
and Traffic Control depicts the intersection geometry and traffic control assumed in the
analysis. The following roadway improvements are assumed for 2035 cumulative conditions.
•

•

•

Intersection #1 – SR 221/Kaiser Drive: Construction of dual left-turn lanes on
northbound SR 221 that are equal in length to the existing 280-foot single left-turn
lane.
Intersection #9 – Napa Valley Corporate Drive/Anselmo Court: Construction of a
single-lane roundabout with a bypass lane installed on the southbound and
eastbound approaches.31
Intersection #10 – SR 221/Streblow Drive: Construction of an additional
northbound left-turn lane and a receiving lane on Streblow Drive. 31

31 Napa Pipe Development Agreement - Exhibit C - Intersection Improvement Plan, July 2014
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Exhibit 5.13-9 Cumulative (2035) Lane Geometry and Traffic Control

Source: Transportation Impact Study, Kimley Horn, December 2017 (Appendix O to this EIR)
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Cumulative (2035) Traffic Volume
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The Napa-Solano’s Travel Demand Model has base year volumes from 2015 and future year
volumes from 2040 for roadway links in Napa. The model volumes were used to determine
the incremental growth between the base year and the future year. It was determined that
multiple roadway links within the study area had negative growth. To achieve Cumulative
(2035) traffic conditions, Cumulative Plus Project volumes from the Napa Meritage
Transportation Study32 and Napa Pipe Draft EIR33 were used at similar locations. At locations
that were not included in either study, volumes were calculated based on adjacent
intersections.

Cumulative (2035) Intersection Level of Service

Cumulative (2035) volumes as evaluated at the study intersections are shown in Exhibit 5.13-10,
Cumulative (2035) Peak Hour Turning Movement Volumes with the results detailed below in
Table 5.13-7 below. Locations operating at unacceptable levels of service are shown in bold. The
intersections that would operate at unacceptable levels of service are:
•
•
•
•
•
•
•
•
•
•
•
•

#1 – SR 221/Kaiser Road (AM and PM peak hours)
#2 – SR 221/Napa Valley Corporate Way (AM and PM peak hours)
#3 – SR 12-SR 29/SR 221 (AM and PM peak hours)
#6 – Napa Valley Corporate Drive/Napa Valley Corporate Way (PM peak hour)
#8 – Napa Valley Corporate Drive/Bordeaux Way (PM peak hour)
#10 – SR 221/Streblow Drive (AM and PM peak hours)
#11 – SR 221/Magnolia Drive (AM and PM peak hours)
#12 – Soscol Avenue (SR 221)/Imola Avenue (SR 221) (AM and PM peak hours)
#13 – Soscol Avenue (SR 221)/Shetler Avenue (AM and PM peak Hours)
#14 – Soscol Avenue (SR 221)/Kansas Avenue (AM and PM peak hours)
#15 – Soscol Avenue (SR 221)/Silverado Trail (AM and PM peak hours)
#16 – Imola Avenue (SR 121)/Gasser Drive (PM peak hour)

32 Meritage Transportation Study. Prepared by Fehr & Peers Transportation Consultants. July 2015
33 Napa Pipe Draft EIR. Prepared by Design, Community & Environment. October 2009
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Exhibit 5.13-10 Cumulative (2035) Peak Hour Turning Movement Volumes

Source: Transportation Impact Study, Kimley Horn, December 2017 (Appendix O to this EIR)
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Table 5.13-7
#
1
2
3
4
5
6
7
8
9
10
11
12
13
14
15
16
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Cumulative (2035) Intersection Level of Service Summary
Intersection

SR 221/Kaiser Road
SR 221/Napa Valley Corporate Way
SR 12-SR 29/SR 221
Napa Valley Corporate Drive/Kaiser Road
Napa Valley Corporate Drive/West Project Driveway
Napa Valley Corporate Drive/Napa Valley Corporate Way
Napa Valley Corporate Way/Bordeaux Way
Napa Valley Corporate Drive/Bordeaux Way
Napa Valley Corporate Drive/Anselm o Court
SR 221/Streblow Drive
SR 221/Magnolia Drive
Soscol Avenue (SR 221)/Imola Avenue (SR 121)
Soscol Avenue (SR 221)/Shetler Ave
Soscol Avenue (SR 221)/Kansas Ave
Soscol Avenue (SR 221)/Silverado Trail3
Imola Avenue (SR 121)/Gasser Drive3

Cumulative Baseline (2035)
AM Peak
PM Peak
LOS
Criteria Control1
LOS
Delay2
LOS
Delay2
E
Signal
F
200.8
F
193.9
E
Signal
F
526.0
F
542.4
E
Signal
F
805.0
F
492.2
Mid-E
SSSC
C
24.7 (NBR)
D
31.1 (NBR)
Mid-E
SSSC
Future Intersection
E
AWSC
B
11.5
F
52.5
Mid-E
SSSC
F
71.4 (SB)
F
63.1 (SB)
Mid-E
SSSC
D
30.4 (WB)
F
383.2 (WB)
Mid-E Roundabout
A
4.8
D
27.3
E
Signal
F
139.7
F
124.8
E
Signal
F
406.7
F
739.2
E
Signal
F
277.5
F
529.1
E
Signal
F
386.6
F
310.6
E
Signal
F
333.0
F
294.8
E
Signal
F
107.1
F
152.6
E
Signal
E
69.3
F
231.8

Note: Intersections that are operating below acceptable levels are shown in BOLD.
It should be noted that calculations of delay at saturated conditions (i.e., LOS F) are less reliable than at LOS E or better. Therefore, delay
in excess of 80 seconds is reported in the table to allow a relative comparison of without and with project conditions and should not be
interpreted as an exact representation of actual delay.
SB = southbound; WB = westbound; NBR = northbound right
1 Signal = Signalized intersection, AWSC = All-Way Stop Controlled intersection, SSSC = Side-Street Stop Controlled intersection
2 The average control delay is reported for signalized and AWSC intersections. The delay for the worst movement is reported for SSSC
intersections.
3 Used HCM 2000 Methodology to determine LOS and delay
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Cumulative (2035) signal warrants were evaluated at the unsignalized study intersections
under existing traffic conditions. The results of the five unsignalized intersections analyzed
are as follows.
•

•
•
•
•

Intersection #4 - Napa Valley Corporate Drive/Kaiser Road - met signal warrant
in AM and PM peak hours
Intersection #6 - Napa Valley Corporate Drive/Napa Valley Corporate Way - met
signal warrant in PM peak hour
Intersection #7 - Napa Valley Corporate Way/Bordeaux Way - did not meet peak
hour signal warrant
Intersection #8 - Napa Valley Corporate Drive/Bordeaux Way - did not meet peak
hour signal warrant
Intersection #9 - Napa Valley Corporate Drive/Anselmo Court - did not meet peak
hour signal warrant

Although the intersection of Napa Valley Corporate Drive/Kaiser Road met the peak hour
signal warrant, the intersection operates acceptable in the Cumulative (2035) conditions.

3.

While the intersection of Napa Valley Corporate Drive/Napa Valley Corporate Way met the
peak hour signal warrants and operates at unacceptable during the PM peak hour, it is
recommended that other signal warrants (e.g., 8-hour vehicular volume, 4-hour vehicular
volume) or other lane geometry modification be considered before signalizing this
intersection.

Cumulative (2035) Plus Project Conditions

Cumulative (2035) Plus Project Intersection Level of Service
Results of the Cumulative (2035) Plus Project traffic conditions at the study intersections are
shown on Exhibit 5.13-11, Cumulative (2035) Plus Project Peak Hour Turning Movement
Volumes. Table 5.13-8, Cumulative (2035) Plus Project Intersection Level of Service Summary
details the results of the analysis. Locations operating unacceptably and significant Project
impacts are highlighted in bold.
•

•

•

•

January 2018

#1 – SR 221/Kaiser Road (AM and PM peak hours)
Intersection operating unacceptably without project and project adds more than
50 peak hour trips – Significant Impact
#2 - SR 221/Napa Valley Corporate Way (AM and PM peak hours)
Intersection operating unacceptably without project and project adds more than
50 peak hour trips - Significant Impact
#3 - SR 12-SR 29/SR 221 (AM and PM peak hours)
Intersection operating unacceptably without project and project adds more than
50 peak hour trips - Significant Impact
#6 - Napa Valley Corporate Drive/Napa Valley Corporate Way (PM peak hour)
Intersection operating unacceptably without project and project adds more than
50 peak hour trips - Significant Impact
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Exhibit 5.13-11

Cumulative (2035) Plus Project Peak Hour Turning Movement Volumes

Source: Transportation Impact Study, Kimley Horn, December 2017 (Appendix O to this EIR)
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Intersection
SR 221/Kaiser Road
SR 221/Napa Valley Corporate Way
SR 12-SR 29/SR 221
Napa Valley Corporate Drive/Kaiser Road
Napa Valley Corporate Drive/West Project
Driveway
Napa Valley Corporate Drive/Napa Valley
Corporate Way
Napa Valley Corporate Way/Bordeaux Way
Napa Valley Corporate Drive/Bordeaux Way
Napa Valley Corporate Drive/Anselmo Court
SR 221/Streblow Drive
SR 221/Magnolia Drive
Soscol Avenue (SR 221)/Imola Avenue (SR 121)
Soscol Avenue (SR 221)/Shetler Avenue
Soscol Avenue (SR 221)/Kansas Avenue
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Note: Intersections that are operating below acceptable levels are shown in BOLD and significant impacts are highlighted.
It should be noted that calculations of delay at saturated conditions (i.e., LOS F) are less reliable than at LOS E or better. Therefore, delay in excess of 80 seconds is reported in the table to allow a
relative comparison of without and with project conditions and should not be interpreted as an exact representation of actual delay.
SB = southbound; NB = northbound; WB = westbound; NBR = northbound right
1 Signal = Signalized intersection, AWSC = All-Way Stop Controlled intersection, SSSC = Side-Street Stop Controlled intersection
2 The average control delay is reported for signalized and AWSC intersections. The delay for the worst movement is reported for SSSC intersections.
3 Used HCM 2000 Methodology to determine LOS and delay
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#7 - Napa Valley Corporate Way/Bordeaux Way (AM and PM peak hours)
Intersection operating acceptably without project and project causes intersection
to exceed 4.0 vehicle-hours of total delay for the worst approach - Significant
Impact
#8 - Napa Valley Corporate Drive/Bordeaux Way (PM peak hour)
Intersection operating unacceptably without project and project adds less than
50 peak hour trips - Not a significant impact
#10 - SR 221/Streblow Drive (AM and PM peak hours)
Intersection operating unacceptably without project and project adds more than
50 peak hour trips - Significant Impact
#11 - SR 221/Magnolia Drive (AM and PM peak hours)
Intersection operating unacceptably without project and project adds more than
50 peak hour trips - Significant Impact
#12 - Soscol Avenue (SR 221)/Imola Avenue (SR 221) (AM and PM peak hours)
Intersection operating unacceptably without project and project adds more than
50 peak hour trips - Significant Impact
#13 - Soscol Avenue (SR 221)/Shetler Avenue (AM and PM peak hours)
Intersection operating unacceptably without project and project adds less than
50 peak hour trips - Not a significant impact
#14 - Soscol Avenue (SR 221)/Kansas Avenue (AM and PM peak hours)
Intersection operating unacceptably without project and project adds less than
50 peak hour trips - Not a significant impact
#15 - Soscol Avenue (SR 221)/Silverado Trail (AM and PM peak hours)
Intersection operating unacceptably without project and project adds less than
50 peak hour trips - Not a significant impact
#16 - Imola Avenue (SR 121)/Gasser Drive (PM peak hour)
Intersection operating unacceptably without project and project adds less than
50 peak hour trips - Not a significant impact

Cumulative (2035) Plus Project Signal Warrants

Signal warrants were evaluated at the unsignalized study intersections. Results of the
analysis are listed below for the five unsignalized intersections with results for meeting the
warrants shown in bold.
•

•
•
•
•

January 2018

Intersection #4 - Napa Valley Corporate Drive/Kaiser Road - Met signal warrant
in AM and PM peak hours
Intersection #5 - Napa Valley Corporate Drive/West Project Driveway - did not
meet peak hour signal warrant
Intersection #6 - Napa Valley Corporate Drive/Napa Valley Corporate Way - Met
signal warrant in PM peak hour
Intersection #7 - Napa Valley Corporate Way/Bordeaux Way - did not meet peak
hour signal warrant
Intersection #8 - Napa Valley Corporate Drive/Bordeaux Way - did not meet peak
hour signal warrant
Trinitas Mixed-Use Project
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Intersection #9 - Napa Valley Corporate Drive/Anselmo Court - did not meet peak
hour signal warrant

Although the intersection of Napa Valley Corporate Drive/Kaiser Road met the peak hour
signal warrant, the intersection operates acceptable in the Cumulative (2035) conditions.

4.

While the intersection of Napa Valley Corporate Drive/Napa Valley Corporate Way met the
peak hour signal warrants and operates at unacceptable during the PM peak hour, it is
recommended that other signal warrants (e.g., 8-hour vehicular volume, 4-hour vehicular
volume) or other lane geometry modification be considered before signalizing this
intersection.

Vehicle Queuing Analysis

To provide analysis for vehicle queuing, queue lengths were determined for each turn lane.
Synchro software calculates the 95th percentile queues based on HCM 200 methodology. The
95th percentile queue is used to account for fluctuations in traffic and represents a condition
where 95% of the time during the peak period, traffic volumes will be less than or equal to
the queue determined by the analysis.

The 95th percentile queuing was estimated under the various development conditions and in
consideration of the planned intersection and signal timing improvements. A typical vehicle
length of 25 feet was used in the analysis. An impact was assumed to occur if the queue
increased by one or more vehicles and the vehicle queue exceeded the turn pocket length.

The analysis showed that some existing turn bay lengths were exceeded. In most cases, the
inadequate queue lengths are not associated with the proposed Project but are the result of
pre-existing deficiencies. As an example, the 95th percentile northbound left turn queue
length at the intersection of SR 12/SR 29 and SR 221 is 630 feet during the PM peak hour in
the Existing Conditions and 644 feet during the PM peak hour in the Existing Plus Project
Conditions. Although the turn pocket length is 170 feet long and the queue spills out of the
turn pocket, this is a pre-existing deficiency not associated with the Project. At the Project
study locations, the increase in vehicle queuing is typically less than one vehicle except at the
following:
•

January 2018

Intersection #6 - Napa Valley Corporate Drive/Napa Valley Corporate Way
• Existing Plus Project, PM Peak: Westbound left turn queue length of 240 feet
exceeds the 100-foot turn pocket length in the Existing Plus Project Condition.
The Project increases the queuing by approximately two vehicles or 47 feet of
the total queue.
• Cumulative Plus Project, PM Peak: Westbound left turn queue length of 535 feet
exceeds the 100-foot turn pocket length in the Cumulative Plus Project
Condition. The Project increases the queuing by approximately three vehicles
or 70 feet of the total queue.
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Intersection #10 - Soscol Avenue (SR 221)/Streblow Drive
• Cumulative Plus Project, PM Peak: Northbound left turn queue length of 457
feet exceeds the 315-foot turn pocket length in the Cumulative Plus Project
Condition. The Project increases the queuing by approximately five vehicles or
136 feet of the total queue.
Intersection #12 - Soscol Avenue (SR 221)/Imola Avenue (SR 121)
• Existing Plus Project, PM Peak: Northbound left turn queue length of 614 feet
exceeds the 415-foot turn pocket length in the Existing Plus Project Condition.
The Project increases the queuing by approximately two vehicles or 60 feet of
the total queue.
• Cumulative Plus Project, PM Peak: Northbound left turn queue length of 1,009
feet exceeds the 415-foot turn pocket length in the Cumulative Plus Project
Condition. The Project increases the queuing by approximately one vehicle or
29 feet of the total queue.

As noted in the Traffic Study, Mitigation Measures T-4, T-6, and T-8 require fair share
contributions that will mitigate the queuing impacts identified above.

Site Access and Circulation

Analysis was conducted at the Project access driveways – one driveway on Napa Valley
Corporate Drive and one driveway on Napa Valley Corporate Way. The driveway on Napa Valley
Corporate Drive will be utilized by office employees and visitors. The driveway will be
unsignalized and will only allow right-in and right-out movements. The existing driveway on the
north leg of Napa Valley Corporate Way and Bordeaux Way will serve the hotel and winery uses.

A queuing analysis was also conducted for the Project access driveways. The queuing analysis
at the Project driveways indicates that the 95th percentile queues would be no greater than
one vehicle (25 feet) for any of the Project driveways. Therefore, no on-site queuing concern
was identified.
Pedestrians on-site can use the available sidewalks throughout the Project to traverse the
development. The sidewalk network provides a safe route to the hotels, winery or offices.
Therefore, no sidewalk deficiencies were identified.

Bicyclists on-site can share the proposed on-site roadways with vehicles. Employees and
visitors can access the City network of bicycle facilities via the bike lanes adjacent to the site
on Napa Valley Corporate Drive.

5.13.5 Mitigation Measures

The Traffic Study summarized the significant impacts due to Project implementation and
provided recommended mitigation to address the identified impacts. Table 5.13-9 below
presents a summary for each intersection where the Project will result in direct or indirect
impacts that are considered significant without mitigation and includes a column showing the
Project fair share percentage for the recommended improvement. City fair share percentages
are calculated based on the City of Napa Policy Guidelines: Traffic Impact Analysis for Private
Development Review, Section IV-F, adopted 12/12/02 and revised 5/12/05. Cost calculations
January 2018
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are also presented in this section and are based on the larger percentage of the AM and PM
peak for each identified intersection.

Table 5.13-9

Impact Summary

#
1

Intersection
SR 221/Kaiser Road

2

SR 221/Napa Valley Corporate Way

3

SR 12-SR 29/SR 221

6

10

Napa Valley Corporate Drive/
Napa Valley Corporate Way
Napa Valley Corporate Way/
Bordeaux Way
SR 221/Streblow Drive

11

SR 221/Magnolia Drive

12

Soscol Avenue (SR 221)/
Imola Avenue (SR 121)

7

Scenarios
Cumulative Plus Project AM Peak
Cumulative Plus Project PM Peak
Cumulative Plus Project AM Peak
Cumulative Plus Project PM Peak
Existing Plus Project AM Peak
Existing Plus Project PM Peak
Cumulative Plus Project AM Peak
Cumulative Plus Project PM Peak
Existing Plus Project PM Peak
Cumulative Plus Project PM Peak
Cumulative Plus Project AM Peak
Cumulative Plus Project PM Peak
Cumulative Plus Project AM Peak
Cumulative Plus Project PM Peak
Cumulative Plus Project AM Peak
Cumulative Plus Project PM Peak
Existing Plus Project PM Peak
Cumulative Plus Project AM Peak
Cumulative Plus Project PM Peak

Indirect or
Direct Impact
Indirect
Indirect
Indirect
Indirect
Indirect
Indirect
Indirect
Indirect
Indirect
Indirect
Direct
Direct
Indirect
Indirect
Indirect
Indirect
Indirect
Indirect
Indirect

Fair Share
1.84%
1.51%
3.43%
2.72%
1.37%
1.61%
2.12%
1.87%
11.20%
4.21%
100%
100%
2.09%
1.94%
1.48%
1.73%
1.39%
1.68%
1.33%

Based on the above-identified impacts, the Traffic Study recommends the following
mitigation.
•

#1 – SR 221/Kaiser Road – The intersection of SR 221 and Kaiser Road has a level
of service impact in the following scenario due to the proposed Project:
•

Cumulative Plus Project – AM and PM peak hours – In In the Cumulative
Plus Project scenario, the intersection of SR 221/Kaiser Road will operate at an
unacceptable LOS F in the AM and PM peak hours. Because the intersection
operates at an unacceptable LOS F without the Project, and the Project adds
more than 50 peak hour trips to the intersection, this is a significant impact. It
should be noted that this is a pre-existing LOS deficiency, and therefore this is
an indirect impact.
To mitigate the indirect impact, additional northbound and southbound
through lanes should be constructed, and signal timing should be optimized.
The additional through lanes were also identified as a mitigation measure for
the Napa Pipe Project34. While the intersection will still operate at LOS F, the
delay for the intersection will improve by 96.9 and 97.5 seconds during the AM
and PM peak hours, respectively. With mitigation, the indirect impact is less
than significant.

34 Napa Pipe Development Agreement – Exhibit C – Intersection Improvement Plan. July 2014
January 2018
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Because this is an indirect impact, the applicant shall be responsible to pay its fair
share of the costs to implement the mitigation. Because this intersection is on a
state highway facility, the fair share is calculated using Caltrans methodology
where the fair share is based on project traffic divided by the growth between
Existing without Project and Cumulative without Project volumes. The fair share
for this mitigation is 1.84% (the larger of the AM and PM peak percentages).

#2 - SR 221/Napa Valley Corporate Way - An LOS impact was identified under
Cumulative Plus Project conditions for both AM and PM peak hours resulting in an
unacceptable LOS F. The intersection currently operates at an unacceptable LOS F
without the Project. However, the Project adds more than 50 peak hour trips
resulting in a significant indirect impact. Recommended mitigation consists of the
addition of northbound and southbound through lanes and optimized signal timing.
While the intersection will continue to operate at LOS F, the delay for the
intersection will improve by 327.7 and 430.5 seconds during the AM and PM peak
hours, respectively, reducing the indirect impact to less than significant.
This intersection is on a state highway facility; therefore, the fair share has been
calculated using Caltrans methodology where the fair share is based on project
traffic divided by the growth between Existing without Project and Cumulative
without Project volumes. The fair share for this mitigation is 3.43%.

#3 - SR 12-SR 29/SR 221 - An LOS impact for this intersection was identified in
the Existing Plus Project AM and PM peak hours and the Cumulative Plus Project
AM and PM peak hours.
•

Existing Plus Project scenario - The intersection operates at an unacceptable
LOS F without the Project and the Project adds more than 50 peak hour trips,
resulting in a significant indirect impact. The City, Caltrans, and Napa Valley
Transportation Authority plan to improve operations, such as a fully gradeseparated interchange. The fully grade-separated interchange has been
proposed in the County’s State Route 29 Gateway Corridor Improvement Plan35
and analyzed in Caltrans’ SR 29/221 Soscol Junction Improvement Project Draft
EIR/EA. This improvement is also listed in the Napa County transportation plan
Countywide Plan Vision 2040 as part of the Soscol Junction Project.36 The
interchange would remove the southbound approach, add a median along
SR 12/SR 29, and remove the signal; and would result in a side-street stop
control intersection with only a stop-control on the northbound approach from
Soscol Ferry Road. The side-street stop control intersection would operate at
LOS C for the worst approach for both the AM and PM peak hours. It should be
noted that the overall intersection would operate at LOS A for both AM and PM
peak hours. Another mitigation being considered would replace the signal with
a roundabout and would result in improved operations.

35 Napa County Transportation and Planning Agency, State Route 29 Gateway Improvement Plan, October 2014.
36 Napa County Transportation and Planning Agency, Countywide Plan Vision 2040, September 2015.
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The Project will be required to contribute a fair share fee towards the
mitigation that will be implemented. The fair share, as stated by Caltrans, is
calculated as the ratio of the Project trips divided by the trips under the
Existing Plus Project scenario, resulting in a 1.61% share. This intersection is
on a state highway facility, and the fair share fee was calculated using Caltrans
methodology where the fair share is based on project traffic divided by the
growth between Existing Without Project and Cumulative Without Project
volumes.

Cumulative Plus Project scenario - The intersection will operate at an
unacceptable LOS F in the AM and PM peak hours. Since the intersection operates
at an unacceptable LOS F without the Project, and the Project adds more than 50
peak hour trips, this is a significant indirect impact. As stated under the Existing
Plus Project conditions, a fully grade-separated interchange is being considered.
This improvement would result in improved operations at the intersection. With
mitigation, the indirect impact is less than significant.

As stated for the mitigation improvement under the Existing Plus Project
Conditions, an interchange or a roundabout is being considered. The
interchange option would result in the intersection operating at LOS F for the
worst approach. However, it should be noted that the overall intersection would
operate at LOS A with an improvement in delay of 808.1 seconds during the AM
peak hour and at LOS F with an improvement in delay of 397.5 seconds in the
PM peak hour. With mitigation, the indirect impact is less than significant.

•

Because this is an indirect impact, the Applicant shall be responsible to pay its
fair share of the costs to the mitigation that will be implemented. Because this
intersection is on a state highway facility, the fair share is calculated using
Caltrans methodology where the fair share is based on project traffic divided by
the growth between Existing Without Project and Cumulative Without Project
volumes. The fair share for this mitigation is 2.12% (the larger of the AM and
PM peak percentages).

#6 - Napa Valley Corporate Drive/Napa Valley Corporate Way
•

Existing Plus Project scenario - In the Existing Plus project scenario, the
queue for the westbound left-turn movement is 240 feet in the PM peak, which
exceeds the 100-foot turn pocket. Without the Project, the westbound queue is
193 feet. The proposed Project adds 47 feet or approximately two vehicles.
Because the queue exceeds the left-turn pocket and the proposed Project
increases the queue length by at least one vehicle, this is a queuing impact.

To mitigate the queuing impact, the westbound approach should be restriped to
be one left-turn lane, one shared left/through lane, and one right-turn lane. This
migration would reduce the queue length to 53 feet, which is less than the
existing queue length of 193 feet,
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Because this is an indirect impact, the applicant shall be responsible to pay its
fair share of the costs to implement the mitigation. The fair share, as stated by
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the City, is calculated as the ratio of the project trips divided by the trips under
the Existing Plus Project scenario. The fair share for this mitigation is 11.20%.
Cumulative Plus Project scenario – In the Cumulative Plus Project scenario,
the intersection of Napa Valley Corporate Drive/Napa Valley Corporate Way
will operate at an unacceptable LOS F in the PM peak hour. Because the
intersection operates at an unacceptable LOS F without the Project, and the
Project adds more than 50 peak hour trips to the intersection, this is a
significant impact. It should be noted that this is a pre-existing LOS deficiency,
and therefore this is an indirect impact. Per the City of Napa, the required fair
share of the costs to implement the mitigation is calculated as the ratio of the
Project trips divided by the trips under the Cumulative Plus Project scenario,
resulting in a 4.21% share.

In addition, the queue for the westbound left-turn movement is 535 feet in the
PM peak, which exceeds the 100-foot turn pocket. Without the Project, the
westbound queue is 465 feet. The proposed Project adds 70 feet or
approximately three vehicles. Because the queue exceeds the left-turn pocket
and the proposed Project increases the queue length by at least one vehicle, this
is a queuing impact.

•

Similar to Existing Plus Project conditions, the westbound approach should be
restriped to be one left-turn lane, one shared left/through lane, and one rightturn lane. This mitigation would improve the intersection to LOS D with a delay
of 29.7 seconds in the PM peak hour, and would reduce the westbound left-turn
queue to 120 feet. The intersection operates better than the Without Project
conditions. With mitigation, the indirect impact is less than significant.

#7 - Napa Valley Corporate Way/Bordeaux Way - The impact to this intersection
with Project implementation will occur in the Cumulative Plus Project AM and PM
peak hours. Under Cumulative Without Project, the intersection operates at an
acceptable LOS F, but is considered an acceptable operation because the total delay
was less than 4.0 vehicle-hours for a single lane movement with low volume.
Because the addition of the Project trips under cumulative conditions causes the
intersection to operate at an unacceptable LOS F and the total delay is greater than
4.0 vehicle hours in the AM and PM peak hours, this is a direct significant impact.

Because the direct significant impact is triggered in the cumulative (year 2035)
condition, to mitigate the impact, the Project Applicant will pay 100% of the cost of
the mitigation to the City for future implementation of intersection improvements
at the intersection of Napa Valley Corporate Way/Bordeaux Way. The intersection
improvements of a traffic signal or a roundabout at this location would achieve
acceptable intersection LOS. Constructing a traffic signal would result in the
intersection operating at LOS B for AM and PM peak periods. Constructing a
roundabout would result in the intersection operating at LOS A for AM and PM
peak periods. With mitigation, the impact is less than significant.
January 2018
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#10 - SR 221/Streblow Drive - Project implementation will result in a Cumulative
Plus Project AM and PM peak hour LOS impact and a Cumulative Plus Project PM
peak hour queuing impact at this intersection. Because the intersection operates at
an unacceptable LOS F without the Project, and the Project adds more than 50 peak
hour trips to the intersection, this is a significant indirect impact.
In addition, the queue for the northbound left-turn movement is 457 feet in the PM
peak, which exceeds the 315-foot turn pocket. Without the Project, the westbound
queue is 321 feet. The proposed Project adds 136 feet of approximately five
vehicles. Because the queue exceeds the left-turn pocket and the proposed Project
increases the queue length by at least one vehicle, this is a queuing impact.

Recommended mitigation would include the construction of an additional through
lane in the northbound and southbound direction and the optimization of signal
timing. This improvement is listed in the Napa County transportation plan
Countywide Plan Vision 2040 as part of the Soscol Avenue Widening Project. The
mitigation would improve the intersection to LOS D with a delay of 39.8 seconds in
the AM peak hour and LOS C with a delay of 22.1 seconds in the PM peak hour. In
addition, the northbound left-turn queue in the PM peak is reduced to 213 feet and
the intersection operates better than the Without Project conditions. With
mitigation, the impact would be less than significant.

•

The Project would be required to pay a fair share cost to implement the
improvement. The fair share, as stated by the City, is calculated as the ratio of the
Project trips divided by the trips under the Cumulative Plus Project scenario,
resulting in a 2.09% Project share.

#11 - SR 221/Magnolia Drive - The Project will have an impact at this intersection
under Cumulative Plus Project AM and PM peak hours. Since the intersection
currently operates at an unacceptable LOS F without the Project, and the Project
adds more than 50 peak our trips, this is a significant indirect impact.
Proposed mitigation includes the addition of a through lane in the northbound and
southbound direction and signal timing should be optimized. This improvement is
listed in the Napa County transportation plan Countywide Plan Vision 2040 as part
of the Soscol Avenue Widening Project. The intersection will still operate at LOS F;
however, the delay will improve by 285.3 and 401 seconds during the AM and PM
peak hours, respectively, resulting in a less than significant impact with mitigation.

The Project will be responsible to pay fair share fees to implement the mitigation.
Since this intersection is on a state highway facility, the fair share is calculated
using Caltrans methodology where the fair share is based on project traffic divided
by the growth between Existing without Project and Cumulative without Project
volumes, resulting in a 1.73% Project share.
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#12 - Soscol Avenue (SR 221)/Imola Avenue (SR 121) - Project implementation
will result in intersection impacts in the Existing Plus Project PM peak hour and
queuing, the Cumulative Plus Project (LOS) AM and PM peak hours and PM peak
hour queuing.
•

Existing Plus Project scenario – In the Existing Plus Project scenario, the
intersection of Soscol Avenue (SR 221)/Imola Avenue (SR 121) Road will
operate at an unacceptable LOS F in the PM peak hour. Because the intersection
operates at an unacceptable LOS F without the Project, and the Project adds
more than 50 peak hour trips to the intersection, this is a significant impact. It
should be noted that this is a pre-existing LOS deficiency and therefore this is
an indirect impact.

In addition, the queue for the northbound left turn movement is 614 feet in the
PM peak, which exceeds the 415-foot turn pocket. Without the Project, the
northbound queue is 554 feet. The proposed Project adds 60 feet or
approximately two vehicles. Because the queue exceeds the left-turn pocket
and the proposed Project increases the queue length by at least one vehicle, this
is a queuing impact.
To mitigate the indirect impact, the signal timing should be optimized. This
mitigation would improve the intersection to LOS E with a delay of 74.5
seconds of delay in the PM peak and the northbound queue length reduced to
551 feet. The intersection operates better than the Without Project conditions.
With mitigation, the indirect impact is less than significant.

•

Because this is an indirect impact, the Project Applicant shall be responsible to
pay its fair share of the costs to implement the mitigation. The fair share, as
stated by the City, is calculated as the ratio of the project trips divided by the
trips under the Existing Plus Project scenario. The fair share for this mitigation
is 1.39%.

Cumulative Plus Project scenario – In the Cumulative Plus Project scenario,
the intersection of Soscol Avenue (SR 221)/Imola Avenue (SR 121) will operate
at an unacceptable LOS F in the AM and PM peak hours. Because the
intersection operates at an unacceptable LOS F without the Project, and the
Project adds more than 50 peak hour trips to the intersection, this is a
significant impact. It should be noted that this is a pre-existing LOS deficiency,
and therefore this is an indirect impact.
In addition, the queue for the northbound left turn movement is 1,009 feet in
the PM peak, which exceeds the 415-foot turn pocket. Without the Project, the
northbound queue is 980 feet. The proposed Project adds 29 feet or
approximately one vehicle. Because the queue exceeds the left-turn pocket and
the proposed Project increases the queue length by at least one vehicle, this is a
queuing impact.

January 2018

To mitigate the indirect impact, an additional through lane in the northbound
and southbound direction should be constructed and the signal timing should

Trinitas Mixed-Use Project

Chapter 5. Environmental Setting, Impacts, and Mitigation Measures
Draft Environmental Impact Report

5.13 – Transportation/Traffic
page 5.13-42

be optimized. This improvement is listed in the Napa County transportation
plan Countywide Plan Vison 2040 as part of the Soscol Avenue Widening
Project37. While the intersection will still operate at LOS F, the delay for the
intersection will improve by 133.8 and 365.6 seconds during the AM and PM
peak hours, respectively. The northbound queue length is 975. With mitigation,
the indirect impact is less than significant.

Because this is an indirect impact, the Project Applicant shall be responsible to
pay its fair share of the costs to implement the mitigation. Because this
intersection is on a state highway facility, the fair share is calculated using
Caltrans methodology where the fair share is based on project traffic divided by
the growth between Existing without Project and Cumulative without Project
volumes. The fair share for this mitigation is 1.68% (the larger of the AM and
PM peak percentages).

The table below depicts the intersections detailed above, the mitigation proposed and the
corresponding fair share percentages. As previously noted, the requirement is that the
Project contribution be the larger of the AM and PM peak percentages where an impact
occurs during both peak periods. This is reflected in the table below.

Table 5.13-10 Mitigation Fair Share Summary
Int # Intersection Name
Existing
12 Soscol Avenue (SR 221)/Imola Avenue (SR 121)
Cumulative
1
SR 221/Kaiser Road
2

SR 221/Napa Valley Corporate Way

3
6
7
10

SR 12 and SR 29/SR 221
Napa Valley Corporate Drive/Napa Valley
Corporate Way
Napa Valley Corporate Way/Bordeaux Way
SR 221/Streblow Drive

11

SR 221/Magnolia Drive

12

Soscol Avenue (SR 221)/Imola Avenue (SR 121)

Fair Share
(%)

Mitigation
Optimize cycle length and splits

1.39%

Construct additional northbound and southbound
through lanes; optimize signal timing
Construct additional northbound and southbound
through lanes; optimize signal timing
Construct interchange or roundabout
Restripe WB approaches

1.84%

Convert to traffic signal or roundabout
Construct additional northbound and southbound
through lanes; optimize signal timing
Construct additional northbound and southbound
through lanes; optimize signal timing
Construct additional northbound and southbound
through lanes

100.00%
2.09%
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3.43%
2.12%
11.2%

1.73%
1.68%
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The City of Napa Policy Resolution 27 identifies Standard Mitigation Measures applicable to
the Project as follows:
MM T-1

MM T-2
MM T-3
MM T-4

2.

All required public frontage and street improvements shall be designed and
built in accordance with City of Napa ordinances and the PWD Standard
Specifications. Unless waived by the Public Works Director, street
improvements shall include curbs, gutter, sidewalk, planting, streetlights, and
street trees. Any additional right-of-way necessary to accommodate these
improvements shall be dedicated to the City.

During non-working hours, open trenches shall be provided with appropriate
signage, flashers and barricades approved by the Street Superintendent to
warn oncoming motorists, bicyclists and pedestrians of potential safety
hazards.

All road surfaces shall be restored to pre-Project conditions after completion of
any Project-related pipeline installation activities.
To mitigate the cumulative impact of the traffic generated by the subject
Project on the City’s arterial and collective street system, the Developer shall
pay a Street Improvement Fee in accordance with Napa Municipal Code
Chapter 15.84 and implementing resolutions to pay for the traffic
improvements identified therein. Such fee shall be payable at the rate in effect
at the time of payment. The findings set forth in the ordinance and
implementing resolutions are incorporated herein. The City further finds that
the calculation of the fees in accordance with the trip generation capacity of
development demonstrates there is a reasonable relationship between the
amount of the fees imposed and the cost of the street improvements
attributable to this Project.

Special Mitigation Measures - Long-Term Impacts

The following Special Mitigation Measures are provided herein based on the
recommendations in the Traffic Study as detailed above.
MM T-5
MM T-6
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Prior to issuance of Certificates of Occupancy, the Project Applicant shall pay a
1.84% fair share contribution to the following improvement: provide
additional northbound and southbound through lanes and optimization of
signal timing at the intersection of SR 221/Kaiser Road.
Prior to issuance of Certificates of Occupancy, the Project Applicant shall pay a
3.43% fair share contribution to the following improvement: provide
additional northbound and southbound through lanes and optimization of
signal timing at the intersection of SR 221/Napa Valley Corporate Way.
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MM T-7
MM T-8

MM T-9
MM T-10
MM T-11
MM T-12
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Prior to issuance of Certificates of Occupancy, the Project Applicant shall pay a
2.12% fair share contribution to the following improvement: replace the
existing signal by constructing a fully grade-separated interchange or
roundabout at the intersection of SR 12-SR 29/SR 221.

Prior to issuance of Certificates of Occupancy, the Project Applicant shall pay an
11.20% fair share contribution to the following improvement: restripe
westbound approach to one left-turn lane, one shared through/left-turn lane,
and one right-turn lane at the intersection of Napa Valley Corporate
Drive/Napa Valley Corporate Way.
Prior to issuance of Certificates of Occupancy, the Project Applicant shall pay
100% of the cost of the following cumulative impact improvement: installation
of a traffic signal or a roundabout at the intersection of Napa Valley Corporate
Way/Bordeaux Way.
Prior to issuance of Certificates of Occupancy, the Project Applicant shall pay a
2.09% fair share contribution to the following improvement: provide an
additional through lane in the northbound and southbound direction and
optimization of signal timing at the intersection of SR 221/Streblow Drive.

Prior to issuance of Certificates of Occupancy, the Project Applicant shall pay a
1.73% fair share contribution to the following improvement: provide an
additional through lane in the northbound and southbound and optimization of
signal timing at the intersection of SR 221/Magnolia Drive.
Prior to issuance of Certificates of Occupancy, at the intersection of Soscol
Avenue (SR 221)/Imola Avenue (SR 121) under Existing plus Project
conditions, the Project Applicant shall pay a 1.39% fair share contribution to
the following improvement: optimization of signal timing. Under Cumulative
Plus Project conditions, the Project Applicant shall pay a 1.68% fair share
contribution for an additional through lane in the northbound and southbound
direction and signal timing optimization.

5.13.6 Level of Significance after Mitigation

Thresholds of significance identified in the CEQA Guidelines, Appendix G, state the Project
would have a significant impact if it would:
a)

b)
c)
d)
e)
f)
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Conflict with an applicable plan, ordinance or policy establish measures of
effectiveness for performance of the circulation system.
Conflict with an applicable congestion management program,
Result in a change in air traffic patterns,
Substantially increase hazards due to a design feature or incompatible uses,
Result in inadequate emergency access, or
Conflict with adopted policies, plans or programs regarding public transit, bicycle
or pedestrian facilities.
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Chapter 5. Environmental Setting, Impacts, and Mitigation Measures
Draft Environmental Impact Report

5.13 – Transportation/Traffic
page 5.13-45

The proposed Project will generate approximately 1,946 daily trips, of which 184 trips will
occur in the AM peak hour and 182 trips in the PM peak hour. Under existing conditions, 2 of
the 16 study area intersections operate at unacceptable levels of service. The intersections
are SR 12-SR 29/SR 221 (#3) and Soscol Avenue/Imola Avenue (#12). The same
intersections operate at unacceptable levels of service under Existing Plus Project conditions
due to the addition of 50 or more peak hour trips at each location. Impacts are considered
significant without mitigation.

The immediately surrounding area consists of office and industrial development, which is
consistent with the industrial park designation. The City’s General Plan Program EIR (PEIR)
considered the anticipated growth and build-out of the Project vicinity based on the
industrial park designation. Contributions to environmental impacts based on the anticipated
development of the entire area were identified and mitigation was provided in the PEIR. A
Statement of Overriding Considerations (SOC) was adopted for the PEIR where mitigation
was not available or sufficient to reduce impacts to less than significant. The PEIR identified a
significant unavoidable impact for predicted LOS F operation at the intersection of SR
12-29/SR 221/Soscol Ferry Road and adopted a SOC. The proposed Project will contribute to
these anticipated impacts but would not involve any new or more severe environmental
effects than were predicted in the PEIR.
Cumulative (2035) intersection level of service analysis shows that 12 intersections in the
study area would operate at unacceptable levels of service. In addition, two intersections (#4
and #6) met the signal warrant. However, intersection #4, Napa Valley Corporate Drive/
Kaiser Road, met the peak hour signal warrant. The intersection operates acceptably under
2035 cumulative conditions.

Under Cumulative Plus Project conditions (2035) it is expected that eight study intersections
would operate at unacceptable levels of service without mitigation. In addition, the signal
warrant analysis determined that the unsignalized intersection of Napa Valley Corporate
Drive/Kaiser Road and the intersection of Napa Valley Corporate Drive/Napa Valley
Corporate Way met the peak hour volume thresholds for Cumulative (2035) scenarios.
Because this Napa Valley Corporate Drive/Kaiser Road intersection operates at acceptable
LOS with and without the Project under cumulative conditions, signalization of the
intersection is not required. While the intersection of Napa Valley Corporate Drive/Napa
Valley Corporate Way met the peak hour signal warrants and operates at unacceptable
during the PM peak hour, it is recommended that other signal warrants (e.g., 8-hour vehicular
volume, 4-hour vehicular volume) or other lane geometry modification be considered before
signalizing this intersection.
The queuing analysis showed that existing turn bays lengths were exceeded at several
intersections. However, in most cases, the inadequate queue lengths are not associated with
the Project but are the result of pre-existing deficiencies. No on-site queuing concerns were
identified. At locations affected by the Project traffic, the increase in vehicle queuing is
typically less than one vehicle except at the following intersections:
•
•
•
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Napa Valley Corporate Drive/Napa Valley Corporate Way
Soscol Avenue (SR 221)/Streblow Drive
Soscol Avenue (SR 221)/Imola Avenue
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Mitigation requiring fair share fees at these intersections will mitigate the queuing impacts.

The proposed Project will not conflict with an applicable plan, ordinance or policy to
establish measures of effectiveness for the performance of the circulation system or conflict
with an applicable congestion management program. The Project site is approximately
4 miles from Napa Valley Airport and is not located within the airport’s flight plan area and
will not result in a change in air traffic patterns. While the Project site is within the Napa
County Airport Land Use Compatibility Plan, the majority of the site is within Zone E which is
the least restrictive land use area.

There will be no increase in hazards due to design features or incompatible uses because the
Project will take access via existing driveways within the corporate park where the Project is
located. No existing emergency access routes will be impacted by Project construction.
Emergency ingress/egress will be taken on the existing roadways within Napa Valley
Commons corporate park.

There will be no conflicts with adopted policies, plans, or programs regarding public transit,
bicycle or pedestrian facilities, and no decrease in the performance or safety of such facilities.
Visitors, guests, and employees can utilize the VINE bus routes via bus stops for Route 11
within walking distance of the Project site. Cyclists will have access to the development using
bicycle facilities on Napa Valley Corporate Drive. There are no pedestrian walkways adjacent
to and surrounding the Project site, as is the condition throughout this area of the City of
Napa. However, sidewalks available throughout the Project site provide pedestrians with a
safe route between the hotels, winery and offices.

The Project impact on the surrounding circulation system under existing and cumulative with
Project conditions will be less than significant with implementation of Mitigation Measures
MM T-5 through MM T-12.

5.13.7 Cumulative Impacts

The Traffic Study identified two projects in the vicinity of the proposed Project that, when
taken together, could potentially result in a cumulatively significant impact. Each project will
generate new traffic, which was considered based on projections within the Napa Meritage
Transportation Study and the Napa Pipe EIR. The cumulative impact analysis assumed the
implementation of planned and fully funded roadway improvements. The Napa Pipe and
Meritage Commons projects fully analyzed traffic impacts in their environmental documents,
and provided mitigation to offset significant impacts. With the implementation of mitigations,
the Project’s individual contribution to traffic impacts would not be considerable. The
proposed Project would not result in a cumulative impact.

5.13.8 Unavoidable Adverse Impacts

No unavoidable adverse impacts related to Transportation and Traffic are associated with the
proposed Project with the incorporation of mitigation measures included herein.
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