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EXECUTIVE SUMMARY 
The existing Bradley Court Convalescent Center is located at 675 E Bradley Avenue in the County 
of San Diego. The project would construct a new 25,675 SF assisted living building with 66 resident 
beds, and a new 11,048 SF skilled nursing building with 31 beds (97 new beds). The existing 
residential buildings would be converted to a controlled access building. The total project site would 
include four buildings with 87 skilled nursing beds and 66 transitional care beds, for a total of 153 
beds. The existing parking area would be redesigned to accommodate the proposed buildings and 
provide 74 parking spaces. 

The site currently takes access from Bradley Avenue, a County maintained road, via a single full 
access driveway on the west side of the Project site. This driveway is proposed to be relocated 
eastward to be more centered to the Project site. 

VMT ANALYSIS 

Per the SANDAG SB 743 VMT map, the project is in Census Tract 165.04, which has a 
VMT/Employee of 25.4, or 93.4% of the regional mean. However, the Project TAZ (TAZ 1249), 
identified as an Infill Area, would meet the proposed VMT screening criteria as the project is located 
in a Transit Opportunity Areas (TOA) and is not located in a High/Very High Fire Severity Zone. 
Therefore, the project is presumed to have a less than significant VMT impact and no detailed VMT 
analysis nor mitigation measures are required. Appendix B contains a map showing the Project’s 
location in an Infill Area. 

TRAFFIC LEVEL OF SERVICE (LOS) ANALYSIS 

The Project study area for the traffic analysis includes the following intersections: 

1. E. Bradley Avenue / Sams Hill Road 

2. E. Bradley Avenue / Project Driveway 

Based on the established criteria discussed in Section 6.0, no substantial effects are calculated in 
terms of intersection capacity for the project. Therefore, improvements are not required under these 
analyses. 

PROJECT TRIP GENERATION AND DISTRIBUTION 

The Project proposed the development of 97 additional beds: 31 beds at the skilled nursing facility 
building and 66 beds at the assisted living building. The trip rates for Land Use 254 Assisted Living 
provided in the Institute of Transportation Engineer (ITE) Trip Generation Manual, 10th Edition 
were used to estimate the trips generated by the Project. 

The proposed Project was calculated to generate 263 new daily trips with 19 AM peak hour trips (12 
inbound / 7 outbound) and 26 PM peak hour trips (10 inbound / 16 outbound). 

The Project traffic was distributed and assigned to the street system based on the distribution of the 
Project shown in the existing driveway counts, as well as a review of the site location, proximity to 
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10,613

73
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State Route 67 (SR 67), existing traffic patterns in the area, a review of trip distribution of similar 
land uses from recently approved development projects in the vicinity and anticipated traffic patterns 
to and from the site. 
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TRANSPORTATION ANALYSIS 

BRADLEY COURT CONVALESCENT CENTER 
San Diego County, California 

November 8, 2022 
 
 

1.0 INTRODUCTION 
Linscott, Law and Greenspan, Engineers (LLG) has prepared this Transportation Analysis for the 
Bradley Court Convalescent Center. The Project is located on Bradley Avenue in the County of San 
Diego. The proposed Project includes the expansion of the currently existing convalescent center to 
add 97 beds. 

The traffic analysis presented in this report includes the following: 

 Project Description 

 Existing Conditions 

 CEQA Vehicle Miles Traveled (VMT) Assessment 

 Analysis Approach and Methodology 

 Substantial Effect Criteria 

 Analysis of Existing Conditions 

 Trip Generation/Distribution/Assignment 

 Cumulative Projects Discussion 

 Analysis of Near-Term Scenarios 

 Site Access and Queuing Analysis 

 Active Transportation Discussion 

 Conclusions 
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2.0 PROJECT DESCRIPTION 
2.1 Project Description 
The existing Bradley Court Convalescent Center is located at 675 E Bradley Avenue in the County 
of San Diego. The project would construct a new 25,675 SF assisted living building with 66 
resident beds, and a new 11,048 SF skilled nursing building with 31 beds (97 new beds). The 
existing residential buildings would be converted to a controlled access building. The total project 
site would include four buildings with 87 skilled nursing beds and 66 transitional care beds, for a 
total of 153 beds. The existing parking area would be redesigned to accommodate the proposed 
buildings and provide 74 parking spaces. 

2.2 Project Access 
The site currently takes access from Bradley Avenue, a County maintained road, via a single full 
access driveway on the west side of the Project site. This driveway is proposed to be relocated 
eastward to be more centered to the Project site. 

Figure 2–1 shows the Project vicinity and Figure 2–2 illustrates, in more detail, the site location. 
Figure 2–3 shows the Project’s site plan. 
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3.0 EXISTING CONDITIONS 
Effective evaluation of the traffic impacts associated with the proposed Project requires an 
understanding of the existing transportation system within the project area. Figure 3–1 shows an 
existing conditions diagram. 

The study area includes the following intersections: 

INTERSECTIONS  

1. E. Bradley Avenue / Sams Hill Road 

2. E. Bradley Avenue / Project Driveway 

3.1 Existing Street Network 
The facilities analyzed in this report fall under the jurisdiction of the County of San Diego. The 
following is a brief description of the streets and the traffic they serve including vehicles, cyclists 
and pedestrians in the project area: 

E. Bradley Avenue is classified as a 4.1B Major Road with intermittent turn lanes in the County of 
San Diego General Plan Mobility Element within the study area. E Bradley Avenue is currently 
constructed as a two-lane undivided roadway with a two-way left-turn lane west of the Project site 
and an undivided roadway with no two-way left-turn lane east of the Project site. Sidewalks are 
provided on both sides of the roadway west of the Project site, and only on the north side east of the 
Project site. Bike lanes are not provided. Curbside parking is permitted on both sides of the 
roadway. The posted speed limit is 40 mph. 

3.2 Existing Traffic Volumes 
Peak hour intersection turning movement volume counts were conducted at the existing Project 
driveway and at the Sams Hill Road driveway, just west of the Project driveway, on April 29, 2021. 
Due to the current Covid situation, traffic counts conducted at this time do not reflect the normal 
traffic volumes. Hence, research was conducted to identify historical traffic volume counts in the 
Project study area. However, historical traffic volumes are not available. 

LLG has developed Covid Factors for various projects in Southern California for which we 
conducted traffic studies in the past year (2020). Table 3–1 below summarizes Covid factors that 
were developed for various projects in the San Diego County / Imperial County regions during this 
past year. The average of these factors is 30% (i.e., traffic counts during Covid were 30% lower 
than pre-Covid). Hence a 30% Covid factor was applied to the existing counts to account for Covid. 

Appendix A contains the Existing Count Sheets and Figure 3–2 shows the Existing traffic volumes. 
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TABLE 3–1 
COVID FACTORS ADOPTED FOR VARIOUS PROJECTS IN 

SOUTHERN CALIFORNIA 

City / County Adopted Covid Factor 

1. Oceanside Project #1 33% 

2. Oceanside Project #2 20% 

3. San Diego Project #1 28% 

4. San Diego Project #2 30% 

5. Imperial County 40% 

6. El Centro 30% 

 Average 30% 
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4.0 VEHICLE MILES TRAVELED ASSESSMENT 
This section discusses the project’s Vehicle Miles Traveled (VMT) analysis and screening. The 
Project is within an Infill Area as defined by the County of San Diego. The Board of Supervisors 
included direction at the February 9, 2022 Public Hearing for establishing new VMT screening 
criteria to be considered for adoption at a later date. The Project is also located within a SANDAG 
Mobility Hub area, one of SANDAG’s five key strategies for mobility incorporated in the 2021 
Regional Plan. 

Based on the analysis in Section 4.1, the Project has a less than significant VMT impact and thus is 
screened out of a detailed VMT analysis. 

4.1 Vehicle Miles Traveled Background, Analysis Approach, and Methodology 
4.1.1 VMT Background 
VMT is a measurement of miles traveled by vehicles within a specified region and for a specified 
period. VMT measures the efficiency of the transportation network. VMTs are calculated based on 
individual vehicle trips generated and their associated trip lengths. VMT accounts for two-way 
(round-trip) travel and is often estimated for a typical weekday to measure transportation impacts.  

4.1.2 County of San Diego Transition to VMT 
The County of San Diego does not currently have adopted guidelines that govern the 
implementation of SB 743 and analysis of projects using a VMT metric. However, on February 9, 
2022, the Board of Supervisors provided direction as to what the VMT significance threshold 
should be and what the guidelines should contain. For this report, the Governor’s Office of 
Planning and Research (OPR) Technical Advisory on Evaluating Transportation Impacts in CEQA 
(December 2018) was used to inform the methodology for VMT analysis including screening 
criteria and thresholds for various land use types, and the analysis is consistent with the direction 
provided by the Board for future guidelines. 

4.1.3 Screening Criteria 
According to OPR, screening thresholds may be used to identify when a project should be expected 
to cause a less-than-significant impact without conducting a detailed study. OPR suggests that lead 
agencies may screen out VMT impacts using project size, maps, transit availability, and provision 
of affordable housing.  

1. Map-Based Screening for Residential and Office Projects: Residential and office projects 
that locate in areas with low VMT, and that incorporate similar features (i.e., density, mix of 
uses, transit accessibility), will tend to exhibit similarly low VMT. Maps created with VMT 
data, for example from a travel survey or travel demand model, can illustrate areas that are 
currently below threshold VMT. Because new development in such locations would likely 
result in a similar level of VMT, such maps can be used to screen out residential and office 
projects from needing to prepare a detailed VMT analysis. 
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2. Screening Threshold for Small Projects: Absent substantial evidence indicating that a 
project would generate a potentially significant level of VMT, or inconsistency with a 
Sustainable Communities Strategy (SCS) or general plan, projects that generate or attract fewer 
than 110 trips per day generally may be assumed to cause a less-than-significant transportation 
impact. 

3. Projects Located in a Transit Accessible Area: Proposed CEQA Guideline Section 15064.3, 
subdivision (b)(1), states that lead agencies generally should presume that certain projects 
(including residential, retail, and office projects, as well as projects that are a mix of these uses) 
proposed within a half-mile of an existing major transit stop* or an existing stop along a high-
quality transit corridor* may be presumed to have a less than significant impact absent 
substantial evidence to the contrary. For example, this presumption may not apply if the 
project: 

 Has a Floor Area Ratio (FAR) of less than 0.75.  

 Includes more parking for use by residents, customers, or employees of the project than 
required by the County.  

 Is inconsistent with SANDAG’s most recent Sustainable Communities Strategy (SCS).  

 Replaces affordable residential units with a smaller number of moderate- or high-income 
residential units 

*A major transit stop is a site containing an existing rail transit station, a ferry terminal 
serviced by either a bus or rail transit service, or the intersection of two or more major bus 
routes with a frequency of service interval of 15 minutes or less during the morning and 
afternoon peak commute periods. A high-quality transit corridor contains a fixed route bus 
service with service intervals no longer than 15 minutes during peak commute periods. Sprinter 
stations are considered major transit stops. 

4. Locally Serving Retail/Service Projects: New retail development typically redistributes 
shopping trips rather than creating new trips. By adding retail opportunities into the urban 
fabric and thereby improving retail destination proximity, local-serving retail development 
tends to shorten trips and reduce VMT. Thus, lead agencies generally may presume such 
development creates a less-than-significant transportation impact. Regional-serving retail 
development, on the other hand, which can lead to substitution of longer trips for shorter ones, 
may tend to have a significant impact. Generally, retail development including stores larger 
than 50,000 square feet might be considered regional serving. 

5. Affordable Housing: Adding affordable housing to infill locations generally improves jobs-
housing match, in turn shortening commutes and reducing VMT. In areas where existing jobs-
housing match is closer to optimal, low-income housing nevertheless generates less VMT than 
market-rate housing. Therefore, a project consisting of a high percentage of affordable housing 
may be a basis for the lead agency to find a less-than-significant impact on VMT. Evidence 
supports a presumption of less than significant impact for a 100 percent affordable residential 
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development (or the residential component of a mixed-use development) in infill locations. 
Furthermore, a project which includes any affordable residential units may factor the effect of 
the affordability on VMT into the assessment of VMT generated by those units. 

4.1.4 Recommended VMT Metrics & Significance Thresholds 
The following project-specific metrics and thresholds in Table 4–1 are used in this analysis: 

TABLE 4–1 
TRANSPORTATION VMT THRESHOLDS OF SIGNIFICANCE BY LAND USE TYPE 

Land Use Type VMT Analysis Metric 
Threshold for Determination of a Significant 

VMT Impact 

Residential VMT per capita Below regional mean VMT per capita 

Office VMT per employee Below regional VMT per employee 

Regional Retail Net change in VMT Zero net increase in total regional VMT 

Mixed-Use Analyze each land use individual per above categories. 

Redevelopment 
Determine based on 
project type. 

Zero net increase in total regional VMT. If 
project leads to a net overall increase in VMT, 
analyze proposed land use per above categories. 

  
 

4.2 Project VMT Approach & Screening Per OPR 
4.2.1 Project Classification 
The existing Bradley Court Convalescent Center, as described in Section 2.0, would construct a 
new 25,675 SF assisted living building with 66 resident beds, and a new 11,048 SF skilled nursing 
building with 31 beds (97 new beds). The Project’s VMT impact will be based on VMT per 
employee. The significance threshold is the regional mean VMT per employee. 

4.2.2 Determination of Project VMT 
The OPR Technical Advisory provides recommendations regarding methodology to estimate a 
project’s vehicle miles traveled but does not specify any particular methodology. 

Consistent with regional practice, transportation VMT analysis for CEQA is estimated using the 
SANDAG Regional Travel Demand Model. SANDAG produces base year VMT per Capita and 
VMT per Employee maps that display the regional mean as well as VMT metrics at the census tract 
level. The latest data from the SANDAG Series 14 ABM 2 model, Base Year 2016 VMT were 
used. 
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For projects that generate less than 2,400 daily trips (ADT), the recommended methodology per 
regional practice, including the Institute of Transportation Engineers (ITE)1 is to use the SANDAG 
SB 743 VMT maps to determine the project’s VMT per Capita at the census tract level. 

The project is in Census Tract 165.04, which has a VMT/Employee of 25.4, or 93.4% of the 
regional mean. 

4.2.3 Project Screening per OPR Criteria 
None of the OPR screening criteria described previously would apply. The Project ADT exceeds 
the small project threshold and the Project location is not transit accessible per the CEQA Guideline 
definition. 

4.3 Project VMT Screening per Proposed County Criteria 
Given that the County does not currently have adopted VMT guidelines, County staff and the Board 
of Supervisors are engaged in a process to update the County approach to implementing VMT. 
Included in Phase One of that process is the goal to remove VMT as a barrier to development in 
infill areas. 

4.3.1 Qualitative Definition of Infill Development 
Although infill development patterns have been studied for decades by researchers, there is no 
single, universally accepted definition of what development constitutes “infill.” OPR defines infill 
development as “…building within unused and underutilized lands within existing development 
patterns, typically, but not exclusively within urban areas.” 

4.3.2 Quantitative Evaluation of Infill Development 
The County has prepared a technical memorandum2 (included in Appendix B) to define quantitative 
criteria for infill development in the County and provide options to the Board in creating policy. 
The analysis to develop an infill definition and criteria was based on socio-economic data from the 
SANDAG Series 13 model. The socio-economic data are provided by TAZ.  

The following data were compiled into maps and evaluated as part of the process to define infill: 

 Population density 

 Housing density 

 Employment density 

 Intersection density 

 Access to jobs within a 15-mile radius 

 Access to shopping/restaurants within a one-mile radius. 

 
1 Guidelines for Transportation Impact Studies in the San Diego Region. ITE, San Diego Section, Transportation 
Capacity and Mobility Task Force, SB 743 Subcommittee. May 2019. 
2 Infill Areas in Unincorporated San Diego County. October 29, 2021. 
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Ultimately, the following metrics were defined and quantified to identify infill areas within the 
County: 

 Household density (above 385 housing units/square mile) 

 Intersection density (above 128 intersections/square mile) 

 Jobs accessibility (above average local employment accessibility) 

The Project TAZ (TAZ 2693) was identified as an infill area meeting all three criteria. 
Appendix B contains a map showing the Project’s location in an Infill Area. 

4.3.3 Other Considerations 
The County team considered options to smooth the results of the TAZ-based infill analysis and 
provide a larger infill context. Two approaches were considered. First, include any County Village 
area that contains an infill area. Second, include any TAZ that is adjacent to an infill area.  

The Project TAZ itself meets the infill definition and is also located within a County Village area. 

The County team also explored ways to further refine the application of the infill development 
criteria within the unincorporated County. The County identified high and very high fire areas 
which could potentially be excluded. Most infill areas, including the Project, are outside of high and 
very high fire severity zones.  

The County also looked at Transit Opportunity Areas (TOAs) which are locations within the 
unincorporated area that could support future transit services through the expansion of planned 
Mobility Hubs. As discussed in the following section, the Project is within the El Cajon Mobility 
Hub area. 

Board of Supervisors Actions 

On February 9, 2022, the County Board of Supervisors took the following actions related in Infill 
Area Options:  

 Directed County staff to prepare a new VMT screening criteria for within infill areas that 
includes any surrounding “village” identified in the General Plan that are within Transit 
Opportunity Areas (TOAs), excluding areas mapped as High and Very High Fire Hazard 
Severity Zones.  

Upon adoption by the Board of Supervisors, the screening criteria will allow projects located in 
infill areas and any surrounding “village” to move forward without VMT analysis or mitigation. 
The substantial evidence to support the infill areas would be prepared as part of a new 
Transportation Study Guide (TSG) or a separate VMT screening threshold. In either case, the new 
VMT screening threshold will require a public review period prior to consideration and adoption. 
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The Project TAZ (TAZ 2693), identified as an infill area, would meet the proposed VMT 
screening criteria as the project is located in a TOA and is not located in a High/Very High 
Fire Severity Zone.  

4.4 Additional Project VMT Context 
This section presents the project’s context within various regional and local plans and regulations.  

4.4.1 SANDAG Mobility Hub 
Mobility Hubs are one of five key strategies for mobility, known as the 5 Big Moves, included 
SANDAG’s 2021 Regional Plan. Per SANDAG, “Mobility Hubs are places of connectivity where 
different travel options – walking, biking, transit, and shared mobility – come together.” See  
Figure 2.4 from the Regional Plan, below. 

The Project site is located approximately 3½ miles from the El Cajon Transit Center, which has 
been identified as a Mobility Hub in the SANDAG 2021 Regional Plan. This is within the “access 
shed” identified by SANDAG based on its proximity to the core transit center.  

The El Cajon Transit Center presently lies adjacent to bike facilities and provides bike parking and 
secure bike lockers. The transit center is served by trolleys as well as several bus routes operated by 
San Diego Metropolitan Transit System (MTS). As part of the Mobility Hub strategy additional 
opportunities may be identified and additional features added. 
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4.5 Project VMT Summary 
Consistent with the County’s analysis of infill areas and the Board of Supervisors direction to 
define a new VMT screening criteria for infill areas, the Project meets the infill area VMT 
screening threshold. The Project can be presumed to have a less than significant VMT impact. No 
detailed VMT analysis nor mitigation measures are required. 
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5.0 ANALYSIS APPROACH AND METHODOLOGY 
5.1 Analysis Approach 
This traffic analysis assesses the study area intersections in the following scenarios to determine the 
potential impacts to the road network. The Project’s expected Opening Year is Year 2023. 

 Existing  

 Opening Year (2023) without Project 

 Opening Year (2023) with Project 

5.2 Analysis Methodology 
There are various methodologies used to analyze signalized intersections and unsignalized 
intersections. The measure of effectiveness for intersection operations is level of service (LOS), 
which denotes the operating conditions which occur at a given intersection under various traffic 
volume loads.  

LOS is a qualitative measure used to describe a quantitative analysis taking into account factors 
such as roadway geometries, signal phasing, speed, travel delay, freedom to maneuver, and safety. 
Level of service provides an index to the operational qualities of an intersection. Levels of service 
designations range from A to F, with LOS A representing the best operating conditions and LOS F 
representing the worst. Level of service designation is reported differently for signalized and 
unsignalized intersections. In the 6th edition of the Highway Capacity Manual (HCM), Level of 
Service for signalized intersections is defined in terms of delay. The level of service analysis results 
in seconds of delay expressed in terms of letters A through F. Delay is a measure of driver 
discomfort, frustration, fuel consumption, and lost travel time.  

Table 5–1 summarizes the signalized intersections levels of service descriptions. Table 5–2 depicts 
the intersection LOS and corresponding delay ranges, which are based on overall intersection delay 
(signalized intersections) and the average control delay for any particular minor movement 
(unsignalized intersections), respectively. LOS relative to signalized and unsignalized intersection 
is further described below. 

5.2.1 Signalized Intersections 
For signalized intersections, level of service criteria is stated in terms of the average control delay 
per vehicle for a 15-minute analysis period. Control delay includes initial deceleration delay, queue 
move-up time, stopped delay, and final acceleration delay. 

Level of service A describes operations with very low delay, (i.e. less than 10.0 seconds per 
vehicle). This occurs when progression is extremely favorable, and most vehicles arrive during the 
green phase. Most vehicles do not stop at all. Short cycle lengths may also contribute to low delay. 

Level of service B describes operations with delay in the range 10.1 seconds and 20.0 seconds per 
vehicle. This generally occurs with good progression and/or short cycle lengths. More vehicles stop 
than for LOS A, causing higher levels of Average delay. 
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Level of service C describes operations with delay in the range 20.1 seconds and 35.0 seconds per 
vehicle. These higher delays may result from fair progression and/or longer cycle lengths. 
Individual cycle failures may begin to appear. The number of vehicles stopping is significant at this 
level, although many still pass through the intersection without stopping. 

Level of service D describes operations with delay in the range 35.1 seconds and 55.0 seconds per 
vehicle. At level D, the influence of congestion becomes more noticeable. Longer delays may result 
from some combination of unfavorable progression, long cycle lengths, or higher volume (demand) 
/ capacity (v/c) ratios. Many vehicles stop, and the proportion of vehicles not stopping declines. 
Individual cycle failures are frequent. 

Level of service E describes operations with delay in the range of 55.1 seconds to 80.0 seconds per 
vehicle. This is considered to be the limit of acceptable delay. These high delay values generally 
indicate poor progression, long cycle lengths, and high v/c ratios. Individual cycle failures are 
frequent occurrences. 

Level of service F describes operations with delay in excess of over 80.0 seconds per vehicle. This 
is considered to be unacceptable to most drivers. This condition often occurs with over-saturation 
(i.e., when arrival flow rates exceed the capacity of the intersection). It may also occur at high v/c 
ratios below 1.00 with many individual cycle failures. Poor progression and long cycle lengths may 
also be major contributing causes to such delay levels. 

5.2.2 Unsignalized Intersections 
For unsignalized intersections, level of service is determined by the computed or measured control 
delay and is defined for each minor movement: level of service is not defined for the intersection as 
a whole. Level of Service F exists when there are insufficient gaps of suitable size to allow a side 
street demand to safely cross through a major street traffic stream. This level of service is generally 
evident from extremely long control delays experienced by side-street traffic and by queuing on the 
minor-street approaches. The method, however, is based on a constant critical gap size; that is, the 
critical gap remains constant no matter how long the side-street motorist waits. LOS F may also 
appear in the form of side-street vehicles selecting smaller-than-usual gaps. In such cases, safety 
may be a problem, and some disruption to the major traffic stream may result. It is important to note 
that LOS F may not always result in long queues but may result in adjustments to normal gap 
acceptance behavior, which are more difficult to observe in the field than queuing. 
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TABLE 5–1 
INTERSECTION LEVEL OF SERVICE DESCRIPTIONS 

Level of 
Service 

Description 

A Occurs when progression is extremely favorable and most vehicles arrive during the green phase. Most 
vehicles do not stop at all. Short cycle lengths may also contribute to low delay. 

B Generally occurs with good progression and/or short cycle lengths. More vehicles stop than for LOS A, 
causing higher levels of average delay. 

C Generally results when there is fair progression and/or longer cycle lengths. Individual cycle failures may 
begin to appear in this level. The number of vehicles stopping is significant at this level, although many 
still pass through the intersection without stopping. 

D Generally results in noticeable congestion. Longer delays may result from some combination of 
unfavorable progression, long cycle lengths, or high volume-to-capacity ratios. Many vehicles stop, and the 
proportion of vehicles not stopping declines. Individual cycle failures are noticeable. 

E Considered to be the limit of acceptable delay. These high delay values generally indicate poor 
progression, long cycle lengths, and high volume-to-capacity ratios. Individual cycle failures are frequent 
occurrences. 

F Considered to be unacceptable to most drivers. This condition often occurs with over saturation i.e. when 
arrival flow rates exceed the capacity of the intersection. It may also occur at high volume-to-capacity 
ratios below 1.00 with many individual cycle failures. Poor progression and long cycle lengths may also be 
major contributing causes to such delay levels 

 
 

TABLE 5–2 
INTERSECTION LOS & DELAY RANGES 

LOS 
Delay (seconds/vehicle) 

Signalized Intersections Unsignalized Intersections 

A ≤ 10.0 ≤ 10.0 

B 10.1 to 20.0 10.1 to 15.0 

C 20.1 to 35.0 15.1 to 25.0 

D 35.1 to 55.0 25.1 to 35.0 

E 55.1 to 80.0 35.1 to 50.0 

F ≥ 80.1 ≥ 50.1 

Source: Highway Capacity Manual, 6th Edition. 
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6.0 VEHICULAR MOBILITY CRITERIA 
The following criteria were utilized to evaluate potential vehicular mobility improvements, based 
on the County of San Diego Transportation Study Guidelines, dated June 2020.  

6.1 Signalized Intersections 
Based on the County of San Diego guidelines, an improvement is required at a signalized 
intersection if any of the following are triggered: 

 Consistent with County General Plan Policy, any intersection that is operating at an 
acceptable LOS or better without project traffic in which the addition of project traffic 
causes the intersection to degrade to an LOS E or F should identify improvements to 
improve operations to LOS D or better. 

 Any signalized study intersection that is operating at LOS E or F without project traffic 
where the project increased delay by 5.0 or more seconds should identify improvements to 
offset the increase in delay. 

6.2 Unsignalized Intersections 
Based on the County of San Diego guidelines, an improvement is required at an unsignalized 
intersection if any of the following are triggered: 

6.2.1 Side Street Stop Controlled 
 The project causes the average intersection delay to be LOS E or F during the peak hour. 

 If the worst-case movement is currently operating at LOS E or F: 

 The project adds 5 or more seconds of overall intersection AND 

 The project adds ten (10) or more trips to the worst-case movement OR 50 or more trips 
to the overall intersection. 

 

6.2.2 All-Way Stop Controlled 
 The project causes the average intersection delay to be LOS E or F during the peak hour. 

 The project adds 5 or more seconds of delay to an intersection that is currently operating at 
LOS E or F during the peak hour. 

 



 

LINSCOTT, LAW & GREENSPAN, engineers  LLG Ref. 3-21-3378 
Bradley Court Convalescent Center 

N:\3378\Report\Transportation Analysis.3378 November 2022.docx 
21 

7.0 ANALYSIS OF EXISTING CONDITIONS 
Table 7–1 summarizes the existing peak hour intersection operations. As shown in Table 7–1, all 
the study area intersections are calculated to currently operate at LOS C or better during both the 
AM and PM peak hours. 

Appendix C contains the Existing intersection analysis worksheets. 

 

TABLE 7–1 
EXISTING INTERSECTION OPERATIONS 

Intersection Control Type Peak Hour Delaya LOSb 

         

1. E. Bradley Avenue / Sams Hill Road MSSCc 
AM 13.0 B 

PM 15.0 C 
      

2. E. Bradley Avenue / Project Driveway MSSC 
AM 13.3 B 

PM 14.6 B 

     

Footnotes: 
a. Average delay expressed in seconds per vehicle 
b. Level of Service 
c. MSSC- Minor Street Stop Controlled intersection. Worst-case movement approach delay 

and LOS reported. 
 

UNSIGNALIZED  

Delay LOS 

0.0   ≤  10.0 A 

10.1 to  15.0 B 

15.1 to  25.0 C 

25.1 to  35.0 D 

35.1 to  50.0 E 

         ≥  50.1 F 
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8.0 TRIP GENERATION/DISTRIBUTION/ASSIGNMENT 
The following is a discussion of the Project trip generation calculations and the Project traffic 
distribution and assignment through the local network.  

8.1 Project Trip Generation 
The Project proposed the development of 97 additional beds: 31 beds at the skilled nursing facility 
building and 66 beds at the assisted living building. The trip rates for Land Use 254 Assisted Living 
provided in the Institute of Transportation Engineer (ITE) Trip Generation Manual, 10th Edition 
were used to estimate the trips generated by the Project. 

Table 8–1 summarizes the Project trip generation. As shown in Table 8–1, the proposed Project was 
calculated to generate 252 new daily trips with 18 AM peak hour trips (11 inbound / 7 outbound) and 
25 PM peak hour trips (10 inbound / 15 outbound). 

8.2 Trip Distribution/Assignment 
The Project traffic was distributed and assigned to the street system based on the distribution of the 
Project shown in the existing driveway counts, as well as a review of the site location, proximity to 
State Route 67 (SR 67), existing traffic patterns in the area, a review of trip distribution of similar 
land uses from recently approved development projects in the vicinity and anticipated traffic patterns 
to and from the site. 

Figure 8–1 shows the Project trip distribution. Figure 8–2 shows the Project traffic volumes. 
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TABLE 8–1 

TRIP GENERATION SUMMARY 

Land Use Size 

Daily Trip Ends 
(ADTs) 

AM Peak Hour PM Peak Hour  

Rate a Volume Rate a 
 In:Out 
Split a 

Volume 
Rate a 

 In:Out 
Split 

Volume 

In Out Total In Out Total 

Assisted Living 97 beds 2.6/bedb 252 0.19 / bedb 63:37 11 7 18 0.26/bedb 38:62 10 15 25 

Footnotes: 
a. Rates are based on the trip rates provided in the Institute of Transportation Engineers (ITE) Trip Generation Manual, 10th Edition. 
b. Rates for Assisted Living (Land Use 254) was used. 
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9.0  ANALYSIS OF OPENING YEAR (2023) SCENARIOS 
The following is a summary of the operational analyses for the Opening Year traffic scenarios. To 
account for ambient growth in the Project study area, a growth rate of 1% per year for 2 years was 
applied to represent Opening Year (2023) traffic volumes and represent pre-project baseline traffic. 

Figure 9–1 shows the Opening Year (2023) (Existing + Cumulative Projects) without Project traffic 
volumes. Figure 9–2 shows the Opening Year (2023) + Project traffic volumes. 

9.1 Opening Year (2023) (Existing + Cumulative Projects) without Project Conditions 
Table 9–1 summarizes the Opening Year (2023) without Project intersection operations. As shown 
in Table 9–1, all the study area intersections are calculated to operate at LOS C or better during both 
the AM and PM peak hours. 

Appendix D contains the Opening Year (2023) intersection analysis worksheets. 

9.2 Opening Year (2023) + Project Conditions 
Table 9–1 summarizes the Opening Year (2023) + Project intersection operations. As shown in 
Table 9–1, with the addition of Project traffic, all the study area intersections are calculated to 
continue to operate at LOS C or better during both the AM and PM peak hours. 

Appendix E contains the Opening Year (2023) + Project intersection analysis worksheets. 
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TABLE 9–1 
NEAR-TERM INTERSECTION OPERATIONS 

Intersection 
Control 

Type 
Peak 
Hour 

Existing 
Opening Year (2023) 

without Project Δc 

Opening Year (2023) + 
Project Δc 

Substantial 
Effect? 

Delaya LOSb Delay LOS Delay LOS 

                      

1. E. Bradley Avenue / 
Sams Hill Road MSSCd 

AM 13.0 B 13.1 B 0.1 13.2 B 0.1 No 

PM 15.0 C 15.2 C 0.2 15.3 C 0.1 No  
           

2. E. Bradley Avenue / 
Project Driveway MSSC 

AM 13.3 B 13.4 B 0.1 13.4 B 0.0 No 

PM 14.6 B 14.8 B 0.2 15.4 C 0.6 No  
           

Footnotes: 
a. Average delay expressed in seconds per vehicle 
b. Level of Service 
c. “Δ” denotes the Project-induced increase in delay 
d. MSSC- Minor Street Stop Controlled intersection. Worst-case movement approach delay and LOS reported. 

General Notes: 
1. DNE – does not exist 

UNSIGNALIZED  

Delay LOS 

0.0   ≤  10.0 A 

10.1 to  15.0 B 

15.1 to  25.0 C 

25.1 to  35.0 D 

35.1 to  50.0 E 

         ≥  50.1 F 
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10.0 SITE ACCESS AND QUEUING ANALYSIS 
10.1 Site Access 
As described in Section 2.2, the Project site currently takes access from Bradley Avenue, a County 
maintained road, via a single full access driveway on the west side of the Project site. This driveway 
is proposed to be relocated eastward to be more centered to the Project site. 

10.2 Queuing Analysis 
Access to the Project site will be via a single full access driveway on Bradley Avenue. In order to 
determine if vehicles turning left into the Project site will cause a queue resulting in potential 
congestion and backups along Bradley Avenue in the westbound direction, a queuing analysis was 
conducted at the Project’s driveway with the assistance of the Synchro (version 10) computer 
software. 

A 95th percentile queue of zero vehicles was calculated at the westbound left-turn movement 
entering the Project site for all scenarios. In Addition, the roadway fronting the Project has a curb-to-
curb width of approximately 80 feet. Even with the provided on-street parking, vehicles traveling in 
the westbound direction should be able to maneuver around the Project’s inbound trips. Therefore, 
access to the Project driveway will function adequately. 

Appendix C, D and E contains the queue calculation worksheets for the Existing, Opening Year 
(2023) without Project and Opening Year (2023) + Project scenarios, respectively. 
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11.0 ACTIVE TRANSPORTATION 
11.1 Pedestrian Mobility 
This section presents the pedestrian connectivity within the Project’s study area. 

E. Bradley Avenue – Within the study area, E. Bradley Avenue currently provides contiguous 
sidewalks on both sides west of the Project site, and a noncontiguous sidewalk on the north side only 
east of the Project site. The nearest signalized intersection is approximately ½ mile west of the 
Project site, near the SR 67 freeway interchange, and provides a controlled crossing location with 
pedestrian push buttons and crosswalks. 

11.2 Bicycle Mobility 
A bicycle network inventory was conducted for the study area. Based on a review of the County of 
San Diego Bicycle Transportation Plan, December 2003, a Class III bicycle route is proposed along 
Bradley Avenue within the study area. There are currently no bike lanes or bike routes provided on 
Bradley Avenue within the study area. 

11.3 Transit Mobility 
The El Cajon Transit Center is located approximately 3 miles from the Project site, on the southwest 
corner of the Main St / Marshall Avenue intersection. There are multiple bus stops along E. Bradley 
Avenue. These stops are served by MTS bus route 833 which runs from the Santee Town Center to 
the El Cajon Transit Center. MTS bus route 833 runs along Mission Gorge Road, Magnolia Avenue, 
Graves Avenue, Pepper Drive, Mollison Avenue, Fletcher Pkwy and Arnele Avenue. Weekday 
service begins at 5:44 AM with 1-hour headways throughout the day and ends at 6:25 PM. Saturday 
and Sunday service begins at 8:51 AM with 1-hour headways throughout the day and ends at 5:41 
PM. Appendix F contains the bus route schedule and map. 
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12.0 CONCLUSIONS 
The existing Bradley Court Convalescent Center is located at 675 E Bradley Avenue in the County 
of San Diego. The project would construct a new 25,675 SF assisted living building with 66 resident 
beds, and a new 11,048 SF skilled nursing building with 31 beds (97 new beds). The existing 
residential buildings would be converted to a controlled access building. The total project site would 
include four buildings with 87 skilled nursing beds and 66 transitional care beds, for a total of 153 
beds. The existing parking area would be redesigned to accommodate the proposed buildings and 
provide 74 parking spaces. 

The site currently takes access from Bradley Avenue, a County maintained road, via a single full 
access driveway on the west side of the Project site. This driveway is proposed to be relocated 
eastward to be more centered to the Project site. 

Per the SANDAG SB 743 VMT map, the project is in Census Tract 165.04, which has a 
VMT/Employee of 25.4, or 93.4% of the regional mean. However, the Project TAZ (TAZ 1249), 
identified as an infill area, would meet the proposed VMT screening criteria as the project is located 
in a TOA and is not located in a High/Very High Fire Severity Zone. The project can be presumed to 
have a less than significant VMT impact. No detailed VMT analysis nor mitigation measures are 
required. 

Based on the established criteria discussed in Section 6.0, no substantial effects are calculated in 
terms of intersection capacity for the project. Therefore, improvements are not required under these 
analyses. 
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