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1.0 Introduction

1.1 Purpose

The purpose of this study is to assess the potential for significant adverse impacts to
result from the approval of the Urban Core Specific Plan as proposed by the City of
Chula Vista (Figure 1). The analysis considers the noise levels that future residents
could be exposed to and evaluates options for limiting that exposure to acceptable
levels. In addition, a discussion of notable noise-producing activities and the regulatory
requirements associated with the maintenance of acceptable noise levels are included.

As a result of this analysis, it was determined that significant noise impacts could occur
as a result of the adoption of the Urban Core Specific Plan, unless specific mitigation
measures are adopted that assure the protection of future receivers. This report details
those mitigation measures, the adoption of which will lessen potential effects to below a
level of significance.

1.2 Fundamentals of Noise

Simply stated, noise is unwanted sound. Sound is caused by minute pressure variations
in the air—above and below static atmospheric pressure that are sensed by the human
ear. The number of these minute pressure variations over time is referred to as the
frequency of the sound.

Sound in the ambient environment

is composed of a wide range of Sound Pressure Level
frequencies. Because the human ,
ear is not equally sensitive at all SPL =10 log (%)

frequencies, two different noises Where:
that have the same sound
pressure level (SPL) may be
perceived as having different
levels of loudness. Therefore, the
SPL is not a measure of the
loudness of a sound. In order to A micropascal is a unit of pressure equal
obtain levels that more closely to a millionth of a newton per square
approximate  the  perceived meter.

loudness of noise by humans,
frequency-weighting of the sound level is used.

p = the sound pressure of the signal
above atmospheric pressure, and

p. = the reference pressure
(standardized at 20 micropascals®)
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The most common frequency-weighting used for assessment of noise in the ambient
environment is A-weighting. A-weighting is a frequency correction that often correlates
well with the subjective response of humans to noise. The noise at any given location is
a function of the noise produced by the source, the propagation path between the source
and the receiver, and the sensitivity of the receiver. To reduce noise levels at a sensitive
receiver, the only available techniques are to reduce the noise of the source, to interrupt
the propagation path between the source and the receiver, or to increase the distance
between the source and the receiver. The propagation path is simply the path that the
sound travels between its source and the receiver.

The evaluation of the effects of noise in the city of Chula Vista must consider the sound
pressure levels to which people will be exposed, the duration of those levels, and the
time of day—or night—at which they occur. While different people will respond
differently to any specific situation, overall response is primarily a factor of these three
main elements. The City of Chula Vista uses the Community Noise Equivalent Level
(CNEL) as the measure for assessing noise impacts.

The CNEL is a 24-hour A-weighted decibel average sound level [dB(A) Leg] from
midnight to midnight obtained after the addition of 5 dB to sound levels occurring
between 7:00 p.M. and 10:00 P.M. and 10 dB to the sound levels occurring between
10:00 p.M. and 7:00 A.M. A-weighting is a frequency correction that often correlates well
with the subjective response of humans to noise. Adding 5 dB and 10 dB to the evening
and nighttime hours accounts for the added sensitivity of humans to noise during these
time periods.

1.3 Standards

1.3.1 Noise Exposure to Receivers

Future residents and visitors to the Urban Core Specific Plan area of Chula Vista will be
exposed to noise from traffic and other local noise sources. In the City of Chula Vista,
noise standards are expressed in terms of the CNEL. The City’s exterior noise level
standard for noise-sensitive areas, which include residences, school play areas, and
outdoor recreational areas, is 65 CNEL. The City’s exterior noise standard for office
buildings and commercial property is 70 CNEL. Figure 2 provides the allowable noise
levels by land use as identified in the City of Chula Vista General Plan.

The City also specifies that residential structures shall be designed to prevent the
intrusion of exterior noises such that interior noise levels attributable to exterior sources
do not exceed 45 CNEL in noise-sensitive interior rooms. This conforms to Title 24 of
the California Administrative Code that requires that multi-family residences’ interior
noise levels, due to exterior sources, not exceed 45 dB CNEL.



Map Source: City of Chula Vista, GPU, December 2005

Acceptable CNEL in Decibels

Land Use 70 | 75

Residential

Schools, Libraries, Daycare Facilities, Convalescent
Homes, Outdoor Use Areas, and Other Similar Uses
Considered Noise Sensitive

Neighborhood Parks, Playgrounds

Community Parks, Athletic Fields

Office and Professional

Places of Worship (excluding outdoor use areas)

Retail and Wholesale Commercial, Restaurants, Movie
Theaters

Industrial, Manufacturing
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The Code further specifies that if the exterior noise level exceeds 60 dB CNEL, an
acoustical analysis shall demonstrate that the design would achieve the prescribed
interior noise standard. Structural attenuation of noise from the exterior to interior is
found in standard construction practices to be 15 dB or higher if windows are closed.
With little additional noise reduction design, a noise reduction of 20 dB can be achieved.
Exterior levels of up to 65 dB can therefore be accommodated before double-paned
windows and other acoustical upgrades may be needed to meet the 45 dB CNEL interior
standard.

1.3.2 Noise Generated On-Site

In addition to allowing development that would result in future receivers being located in
adverse noise areas, there is the potential that the Urban Core Specific Plan would allow
uses that generate noise. Impacts to receivers generated by activities at a given
location will be regulated by the City’s Municipal Zoning Code, Chapter 19.68. This
ordinance specifies maximum one-hour average sound level limits at the boundary of a
property. These maximum one-hour sound level limits are the maximum noise levels
allowed at any point on or beyond the property boundaries due to activities occurring on
the property. Where two or more zones adjoin, the more restrictive noise limits shall
apply. Table 1 shows the exterior noise limits of the Noise Control Ordinance. These
levels are applied to both environmental and nuisance noise sources as defined by the
ordinance.

TABLE 1
EXTERIOR NOISE LIMITS

Noise Level [dB(A)]

10 P.M. tO 7 AM. 7 A.M. t0 10 P.M.
(Weekdays) (Weekdays)
10 P.M. t0 8 A.M. 8 A.M. t0 10 P.M.
Receiving Land Use Category (Weekends) (Weekends)
All residential (except multiple dwelling) 45 55
Multiple dwelling residential 50 60
Commercial 60 65
Light industry — I-R and I-L zone 70 70
Heavy industry — | zone 80 80

NOTES:
Environmental Noise — L¢q in any hour.
Nuisance Noise — not to be exceeded any time.

The noise level limits are specified for two different time intervals: daytime and nighttime
hours. The daytime hours are specified as 7 A.M. to 10 P.M. on weekdays and 8 A.M. to
10 p.M. on weekends. The nighttime hours are specified as 10 P.M. to 7 A.M. on
weekdays and 10 p.M. to 8 A.M. on weekends.



The City of Chula Vista Noise Ordinance restricts times of construction activities from
7:00 A.M. to 7:00 P.M., Monday through Saturday, and prohibits construction on Sundays
and holidays. Furthermore, the noise levels from construction activities to residential
receptors are not to exceed 75 dB, averaged over a 12-hour period.

1.4  Existing Noise

The following noise sources exist within the Urban Core Specific Plan area:

e Traffic on circulation element roads;

e Traffic on Interstate 5;

e The San Diego Trolley operated by the Metropolitan Transit Development Board;
e Freight service provided by the San Diego & Imperial Valley Railroad; and

e Various commercial operations in the planning area.

As part of this analysis, ambient noise conditions were measured in and around the
planning area. In order to provide a qualitative assessment of the variability of noise
throughout the study area, a series of 10 daytime noise measurements ranging from 15
to 18 minutes in duration were made throughout the study area. The measurement
locations are shown in Figure 3 and were chosen to obtain existing noise levels in order
to characterize the existing ambient noise condition.

The noise measurement data and descriptions are contained in Attachment 1.

Table 2 presents the results of the noise measurements. As seen from Table 2, the
measured short-term noise levels ranged from approximately 53 to 73 dB(A) L¢q With the
loudest levels occurring in the more urbanized portions of the study area.

As indicated, existing noise levels in the specific plan subarea are primarily due to traffic
on area roadways but are also comprised of other sources. A brief discussion of each of
these sources follows.

1.4.1 Traffic

Traffic noise occurs adjacent to every roadway and is directly related to the traffic
volume, speed, and mix. The FHWA Noise Prediction Model (1979), with the California
Vehicle Noise Emission Levels (Calveno) (California Department of Transportation
1983), was used to estimate roadway traffic noise in the project area. The FHWA model
takes into account traffic mix, speed, and volume; roadway gradient; relative distances
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TABLE 2

MEASUREMENT RESULTS

Noise Level at 50

Duration Average Noise Level feet from Source
Location Date (Minutes) [dB(A)] Traffic Noise Sources Distance from Source [dB(A)]

1 02/25/2005 15 66.4 Trolley 19 feet from center of 58.0
near trolley tracks

2 02/25/2005 15 67.2 Bay Boulevard 50 feet from centerline 67.2

3 02/25/2005 15 71.2 Broadway Avenue 50 feet from centerline 71.2

4 02/25/2005 15 66.0 | Street 50 feet from centerline 66.0

5 02/25/2005 18 69.1 Corner of Third Avenue 50 feet from centerlines 69.1
and F Street of both roadways

6 02/25/2005 17 63.5 F Street 50 feet from centerline 63.5

7 02/25/2005 18 66.7 C Street 50 feet from centerline 66.7

8 02/25/2005 15 72.6 I-5 N/A N/A

9 02/25/2005 16 53.2 Third Avenue N/A N/A

10 02/25/2005 15 63.4 Fifth Avenue 40 feet from centerline 61.5

RECON



between sources, barriers, and receivers; and shielding provided by intervening terrain
or structures.

The analysis of the noise environment considered that the topography was flat with no
intervening terrain between sensitive land uses and roadways. Because there are no
obstructions assumed, predicted noise levels are higher than would actually occur. In
actuality buildings and other obstructions along the roadways will shield distant receivers
from the traffic noise.

Traffic mix data chosen for this analysis were based on typical mix data for area
roadways. Auto, medium truck, and heavy truck percentages were based on current
area roadway performance. For Interstate 5, Interstate 805, and State Route 54, the
average percentages of cars, medium trucks, and heavy trucks were 95.3 percent, 3.2
percent, and 1.5 percent, respectively. For this EIR, 95 percent, 3 percent, and 2
percent were used for all freeways. The traffic mix used for city streets was 97 percent
cars, 2 percent medium trucks, and 1 percent heavy trucks. This mix was determined in
consultation with the traffic engineer at the City of Chula Vista.

The greater the amount of nighttime traffic, generally the greater the resulting CNEL. A
typical, conservative traffic distribution of 77 percent daytime, 10 percent evening, and
13 percent nighttime traffic was assumed for projecting the existing noise contours. With
this distribution, CNEL is approximately two decibels greater than a noise level for an
average daytime hour.

Table 3 lists roadway segments and their corresponding traffic volumes and noise levels
at a reference distance of 50 feet from the centerline. It also provides the distance to the
65 decibel CNEL contour assuming a flat site with no intervening barriers or
obstructions.

It should be noted that at any specific location the actual existing noise will depend upon
not only the source noise, but the nature of the path from the source to the receiver.
Buildings, walls, and other barriers will reduce the direct line of sight noise levels. For
the existing noise contours, the first row of buildings (where they exist) will effectively
reduce road noise to receivers placed behind those structures.

1.4.2 Railway and Trolley Operations

The primary railway operations in the study area consist of trolley traffic. The current
trolley schedule for the Blue Line indicates that there are 123 trolleys during the daytime
hours, 20 trolley during the evening hours, and 44 trolleys during the nighttime hours.
For estimating the noise due to trolley operations, the following formula provides the
equivalent number of trolley operations for the 24-hour period (Swing and Pies 1973):

Ntotal = Nday + 3*Nevening + 1O*Nnight



TABLE 3

EXISTING TRAFFIC VOLUMES AND NOISE LEVELS

CNEL at Speed Distance to
Traffic 50 feet Limit 65 CNEL

Roadway Segment Volume [dB(A)] (mph) Contour (feet)
E Street I-5 to Woodlawn Ave. 26,924 69 30 130
Woodlawn Ave. to Broadway 21,997 68 30 106
Fourth Ave. to Third Ave. 17,493 67 30 87
East of First Ave. 17,966 67 30 87
F Street I-5 to Woodlawn Ave. 5,336 62 30 26
Woodlawn Ave. to Broadway 9,293 65 30 45
Broadway to Fifth Ave. 7,880 64 30 38
Fourth Ave. to Third Ave. 10,332 65 30 50
H Street Woodlawn Ave. to Broadway 33,116 71 35 204
Fifth Ave. to Fourth Ave. 24,637 70 35 152
Second Ave. to First Ave. 27,474 70 35 170
J Street Woodlawn Ave. to Broadway 19,024 69 35 117
L Street Woodlawn Ave. to Broadway 15,450 68 35 95
Second Ave. to First Ave. 16,430 68 35 101
Woodlawn Ave. E St. to F St. 4,900 63 35 30
G St.to H St. 2,600 60 35 16
Broadway C St.to D St. 20,015 69 35 123
F St. to G St. 23,208 70 35 143
| St. to J St. 25,713 70 35 159
K St. to L St. 26,599 70 35 164
Fourth Ave. C St. to D St. 17,812 68 35 110
F St. to G St. 17,001 68 35 105
| St. to J St. 16,101 68 35 99
Third Ave. D St.to E St. 7,200 64 35 44
F St. to G St. 15,632 68 35 96
| St. to J St. 23,459 70 35 145

RECON



This results in a total of 623 equivalent trolley operations. The CNEL due to trolley
operations may be estimated from the SEL for a single trolley passby using the following
formula (Swing and Pies 1973):

CNEL = SEL + 10*Log10(N) — 49.4

Using the SEL of approximately 82 dB(A) that was calculated from the 15-minute
measurement data at the Bayfront/E Street Trolley Station, the CNEL due to trolley
operations is estimated to be approximately 70 CNEL at a distance of 50 feet. Again,
the maximum observed noise levels during the trolley passbys ranged from 77 to 83
dB(A). These maximum noise levels generally last for a few seconds during each
passby. Table 4 provides the unobstructed distance from the centerline between the
trolley tracks to noise contours resulting from trolley operations.

TABLE 4
DISTANCE FROM CENTERLINE BETWEEN
TROLLEY TRACKS TO UNOBSTRUCTED NOISE CONTOURS

CNEL
75 70 65 60
Distance 28 feet 51 feet 90 feet 160 feet

Maximum noise levels of up to 112 dB(A) were observed for the assumed freight
operation (RECON 2004). These freight operations occur on some days during the early
morning hours (between 2:00 A.M. and 4:30 A.M.). As with the trolley passbys, maximum
noise levels due to the freight operations are of relatively short duration.

1.4.3 Other Sources of Noise

Other sources of noise within the specific plan subarea are due to the normal activities
associated with a given land use. For example, within residential areas noise sources
may include dogs, landscaping activities, parties, etc. Commercial uses may include car
washes, fast food restaurants, auto repair facilities, etc. Sources of noise in industrial
and manufacturing areas may include heavy machinery, truck loading/unloading, etc.
Noises from these types of activities are considered normal environmental noises that
are expected to occur within these types of land uses. The Chula Vista Municipal Code
generally regulates excessive noises resulting from these activities.

11



1.5 Year 2030 Noise Projections

Year 2030 traffic generated noise contours were estimated for the City’s circulation
element roadways using the same traffic distributions, speeds, and mixes used for
estimating the existing noise contours. Year 2030 traffic volumes were obtained from
the SANDAG traffic forecast model (SANDAG 2003b). Table 5 lists roadway segments
and their corresponding traffic volumes and noise levels at a reference distance of 50
feet from the centerline.

Figure 4 presents the future noise contours relative to the circulation element roadways
throughout the study area, which are based upon the conservative assumption of hard,
flat site conditions.

As with the existing traffic noise contours, it should be noted that at any specific location
the actual existing noise will depend upon not only the source noise, but the nature of
the path from the source to the receiver. Buildings, walls, and other barriers will reduce
the direct line of sight noise levels. For the future noise contours, the first row of
buildings (where they exist) will effectively reduce road noise to receivers placed behind
those structures.

Prior to mitigation, the UCSP would have a significant impact from noise because it
would result in exposure of receivers in the UCSP area to exterior noise levels that
exceed the levels established by the General Plan. These include limits of 65 CNEL in
residential areas and outdoor recreation areas, 70 CNEL in office and professional
areas, or 75 decibels for retail and wholesale commercial area, restaurants, and movie
theatres.

The siting of future UCSP parks has the potential to result in significant noise impacts.
While park sites have not been designated, it is possible that parks could be sited next to
circulation element roadways which generate noise in excess of 65 [to 70] decibels. This
would be a significant impact and would require mitigation. Mitigating this impact would
require the construction of noise barriers. Required barrier heights may be achieved
through the construction of walls, berms, or wall/berm combinations. While noise levels
at a park site would be reduced by the construction of noise barriers, these barriers are
incompatible with park uses.

The adoption of the UCSP would also have a significant noise impact prior to mitigation
because it would result in interior noise levels that exceed 45 dB CNEL due to exterior
sources for habitable rooms in residences. Until specific uses are identified, however,
conformance to the code cannot be assured and impacts are significant.

In addition to noise resulting from traffic on area roads, noise will also result from rail
traffic, both that produced by trolley activity and that resulting from trains. This
represents a significant impact if residential uses are placed closer than 90 feet from the

12



TABLE S

2030 TRAFFIC VOLUMES AND NOISE LEVELS

CNEL at Speed Distance to 65
Traffic 50 feet Limit CNEL Contour
Roadway Segment Volume [dB(A)] (mph) (feet)
E Street I-5 to Woodlawn Ave. 32,000 70 30 155
Woodlawn Ave. to Broadway 32,000 70 30 155
Fourth Ave. to Third Ave. 21,000 68 30 102
East of First Ave. 24,000 69 30 116
F Street I-5 to Woodlawn Ave. 19,000 68 30 92
Woodlawn Ave. to Broadway 18,000 67 30 87
Broadway to Fifth Ave. 11,000 65 30 53
Fourth Ave. to Third Ave. 11,000 65 30 53
Second Ave. to First Ave. 6,000 63 30 29
H Street Woodlawn Ave. to Broadway 52,000 73 35 321
Fifth Ave. to Fourth Ave. 37,000 72 35 228
Second Ave. to First Ave. 35,000 71 35 216
J Street Woodlawn Ave. to Broadway 25,000 70 35 154
L Street Woodlawn Ave. to Broadway 24,000 70 35 148
Second Ave. to First Ave. 20,000 69 35 123
Woodlawn Ave. E St. to F St. 12,000 67 35 74
G St. to H St. 9,000 65 35 56
Broadway C St.to D St. 28,000 70 35 173
F St. to G St. 28,000 70 35 173
| St. to J St. 29,000 71 35 179
K St. to L St. 23,000 70 35 142
Fourth Ave. C St. to D St. 23,000 70 35 142
F St. to G St. 20,000 69 35 123
| St. to J St. 18,000 68 35 111
Third Ave. D St.to E St. 12,000 67 35 74
F St. to G St. 20,000 69 35 123
| St. to J St. 24,000 70 35 148

RECON






trolley line, or professional office or community parks are placed within 51 feet of the
tracks. It should also be noted that there is an occasional freight train that uses this
alignment. Maximum noise levels of up to 112 dB(A) were observed for the assumed
freight operations (RECON 2004). As with the trolley passbys, maximum noise levels
due to the freight operations are of relatively short duration (typically less than 30
seconds).

2.0 Mitigation

The following measures will mitigate noise impacts resulting from the adoption of the
UCSP to below a level of significance.

o Exterior Noise Mitigation Measure. Prior to the approval of individual
development projects, projects within the UCSP area shall demonstrate that
required outdoor usable open space areas are adequately shielded from
transportation related noise sources so that noise levels fall below the standards
set by the General Plan Update (see Figure 5.9-1 and Table 5.9-1). Noise
reduction measures may include building noise-attenuating berms, walls or other
attenuation measures. Future development of park facilities shall also, to the
extent feasible, incorporate mitigation measures such as siting, berms, walls or
other attenuation measures to reduce impacts to acceptable levels of 65-70
CNEL or less. Indication that noise levels fall below this limit shall be made to the
satisfaction of the Planning and Building Director, Building Official or Community
Development Director.

¢ Interior Noise Mitigation Measure. Prior to the approval of subsequent individual
development projects, for any residential use immediately adjacent to a
circulation element roadway, trolley or rail line, or Interstate 5, an acoustical
analysis shall be completed demonstrating to the satisfaction of the Planning and
Building Director, Community Development Director or Building Official, that
interior noise levels due to exterior sources are 45 CNEL or less in any habitable
room. For residential projects where interior noise levels due to exterior noise
sources exceed 45 CNEL, architectural and structural considerations such as
improved window and door acoustical performance, shall be identified.

e Interior Noise Mitigation Measure. Prior to the approval of individual development
projects, projects where it is necessary for the windows to remain closed to
ensure that interior noise levels meet the City’'s and the Building Code interior
standard of 45 CNEL shall demonstrate that the design for these units includes a
ventilation or air conditioning system which provides a habitable interior
environment with the windows closed.

15



o Noise Mitigation Measure. Prior to the approval of individual development
projects, commercial uses that may involve noise producing activities shall
demonstrate compliance with the existing performance standards provided in the
City’s Noise Ordinance (Chapter 19.68.010 of the Municipal Zoning Code). Prior
to project approval, subsequent projects shall also demonstrate compliance with
the mixed-use provisions of Chapter VI of the UCSP that include minimization of
the effects of any exterior noise impacts and provision of “internal compatibility
between the different uses within the project” (UCSP, VI-44).
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Air Quality Report for the UCSP

1.0 Summary

Long-term exposure to air pollutants can result in serious health risks, especially in the
elderly, the young, and people with heart and respiratory problems. Poor air quality hurts
local economies by damaging agricultural crops, natural vegetation, buildings, and other
exposed materials. Air pollutants also affect animals, reduce visibility, and obscure
views. Even the economic health of an area can suffer in a region with poor air quality. If
insufficient air quality improvement leads to more stringent federally mandated air
pollution controls on businesses in the region, local businesses may choose to relocate
to regions without air pollution controls.

This baseline study examines air quality in the city of Chula Vista's Urban Core specific
planning area including the physical conditions that affect the city’s air quality, sources of
air pollutants, and policies and planning issues that have been developed for the
purpose of improving air quality. The study will identify federal and state agencies that
are in charge of regulating the quality of the air in Chula Vista and will detail several local
initiatives that have been developed by the City to reduce local air pollutant emissions.

This report includes a summary of recent air pollutant measurements of state and
federally regulated pollutants taken within or near the study area as well as a description
of major sources of air pollutants both within and outside the study area. The report
includes a map of receptors in the Urban Core that are sensitive to poor air quality, such
as hospitals and schools, and their proximity to the City’s largest sources of air pollutant
emissions. Conformance with the rules and regulations of the City of Chula Vista, San
Diego Air Pollution Control District (APCD), and the California Air Resources Board
(CARB) will be addressed. This report also describes what measures are currently being
taken in Chula Vista to improve air quality and will provide suggestions for actions that
can be taken in the future to help improve the City’s air quality, despite an expected
increase in the population.

2.0 Regulatory Framework

Currently about half of the smog-forming emissions are produced by cars, trucks, and
other motor vehicles (County of San Diego 2004). In addition to these sources, other
mobile sources include construction equipment, trains, and airplanes. Emission
standards for mobile sources are established by state and federal agencies such as the
CARB and the U.S. Environmental Protection Agency (EPA). Reducing mobile source
emissions requires the technological improvement of existing mobile sources and the
examination of future mobile sources such as those associated with new or modification
projects. Due to the state’s low emission vehicle requirements it is anticipated that by
2010 the percentage of air pollution contributed by motor vehicles will be down to 42
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percent. The regulatory framework described below details the federal and state
agencies that are in charge of monitoring and controlling mobile source air pollutants
and what measures are currently being taken to achieve and maintain healthful air
quality in the SDAB.

The state of California is divided geographically into 15 air basins for the purpose of
managing the air resources of the state on a regional basis. Areas within each air basin
are considered to share the same air masses, and therefore, are expected to have
similar ambient air quality. If an air basin is not in either federal or state attainment for a
particular pollutant, the basin is classified as moderate, serious, severe, or extreme
(there is also a marginal classification for federal non-attainment areas).

2.1 Federal Regulations

The federal Clean Air Act (CAA) was enacted in 1970 and amended in 1977 and 1990
[42 U.S.C. 7506(c)] for the purposes of protecting and enhancing the quality of the
nation’s air resources to benefit public health, welfare, and productivity.

In 1971, in order to achieve the purposes of Section 109 of the CAA, the EPA developed
primary and secondary national ambient air quality standards (NAAQS). Six pollutants
of primary concern were designated: ozone, carbon monoxide, sulfur dioxide, nitrogen
dioxide, lead, and suspended particulates (PMig). The primary NAAQS must “protect
the public health with an adequate margin of safety” and the secondary standards must
“protect the public welfare from known or anticipated adverse effects (aesthetics, crops,
architecture, etc.)” (Federal Clean Air Act 1990:Section 109). The primary standards
were established, with a margin of safety, considering long-term exposure for the most
sensitive groups in the general population (i.e., children, senior citizens, and people with
breathing difficulties). The current state and federal ambient air quality standards are
shown in Table 1. Table 2 presents a brief summary of the principal sources of each
criteria pollutant and the health effects associated with exposure to them. Also shown in
Table 2 are the potential health effects associated with exposure to elevated
concentrations of the original six criteria pollutants. It is in consideration of these
potential health effects that the pollutant concentration thresholds identified in the AAQS
were established.

If an air basin is not in federal attainment for a particular pollutant, the basin is classified
as marginal, moderate, serious, severe, or extreme. The SDAB was formally designated
a federal attainment area for the one-hour ozone standard on July 28, 2003. With the
attainment of the federal ozone standard, the SDAB was in attainment of all federal
criteria pollutants and is currently operating under a maintenance plan for ozone.

In 1997, the EPA promulgated a new eight-hour ozone standard of 8 parts per hundred
million (pphm) to replace the existing one-hour standard of 12 pphm. For areas in

RECON Page 2



TABLE 1

AMBIENT AIR QUALITY STANDARDS

Averaging California Standards® Federal Standards®
Pollutant Time Concentration® Method* Primary*® Secondary®® Method’
0.09 ppm 0.12 ppm
1 Hour
(180 pg/m’) : (235 pg/m’)° Same as
Ozone (Os) Ultraviolet Primar Ultraviolet Photometr
8 Hour 0.07 ppm Photometry 0.08 ppm. Stand 3& y
(138 ug/m®) (157 ug/im®) anaar
_ 24 Hour 50 ug/m® 150 pg/m®
Respirable i
) . . Inertial
Particulate Gravimetric or Same as Separation and
Matter (PMyo) Annual Beta . paration :
Arithmetic 3 Attenuation 50 ua/m?® Primary Gravimetic
Mean 20 pg/m pg/m Standard Analysis
Eine 24 Hour No Separate State Standard 65 pg/m® Inertial
Particulate Annual Gravimetric or Same as Separation and
Matter Arithmetic 3 Beta 3 Primary Gravimetic
(PM,s) Mean 12 pg/m Attenuation 15 pg/m Standard Analysis
9.0 ppm 9 ppm
8 Hour
arb (10 mg/m®) (10 mg/m°) Non-dispersive
arbon i ; Infrared Photometr,
- 20 ppm Non-dispersive 35 ppm None y
Monoxide 1 Hour (23 mg/m?) Infrared (40 mg/m?) (NDIR)
(CO) Photometry
8 Hour (Lake 6 ppm (NDIR) _ _ _
Tahoe) (7 mg/m®)
Annual
. ; 0.053 ppm
i Arithmetic
Nitrogen Mean - Gas Phase (100 pg/m’)
Dioxide I Same as
Chemilumine- - Gas Phase
(NO2) 0.25 ppm Primary s T
1 Hour scence - Chemiluminescence
(470 pgim®) Standard
30 days 3
average 1.5 pg/m AIHL Method - - _
Lead 54 (12/74) High Volume
Calendar Atomic s Same as Sampler and
Quarter - Absorption 1.5 yg/m Primary Atomic Absorption
Standard
Annual
Arithmetic 0.030 P --
Mean -- (80 pg/m’)
0.04 ppm 0.14 ppm _
_ Sulfur 24 Hour (105 pg/m*) (365 pg/m’)
Dioxide (SO,)
3 Hour - - 0.5 ppm 3
Fluorescence (1300 pg/m?) Pararosoaniline
0.25 ppm . -
1 Hour (665 pg/m3)
Extinction coefficient of 0.23 per
kilometer —visibility of 10 miles or more
Visibility (0.07 — 30 miles or more for Lake
Reducing 8 Hour Tahoe) due to particles when relative
Particles humidity is less than 70 percent.
Method: Beta Attenuation and No Federal Standards
Transmittance through Filter Tape.
3 lon Chroma-
Sulfates 24 Hour 25 ug/m tography* No Federal Standards
Hydrogen 1 Hour 0.03 ppm Ultraviolet
Sulfide (42 pg/m®) Fluorescence No Federal Standards
Vinyl 0.01 ppm Gas Chroma-
Chloride® 24 Hour (26 pg/m®) tography No Federal Standards

See also footnotes on next page.
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TABLE 1
AMBIENT AIR QUALITY STANDARDS
(continued)

ppm = parts per million; g/m® = micrograms per cubic meter.

'California standards for ozone, carbon monoxide (except Lake Tahoe), sulfur dioxide (1 and 24 hour), nitrogen dioxide, suspended
particulate matter—PM;,, PM, 5, and visibility reducing particles are values that are not to be exceeded. All others are not to be
equaled or exceeded. California ambient air quality standards are listed in the Table of Standrads in Section 70200 of Title 17 of the
California Code of Regulations.

National standards (other than ozone, particulate matter, and those based on annual averages or annual arithmetic mean) are not to be
exceeded more than once a year. The ozone standard is attained when the fourth highest eight-hour concentration in a year,
averaged over three years, is equal to or less than the standard. For PMyo, the 24-hour standard is attained when 99 percent of the
daily concentrations, averaged over three years, are equal to or less than the standard. For PM;s, the 24-hour standard is attained
when 98 percent of the daily concentrations, averaged over three years, are equal to or less than the standard. Contact U.S. EPA for
further clarification and current federal policies.

®Concentration expressed first in units in which it was promulgated. Equivalent units given in parentheses are based upon a reference
temperature of 25° C and a reference pressure of 760 torr. Most measurements of air quality are to be corrected to a reference
temperature of 25° C and a reference pressure of 760 torr; ppm in this table refers to ppm by volume, or micromoles of pollutant per
mole of gas.

“Any equivalent procedure which can be shown to the satisfaction of the ARB to give equivalent results at or near the level of the air
quality standard may be used.

®National Primary Standards: The levels of air quality necessary, with an adequate margin of safety, to protect the public health.

®National Secondary Standards: The levels of air quality necessary to protect the public welfare from any known or anticipated adverse
effects of a pollutant.

"Reference method as described by the EPA. An “equivalent method” of measurement may be used but must have a “consistent
relationship to the reference method” and must be approved by the EPA.

®New federal 8-hour ozone and fine particulate matter standards were promulgated by U.S. EPA on July 18, 1997. Contact U.S. EPA
for further clarification and current federal policies.

*The ARB has identified lead and vinyl chloride as “toxic air contaminants” with no threshold level of exposure for adverse health effects
determined. These actions allow for the implementation of control measures at levels below the ambient concentrations specified for
these pollutants.
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TABLE 2
CRITERIA POLLUTANTS - SOURCES AND HEALTH EFFECTS

Pollutant Characteristics Major Sources Health Effects
Ozone (O3) A highly reactive photochemical pollutant that is formed at Combustion sources such as engines Eye irritation
ground level from emissions of volatile organic compounds in automobiles and factories, and Respiratory function impairment
(VOC) and nitrogen oxides (NOx) in the presence of evaporation of solvents and fuels.
sunlight. Ozone is a major component of photochemical
smog.
Carbon An odorless, colorless and poisonous gas. It is formed Automobile exhaust, combustion of Increase of carboxyhemoglobin -

Monoxide (CO)

Sulfur Dioxide
(SOy)

Nitrogen Dioxide
(NO2)
Particulate

Matter (PM1p &
PMz.5)

Lead (Pb)

during the incomplete combustion of fuels.

A colorless gas with a pungent, irritating odor.

Reddish-brown gas that discolors the air. It is formed during
combustion.

Solid and liquid particles of dust, soot, aerosols, and other

matter that are small enough to remain suspended in the air
for a long period of time.

A toxic heavy metal found in dust and soils.

fuels, combustion of wood in
woodstoves and fireplaces.

Diesel vehicle exhaust, oil-powered
power plants, industrial processes.

Automobile and diesel truck exhaust,
industrial processes, fossil-fueled
power plants

Combustion, automobiles, field

burning, factories, and unpaved roads.

Diesel engines for PM;5.Also a result
of photochemical processes.

Lead gasoline additives, metal
refineries, manufacture of lead
storage batteries, paint

Impairment of oxygen transport in
the bloodstream

Aggravation of cardiovascular
disease

Impairment of central nervous
system function

Fatigue, headache, confusion,
dizziness

Can be fatal in the case of very
high concentrations in enclosed
places

Aggravation of chronic
obstruction lung disease
Increased risk of acute and
chronic respiratory disease
Increased risk of acute and
chronic respiratory disease

Aggravation of respiratory effects
like asthma and emphysema
May cause heart and lung
problems

May carry toxic materials deep
into the respiratory system
Brain and other nervous system
damage

Carcinogenic

Digestive and other health
problems
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attainment of the one-hour standard, the eight-hour standard replaced the one-hour
standard. However, the existing one-hour standard continued to apply in each non-
attainment area until attainment of the one-hour standard was achieved. After attainment
of the one-hour standard, the standard is revoked, leaving only the eight-hour standard
(County of San Diego 1999).

Until recently, the EPA had been unable to implement and enforce the eight-hour ozone
standard established in 1997 as a result of several legal challenges culminating with the
U.S. Supreme Court. With the suspension of the enforcement ability of the eight-hour
standard, the EPA felt that those areas where the one-hour standard had been revoked
were no longer protected by any federal ozone standard. Consequently, on July 5, 2000,
the EPA reinstated the one-hour ozone standard for all areas where the one-hour
standard had been revoked, thereby ensuring that the entire nation was covered by the
original one-hour ozone standard.

The Supreme Court issued its opinion on February 27, 2001 upholding the new ozone
standard. However, the Court said EPA must reconsider its implementation plan for
moving from the 1-hour standard to the revised standard. The Court instructed EPA to
develop an implementation plan (including a timetable) consistent with the Court’s
opinion. While the case was pending before the Supreme Court, the ozone and fine
particle standards remained in effect as a legal matter, because the D.C. Circuit Court
had not vacated the standards.

Consequently, although enforcement of the standard had been delayed by the litigation,
the EPA directed air districts to begin collecting eight-hour ozone data to be used in
determining the attainment status of the districts relative to the new standard. The
resolution of litigation regarding the new eight-hour ozone standard has allowed the EPA
to move forward with implementation of the standard.

The EPA requested states to provide designation recommendations to the Regional
Administrator by July 15, 2003. The California Air Resources Board supplied monitoring
data for the years 2000 through 2002 to the EPA on July 15, 2003. The EPA reviewed
the designation recommendations and on April 30, 2004 listed the final designations in
the Federal Register (EPA 2004a). These designations are to become effective
June 15, 2004.

That portion of the SDAB containing the project site has been designated a “basic” non-
attainment area for the eight-hour ozone standard under Subpart 1 of Part D of the
Clean Air Act (EPA 2004a). Using the discretion provided by Section 172(a)(1) of the
CAA, the EPA has chosen not to classify the basin (e.g., moderate, serious, etc.). For
areas subject to Subpart 1, consistent with Section 172(a)(2)(A) of the CAA, the period
of attainment will be no more than five years from the effective date of designation (EPA
2004b). Consequently, the SDAB must demonstrate attainment by June 15, 2009. If
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warranted, the EPA may grant an extension of the attainment date to no more than 10
years after designation (June 15, 2014).

A new federal fine particles standard was also established in 1997, targeting PM, s or
inhalable particles that are 2.5 microns or less in diameter. Despite the new PM,s
standard, the existing federal standard for particles that are 10 microns or less in
diameter (PMyo) has been retained. Federal regulations required PM,s monitoring to
begin on January 1, 1999 (County of San Diego 1999). Monitoring data is currently being
collected at five monitoring sites in the SDAB.

A list of recommended designations was due to the EPA by February 15, 2004. The
CARB supplied monitoring data for the years 2000 through 2002 to the EPA on
February 11, 2004. The EPA reviewed the designation recommendations, made some
modifications, and on January 5, 2005 listed the final designations in the Federal
Register (EPA 2004c). These designations became effective April 5, 2005.

That portion of the SDAB containing the project site has been designated a non-
attainment area for the PM,s standard (U.S. EPA 2004c). Attainment of the PM,s
standards must be achieved five years after the designation date. Consequently, the
SDAB must demonstrate attainment by April 5, 2010. If warranted, the EPA may grant
an extension of the attainment date to no more than 10 years after designation (April 5,
2015).

2.2  State Regulations

The EPA allows states the option to develop different (stricter) standards. The state of
California generally has set more stringent limits on the six criteria pollutants (see
Table 1). The California Clean Air Act (CCAA), also known as the Sher Bill or AB 2595,
was signed into law on September 30, 1988 and became effective on January 1, 1989.
The CCAA requires that districts implement regulations to reduce emissions from mobile
sources through the adoption and enforcement of transportation control measures. As a
state serious o0zone non-attainment area, San Diego is subject to various requirements
including (County of San Diego 1998):

e Five percent annual reduction in hydrocarbons and oxides of nitrogen emissions
from 1987 until standards are attained. If this reduction cannot be obtained, all
feasible measures must be implemented.

e Air quality permitting program requiring: (1) Best Available Control Technology
(BACT) on new and modified equipment that emits 10 or more pounds per day of
non-attainment pollutants or precursors, and (2) emission offsets for all increases in
emissions of non-attainment pollutants or precursors at sources with emissions of
non-attainment pollutants or precursors of 15 or more tons per year.
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2.3  Toxic Air Contaminants

The public’s exposure to toxic air contaminants (TACs) is a significant public health
issue in California. In 1983, the California Legislature enacted a program to identify the
health effects of TACs and to reduce exposure to these contaminants to protect the
public health (AB 1807: Health and Safety Code Sections 39650-39674). The
Legislature established a two-step process to address the potential health effects from
TACs. The first step is the risk assessment (or identification) phase. The second step is
the risk management (or control) phase of the process.

Diesel-exhaust particulate matter emissions have since been established as TACs.
Diesel emissions occurring during construction and those associated with the operations
associated with the proposed project pose a potential hazard to residents and visitors in
the immediate area. Following the identification of diesel particulate matter as an air
toxic in 1998, the CARB has worked on developing strategies and regulations aimed at
reducing the risk from diesel particulate matter. The overall strategy for achieving these
reductions is found in the “Risk Reduction Plan to Reduce Particulate Matter Emissions
from Diesel-Fueled Engines and Vehicles” (State of California 2000). A stated goal of
the plan is to reduce the cancer risk statewide arising from exposure to diesel particulate
matter 75 percent by 2010 and 85 percent by 2020. A number of programs and
strategies to reduce diesel particulate matter that have been or are in the process of
being developed include (State of California 2005a):

The Carl Moyer Program: This program, administered by the CARB, was
initially approved in February 1999 and was revised in November 2000. It
provides grants to private companies, public agencies, or individuals operating
heavy-duty diesel engines to cover an incremental portion of the cost of cleaner
on-road, off-road, marine, locomotive, and agricultural irrigation pump engines.

California Diesel Fuel Regulations: The California Diesel Fuel Regulations (13
CCR 2281-2285 and 17 CCR 93114) set limits on the aromatic hydrocarbon and
sulfur content for diesel fuel marketed in California. Under these rules, starting in
June 2006 in accordance with the phase-in schedule, vehicular diesel fuel must
not have a sulfur content that exceeds 15 parts per million by weight. The
regulations also specify that on or after October 1, 1993, the aromatic
hydrocarbon content of vehicular diesel fuel must not exceed 10 percent by
volume.

On-Road Heavy-Duty Diesel New Engine Program: This program develops
strategies and regulations to reduce diesel emissions from new on-road diesel
powered equipment. Emission control regulations have been coordinated with
the U.S. EPA and require that new engines manufactured in and subsequent to
2004 meet new emissions requirements for particulates and other pollutants.
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Heavy-Duty Diesel In-Use Strategies Program: The goal of this program is to
develop and implement strategies for reducing diesel emissions from existing on-
and off-road diesel engines. The Retrofit Assessment section is responsible for
the development and implementation of procedures for assessing,
recommending, and approving emission control devices. The Retrofit
Implementation section is responsible for developing plans for retrofitting on- and
off-road engines with emission reducing technologies. To date plans being
developed or implemented have targeted solid waste collection vehicles, on-road
heavy-duty public fleet vehicles, and fuel delivery trucks. Generally these plans
require that a percentage of the fleet, based on age of the vehicles, be retrofitted
on a predetermined schedule.

Other programs include:

Off-Road Mobile Sources Emission Reduction Program: The goal of this
program is to develop regulations to control emissions from diesel, gasoline, and
alternative-fueled off-road mobile engines. These sources include a range of
equipment from lawn mowers to construction equipment to locomotives.

Heavy-Duty Vehicle Inspection and Periodic Smoke Inspection Program:
This program provides periodic inspections to ensure that truck and bus fleets do
not emit excessive amounts of smoke.

Lower-Emission School Bus Program: Under this program, and in
coordination with the California Energy Commission, the CARB is developing
guidelines to provide criteria for the purchase of new school buses and the retro-
fit of existing school buses to reduce particulate matter emissions.

As an ongoing process, the CARB will continue to establish new programs and
regulations for the control of diesel particulate emissions as appropriate. The continued
development and implementation of these programs and policies will ensure that public
exposure to diesel particulate matter will continue to decline.

2.4  State Implementation Plan

The State Implementation Plan is the document that sets forth the state’s strategies for
achieving the air quality standards. The San Diego Air Pollution Control District is
responsible for preparing and implementing the portion of the SIP applicable to the
SDAB. The San Diego APCD adopts rules, regulations, and programs to attain state
and federal air quality standards, and appropriates money (including permit fees) to
achieve these objectives.
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2.5 The California Environmental Quality Act

Section 15125(d) of the California Environmental Quality Act (CEQA) Guidelines
requires discussion of any inconsistencies between the proposed project and applicable
general plans and regional plans, including the applicable air quality attainment or
maintenance plan (or State Implementation Plan).

2.6 San Diego Air Pollution Control District

In order to meet federal air quality standards in California, CARB required each air basin
to develop its own strategy for achieving the NAAQS. The San Diego Air Pollution
Control District (SDAPCD) is the agency that regulates air quality in the SDAB. The
SDAPCD prepared the 1991/1992 Regional Air Quality Strategy (RAQS) in response to
the requirements set forth in Assembly Bill (AB) 2595. The draft was adopted, with
amendments, on June 30, 1992 (County of San Diego 1992). Attached, as part of the
RAQS, are the transportation control measures (TCM) for the air quality plan prepared
by the San Diego Association of Governments (SANDAG) in accordance with AB 2595
and adopted by SANDAG on March 27, 1992, as Resolution Number 92-49 and
Addendum. The required triennial updates of the RAQS and corresponding TCM were
adopted in 1995, 1998, 2001, and 2004. The RAQS and TCM plan set forth the steps
needed to accomplish attainment of state and federal ambient air quality standards.

The San Diego APCD has also established a set of rules and regulations initially
adopted on January 1, 1969, and periodically reviewed and updated. The rules and
regulations define requirements regarding stationary sources of air pollutants and
fugitive dust. These rules and regulations are available for review on the agency’s
website (www.sdapcd.co.san-diego.ca.us).

The San Diego APCD is the primary agency that handles industrial odor and dust
complaints. As a part of their nuisance complaint program, the San Diego APCD
responds to citizen complaints concerning air pollution problems, such as smoke, odors,
and dust from permitted and unpermitted operations. State and local regulations prohibit
air pollution discharges which may cause injury, detriment, nuisance, or annoyance to
any considerable number of persons, or the public, or which cause or have the tendency
to cause injury or damage to business or property. These regulations, which are referred
to as the public nuisance laws, do not apply to odors from agricultural operations in the
growing of crops, or raising of fowl or animals, or to composting facilities (County of San
Diego 2002a).
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2.7  City of Chula Vista

The City has included a Growth Management Element (GME) in its General Plan. One
of the stated objectives of the GME is to have active planning to meet federal and state
air quality standards. This objective is incorporated into the GME’s action program. In
addition, the City’s Growth Management Ordinance requires an Air Quality Improvement
Plan be prepared for all major development projects (50 dwelling units or greater) as part
of the SPA plan process.

In addition, the City of Chula Vista has developed a number of strategies and plans
aimed at improving air quality. The City is a part of the Cities for Climate Protection
Program headed by the International Council of Local Environmental Initiatives (ICLEI).
In November 2002, the City of Chula Vista adopted a Carbon Dioxide (CO,) Reduction
Plan to lower the community’s major greenhouse gas emissions, strengthen the local
economy, and improve the global environment. The CO, Reduction Plan focuses on
reducing fossil fuel consumption and decreasing reliance on power generated by fossil
fuels (City of Chula Vista 2002a). A reduction in the usage of power generated by fossil
fuels will result in a decrease in the total amount of air pollutants that are emitted into the
atmosphere during production power.

The CO; Reduction Plan aims to reduce CO, emissions to 80 percent of 1990 levels by
the year 2010. The following 20 action measures have been proposed in order to
achieve this goal (City of Chula Vista 2002a):

Municipal clean fuel vehicle purchases

Green power

Municipal clean fuel demonstration project
Telecommuting and telecenters

Municipal building upgrades and trip reduction
Enhanced pedestrian connections to transit
Increased housing density near transit

Site design with transit orientation

Increased land use mix

10. Green power public education program

11. Site design with pedestrian/bicycle orientation
12. Bicycle integration with transit and employment
13. Bicycle lanes, paths, and routes

14. Energy-efficient landscaping

15. Solar pool heating

16. Traffic signal and system upgrades

17. Student transit subsidy

18. Energy-efficient building program

19. Municipal life-cycle purchasing standards

20. Increased employment density near transit

CoNoA~LNE
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2.7.1 Transit System

The Metropolitan Transit Development Board (MTDB) serves as the policy-setting and
coordinating agency for public transportation in the San Diego metropolitan area. Chula
Vista Transit is one of several fixed-route operating entities that have banded together to
form the Metropolitan Transit System (MTS).

Chula Vista Transit is operated by the City of Chula Vista under contract with ATC
Vancom. Service includes 12 routes covering a service area of approximately 30 square
miles, mainly within Chula Vista City limits, with the rest in unincorporated areas of the
county. Transit service can lead to reduced automobile trips and reduced maobile source
air pollutant emissions.

In addition, the existing San Diego Trolley Blue Line traverses Chula Vista, and includes
three stations in the city at E Street, H Street, and Palomar Street. In October 2000, the
MTDB adopted a strategy for improving future transit in San Diego. The Transit First
strategy strives to make transit an attractive first choice for everyday trips, and includes
a network of new services with the purpose of providing transit users with increased
convenience, comfort, security, and speed. MTDB is preparing a South Bay Transit First
Study in cooperation with Chula Vista and other participants to apply the regional transit
vision in the South Bay area, and define implementing projects. Results of the South Bay
Transit First Study will be a critical input for Chula Vista’s General Plan update.

2.7.2 Transportation Demand Management

Chula Vista is working on a Transportation Demand Management (TDM) program to aid
in the reduction of mobile source emissions. The TDM program strives to change travel
behavior so that traffic congestion during the peak demand period is reduced. The
change in travel behavior is divided into two categories. The first behavior change is for
those who must travel at the peak periods to travel by means other than in a single
occupancy vehicle. This is achieved by walking, biking, joining a car or vanpool, or using
some form of mass transit. The second behavioral change is for those that do not have
to travel during the peak periods and has two components. The first component is to
alter the time of travel so that it occurs during non-peak periods. The most common
approach for changing travel time is through flexible start and end times at a person’s
work and to alter school schedules that may coincide with peak travel demand. The
second subpart is telecommuting (working at home) either during the peak travel period
or during one or more full days per week.

Immediate TDM options currently being considered by the City include express bus and
trolley shuttle service to downtown San Diego from Chula Vista, TDM incentives such as
payouts for new participants, and the use of a SANDAG vanpool. The target group for
the TDM program is eastern Chula Vista residents.
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3.0 Environmental Setting

3.1 Geographic Setting

This baseline study addresses air quality issues for the region within the city of Chula
Vista’'s Urban Core Specific Planning Area. The Urban Core Specific Plan (UCSP) is
bounded by C Street to the north, Second Street to the east, L Street to the south, and I-
5 to the west. Figure 1 shows the regional location for the study area and Figure 2
shows an aerial photograph of the project vicinity.

3.2 Climate

Air quality is a function of both the rate and location of pollutant emissions and how
meteorological conditions and topographic features influence these pollutants.
Atmospheric conditions such as wind speed and direction and air temperature gradients
interact with the physical features of the landscape to determine the movement and
dispersal of air pollutants, and consequently affect air quality.

The climate of coastal southern California, including the city of Chula Vista, is
determined largely by high pressure that is almost always present off the west coast of
North America. High-pressure systems are characterized by an upper layer of dry air
that warms as it descends. This warm, dry air acts as a lid, restricting the mobility of the
cool, ocean-modified air located near the surface creating an inversion or a reversal of
the typical decreasing temperature with height structure of the atmosphere.

Moisture trapped in the cool, lowest layer of the atmosphere forms clouds that make up
what is referred to as the “marine layer.” The marine layer is the prominent weather
feature in the SDAB, an area that is defined roughly by the boundary of San Diego
County. The temperature inversion associated with the marine layer also plays an
important role in determining the quality of the air in the SDAB. During the summer and
fall, emissions generated in the region combine with abundant sunshine under the
restraining influences of topography and an inversion to create conditions that are
conducive to the formation of photochemical pollutants, such as ozone, and secondary
particulates, such as sulfates and nitrates. As a result, the quality of the air in the SDAB
is often the poorest during the warmer, summer and fall months.

According to the Western Regional Climate Center, over 90 percent of the yearly total
precipitation in San Diego occurs during the period of November through April (U.S.
Department of Commerce 2000). During these months, the area of high pressure in the
eastern Pacific is occasionally displaced allowing storm systems to spread unsettled
weather including precipitation into southern California. This wet period of the year is
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Air Quality Report for the UCSP

characterized by increased mixing in the atmosphere and occasional rainfall that helps
cleanse the air of pollutants. As a result, air quality in San Diego is often the best during
this time of the year.

The prevailing wind in San Diego is from the west. As a result, the temperature and
moisture content of the air near the ground is often strongly influenced by the cool
waters of the Pacific Ocean located to the west. Occasionally, when high pressure is
centered near the Great Basin, hot, dry winds called “Santa Ana winds” develop over
southern California. These winds blow from the east or offshore and can bring some of
the warmest temperatures of the year to San Diego. Santa Ana wind events occur most
often during the winter months and can occasionally allow pollutant-laden air from the
Los Angeles area to be drawn southward into the SDAB. This often occurs during the
onset or final stages of a Santa Ana wind event. These conditions have the potential to
produce some of the poorest air quality days of the year in San Diego.

Average summer high temperatures in the project are approximately 80 degrees
Fahrenheit (°F). Average winter low temperatures are approximately 45° F. The
average rainfall in Chula Vista is approximately 9.2 inches annually (Southern California
Climate Summaries found at http://www.wrcc.dri.edu/summary/climsmsca.html).

3.3  Existing Air Quality

In response to the federal Clean Air Act (CAA) of 1970, the EPA developed primary and
secondary national ambient air quality standards (national standards) for six pollutants of
primary concern (criteria pollutants): ozone, carbon monoxide, sulfur dioxide, nitrogen
dioxide, lead, and suspended particulates of 10 microns or less in diameter (PMyg). The
primary national standards were established to “protect the public health with an
adequate margin of safety.” The secondary national standards were established to
“protect the public welfare from known or anticipated adverse effects (aesthetics, crops,
architecture, etc.)” (federal Clean Air Act 1990:Section 109). The primary standards were
established, with a margin of safety, considering long-term exposure for the most
sensitive groups in the general population (i.e., children, senior citizens, and people with
breathing difficulties). The federal CAA and many other air quality plans, policies, and
laws are discussed later in this report in the Planning and Regulatory Context section.

If an air basin is not in federal attainment for a particular pollutant, the basin is classified
as marginal, moderate, serious, severe, or extreme based on the level of exceedance of
the standard. This classification also determines the minimum federal control
requirements and the federal attainment deadline. California has adopted a more
stringent set of ambient air quality standards for most of the criteria air pollutants (state
standards). Because of the unique meteorological conditions in California, there are
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considerable differences between the state and federal air quality standards currently in
effect.

Air quality is commonly expressed as the number of days in which air pollution levels
exceed state standards set by the CARB or federal standards set by the EPA. Table 2
summarizes the number of days per year during which state and federal standards were
exceeded in the SDAB overall during the years 1999 to 2003. The San Diego APCD
currently maintains 10 air quality monitoring stations located throughout the greater San
Diego metropolitan region. Figure 3 shows the locations the SDAPCD monitoring
stations. Air pollutant concentrations and meteorological information are continuously
recorded at these 10 stations. Measurements are then used by scientists to help
forecast daily air pollution levels.

Table 1 presents a brief discussion of the principal sources of each criteria pollutant and
the health effects associated with exposure to them. Table 2 presents both the state and
federal air quality standards and provides the attainment status of the SDAB with respect
to both the state and primary national standards for each of the criteria pollutants.
Table 3 provide a summary of measurements of ozone (Oz), carbon monoxide (CO), and
10-micron particulate matter (PM,o) taken at the Chula Vista air quality monitoring
stations.

While emission-control programs have created a substantial improvement in regional air
guality within the last several decades, clean air standards are still often exceeded in
parts of the SDAB.

3.3.1 Ozone

Ozone historically has been the primary air pollution problem in the SDAB. Because
sunlight plays such an important role in its formation, ozone pollution or smog is mainly a
concern during the daytime in summer months. Nitrogen oxides and hydrocarbons
(reactive organic gases [ROG]) are known as the chief “precursors” of ozone. These
compounds react in the presence of sunlight to produce ozone. The SDAB is currently
designated a federal maintenance area for the one-hour ozone standard, a federal
“basic” non-attainment area for the eight-hour ozone standard, and a state non-
attainment area for ozone. Ozone concentration measurements recorded in the SDAB
dating back to the late 1970s show a distinctive downward trend with occasional peaks
due primarily to meteorological influences (County of San Diego 2002b).

About half of smog-forming emissions come from cars, trucks, and other motor vehicles
(County of San Diego 2004). Population growth in San Diego has resulted in a large
increase in the number of automobiles expelling ozone-forming pollutants while
operating on area roadways. In addition, the occasional transport of smog-filled air from
Los Angeles only adds to the SDAB’s ozone problem. More strict automobile emission
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AMBIENT AIR QUALITY SUMMARY — SAN DIEGO AIR BASIN

TABLE 3

California National
Ambient Air Ambient Air
Average Quiality Attainment Quality Attainment Maximum Concentration Number of Days Exceeding State Standard Number of Days Exceeding National Standard

Pollutant Time Standards® Status Standards” Status 1999 2000 2001 2002 2003 1999 2000 2001 2002 2003 1999 2000 2001 2002 2003
O3 1 hour 0.09 ppm N 0.12 ppm A 012 012 014 012 013 27 24 29 15 23 0 0 2 0 1

O3 8 hours N/A N/A 0.08 ppm U 0.10 0.11 0.12 0.10 0.10 N/A N/A N/A N/A N/A 17 16 17 13 6
Cco 1 hour 20 ppm 35 ppm A 9.9 9.3 8.5 8.5 12.7 0 0 0 0 0 N/A N/A N/A N/A N/A
Cco 8 hours 9.0 ppm 9 ppm A 6.0 5.9 5.1 4.7 10.6 0 0 0 0 1 0 0 0 0 1
NO, 1 hour 0.25 ppm N/A N/A 172 117 .148 126 .148 0 0 0 0 0 N/A N/A N/A N/A N/A
NO, Annual N/A N/A 0.053 ppm A 026  .024 .022 .022 .021 N/A N/A N/A N/A N/A N/A N/A N/A N/A N/A
SO, 1 hour 25 pphm A N/A N/A 8.4 5.8 6.0 4.4 3.6 0 0 0 0 0 N/A N/A N/A N/A N/A
SO, 24 hours 4 pphm A 14 pphm A 1.7 1.4 1.6 1.2 1.1 0 0 0 0 0 0 0 0 0 0
SO, Annual N/A N/A 3 pphm A 0.3 0.4 0.4 0.4 0.5 N/A N/A N/A N/A N/A N/A N/A N/A N/A N/A
PMyo 24 hours 50 ug/m? N 150 pg/m® u 121 139 107 130 280 19 18 21 29 24 0 0 0 0 2
PM3o° Annual 20 pg/m3 N 50 pg/m3 A 52 45 49 55 52 N/A N/A N/A N/A N/A N/A N/A N/A N/A N/A
PM;s 24 hours N/A N/A 65 ug/m3 U 64.3 66.3 60.0 53.6 239 N/A N/A N/A N/A N/A 0 1 0 0 2
PM, s° Annual 12 pg/m? N/A 15 pg/m?* u 180 158 177 160 155 NA  NA  NA N/A N/A N/A N/A N/A N/A N/A

SOURCES: SDAPCD and CARB 2002: http://www.sdapcd.co.san-diego.ca.us and http://www.arb.ca.gov.

“California standards for ozone, carbon monoxide (except at Lake Tahoe), sulfur dioxide (1-hour and 24-hour), nitrogen dioxide, and PM, are values that are not to be exceeded. Some measurements gathered for pollutants with air quality

standards that are based upon 1-hour, 8-hour, or 24-hour averages, may be excluded if the CARB determines they would occur less than once per year on average.

°National standards other than for ozone and particulates, and those based on annual averages or annual arithmetic means are not to be exceeded more than once a year. The 1-hour ozone standard is attained if, during the most recent 3-

year period, the average number of days per year with maximum hourly concentrations above the standard is equal to or less than one.

On June 20, 2002, the Air Resources Board approved staff's recommendation to revise the PMy, annual average standard to 20 ug/m® and to establish an annual average standard for PM2.5 of 12 ug/m3. These standards will take effect

upon final approval by the Office of Administrative Law, which is expected in May 2003. Information regarding these revisions can be found at http://www.arb.ca.gov/research/aaqs/std-rs/std-rs.htm.
dA-attainment, N-non-attainment, U-unclassifiable, N/A-not applicable or not available.

ppm-parts per million, pphm-parts per hundred million, ug/m3-micrograms per cubic meter.
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controls, including more efficient automobile engines, have played a large role in why
ozone levels have steadily decreased.

The national ozone standard was not exceeded at either the Chula Vista monitoring
station during the five-year period of 1999 to 2003. The stricter state standard for ozone
was exceeded at the Chula Vista monitoring station on 4 days in 1999, and 2 days in
2001, and 1 day in 2002. The standard was not exceeded at the Chula Vista monitoring
station in 2000 and 2003 (State of California 2005b).

Not all of the ozone within the SDAB is derived from local sources. Under certain
meteorological conditions, such as during Santa Ana wind events, ozone, and other
pollutants are transported from the Los Angeles Basin and combine with ozone formed
from local emission sources to produce elevated ozone levels in the SDAB. According to
SANDAG, on average, approximately 42 percent of the days that have ozone
concentrations over state standard between 1987 and 1994 were attributable to pollution
transported from Los Angeles (SANDAG 1994:249-250).

More recent data suggests that this percentage is even higher. According to the San
Diego APCD, ozone transported into the SDAB from the South Coast Air Basin (Los
Angeles area) was the primary cause for the SDAB exceeding national ozone thresholds
on 27 of a total of 33 days from 1994 to 1998 (County of San Diego 2000a). The San
Diego APCD further explains that the two days in which the national one-hour standard
was exceeded in the SDAB in 2001 (see Table 3) were both caused by ozone-rich air
transported from the Los Angeles Basin (County of San Diego 2003). There also was an
exceedance of the national one-hour standard in 2003 (occurring on September 21,
2003) as well as on exceedance in 2004 (occurring on October 3, 2004). This also may
have been due to transport from outside of the basin, however, the SDAPCD has yet to
determine the cause.

Local agencies can control neither the source nor the transportation of pollutants from
outside the SDAB. The San Diego APCD'’s policy, therefore, has been to control local
sources effectively enough to reduce locally produced contamination to clean air
standards. Through the use of air pollution control measures outlined in the RAQS, the
San Diego APCD has effectively reduced ozone levels in the SDAB.

Actions that have been taken in the SDAB to reduce ozone concentrations include:

e TCMs if vehicle travel and emissions exceed attainment demonstration levels.
TCMs are strategies that will reduce transportation-related emissions by reducing
vehicle use or improving traffic flow.

e Enhanced motor vehicle inspection and maintenance program. The smog check
program monitors the amount of pollutants automobiles produce. One focus of the
program is identifying “gross polluters” or vehicles that exceed two times the
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allowable emissions for a particular model. Regular maintenance and tune-ups,
changing the oil, and checking tire inflation can improve gas mileage and lower air
pollutant emissions. It can also reduce traffic congestion due to preventable
breakdowns, further lowering emissions.

e Old car buy-back and retrofit programs. The old car buy-back program is an
incentive program offered by the San Diego APCD to purchase older, more polluting
vehicles (1985 and older) and scrap them, thereby getting them off the road. OId car
sellers are paid $600 for vehicles built prior to 1975 and $500 for 1975-1985 cars
and trucks. There is also a retrofit program designed to retrofit 1975-1980 vehicles
with a new technology upgrade kit that reduces smog-forming emissions.

e Clean-fuel vehicle program. Cleaner vehicles and fuels will result in continued
reductions in vehicle pollutant emissions despite increases in travel.

3.3.2 Carbon Monoxide

The SDAB is classified as a state and federal attainment area for carbon monoxide
(County of San Diego 1998). Until 2003 no violations of the state standard for CO had
been recorded in the SDAB since 1991 and no violations of the national standard had
been recorded in the SDAB since 1989. As seen in Table 3, both the federal and state
eight-hour CO standards were exceeded in the SDAB on one day in 2003. These
exceedances occurred on October 28, 2003, at a time when major wildfires were raging
throughout the county. Consequently, this exceedance was likely caused by the
wildfires (a natural event) and would be considered beyond the control of the San Diego
APCD. However, as seen in Table 4, neither the state nor federal standards were
exceeded during the period from 2000 through 2004 at the Chula Vista monitoring
station.

Small-scale, localized concentrations of carbon monoxide above the state and national
standards have the potential to occur at intersections with stagnation points such as
those that occur on major highways and heavily traveled and congested roadways.
Localized high concentrations of CO are referred to as “CO hot spots” and are a concern
at congested intersections when automobile engines burn fuel less efficiently and their
exhaust contains more CO.

3.3.3 PMyp

Particulate matter is a complex mixture of very tiny solid or liquid particles composed of
chemicals, soot, and dust. Sources of PMj, emissions in the SDAB consist mainly of
urban activities, dust suspended by vehicle traffic, and secondary aerosols formed by
reactions in the atmosphere. For comparison, 10 microns is about one-seventh the
diameter of a human hair.
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TABLE 4
SUMMARY OF AIR QUALITY MEASUREMENTS RECORDED
AT THE CHULA VISTA MONITORING STATION

Pollutant/Standard 1999 2000 2001 2002 2003
Ozone
Days State Standard Exceeded (0.09 ppm) 4 0 2 1 0
Days National Standard Exceeded (0.12 ppm)t 0 0 0 0 0
Max. 1-hr (ppm) 0.105 0.091 0.102 0.115 0.075
Carbon Monoxide
Days State 1-hour Standard Exceeded (20 ppm) 0 0 0 0 0
Days Federal 1-hour Standard Exceeded (35 ppm) 0 0 0 0 0
Max. 1-hr (ppm) 5.4 5.8 5.6 4.3 6.9*
Max. 8-hr (ppm) 3.04 3.35 4.64 2.61 5.4*
Max. Summer 1-hr (ppm) 2.2 2.7 1.9 1.9 2.3
Max. Summer 8-hr (ppm) 1.6 1.943 1.314 1.45 1.5
Calculated Days State Standard Exceeded (ng/m?)** N/A N/A 12 6 12
Sampled Days State Standard Exceeded (ng/m°) 1 4 2 1 2
Days National Standard Exceeded (ng/m®)t 0 0 0 0 0
Max. Daily (ng/m?) 59.0 520 640 500 75.0
PM; s
Sampled Days National Standard Exceeded (ng/m°) 0 0 0 0 1
Max. Daily (ng/m°) 47.1 405 410 410 2392

SOURCE: CARB 2002: http://www.arb.ca.gov.

NOTE: Lead concentrations in the SDAB have not exceeded the state or federal standard during at least

the past 10 years.

*The measurement was taken on October 27, 2003 during the San Diego County forest fire and,
therefore, is not an accurate representation of ambient conditions.

**Calculated days - Measurements are typically collected every six days. Calculated days are the
estimated number of days that a measurement would have been greater than the level of the standard
had measurements been collected every day. The number of days above the standard is not
necessarily the number of violations of the standard for the year.

t“National Standard” refers to the primary federal standard. In the case of ozone and PMy,, the
secondary federal standards are the same as the primary federal standards. There are no secondary

federal standards for carbon monoxide.
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Until 2003 the national standards for PM;o had never been exceeded in the SDAB since
the standards were established. The EPA has designated the SDAB unclassifiable for
PMio. In 2003 the measured federal PM;p standard was exceed twice in the SDAB.
These two exceedances result in a calculated number of days that the federal standard
was exceeded of approximately nine days for the year (see Table 3). The first
exceedance occurred on October 29, 2003, at a time when major wildfires were raging
throughout the county. The second exceedance occurred on November 23, 2003,
during high winds which caused large amounts of ash from the previous fires to be
resuspended. However, the federal PM,o standards were not exceeded at the Chula
Vista monitoring station in 2003.

Consequently, these exceedances were likely caused by or were a subsequent result of
the wildfires (a natural event) and would be considered beyond the control of the San
Diego APCD. As such, these events likely would be covered under the U.S. EPA’s
Natural Events Policy that permits, under certain circumstances, the exclusion of air
quality data attributable to uncontrollable natural events (e.g., volcanic activity, wildland
fires, and high wind events).

In addition to the two federal exceedances in 2003, the more strict state standards for
PMy, historically have not been met. As a result, the SDAB is designated a state non-
attainment area for PM,o. Table 2 shows that the 24-hour state PMq standard was
exceeded in the SDAB each year from 1999 through 2003. Except for 2003 as
discussed above, the much higher 24-hour federal PM;, standard has not been
exceeded in the SDAB during the same time period.

The calculated number of days that the state PM;, standard was exceeded at the Chula
Vista monitoring station for 1999 and 2000 is not available. However, as seen in Table 3
the measured number of days the state standard was exceeded was four days in 1999
and one day in 2000. For the years 2001 through 2003, the calculated number of days
that the state PM,o standard was exceeded at the Chula Vista monitoring station were
12 days in 2001, 6 days in 2002, and 12 days in 2003 (see Table 4). Calculated days
are the estimated number of days that a measurement would have been greater than the
level of the standard had measurements been collected every day.

Under typical conditions (i.e., no wildfires) particles classified under the PMy, category
are mainly emitted directly from activities that disturb the soil including travel on roads
and construction, mining, or agricultural operations. Other sources include windblown
dust, salts, brake dust, and tire wear (County of San Diego 1998). For several reasons
hinging on the area’s dry climate and coastal location, the SDAB has special difficulty in
developing adequate tactics to meet present state particulate standards.
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3.3.4 PMys

PM.,s are particles that measure 2.5 microns or less in diameter. As a result of their
small size, PM, s particles can be inhaled deeply into the lungs. PM,s is predominantly
produced from combustion sources such as gasoline and diesel engines and industrial
facilities. Emissions of organic gases, nitrogen oxides (NOXx), sulfur oxides (SOx), and
ammonia produced at these sources react in the atmosphere and form such tiny
particles. PM,s can remain suspended in the air for long periods and can travel great
distances (County of San Diego 2001).

As indicated previously, PM,s has recently been recognized as an air quality concern
requiring regular monitoring. Federal regulations required that PM, s monitoring begin
January 1, 1999 (County of San Diego 1999). The Chula Vista monitoring station is one
of five stations in the SDAB that monitors PM,s. Monitoring data has been collected in
order to make a determination as to whether the PM, 5 standard is currently being met in
the SDAB.

At the Chula Vista monitoring station, for the period from 1999 through 2003 the federal
PM, s standard was exceeded on only one day in 2003 (see Table 3). As also seen in
Table 2 the state annual arithmetic average standard was exceeded in 2002 and 2003.

A list of recommended designations was due to the EPA by February 15, 2004. The
CARB supplied monitoring data for the years 2000 through 2002 to the EPA on
February 11, 2004. The EPA reviewed the designation recommendations, made some
modifications, and on January 5, 2005 listed the final designations in the Federal
Register (EPA 2004c). These designations became effective April 5, 2005. The SDAB
was initially classified as a non-attainment area; however, it has since been
redesignated as an attainment area for the PM, s standard (U.S. EPA 2005). The SDAB
is a hon-attainment area for the state PM, s standard (State of California 2005c)

3.3.5 Other Criteria Pollutants

The national and state standards for NO,, SO,, and lead are being met in the SDAB and
the latest pollutant trends suggest that these standards will not be exceeded in the
foreseeable future.
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4.0 Thresholds of Significance

4.1 California Air Resources Board

For purposes of assessing the significance of air quality impacts, the CARB has
established guidelines, as described below.

For long-term emissions, the direct impacts of a project can be measured by the degree
to which the project is consistent with regional plans to improve and maintain air quality.
The regional plan for San Diego is the 1991/1992 RAQS and attached TCM plan, as
revised by the triennial updates adopted in 1995, 1998, 2001, and 2004. The CARB
provides criteria for determining whether a project conforms with the RAQS (State of
California 1989), which include the following:

1. Is aregional air quality plan being implemented in the project area?

2. Is the project consistent with the growth assumptions in the regional air quality plan?

3. Does the project incorporate all feasible and available air quality control measures?

4.2  City of Chula Vista

The City of Chula Vista assesses air impacts in conformance consistent with those
identified in Appendix G of the CEQA Guidelines. In combination, these policies and
guidelines provide guidance as to what would be considered significant under CEQA.

Based on the thresholds identified in Appendix G of the CEQA guidelines, the proposed
project would result in a significant impact to air quality if it would:

e Conflict with or obstruct implementation of the applicable air quality plan;

e Violate any air quality standard or contribute substantially to an existing or projected
air quality violation;

e Resultin a cumulatively considerable net increase of any criteria pollutant for which
the project region is non-attainment under an applicable federal or state ambient air
quality standard (including releasing emissions which exceed quantitative
thresholds for ozone precursors). The City of Chula Vista uses the South Coast Air
Quality Management District (SCAQMD) thresholds shown in Table 5 to assess the
significance of air quality impacts (SCAQMD 1993).
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TABLE 5
SCAQMD THRESHOLDS

Pollutant Project Construction Project Operation
Carbon Monoxide 24.75 tons/quarter 550 pounds/day
Reactive Organic Compounds 2.5 tons/quarter 55 pounds/day
Oxides of Nitrogen 2.5 tons/quarter 55 pounds/day
Oxides of Sulfur 6.75 tons/quarter 150 pounds/day
PMy 6.75 tons/quarter 150 pounds/day

e Expose sensitive receptors to substantial pollutant concentrations such as ozone or
respirable particulates (PMyy);

o Create objectionable odors affecting a substantial number of people.

4.3 Emissions Criteria

Emissions resulting from implementation of the proposed project would be due primarily
to an increase in traffic associated with the daily operations of the proposed project. The
San Diego APCD does not provide specific numerics for determining the significance of
mobile source-related impacts. However, the district does specify Air Quality Impact
Analysis (AQIA) trigger levels for new or modified stationary sources (APCD Rules 20.2
and 20.3). If these incremental levels are exceeded, then the district requires that an
AQIA be performed for the proposed project. Although these trigger levels do not
generally apply to mobile sources, for comparative purposes, these levels are used to
evaluate the increased emissions that would be discharged to the SDAB if the proposed
project were approved. The AQIA trigger levels are shown in Table 6 (note: there is no
level specified for reactive organic compounds).

TABLE 6
AIR QUALITY IMPACT ANALYSIS
TRIGGER LEVELS

Pollutant Threshold
NOXx 250 Ibs/day
SOx 250 Ibs/day
CcO 550 Ibs/day
PMo 100 Ibs/day
Lead 3.2 Ibs/day

SOURCE: San Diego APCD, Rule 20.2 (12/17/1998).

In addition to a comparison with the thresholds, the project should be evaluated to
determine if it has the potential to produce carbon monoxide hot spots at intersections
near the project site. A hot spot is a localized area, most often near a congested
intersection, where the state’s one-hour or eight-hour carbon monoxide standards are
exceeded. Localized carbon monoxide impacts can occur where projects contribute
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traffic to intersections in areas where the ambient carbon monoxide concentrations are
projected to be above the state’s standards.

4.4  Public Nuisance Law (Odors)

The State of California Health and Safety Code (H&S) Sections 41700 and 41705, and
San Diego Air Pollution Control District Rule 51, commonly referred to as public
nuisance law, prohibits emissions from any source whatsoever in such quantities of air
contaminants or other material which cause injury, detriment, nuisance, or annoyance to
the public health or damage to property. Although the provisions of these regulations do
not apply to odors emanating from agricultural operations necessary for the growing of
crops or the raising of fowl or animals, they do apply to odors from solid waste facilities.
It is generally accepted that the considerable number of person’s requirement in Rule 51
is normally satisfied when 10 different individuals/households have made separate
complaints within 90 days. Odor complaints from a “considerable” number of persons or
businesses in the area will be considered to be a significant, adverse odor impact.

Every use and operation shall be conducted so that no unreasonable heat, odor, vapor,
glare, vibration (displacement), dust, smoke, or other forms of air pollution subject to air
pollution control district standards of particulate matter shall be discernible at the
property line of the parcel upon which the use or operation is located.

Therefore, any unreasonable odor discernible at the property line of the project site will
be considered a significant odor impact.

5.0 Air Quality Assessment

Air quality impacts can result from the operation of the project. In the case of this project,
operational impacts result mainly from mobile sources associated with the vehicular
travel along the roadways within the project area.

Operational impacts can occur on two levels. Regional impacts resulting from growth-
inducing development or local hot-spot effects stemming from sensitive receivers being
placed close to highly congested roadways.

51 Construction-Related Emissions

Construction-related activities are temporary, short-term sources of air emissions.
Sources of construction-related air emissions include:
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e Fugitive dust from grading activities

e Construction equipment exhaust

e Construction-related trips by workers, delivery trucks, and material-hauling trucks
e Construction-related power consumption

5.1.1 Construction

Air pollutants generated by the construction of projects that conform to the proposed
UCSP would vary depending upon the number of projects occurring simultaneously, and
the size of each individual project. Pollutants result from dust raised during demolition
and grading, emissions from construction vehicles, chemicals used during construction,
and ultimately emissions generated during operation of approved uses.

Heavy-duty construction equipment is usually diesel-powered. In general, emissions
from diesel-powered equipment contain more nitrogen oxides, sulfur oxides, and
particulate matter than gasoline-powered engines. However, diesel-powered engines
generally produce less carbon monoxide and less reactive organic gases than do
gasoline-powered engines.

Standard construction equipment includes dozers, rollers, scrapers, dewatering pumps,
backhoes, loaders, paving equipment, delivery/haul trucks, jacking equipment, welding
machines, pile drivers, and so on. Heavy-duty equipment emissions are difficult to
guantify because of day-to-day variability in construction activities and equipment used.

The exact number and timing of all development projects that could occur under the
proposed UCSP are unknown. However, given the predominantly developed nature of
the Urban Core area, it can be assumed that the Urban Core would experience relatively
small projects in terms of land area, most of which would involve the demolition of
existing structures and improvements.

To illustrate the potential air quality effects from projects that could occur in the UCSP
area, a speculative project was evaluated. This hypothetical project includes a one-acre
multi-family residential project that may be typical in the UCSP Subdistricts Area. The
one-acre multi-family development is assumed to consist of the demolition of an existing
structure with a volume of approximately 50,000 cubic feet and the construction of a 40-
unit multi-family structure. Construction emissions were calculated using the
URBEMIS2002 computer program (Yolo-Solano Air Quality Management District 2003).

Table 7 shows the anticipated emissions from each of these projects assuming that the
duration of construction is 12 months.
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TABLE 7
YEARLY CONSTRUCTION EMISSIONS
(tonsl/year)

Pollutant Small Multi-Family Project
ROG 1.66

NOy 6.03

CO 5.73

SO, 0

PMyo — total 0.3

PM;, — exhaust 0.24

PM;, — fugitive dust 0.06

To estimate the effects of such projects over the 25-year horizon of the UCSP it was
assumed that an average of approximately five projects equivalent to the 40-unit multi-
family project could occur yearly.

The City of Chula Vista uses the SCAQMD quarterly construction thresholds shown in
Table 8 to assess the significance of air quality impacts. Table 8 shows the average
quarterly emissions using the above assumptions.

TABLE 8
AVERAGE QUARTERLY EMISSIONS
(tons/quarter)
Small Five Small
Multi-Family Multi-Family
Pollutant Project Projects Thresholdt
ROG 0.23 1.16 25
NOx 1.05 5.25 2.5
CO 1.02 5.11 24.75
SO, 0 0 6.75
PM, — total 0.05 0.25 6.75
PMj, — exhaust 0.04 0.18 -
PM, — fugitive dust 0.02 0.08 -

tThreshold for individual projects.

As seen from Table 8, small individual projects are not expected to exceed the
thresholds of significance. If the smaller projects were considered as a single project
they might exceed the quarterly thresholds.

5.1.2 Fugitive Dust

Fugitive dust is any solid particulate matter that becomes airborne directly or indirectly
as a result of the activities of man or natural events (such as windborne dust), other than
that emitted from an exhaust stack. Construction dust is comprised primarily of
chemically inert particles that are too large to enter the human respiratory tract when
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inhaled. Approximately 35 percent of the total fugitive dust emissions is 10 microns or
smaller.

Fugitive dust emissions vary greatly during construction and are dependent on the
amount and type of activity, silt content of the soil, and the weather. Vehicles moving
over paved and unpaved surfaces, demolition, excavation, earth movement, grading,
and wind erosion from exposed surfaces are all sources of fugitive dust. Construction
operations are subject to the requirements established in Regulation 4, Rules 52 and 54,
of the San Diego APCD’s rules and regulations.

Fugitive dust emissions to the air basin are not expected to be significant with the UCSP
project; however, they could be perceived as a nuisance to the immediate area. Dust
control during demolition and grading operations would be implemented to reduce
potential nuisance impacts.

This project is illustrative only. Approval of the proposed UCSP would not permit the
construction of any individual project, and no specific development details are available.
The thresholds presented above are applied on a project-by-project basis and are not
used for assessment of regional planning impacts. The information is presented to
illustrate the potential scope of air impacts for projects that could be reviewed under the
proposed plan.

The County is not in attainment for Ozone and is unclassifiable for PM,o. Clearly, there
is the potential for future projects that would conform to the UCSP to contribute to
cumulatively considerable emissions should multiple projects be implemented
simultaneously. Should three small projects or one large project be initiated in any given
year, it is anticipated that the construction of those projects would result in a potentially
cumulatively considerable increase in criteria air pollutant emissions.

5.2 Operation-Related Emissions

5.2.1 Direct Project Impacts

5.2.1.1 Localized Carbon Monoxide Impacts

Small-scale, localized concentrations of CO above the state and national standards have
the potential to occur near stagnation points of heavily traveled intersections. Localized,
high concentrations of CO are referred to as “CO hot spots.” CO hot spots can occur
when projects contribute traffic to area intersections.

A micro-scale CO hot spot screening analysis was performed at four key intersections
within the UCSP area in order to assess potential exposure of sensitive receptors to CO
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concentrations above the state and national standards. The Transportation Project-Level
Carbon Monoxide Protocol developed at the University of California at Davis (Garza et
al. 1997) was used to conduct the CO hot spot screening analysis for the following four
intersections: Broadway at H Street, H Street at Third Avenue, Third Avenue at E Street
and Fourth Avenue at F Street. The intersections were chosen to represent areas within
the UCSP that experience high daily traffic volumes. The traffic volumes, intersection
configuration, and cruise speeds were provided by Kimley-Horn. Concentrations were
calculated for 20 receptors for each intersection. The basic configuration of the
intersections and the receptor locations for a typical intersection is illustrated in Figure 4.
The details of the CO hot spot screening analysis are provided as Attachments 1 and 2.

Following the EPA’s established policy described in the Protocol, a receptor distance of
three meters was used. The three-meter distance reflects the concentration in the
“mixing zone” above and surrounding the traveled way and is the closest distance for
which modeled concentrations are considered valid (Garza et al. 1997). The three-meter
distance provides worst-case CO concentration estimates. As seen from Table 3, the
highest one-hour measured non-fire concentration was 5.8 parts per million (ppm) (on
November 28, 2000, CARB), while the highest eight-hour CO non-fire concentration was
4.64 ppm (on December 20, 2001, CARB). The maximum one-hour and eight-hour CO
concentrations measured at the Chula Vista station for the last five years for the summer
months (June, July, and August) are also shown in Table 3. The highest one-hour
measured non-fire concentration was 2.7 ppm (on August 16, 2000, CARB), while the
highest eight-hour CO non-fire concentration was 1.94 ppm (on August 11, 2000,
CARB). Background CO concentrations are expected to fall over time. Therefore, these
maximum CO concentrations were used in the winter and summer CO hot spot analysis,
respectively, as the worst-case background CO concentrations. It is noted that the
worst-case background concentrations occur in the winter. Tables 9 and 10 below
present estimates of worst-case CO concentrations at these intersections for winter and
summer conditions, respectively.

TABLE 9
TRAFFIC-RELATED WINTER CO CONCENTRATIONS
Distance to Receptor Location Existing CO Concentration
from Roadway Centerline 1-Hour/8-Hour
Intersection (meters) (ppm)
Broadway/H St. 3 6.6/5.3
H St./Third Ave. 3 6.4/5.1
Third Ave./E St. 3 6.2/5.0
Fourth Ave./F St. 3 6.3/5.0
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TABLE 10
TRAFFIC-RELATED SUMMER CO CONCENTRATIONS
Distance to Receptor Location Existing CO Concentration
from Roadway Centerline 1-Hour/8-Hour
Intersection (meters) (ppm)
Broadway/H St. 3 3.7/3.0
H St./Third Ave. 3 3.5/2.8
Third Ave./E St. 3 3.2/2.6
Fourth Ave./F St. 3 3.3/2.6

Tables 9 and 10 show that estimates of 1-hour winter CO concentrations at the
intersections range from 6.6 to 6.2 ppm and the summer CO concentrations range from
3.7 to 3.2, well below the 20 ppm state standard and the 35 ppm national standard. The
8-hour winter CO concentrations range from 5.3 to 5.0 ppm and the summer 8-hour CO
concentrations range from 3.0 to 2.6 and are below the state’s 9 ppm standard. The
most recent traffic volumes (Kimley-Horn and Associates 2005) for the four Chula Vista
intersections were used during this CO hot spot analysis. State and federal mandates
will cause exhaust emissions per vehicle to continue to improve in the future. As a result,
CO concentrations at these intersections will likely decline in the future despite the
anticipated increase in traffic.

5.2.1.2 Cumulative Project Impacts
a. Mobile and Area Source Emissions

For comparative purposes, an assessment of the anticipated air emissions resulting from
buildout of the preferred alternative in the year 2030 was prepared using the
URBEMIS2002 computer program (Yolo-Solano Air Quality Management District 2003).
The details of the URBEMIS2002 evaluation are included in Attachment 3. The
URBEMIS2002 program is a tool used to estimate air emissions resulting from land
development projects in the state of California. The model generates emissions from
three basic sources: construction sources, area sources (e.g., fireplaces, natural gas
heating, etc.), and operational sources (e.g., traffic).

Inputs to URBEMIS2002 include such parameters as the air basin containing the project,
land uses, trip generation rates, trip lengths, vehicle fleet mix (i.e., percentage autos,
medium truck, etc.), trip distribution (i.e., percent home to work, etc.), season, and
ambient temperature, as well as other parameters. A detailed description of the
URBEMIS2002 model and its use may be found in the URBEMIS2002 User’s Guide that
may be obtained from the CARB web site at http://www.arb.ca.gov/planning/urbemis/
urbemis2002/urbemis2002.htm.

Using the land use designations for the UCSP, along with trip generation rates provided
by Kimley-Horn, as well as URBEMIS2002 defaults for other parameters, average daily
emissions were estimated using URBEMIS2002 assuming buildout of the UCSP in the
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year 2030. The results of the modeling, which include both mobile and area source
emissions, are shown in Table 11. As seen in Table 11, emissions are anticipated to be
below those that would occur under existing conditions due to improvements in mobile
source emissions. As such, operation of the UCSP is not anticipated to have a
significant air quality impact when compared to the existing condition.

b. Conformance with Regional Plans and City Criteria
California Air Resources Board

1. Is aregional air quality plan being implemented in the project area?

The proposed project is in the city of Chula Vista, which is within the San Diego Air
Basin. The 1991/1992 RAQS (and triennial updates) are implemented by APCD
throughout the air basin. Therefore, the proposed project fulfills the first criteria from
the CARB guidelines described in the Standards of Significance section.

2. Is the project consistent with the growth assumptions in the regional air quality plan?

The proposed project is inconsistent with the growth assumptions in the RAQS. By
changing land use designations, the Adopted General Plan would no longer be in
conformance with the growth projections used by SANDAG and the SDAPCD as the
basis for the adopted air quality management plan. As such, until revisions are made to
the SANDAG plan that reflect the Adopted General Plan, this is a significant adverse air
quality impact. Consequently, the proposed project is not considered consistent with the
growth assumptions in the RAQS. The only measure that can lessen this impact is the
revision of the RAQS based on the Adopted General Plan. This effort is the responsibility
of SANDAG and San Diego APCD and is outside the jurisdiction of the City. As such, no
mitigation is available to the City.

3. Does the project incorporate all feasible and available air quality control measures?

Measures have been incorporated into the project design to lessen air quality
impacts. The UCSP has been prepared using the smart growth principles
foundational to the General Plan Update (GPU) such as providing a mix of
compatible land uses; locating highest density near transit; utilizing compact building
design and creating walkable communities; providing a range of infill housing
opportunities; and increasing transportation choices. In particular, the UCSP focuses
new development at key transit nodes and enhances alternative modes of travel by
promoting walkability with enhanced pedestrian paths, augmenting existing bicycle
paths, and making public transit more accessible and desirable with new and
expanded public transit stops.
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TABLE 11
PROJECT EMISSIONS TO THE SAN DIEGO AIR BASIN
(pounds per day)

Mobile SCAQMD APCD Does Change
Emissions Area Total Significance Significance Exceed

Season Pollutant (vehicle) Emissions’ Emissions® Threshold Threshold Threshold?
Summer CO 6,220 64.08 6,283.9 550 550 Yes
NOXx 539.1 151.6 690.7 55 250 Yes
ROG 543.9 537.1 1,081.0 55 Yes
sox® 18.07 0.00 18.1 150 250 No
PMio 3,157 0.28 3,157.7 150 100 Yes
Winter CO 6,399 62.70 6,461.2 550 550 Yes
NOXx 807.9 151.6 959.5 55 250 Yes
ROG 570.0 537.0 1,107.0 55 Yes
sox® 17.73 0.00 17.7 250 250 No
PM 1 3,157 0.28 3,157.7 150 100 Yes

SOURCE: San Diego APCD, Rule 20.2 (12/17/1998); SCAQMD 1993.

!Area emissions include emissions from on-site stationary sources such as natural gas combustion (e.g., heating systems),

landscaping maintenance, etc.
*Totals may differ due to rounding.
®*Emissions calculated by URBEMIS2002 are for SO,.
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However, since the GPU is inconsistent with the former General Plan upon which the
goals and objectives of the RAQS were based, and the proposed UCSP conforms to
the GPU, implementation of the proposed UCSP could result in significant air
emissions to the air basin that are not currently planned for.

City of Chula Vista

1. Would the proposed project conflict with or obstruct implementation of the applicable
air quality plan?

The proposed project is inconsistent with the RAQs. By changing land use
designations, the Adopted General Plan would no longer be in conformance with the
growth projections used by SANDAG and the SDAPCD as the basis for the adopted
air quality management plan. The growth projections used by SANDAG and the
SDAPCD as based on the former General Plan. As such, until revisions are made to
the SANDAG plan that reflect the Adopted General Plan, this is a significant adverse
air quality impact. Consequently, the proposed project is not considered consistent
with the growth assumptions in the RAQS. The only measure that can lessen this
impact is the revision of the RAQS based on the Adopted General Plan. This effort is
the responsibility of SANDAG and San Diego APCD and is outside the jurisdiction of
the City. As such, no mitigation is available to the City.

Measures have been incorporated into the project design to lessen air quality
impacts. The UCSP has been prepared using the smart growth principles
foundational to the GPU such as providing a mix of compatible land uses; locating
highest density near transit; utilizing compact building design and creating walkable
communities; providing a range of infill housing opportunities; and increasing
transportation choices. In particular, the UCSP focuses new development at key
transit nodes and enhances alternative modes of travel by promoting walkability with
enhanced pedestrian paths, augmenting existing bicycle paths, and making public
transit more accessible and desirable with new and expanded public transit stops.
However, since the GPU is inconsistent with the former General Plan upon which the
goals and objectives of the RAQS were based, and the proposed UCSP conforms to
the GPU, adoption of the proposed UCSP would result in significant conflict with an
applicable air quality plan.

2. Would the proposed project violate any air quality standard or contribute substantially
to an existing or projected air quality violation?

There are no currently existing or projected air quality violations within the UCSP or
in the vicinity of the UCSP. As such, the proposed project will not contribute to an
existing or projected air quality violation.
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3. Would the proposed project result in a cumulatively considerable net increase of any
criteria pollutant for which the project region is non-attainment under an applicable
federal or state ambient air quality standard (including releasing emissions which
exceed quantitative thresholds for ozone precursors)?

The region is currently classified as attainment for all federal criterion pollutants
except ozone. As of April 15, the region was classified as non-attainment for ozone
as a result of the application of the eight-hour ozone standard. Ozone is not emitted
directly, but is a result of atmospheric activity on precursors. Nitrogen oxides and
hydrocarbons (reactive organic gases) are known as the chief “precursors” of ozone.
These compounds react in the presence of sunlight to produce ozone.

Long-term emissions of air pollutants occur from both stationary and mobile sources.
Stationary source pollutant emissions include those generated by the consumption of
natural gas and electricity for space and water heating and the burning of wood in
residential fireplaces. Vehicle travel would generate mobile source emissions
including carbon monoxide, nitrogen oxides, and hydrocarbons.

In order to assess the potential for the project to contribute to an increase in a criteria
pollutant the URBEMIS2002 computer program was completed. This program
calculates estimates for air emissions from construction, area emissions, and
operation of the project.

As noted above, the results of the modeling, which include both mobile and area
source emissions, indicate that emissions are anticipated to be below those that
would occur under existing conditions (see Table 11). This is due to improvements
in mobile source emissions. As such, operation of the UCSP is not anticipated to
have a significant air quality impact when compared to the existing condition.

4. Would the proposed project expose sensitive receptors to substantial pollutant
concentrations such as ozone or respirable particulates (PMyg)?

In addition to the evaluation of the potential for the project to exceed the air quality
standards described in the preceding section, the possibility for sensitive receivers to
be exposed to respirable particulates was also evaluated. Ozone precursors were
evaluated as part of the consideration of the criterion 3 above.

There are two potential sources of pollution that were addressed in review of this
criterion. These are reflected in two policies in the City of Chula Vista General Plan.
Policy EE 6.4 states:

Prohibit major new or re-powered energy generation facilities of all sizes,
and other major toxic air emitters within 1,000 feet of a sensitive receiver
unless a health risk assessment has been performed demonstrating an
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incremental cancer risk of less than 10 in 1,000,000 and a chronic and
acute total health hazard index (THI) of less than 1.

And Policy EE 6.10 is as follows:

The siting of new sensitive receivers within 500 feet of highways resulting
from development or redevelopment projects shall require the preparation
of a health risk assessment as part of the CEQA review of the project.
Attendant health risks identified in the HRA shall be feasibly mitigated to
the maximum extent practicable in accordance with CEQA, in order to
help ensure that applicable federal and state standards are not exceeded.

Although there are no major toxic air emitters within the planning area, there is one
energy generation facility in the vicinity of the planning area, and one other
potentially significant source of air pollution. The South Bay Power Plant is located
in the Bayfront Planning District, west of the freeway, approximately 4,800 feet
southwest of the intersection of Interstate 5 and H Street. The Goodrich industrial
facility is located about 1,000 feet due west of this intersection.

While both facilities are further than 1,000 feet from the proposed project, each has
had health risk assessments prepared previously. Both of these assessments have
demonstrated that the incremental cancer risk in the specific plan area from these
facilities is below 10 in 1,000,000.

In addition to consideration of the California Air Toxics “Hot Spots” Information and
Assessment Act ((AB 2588), a CO hot spot model was conducted for a select
number of intersections in the city. This model was prepared in accordance with the
Transportation Project-Level Carbon Monoxide Protocol established by Caltrans
(Garza et al. 1997). The procedure followed is detailed in Appendix B of that
protocol. The analysis and the results of the modeling are presented in Section
5.2.1.1 of this report. As indicated, no significant CO hot spot impacts were found,
thus, no mitigation is required.

Consideration of Policy EE 6.10 was addressed with the preparation of a Health Risk
Assessment (HRA) conducted for diesel particulate emissions from vehicles on
Interstate 5. The modeling process and the results of the analysis are presented in
Chapter 6 “Health Risk Assessment” below.

5. Would the proposed project create objectionable odors affecting a substantial
number of people?

The construction of residential housing in the Urban Core area will not create
objectionable odors and therefore will not adversely affect a substantial number of
people.
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6.0 Health Risk Assessment

A health risk assessment was performed to consider the potential effects of placement of
residential uses within 500 feet of Interstate 5. This analysis included the calculation of
potential cancer risk and a chronic health hazard index resulting from exposure to diesel
particulates. The calculation involved an iterative generation of a composite emissions
factor for diesel particulates using the Emfac2002 program. The calculation of individual
emission factors for every type of vehicle assumed the default parameters for the San
Diego Air Basin provided by the model. Using the individual emissions factors, a
composite emissions rate was then generated, which assumed 5 percent of traffic as
diesel-emitting. An assumption of 5 percent traffic on the freeway being diesel-emitting
was based on recent counts of diesel-emitting vehicles conducted by Caltrans for the
segment of Interstate 5 adjacent to the project. Emission factors were calculated for
both summer and winter conditions (Attachment 4).

These emission factors were then applied to the vehicles using the freeway, and
dispersed using the Caline4 dispersion model. A future Interstate 5 traffic volume of
8,566 vehicles per hour was obtained from SANDAG 2030 projections. This model
results in concentrations at locations along the roadway. It is a line source model that
does not specifically address topographic variability or intervening structures. Based on
these concentrations, a cancer risk measured in terms of number of cancers per million
was determined (Attachment 5).

It should be noted that the Interstate 5 freeway is up to 30 feet lower in elevation than
those adjacent areas currently developed with uses and proposed for new mixed-use
residential and high-density residential uses. The proposed scale of the new
development may also include structures that are mid to high rise (at trolley stations)
unlike the low scale one-two story structures that exist today.

Calculations were made for receivers along the freeway at distances of 150, 300, and
500 feet from the center of the freeway. Wind direction was taken into account based on
a wind rose obtained from the San Diego Air Pollution Control District for Chula Vista.
This information included direction and strength. A copy of the wind rose is included in
Figure 5. For each 22.5 degree wind angle, a particulate concentration was calculated,
weighted for the duration of the wind and combined into a cancer exposure. This was
done for each of the three sets of receivers and for summer and winter conditions.
Table 12 provides the angles and duration of the wind used in the analysis.
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Map Source: San Diego Air Pollution Control District

FIGURE 5
Windrose for Chula Vista
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TABLE 12
WIND DIRECTION AND RELATIVE DURATION

Average Wind

Speed Relative

Wind Direction Angle (meters/second) Duration
N 0.0 0.89 0.029
NNE 225 0.89 0.029
NE 45.0 1.16 0.045
ENE 67.5 0.85 0.050
E 90.0 1.16 0.083
ESE 1125 121 0.063
SE 135.0 1.30 0.038
SSE 157.5 2.00 0.031
S 180.0 1.34 0.041
SSW 202.5 1.74 0.045
SW 225.0 1.88 0.078
WSW 247.5 241 0.185
w 270.0 2.30 0.142
WNW 292.5 2.10 0.055
NW 315.0 121 0.029
NNW 337.5 0.94 0.027

The results of the cancer risk are provided in Table 13. The calculated risk ranges from
a high of 230 in 1,000,000 at some receptors 150 feet from the source to a low of 71 in
1,000,000 at 500 feet from the road. It should be noted that incremental cancer risk is
calculated assuming a 24-hour-per-day-70-year-lifetime exposure. The assessment also
does not account for significant mobile source emission reductions mandated to occur
by state and federal regulations over the next 5-15 years.

In April 2005, the California Air Resources Board (CARB) published the “Air Quality and
Land Use Handbook: A Community Health Perspective” (State of California 2005d). The
handbook makes recommendations directed at protecting sensitive land uses while
balancing a myriad of other land use issues (e.g., housing, transportation, economics).
It notes that the handbook is not regulatory or binding on local agencies and recognizes
that application takes a qualitative approach. As reflected in the CARB handbook, there
is currently no adopted standard for the significance of health effects from mobile
sources. Although there is no adopted standard for mobile sources, such as the
freeway, the effects detailed in Table 5.10-13 are considered to be significant. The only
means of reducing these effects is the implementation of source controls. The CARB
has worked on developing strategies and regulations aimed at reducing the risk from
diesel particulate matter. The overall strategy for achieving these reductions is found in
the “Risk Reduction Plan to Reduce Particulate Matter Emissions from Diesel-Fueled
Engines and Vehicles” (State of California 2000). A stated goal of the plan is to reduce
the cancer risk statewide arising from exposure to diesel particulate matter 75 percent by
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TABLE 13
INCREMENTAL CANCER RISK

150 Receptors

Wind Direction

Receiver N NNE NE ENE E ESE SE SSE S SSW SwW WSW wW WNW NW NNW Total
1 2.55E-06 0.00E+00 0.00E+00 0.00E+00 0.00E+00 0.00E+00 0.00E+00 0.00E+00 1.16E-05 2.10E-05 3.06E-05 6.73E-05 4.97E-05 2.00E-05 1.14E-05 1.26E-05 2.27E-04
2 4.74E-06 0.00E+00 0.00E+00 0.00E+00 0.00E+00 0.00E+00 0.00E+00 0.00E+00 1.15E-05 2.10E-05 3.06E-05 6.73E-05 4.97E-05 2.00E-05 1.14E-05 1.26E-05 2.29E-04
3 5.92E-06 0.00E+00 0.00E+00 0.00E+00 0.00E+00 0.00E+00 0.00E+00 0.00E+00 1.12E-05 2.10E-05 3.06E-05 6.73E-05 4.97E-05 2.00E-05 1.14E-05 1.26E-05 2.30E-04
4 6.61E-06 0.00E+00 0.00E+00 0.00E+00 0.00E+00 0.00E+00 0.00E+00 0.00E+00 1.10E-05 2.10E-05 3.06E-05 6.73E-05 4.97E-05 2.00E-05 1.14E-05 1.26E-05 2.30E-04
5 7.06E-06 0.00E+00 0.00E+00 0.00E+00 0.00E+00 0.00E+00 0.00E+00 0.00E+00 1.07E-05 2.10E-05 3.06E-05 6.73E-05 4.97E-05 2.00E-05 1.14E-05 1.26E-05 2.30E-04
6 7.40E-06 0.00E+00 0.00E+00 0.00E+00 0.00E+00 0.00E+00 0.00E+00 0.00E+00 1.02E-05 2.10E-05 3.06E-05 6.73E-05 4.97E-05 2.00E-05 1.14E-05 1.26E-05 2.30E-04
7 7.64E-06 0.00E+00 0.00E+00 0.00E+00 0.00E+00 0.00E+00 0.00E+00 0.00E+00 9.61E-06 2.10E-05 3.06E-05 6.73E-05 4.97E-05 2.00E-05 1.14E-05 1.26E-05 2.30E-04
8 7.85E-06 0.00E+00 0.00E+00 0.00E+00 0.00E+00 0.00E+00 0.00E+00 0.00E+00 8.39E-06 2.10E-05 3.06E-05 6.73E-05 4.97E-05 2.00E-05 1.14E-05 1.26E-05 2.29E-04
9 8.01E-06 0.00E+00 0.00E+00 0.00E+00 0.00E+00 0.00E+00 0.00E+00 0.00E+00 5.24E-06 2.12E-05 3.06E-05 6.73E-05 4.97E-05 2.00E-05 1.14E-05 1.26E-05 2.26E-04
10 2.44E-06 0.00E+00 0.00E+00 0.00E+00 0.00E+00 0.00E+00 0.00E+00 0.00E+00 0.00E+00 4.02E-06 2.39E-05 5.14E-05 3.75E-05 1.44E-05 7.99E-06 9.62E-06 1.51E-04
11 4.64E-06 0.00E+00 0.00E+00 0.00E+00 0.00E+00 0.00E+00 0.00E+00 0.00E+00 1.15E-05 1.84E-05 2.40E-05 4.79E-05 3.40E-05 1.42E-05 8.91E-06 1.10E-05 1.75E-04
12 5.81E-06 0.00E+00 0.00E+00 0.00E+00 0.00E+00 0.00E+00 0.00E+00 0.00E+00 1.13E-05 1.84E-05 2.40E-05 4.79E-05 3.40E-05 1.42E-05 8.91E-06 1.10E-05 1.76E-04
13 6.50E-06 0.00E+00 0.00E+00 0.00E+00 0.00E+00 0.00E+00 0.00E+00 0.00E+00 1.11E-05 1.84E-05 2.40E-05 4.79E-05 3.40E-05 1.42E-05 8.91E-06 1.10E-05 1.76E-04
14 6.95E-06 0.00E+00 0.00E+00 0.00E+00 0.00E+00 0.00E+00 0.00E+00 0.00E+00 1.08E-05 1.84E-05 2.40E-05 4.79E-05 3.40E-05 1.42E-05 8.91E-06 1.10E-05 1.76E-04
15 7.27E-06 0.00E+00 0.00E+00 0.00E+00 0.00E+00 0.00E+00 0.00E+00 0.00E+00 1.05E-05 1.84E-05 2.40E-05 4.79E-05 3.40E-05 1.42E-05 8.91E-06 1.10E-05 1.76E-04
16 7.53E-06 0.00E+00 0.00E+00 0.00E+00 0.00E+00 0.00E+00 0.00E+00 0.00E+00 1.01E-05 1.84E-05 2.40E-05 4.79E-05 3.40E-05 1.42E-05 8.91E-06 1.10E-05 1.76E-04
17 7.73E-06 0.00E+00 0.00E+00 0.00E+00 0.00E+00 0.00E+00 0.00E+00 0.00E+00 9.45E-06 1.84E-05 2.40E-05 4.79E-05 3.40E-05 1.42E-05 8.91E-06 1.10E-05 1.76E-04
18 7.89E-06 0.00E+00 0.00E+00 0.00E+00 0.00E+00 0.00E+00 0.00E+00 0.00E+00 8.22E-06 1.84E-05 2.40E-05 4.79E-05 3.40E-05 1.42E-05 8.91E-06 1.10E-05 1.75E-04
19 7.92E-06 0.00E+00 0.00E+00 0.00E+00 0.00E+00 0.00E+00 0.00E+00 0.00E+00 5.08E-06 1.85E-05 2.40E-05 4.79E-05 3.40E-05 1.42E-05 8.91E-06 1.10E-05 1.72E-04
20 0.00E+00 0.00E+00 0.00E+00 0.00E+00 0.00E+00 0.00E+00 0.00E+00 0.00E+00 0.00E+00 3.90E-06 2.20E-05 4.43E-05 3.11E-05 1.19E-05 6.83E-06 8.89E-06 1.29E-04

300 Receptors Wind Direction

Receiver N NNE NE ENE E ESE SE SSE S SSW SwW WSW w WNW NW NNW Total
1 3.48E-08 0.00E+00 0.00E+00 0.00E+00 0.00E+00 0.00E+00 0.00E+00 0.00E+00 4.70E-06 1.15E-05 1.82E-05 3.97E-05 2.96E-05 1.18E-05 6.75E-06 6.36E-06 1.29E-04
2 5.22E-07 0.00E+00 0.00E+00 0.00E+00 0.00E+00 0.00E+00 0.00E+00 0.00E+00 4.51E-06 1.15E-05 1.82E-05 3.97E-05 2.96E-05 1.18E-05 6.75E-06 6.91E-06 1.29E-04
3 1.24E-06 0.00E+00 0.00E+00 0.00E+00 0.00E+00 0.00E+00 0.00E+00 0.00E+00 4.31E-06 1.15E-05 1.82E-05 3.97E-05 2.96E-05 1.18E-05 6.75E-06 6.92E-06 1.30E-04
4 1.79E-06 0.00E+00 0.00E+00 0.00E+00 0.00E+00 0.00E+00 0.00E+00 0.00E+00 4.05E-06 1.15E-05 1.82E-05 3.97E-05 2.96E-05 1.18E-05 6.75E-06 6.92E-06 1.30E-04
5 2.19E-06 0.00E+00 0.00E+00 0.00E+00 0.00E+00 0.00E+00 0.00E+00 0.00E+00 3.73E-06 1.15E-05 1.82E-05 3.97E-05 2.96E-05 1.18E-05 6.75E-06 6.93E-06 1.30E-04
6 2.50E-06 0.00E+00 0.00E+00 0.00E+00 0.00E+00 0.00E+00 0.00E+00 0.00E+00 3.31E-06 1.15E-05 1.82E-05 3.97E-05 2.96E-05 1.18E-05 6.75E-06 6.93E-06 1.30E-04
7 2.74E-06 0.00E+00 0.00E+00 0.00E+00 0.00E+00 0.00E+00 0.00E+00 0.00E+00 2.64E-06 1.15E-05 1.82E-05 3.97E-05 2.96E-05 1.18E-05 6.75E-06 6.93E-06 1.30E-04
8 2.93E-06 0.00E+00 0.00E+00 0.00E+00 0.00E+00 0.00E+00 0.00E+00 0.00E+00 1.57E-06 1.16E-05 1.82E-05 3.97E-05 2.96E-05 1.18E-05 6.75E-06 6.93E-06 1.29E-04
9 3.10E-06 0.00E+00 0.00E+00 0.00E+00 0.00E+00 0.00E+00 0.00E+00 0.00E+00 1.97E-07 1.24E-05 1.82E-05 3.97E-05 2.96E-05 1.18E-05 6.75E-06 6.93E-06 1.29E-04
10 3.27E-06 0.00E+00 0.00E+00 0.00E+00 0.00E+00 0.00E+00 0.00E+00 0.00E+00 0.00E+00 1.49E-07 1.55E-05 3.58E-05 2.60E-05 9.92E-06 5.97E-06 6.87E-06 1.03E-04
11 3.48E-08 0.00E+00 0.00E+00 0.00E+00 0.00E+00 0.00E+00 0.00E+00 0.00E+00 4.69E-06 1.12E-05 1.68E-05 3.56E-05 2.62E-05 1.06E-05 6.25E-06 6.17E-06 1.18E-04
12 5.22E-07 0.00E+00 0.00E+00 0.00E+00 0.00E+00 0.00E+00 0.00E+00 0.00E+00 4.50E-06 1.12E-05 1.68E-05 3.56E-05 2.62E-05 1.06E-05 6.25E-06 6.71E-06 1.18E-04
13 1.24E-06 0.00E+00 0.00E+00 0.00E+00 0.00E+00 0.00E+00 0.00E+00 0.00E+00 4.29E-06 1.12E-05 1.68E-05 3.56E-05 2.62E-05 1.06E-05 6.25E-06 6.73E-06 1.19E-04
14 1.78E-06 0.00E+00 0.00E+00 0.00E+00 0.00E+00 0.00E+00 0.00E+00 0.00E+00 4.03E-06 1.12E-05 1.68E-05 3.56E-05 2.62E-05 1.06E-05 6.25E-06 6.73E-06 1.19E-04
15 2.19E-06 0.00E+00 0.00E+00 0.00E+00 0.00E+00 0.00E+00 0.00E+00 0.00E+00 3.71E-06 1.12E-05 1.68E-05 3.56E-05 2.62E-05 1.06E-05 6.25E-06 6.73E-06 1.19E-04
16 2.50E-06 0.00E+00 0.00E+00 0.00E+00 0.00E+00 0.00E+00 0.00E+00 0.00E+00 3.30E-06 1.12E-05 1.68E-05 3.56E-05 2.62E-05 1.06E-05 6.25E-06 6.73E-06 1.19E-04
17 2.73E-06 0.00E+00 0.00E+00 0.00E+00 0.00E+00 0.00E+00 0.00E+00 0.00E+00 2.63E-06 1.12E-05 1.68E-05 3.56E-05 2.62E-05 1.06E-05 6.25E-06 6.73E-06 1.19E-04
18 2.93E-06 0.00E+00 0.00E+00 0.00E+00 0.00E+00 0.00E+00 0.00E+00 0.00E+00 1.57E-06 1.12E-05 1.68E-05 3.56E-05 2.62E-05 1.06E-05 6.25E-06 6.73E-06 1.18E-04
19 3.09E-06 0.00E+00 0.00E+00 0.00E+00 0.00E+00 0.00E+00 0.00E+00 0.00E+00 1.97E-07 1.21E-05 1.68E-05 3.56E-05 2.62E-05 1.06E-05 6.25E-06 6.73E-06 1.18E-04
20 3.26E-06 0.00E+00 0.00E+00 0.00E+00 0.00E+00 0.00E+00 0.00E+00 0.00E+00 0.00E+00 1.49E-07 1.49E-05 3.34E-05 2.38E-05 9.06E-06 5.56E-06 6.68E-06 9.68E-05



TABLE 13
INCREMENTAL CANCER RISK

500-foot Receptors

Wind Direction

Receiver N NNE NE ENE E ESE SE SSE S SSwW SW WSwW W WNW NW NNW Total
1 O0.00E+00 0.00E+00 0.00E+00 0.00E+00 0.00E+00 0.00E+00 0.00E+00 0.00E+00 2.71E-06 8.75E-06 1.31E-05 2.86E-05 2.12E-05 8.50E-06 4.86E-06 2.19E-06 8.99E-05
2 2.61E-08 0.00E+00 0.00E+00 0.00E+00 0.00E+00 0.00E+00 0.00E+00 0.00E+00 2.53E-06 8.75E-06 1.31E-05 2.86E-05 2.12E-05 8.50E-06 4.86E-06 5.02E-06 9.26E-05
3 2.61E-07 0.00E+00 0.00E+00 0.00E+00 0.00E+00 0.00E+00 0.00E+00 0.00E+00 2.32E-06 8.75E-06 1.31E-05 2.86E-05 2.12E-05 8.50E-06 4.86E-06 5.18E-06 9.28E-05
4 5.92E-07 0.00E+00 0.00E+00 0.00E+00 0.00E+00 0.00E+00 0.00E+00 0.00E+00 2.08E-06 8.75E-06 1.31E-05 2.86E-05 2.12E-05 8.50E-06 4.86E-06 5.22E-06 9.29E-05
5 8.96E-07 0.00E+00 0.00E+00 0.00E+00 0.00E+00 0.00E+00 0.00E+00 0.00E+00 1.78E-06 8.73E-06 1.31E-05 2.86E-05 2.12E-05 8.50E-06 4.86E-06 5.23E-06 9.29E-05
6 1.16E-06 0.00E+00 0.00E+00 0.00E+00 0.00E+00 0.00E+00 0.00E+00 0.00E+00 1.37E-06 8.73E-06 1.31E-05 2.86E-05 2.12E-05 8.50E-06 4.86E-06 5.24E-06 9.27E-05
7 1.37E-06 0.00E+00 0.00E+00 0.00E+00 0.00E+00 0.00E+00 0.00E+00 0.00E+00 8.36E-07 8.72E-06 1.31E-05 2.86E-05 2.12E-05 8.50E-06 4.86E-06 5.25E-06 9.24E-05
8 1.55E-06 0.00E+00 0.00E+00 0.00E+00 0.00E+00 0.00E+00 0.00E+00 0.00E+00 2.09E-07 8.82E-06 1.31E-05 2.86E-05 2.12E-05 8.50E-06 4.86E-06 5.25E-06 9.21E-05
9 1.71E-06 0.00E+00 0.00E+00 0.00E+00 0.00E+00 0.00E+00 0.00E+00 0.00E+00 0.00E+00 9.29E-06 1.31E-05 2.86E-05 2.12E-05 8.50E-06 4.86E-06 5.25E-06 9.25E-05
10 1.87E-06 0.00E+00 0.00E+00 0.00E+00 0.00E+00 0.00E+00 0.00E+00 0.00E+00 0.00E+00 0.00E+00 6.88E-06 2.75E-05 2.04E-05 7.92E-06 4.78E-06 5.25E-06 7.46E-05
11 0.00E+00 0.00E+00 0.00E+00 0.00E+00 0.00E+00 0.00E+00 0.00E+00 0.00E+00 2.71E-06 8.64E-06 1.26E-05 2.71E-05 1.99E-05 8.05E-06 4.68E-06 2.15E-06 8.58E-05
12 2.61E-08 0.00E+00 0.00E+00 0.00E+00 0.00E+00 0.00E+00 0.00E+00 0.00E+00 2.53E-06 8.64E-06 1.26E-05 2.71E-05 1.99E-05 8.05E-06 4.68E-06 4.95E-06 8.85E-05
13 2.61E-07 0.00E+00 0.00E+00 0.00E+00 0.00E+00 0.00E+00 0.00E+00 0.00E+00 2.32E-06 8.63E-06 1.26E-05 2.71E-05 1.99E-05 8.05E-06 4.68E-06 5.12E-06 8.87E-05
14 5.92E-07 0.00E+00 0.00E+00 0.00E+00 0.00E+00 0.00E+00 0.00E+00 0.00E+00 2.08E-06 8.63E-06 1.26E-05 2.71E-05 1.99E-05 8.05E-06 4.68E-06 5.15E-06 8.88E-05
15 8.96E-07 0.00E+00 0.00E+00 0.00E+00 0.00E+00 0.00E+00 0.00E+00 0.00E+00 1.78E-06 8.63E-06 1.26E-05 2.71E-05 1.99E-05 8.05E-06 4.68E-06 5.17E-06 8.88E-05
16 1.16E-06 0.00E+00 0.00E+00 0.00E+00 0.00E+00 0.00E+00 0.00E+00 0.00E+00 1.37E-06 8.61E-06 1.26E-05 2.71E-05 1.99E-05 8.05E-06 4.68E-06 5.17E-06 8.86E-05
17 1.37E-06 0.00E+00 0.00E+00 0.00E+00 0.00E+00 0.00E+00 0.00E+00 0.00E+00 8.36E-07 8.61E-06 1.26E-05 2.71E-05 1.99E-05 8.05E-06 4.68E-06 5.18E-06 8.83E-05
18 1.55E-06 0.00E+00 0.00E+00 0.00E+00 0.00E+00 0.00E+00 0.00E+00 0.00E+00 2.09E-07 8.69E-06 1.26E-05 2.71E-05 1.99E-05 8.05E-06 4.68E-06 5.18E-06 8.80E-05
19 1.71E-06 0.00E+00 0.00E+00 0.00E+00 0.00E+00 0.00E+00 0.00E+00 0.00E+00 0.00E+00 9.19E-06 1.26E-05 2.71E-05 1.99E-05 8.05E-06 4.68E-06 5.18E-06 8.84E-05
20 1.87E-06 0.00E+00 0.00E+00 0.00E+00 0.00E+00 0.00E+00 0.00E+00 0.00E+00 0.00E+00 0.00E+00 6.72E-06 2.64E-05 1.94E-05 7.52E-06 4.60E-06 5.18E-06 7.17E-05
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2010 and 85 percent by 2020. A number of programs and strategies to reduce diesel
particulate matter that have been or are in the process of being developed include the
Diesel Risk Reduction Program which aims to reduce diesel particulate emission over
the next 5 to 15 years through improved automobile design and alternative fuel efficiency
(State of California 2005a, http://www.arb.ca.gov/diesel/dieselrrp.htm). These programs
are outside of the jurisdiction of the City of Chula Vista.

However, in recognition of the guidance provided in the CARB handbook, the UCSP
Development Design Guidelines (Chapter VII, Section G.5) have incorporated site
design measures to be considered by future redevelopment adjacent to I-5, where
possible, to help minimize effects. These measures include siting residential uses away
from the freeway to the extent possible, tiering residential structures back from the
freeway, and incorporating mechanical and structural measures into the building design.
While these measures may serve to reduce the severity of diesel particulate emissions
impacts, implementation of diesel vehicles source control measures by State authorities
would be required to reduce cumulative impacts to below significance.

7.0 Conclusions and
Recommendations

Measures have been incorporated into the project design to lessen air quality impacts.
These measures include pedestrian paths, on-street bicycle paths, and public transit
stops. The UCSP has been prepared using the smart growth principles foundational to
the GPU such as providing a mix of compatible land uses; locating highest density near
transit; utilizing compact building design and creating walkable communities; providing a
range of infill housing opportunities; and increasing transportation choices. In particular,
the UCSP focuses new development at key transit nodes and enhances alternative
modes of travel by promoting walkability with enhanced pedestrian paths, augmenting
existing bicycle paths, and making public transit more accessible and desirable with new
and expanded public transit stops.

However, since the GPU is inconsistent with the goals and objectives of the RAQS and
the proposed UCSP conforms to the GPU, adoption of the proposed UCSP would result
in significant conflict with an applicable air quality plan.

The proportional increase in multi-family units to single-family units--and resulting
decrease in number of vehicle trips per unit--and the anticipated improvement in motor
vehicle emissions result in an expected decrease in pollutants over existing conditions
for all pollutants except SO, and PMy,. Since the region is not in compliance with the
PMj, standard, and because the average daily emission is anticipated to increase,
impacts are considered significant, until the region is in compliance

RECON Page 44



Air Quality Report for the UCSP

The proposed project is not predicted to result in a violation of any air quality standards,
but will result in a cumulatively significant contribution to regional ozone levels as a
result of projected emissions of ozone precursors. There is no mitigation available at the
project level that will mitigate the potential impact from the proposed project, and
impacts remain significant.

Although there is no adopted standard for sensitive receivers adjacent to Interstate 5, it
was determined that air quality impacts from diesel particulates emanating from the
freeway are considered significant.

The project area is not exposed to an incremental cancer risk of greater than 10 in
1,000,000 from a major toxic emitter. Furthermore, CO concentrations do not exceed
the California or federal ambient air quality standards for carbon monoxide, and
demonstrates that future traffic volumes can operate without exposing people to
substantial CO concentrations. These impacts are not significant.

The analysis conducted for the UCSP indicates that there will not be CO hotspots as a
result of the buildout of the UCSP. Conformance to Policy LUT 13.2 of the GPU
requiring the optimization and maintenance the performance of the traffic signal system
and the street system, to facilitate traffic flow and to minimize vehicular pollutant
emission levels will ensure that intersections operate at an adequate level of service to
avoid potential CO concentrations in excess of adopted standards.
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APPENDIX F

Water Supply Assessment,
City of Chula Vista Urban Core Specific Plan
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